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Daily Briefing
Leading maritime commerce since 1734

Friday April 6, 2018

What now for gender pay?

BRITAIN’S PRIME MINISTER Theresa May warned the public ahead 
of the deadline for UK companies to report gender pay gap figures that 
the data would make for “uncomfortable reading”. Boy, was she right, 
writes Helen Kelly.

The scale of pay inequality makes for eye-watering reading. While the 
maritime industry might not be the worst offender — construction 
takes that dubious title — it has little to be proud about.

At one stage on Tuesday the world’s largest cruise company and fierce 
proponent of diversity and LGBTQ rights Carnival was ‘rivalling’ one 
of the big three Japanese shipping conglomerates NYK Group in 
paying its UK-based female staff 60 pence for every pound a male 
colleague makes.

By the midnight deadline new lows had been reached with Babcock 
Mission Critical Services, a helicopter operator specialising in 
transportation services to North Sea and Irish Sea oil and gas 
platforms, paying women 42 pence for every pound a male colleague 
makes.

Miner Anglo American and insurer Thomas Miller & Co, parent of UK 
P&I Club, TT Club and UK Defence Club among others, admitted 
paying women 52 pence and 54 pence in the pound respectively.

All these companies from a broad range of maritime and trade sectors 
have one thing in common: they all have disproportionately more men 
in top-paying jobs, with top bonus pay, and more women in low-paying 
jobs with low (or no) bonus pay.

Many of those companies are also failing to bring women up through 
the ranks. You can see them dropping out in droves in each subsequent 
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‘pay quartile’ — the ranking system imposed by UK 
Gender Pay Gap Legislation.

Most of those companies that have reported admit 
they need to do more to close the gender pay gap and 
to encourage women into senior roles.

Some have introduced recruitment practices that 
seek to remove gender bias such as using name-
blind recruitment, gender-diverse panels and staff 
panels for senior recruitment. Some have introduced 
flexible working and job sharing, alongside 
mentoring programmes.

While these are all good first steps, it is very clear 

that we need to go further and deeper.

We need to accept that a widespread cultural change 
needs to happen and that both men and women 
need to make it work.

From government ministers to shipowners, lawyers 
and insurers, there is clear intent to make a change; 
but that intent needs to become a reality.

Otherwise another generation of highly-educated, 
talented women will be lost to the workforce, just 
when UK maritime needs them most.

The world is watching. So what now?

Gender pay gap figures revealed
THE deadline has passed and the gender pay gap 
results are in, but the results make for 
uncomfortable reading for the UK’s maritime 
industry.

Companies based in the UK with more than 250 
employees were legally obliged to report their gender 
pay gap by midnight on Wednesday.

The findings, as many feared, revealed significant 
pay disparity with more than three-quarters of UK 
companies paying men more on average than 
women.

In the transport and logistics sector, 406 companies 
published reports including more than 50 with 
connections to maritime.

Among maritime’s worst offenders were ship 
management company V Ships, which reported the 
largest median gender pay gap, with women earning 
51.6 pence for every pound a male colleague earns.

Elsewhere, Japanese carrier NYK Group (Europe) 
Ltd, Babcock Mission Critical Services Offshore and 
the world’s largest cruise operator Carnival Plc 
revealed median pay gaps near the top of the 
transportation and storage sector.

London-based broker Clarksons was one of the final 
few with maritime links to publish their report.

As with those already reported by Lloyd’s List, the 
results were equally damning and did little to dispel 
the notion that shipping is a man’s world.

Clarksons stated that women’s mean hourly rate and 
median hourly rate was 35% lower and 36% lower 
respectively.

In response, Clarksons said that it recognised there 
was no immediate fix and that it would not be 
possible to deliver a more balanced workforce 
overnight.

“We expect that it will take a number of years before 
we start to see the impact of decisions we make 
today,” it added.

Indeed, only a handful of companies from the UK’s 
maritime sector reported numbers close to pay 
parity.

Just three companies revealed a mean gender pay 
gap in favour of women, namely DFDS Logistics, 
Port of Tyne and Maritime Transport. And only 
DFDS Logistics, Forth Ports and Maritime 
Transport reported a median gender pay gap 
likewise.

