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Shipping faces up to trade wars
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THE US-CHINA TRADE war has continued to heat up along with
summer temperatures, writes Max Tingyao Lin.

While freight earnings have yet to