There were some positives to take from bonuses, 
where in most instances the percentage of women 
receiving additional payments in the maritime 
sector beyond their expected salary was on par with 
men.

Nevertheless, in terms of guaranteed pay the gender 
disparity in the UK’s maritime sector is startling.

This can be explained by the small proportion of 
women in positions of seniority in the industry, 
which in effect skews the differentials in hourly pay.

Of the more than 50 companies representing the 
maritime sector not a single one has women 
representing a majority within the top pay quartile, 
while in the upper middle quartile just three 
companies have a higher proportion of women.
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“We have known that females are under-represented 
in the maritime industry for a long time and these 
results show that where women are employed, it 
tends to be in lower-paid positions,” said Debbie 
Cavaldoro, head of strategy at trade union Nautilus 
International. “The industry needs to work together 
to encourage more women to consider a career in the 
UK maritime sector and look at the policies and 
procedures that exist to ensure they stay in the 
industry and can progress alongside their male 
colleagues into executive positions.”

She added that addressing retention, and developing 
policies that make the maritime industry better for 
females, would make it better for everybody. 
Bullying and harassment, for example, had no place 
in the modern maritime industry, but still resulted 
in too many good people seeking alternative career 
paths, Ms Cavaldoro said.

UK Shipping Minister Nusrat Ghani has been 
approached for comment by Lloyd’s List, but she has 
yet to respond.

However, when addressing the inaugural meeting of 
the Women in Maritime Taskforce, set up by 
promotional group Maritime UK, in February, Ms 
Ghani called for bold action on gender equality in 
the maritime industries.

She called on the Women in Maritime Taskforce to 
ensure that industry leaders are open minded in 
recruiting people who do not reflect themselves. 
“People from different backgrounds have different 
experiences, they raise different challenges and they 
have different perspectives and that enables 
business to grow.”

Sue Terpilowski, chair of the taskforce, told Lloyd’s 
List: “The maritime industry is not an insular sector 
that can exist without outside participation and we 
are all part of what makes it work and ultimately 
makes it one of the most successful parts of the UK 
economy. Diversity is now an important issue in the 
wider world and the maritime sector is not immune 
from the changes and developments taking place 
surrounding this.”

The taskforce has been created to provide 
recommendations to government and industry — or 
quick wins — on equality.

Women make up only 3% of the UK maritime 
workforce. Within the transportation and storage 
sector in the UK, men made up 80% of the workforce 
in 2017. This compared to a 58% majority in the 
entire UK private sector.

Beijing brings trade wars to tankers with 
a proposed tariff on propane
THE latest twist in the ongoing US-China trade 
dispute has seen Beijing propose a 25% tariff on 
US propane, along with another 105 products.

While the implementation date is uncertain, China 
is signalling it is willing to fight a trade war on 
the energy front. Tanker owners that rely on 
long-haul trades could consequently become the 
biggest losers.

Riding on rising shale output and the expanded 
Panama Canal, the US has significantly raised 
exports of liquefied natural gas to Asia over the past 
few years.

According to the Energy Information 
Administration, the US exported 905,000 barrels 
per day of propane in 2017, of which 44.2% ended up 
in China, Japan and South Korea. The long-haul 

trade has become the lifeline of very large gas 
carriers.

But such cross-continental cargo flows often depend 
on the price spread between propane for delivery in 
Northeast Asia and loading in Mount Belvieu in 
Texas.

Taking a 25% tariff into account, the arbitrage 
window for the US-China propane trade would have 
been effectively shut on paper throughout last year, 
Argus said. Already plagued by large newbuilding 
tonnage, VLGC markets would have been even 
worse off.

The proposed tariff could lead to several different 
outcomes. In the better scenario for owners, Japan 
and South Korea could increase US imports while 
diverting their Middle Eastern cargoes to China. 

WHAT TO WATCH
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Overall shipping requirement would see little 
impact.

But the US could also be forced to push some 
propane cargoes to Latin America, shipments of 
which tend to be on smaller sized LPG tankers. And 
China may compete for Middle Eastern barrels with 
Japan and South Korea. In this scenario, tonne-mile 
demand for VLGCs would be hurt severely.

At first glance, losing access to the world’s largest 
energy-consuming nation would be a blow to US 
producers — which is Beijing’s intention. But China’s 
propane dehydrogenation plants, the driver of 
Chinese import growth, may also suffer as Middle 
Eastern supply is generally more expensive than that 
from the US.

From a macro perspective, the US energy and 
Chinese petrochemical industries are large enough 
absorb the impact, though.

The risks for tanker owners actually lie in China’s 
apparent willingness to fight a trade war on the 
energy front, even though domestic industries could 
be hurt. If this somehow spreads to other US-China 
energy trades, the impact could be enormous.

In 2017, China imported 123,000 bpd of US propane, 
up 24.2% on the year; Chinese imports of US crude 
were at 224,000 bpd, versus 22,000 bpd in 2016; its 
imports of liquefied natural gas reached 103.4bn cu 
ft, compared with the 2016 level of 17.2bn cu ft.

The rapid expansion of US-China energy trades has 
boosted tonne-mile demand, and many investors are 
betting on the tanker spectrum on the assumption 
that this trend will continue.

They will be in for a bumpy ride if those trades 
somehow fall victim to the dispute between Beijing 
and Washington.

Soyabean flows from US at risk 
from trade spat
ANY change in China’s procurement strategy for US 
agricultural products could have far-reaching 
implications for bulk shipping patterns out of the US 
this year, according to one leading analyst.

As reported in Lloyd’s List, a new round of tariffs 
announced by China on US agricultural exports and 
the recent shift in Chinese procurement policy are 
set to have a major impact on bulk carrier demand.

Ken Eriksen, senior vice-president at IEG Vantage, 
said if US grain traders were forced out of Chinese 
markets as a result of tariffs or government 
instructions to buy non-US agricultural products 
where possible, then the diversion of US exports 
could have major implications for intermodal and 
grain shipping patterns in the US.

“The overnight activity from China is in retaliation 
[against US tariffs] and hitting the core 
constituencies of the president,” he said. “That said, 
and in the end, global consumption is not decreasing 
and thus grain flows will adjust as necessary.”

“It is not like global demand will drop, it will be that 
flows will adjust.”

Asked how the latest round of tariffs on US exports 
might affect flows of soybeans from specific US 
ports, Mr Eriksen said this would be determined by 
where alternative buyers were located and the 

logistics costs of reaching that market from each 
producing region.

“Will shipping via the Great Lakes be a winner in 
this? Possibly,” he said. “But the collection and 
handling system is so geared toward the US Gulf, 
Pacific North West, Texas Gulf and South Atlantic 
ports, that it could be that soybeans bound for 
Europe or elsewhere would ship via the US Gulf, and 
perhaps the Pacific North West could be hurt as a 
result.”

“It is too early to conclusively say what will happen 
until we get more confirmed dates of [tariff] 
implementation. The US efforts give industry until 
May 22 to comment, then it is 180 days after that 
before there could be implementation.”

“Many moving parts, many possible pathways, but 
in the meanwhile negotiations ensue, and people 
and critters need to eat!”

Speaking from New Orleans where Informa 
Economics IEG was last week hosting its latest 
Transportation and Logistics Roundtable meetings, 
Mr Eriksen admitted there was “great concern 
among US farmers” about the impact of the ongoing 
trade dispute and the potential damage it could 
inflict on US grain and soybean exports, although he 
also said it was unlikely that China would stop 
buying US soybeans entirely.
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“With China expected to import more than 100m 
metric tons of soybeans it takes several countries to 
fulfil China’s needs,” he said.

According to IEG data, the US produced 119.5m 
tonnes of soybeans in 2017, Brazil 116m tonnes and 
Argentina 39m tonnes. Smaller producers took the 
overall global total to 336.4 million tonnes.

“This year China has imported about one million 
more from Brazil and the same amount less from the 
US compared to one year ago, but China has also 
imported more canola as well, somewhat of an offset 
and perhaps more so against Canadian soybeans,” 
said Mr Eriksen.

“But the US farmer has a lot at stake. Informa 
Economics IEG is forecasting farmers to plant more 
soybeans acres than corn this year and that would 
be a first in US history. So the US farmer is 
concerned.”

“We are monitoring this closely. But I can tell you, 
some of the farmers with us in New Orleans are of 
the opinion that China has been a credible violator 
[of trade rules] for years and now the current 
administration is following through. They think in 
the long run there will be a proper settlement.”

IEG Vantage is part of Informa, the parent group of 
Lloyd’s List.

Owners divided over relative value of 
newbuilds and secondhand vessels
SHIP finance is still available for a range of 
shipowners and both newbuildings and secondhand 
deals offer good opportunities for investment, 
depending on the sector, a shipping forum audience 
in Greece was told.

“Reputable shipowners can find the right financing, 
albeit with a little more equity than before,” said 
Angelos Roupas, director of finance consultancy 
Eurofin.

“As long as I have been in the industry I have always 
heard that the small owner will not survive,” he said.

While the ranks of small companies fluctuated and 
it was more difficult to obtain finance than in 
previous times, Mr Roupas identified banks 
particularly from Greece, Cyprus and Germany as 
aiming to provide niche financing of a type suited 
to the smaller owner.

Speaking at the first Golden Destiny Shipping 
Forum in Athens, he said: “They are financing small 
companies. They are active. They come to us and ask 
which are the best, acceptable, responsible small 
owners.”

According to Mr Roupas, small owners struggled to 
obtain more than 50% financing, compared with 
slightly more for a larger owner.

“So they must be financially healthy, but 
international banks are coming in and being 
impressed by the know-how of some of the smaller 
owners.”

The extent to which private equity funds would 

continue playing a key role in the industry divided 
opinion.

Mr Roupas saw funds “staying for years to come.” 
Funds had a considerable presence also as buyers 
of bank ship finance portfolios, with an estimated 
$9bn to $10bn collective shipping loan book.

Stamatis Tsantanis, chief executive of capesize 
owner Seanergy Maritime, also saw financing as 
not only the prerogative of the major owners.

“The core business of banks is to lend money. 
There is always room for small companies and also 
big owners,” he told delegates at the forum.

But he saw the heyday of funds in shipping as 
over. “I don’t see funds returning to mainstream 
shipping in the immediate future. They have lost 
billions.”

A silver lining for the industry was that there 
would be “a lot of opportunities for established 
companies” to buy vessels from funds wishing to 
exit their position.

Mr Tsantanis highlighted the gap between 
newbuilding and secondhand prices currently 
for large bulk carriers, saying that the premium for 
newbuildings was not warranted. “We believe we 
still are far away from ordering,” he said.

In the big tanker sector, though, ordering could
be justified in light of the new technology and 
environmental requirements, said Jerry Kalogiratos, 
the chief executive of Capital Product Partners and 
chief financial officer of Capital Maritime.
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“A newbuilding may be more attractive taking into 
account all the new features, very low newbuilding 
prices and high scrap prices,” he said.

“On average across all sectors we are better than we 
were one and a half to two years ago,” said Mr 
Kalogiratos. “It’s a particularly difficult moment for 
tankers but I believe in the medium and longer term 
we will see a recovery.”

Constantine Tzavelas, Golden Destiny’s head of sales 
& purchase, said that a lack of modern, high-
specification vessels for sale but also a return by 
many owners to new orders had contributed to 
stifling of secondhand deals in the early stages of 
this year.

According to Golden Destiny, during the first 
quarter of this year there have already been 225 
orders across the various market segments, up from 

144 in the equivalent period last year.

That is on top of a 34% increase in orders last year, 
said the company, with Greek owners behind 115 of 
these compared with just 29 new orders in the whole 
of 2016.

Last year was also a busy one for secondhand 
acquisitions, especially for bulkers and vessels of 
about 10 years of age, said the company’s deputy 
managing director Sofia Kokkinis.

In total, 1,581 vessels were recorded as having 
changed hands compared to a total of 1,355 during 
2016, she said.

The brokerage is expecting greater activity in the 
secondhand market during the remainder of this 
year.

OPINION

Too much expectation
YEARS ago there was a slogan which appeared on 
the masthead of the old print version of this 
newspaper, in the days before “fake news” had been 
thought of and the internet invented, writes Michael 
Grey.

“We sort out the news from the noise” was the boast, 
and you probably wouldn’t argue with the sentiment 
of this unashamed sales pitch.

A few decades on, in an age of 24-hour instant news 
delivery, you might reasonably argue that there is 
just too much for the human brain to take on board.

This thought occurred to me reading about “yet 
another” incident involving Maersk and MSC 
containerships, the inference being that there was 
something almost inexcusable about so many 
accidents involving these giant carriers.

The fact that there was no logical connection 
between a fatal fire caused by a cargo conflagration 
and a collision in the confines of a port did not seem 
to occur to the author, who busily listed recent 
accidents involving the carriers’ ships, as if there 
was a story to tell about these “coincidences”.

It might be something to do with the law of 
averages, bearing in mind the size of the fleets of the 
half-dozen major container lines and the fact that a 
fleet of several hundred hard-worked vessels will 
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inevitably have some incident that will involve the 
insurers. It takes quite a lot of imaginative 
extrapolation to collate these over time into what we 
are asked to believe is a trend.

Such, however, is not entirely unknown, if there is 
present a culture of carelessness that prioritises 
speed before safety, or one where caution is 
deprecated.

But it would not be the first time that comments 
have been made about the number of containerships 
that are involved in incidents, notably grounding 
and collisions, compared to other types of ship such 
as tankers and bulkers.

This sector has been described as one labouring 
under rather too much expectation and it would be 
difficult to argue with such a sentiment.

With the exception of the old North Atlantic liners, 
there probably never has been a sector in which 
such weight was placed on keeping to schedule. 
Containerships depart in the expectation that they 
will arrive on time and a culture has grown up that 
reinforced this belief, almost regardless of weather 
or other legitimate reasons for a late arrival.

I’m sure that most containerships are navigated 
with due consideration to the regulations, but if you 
see evidence of the nautical equivalent of the “road 
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hog” then the chances are that it will be a hard-
driven box boat that will be identified as the culprit.

Complaints about the bad driving of others tend to 
be broadcast more than they were, assisted by useful 
bodies such as the Confidential Hazardous Incident 
Reporting Programme, which report “near misses”.

Ten to one they will involve a containership cutting a 
corner, squeezing another ship in a narrow channel 
or frightening the other ship’s officer of the watch to 
death. They are expected to arrive on time and such 
are the consequences of all this urgency.

It also communicates itself to the pilots charged 
with getting these ships on and off the berth, and 
who often find themselves getting the blame for a 
close-quarters incident in confined waters.

The advent of the Automatic Identification System 
has also made it possible to analyse more 
thoroughly some of these incidents, although one 
should caution anyone from jumping too hastily to 
apportion blame from an AIS record alone.

It also seems to be inevitable that when there is an 
accident close to shore, there will be someone 
making a video recording on their mobile phone, 
which will then be broadcast on YouTube with relish.

A case in point was the “coming together” in the port 
of Callao, Peru, of Laura Maersk and MSC Shuba B, 
which was filmed in all its gory details, although it 

resulted in barely more than a scratch. The film 
shows a chap diligently sweeping the terminal while 
over his shoulder there are two big containerships 
getting too close for comfort. It was rather artistic.

But if there is just too much haste and not enough 
caution in the operation of containerships, it is 
worth also pointing out that the explosion in ship 
sizes that has led to people having to take a lot of 
risks in waters never designed for such giants.

The “cascading” that has taken place, with every 
class of containership bigger than those which 
preceded it, has taken ports and terminals largely by 
surprise.

You might almost guarantee that the enclosed basin 
of the port of Callao was designed for far smaller 
ships than the two big ships that scraped each other 
last month. And so it is in so many ports throughout 
the world, with ships operating with inches under 
the keel, squeezed around bends with straining tugs 
or swung in turning basins that were never designed 
for ships of such a length.

You have to feel for the pilots who have the job of 
berthing and unberthing these ships and inevitably 
will be blamed when the monster runs up the bank 
or bounces off another ship.

Maybe it is just the price of the precision that is 
needed with container schedules. Maybe we should 
readjust our expectations.

Iron ore and minor bulk demand growth 
to drive up bulker earnings
MARITIME Strategies International’s expectations 
for improved dry bulk earnings in 2018 are supported 
by a forecast increase in fleet employment from 
84.2% in 2017 to 85.0% — slightly better than our 
previous forecast in the fourth quarter of 2017, due to 
a stronger outlook for demand growth, writes Will 
Fray, MSI’s director of product development.

The two cargo types where we expect by far the 
largest growth in seaborne trade are iron ore and 
minor bulks — both of which are linked to the 
strength of Chinese steel production.

Despite government efforts to cut overcapacity and 
restrict output throughout the winter, 2017 was a 
record year for Chinese steel production, which at 
850m tonnes was 5.1% stronger than in 2016.

MSI is forecasting output growth to slow, nonetheless 
the substitution of Chinese domestic iron ore 
production with imports from Australia and Brazil 
will continue to underpin trade.

Although we expect relatively minor growth in coal 
trade this year we recognise upside risk to Chinese 
and Indian imports. Yearly changes to coal imports 
are extremely volatile in both countries.

At the moment we are forecasting relatively small 
year-on-year changes to China (down 5.5m tonnes) 
and India (up 9.8m tonnes).

We do not discount the possibility of Chinese and 

ANALYSIS
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Indian imports rising strongly in a more bullish 
scenario — by around 40m tonnes for China and 25m 
tonnes for India. Clearly in such an instance our view 
of dry bulk demand growth would change 
considerably.

If both high cases become reality, we expect total fleet 
employment for 2018 of 86%. The biggest effect on 
one-year time charter rates would be for capesizes, 
which we expect to be $3,000 per day higher in this 
case, 19% higher than our current forecast.

Looking forward, we are forecasting relatively high 
rates of scrapping in 2019 (just over 29m tonnes, or 
52% of the 20-plus-year-old fleet and 2020 (just over 
28m tonnes, 62% of the 20-plus-year-old fleet. This 
is in part thanks to the incoming fuel regulations, but 
with low scheduled deliveries of 13.4m dwt in 2020 
(down 52% year-on-year we expect fleet growth to 
register zero.

This is an important prop underpinning our positive 
forecast for bulker market balances.

We are forecasting continued growth in the fleet 
employment rate until a peak in 2020, and in the 
following two years we are expecting slow 
incremental demand to be outstripped by slightly 
stronger fleet growth.

With iron ore trade forecast to peak in 2020, minor 
bulks provide the only significant trade growth in our 
2021 and 2022 forecast. The impact of this 
perspective can be seen in the employment rates of 
smaller vessels.

We are forecasting employment rates for 10,000 
dwt-65,000 dwt vessels to reach 88.4% by 2021, the 
highest since the 92.3% level in 2011. This is up 8.6 
percentage points from the most recent nadir of 
79.8% in 2016. Meanwhile, employment of 65,000 
dwt-120,000 dwt vessels is expected to increase by 
only 6.7 percentage points over the same period and 
120,000 dwt-plus vessels by only 3.4 percentage 
points.

There will be a sharp drop in capesize employment in 
2021, with total dwt demand to increase by only 1.7m 
dwt and iron ore-required dwt to fall by 4m dwt. 
Fleet growth for that year will be just over 8m dwt.

A shrinking geared bulker fleet, coupled with growth 
in minor bulks demand at the same time, underpins 
our outlook for strong 10,000 dwt-65,000 dwt 
employment.

Conversely, a growing capesize fleet and contracting 
iron ore demand are behind our view of weakening 
120,000 dwt-plus employment in the final two years 
of our five-year forecast.

South Korea’s new maritime plan 
includes orders for 200 vessels
SOUTH Korea will order 200 new ships by 2020 in a 
bid to help its shipping and shipbuilding sectors, 
which have struggled with weak demand and 
spillover effects of the Hanjin bankruptcy in recent 
years.

The orders are part of a mid-term restructuring plan 
announced by Oceans and Fisheries minister Kim 
Young-choon at a meeting of economy-related 
ministers, according Yonhap news agency.

“Following the bankruptcy of Hanjin Shipping, sales 
of South Korea’s shipping industry were cut by over 
Won10trn, and the tonnage of the deepsea 
containers has been cut in half,” the minister told a 
meeting of ministers. “We have prepared a set of 
comprehensive measures to support the shipping 
and shipbuilding industries grappling with a 

protracted slump, intense competition and 
environmental regulations.”

The 200 vessels comprise 140 bulk carriers and 60 
containerships.

The report adds that the ministry intends to form a 
maritime industry promotion board in July to 
support placing of the orders, which could be by way 
of investment or through a ship purchase 
programme.

Hyundai Merchant Marine is expected to benefit 
from the latest plan, according to the ministry.

South Korean shipbuilders have suffered as weak 
demand in recent years combined with vessel 
oversupply to put severe pressure on margins.

MARKETS
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IN OTHER NEWS
Long Beach aims for low emissions
LONG Beach, the second-largest 
container port in the US, has 
launched a zero-emissions pilot 
project for cranes and cargo 
handling equipment.

Funded by a $9.7m grant from the 
California Energy Commission, 
the project will bring 25 zero- or 
near zero-emissions vehicles to 
Port of Long Beach marine 
terminals for a year to test their 
performance in a real-world 
setting.

The ports of Long Beach and Los 
Angeles in 2017 approved an 
update to their Clean Air Action 
Plan, setting a goal of 
transitioning all terminal 
equipment to zero emissions by 
2030.

Team Tankers finalises Laurin deal
TEAM Tankers International has 
finalised its acquisition of 
Sweden’s Laurin Shipping and 
Isle of Man-based Laurin family 
interest Anglo-Atlantic 
Steamship, the Danish 
chemtanker outfit said in a 
statement.

Some 21,096,099 new shares in 
Oslo-listed Team Tankers have 
been issued to the former owners 
of Anglo-Atlantic, giving it just 
under 11% of voting rights.

The preliminary purchase prices 
payable at closing for the shares 
have accordingly been estimated 
to $10.4m and $55.3m.

US condemns attack on Bahri tanker 
off Yemen
THE attack this week on an oil 
tanker in the Red Sea has 
prompted the US to call on 
Yemen’s Houthi rebels to stop 
escalating the conflict in their 
country.

“The United States is very 
concerned about the Houthis’ 
latest attempt to escalate the war 
in Yemen, this time by attacking a 
commercial vessel while it 
transited one of the world’s 
busiest shipping lanes, the Bab 
al-Mandab, in international 
waters,” a White House statement 
said. “A significant portion of 
global trade moves through the 
Bab al-Mandab every day, 
including key energy and food 
supplies.”

The Bahri-owned, Saudi Arabia-
flagged crude oil tanker Abqaiq 
suffered minor damage in the 
attack. Lloyd’s List Intelligence 
data showed the vessel voyaging 
the Red Sea on April 5, headed to 
the Ain Sukhna Terminal.

SHI wins order for LNG pair
SAMSUNG Heavy Industries has 
won a contract for two 174,000 

cu m capacity liquefied natural 
gas carriers.

The Seoul-listed shipbuilder said 
that it has agreed a price of 
$184m per vessel, including the 
option for an additional pair of 
ships.

The first two vessels will be 
delivered in July and October 
2020 respectively. SHI did not 
name the buyer.

California fines MSC for emissions 
violations
MEDITERRANEAN Shipping Co 
has paid $350,000 in penalties to 
the California Air Resources 
Board after admitting violating 
air quality regulations.

The settlement was reached 
earlier this week following an 
investigation by the CARB that 
found four MSC vessels had 
failed to comply with California 
Code of Regulations provisions 
on fuel sulphur content and 
record-keeping.

The CARB documented that the 
world’s second-largest container 
carrier failed to properly 
complete the operational 
requirements of the regulation on 
five voyages by four vessels into 
regulated California waters, 
resulting in violations of the 
low-sulphur fuel regulation.

To ease their woes, the country has even decided to 
subsidise two cities — Gunsan and Tongyeong 
— whose economies depend heavily on shipbuilding. 
It set up a special loan fund worth Won130bn 
($122m) for businesses in the two cities.

South Korea will also develop the eco-friendly, 
energy-efficiency containers to comply with the 
International Maritime Organization’s sulphur cap 
on bunkers, set to be enforced in 2020, Yonhap 
reported.

For classified notices please view the next page.
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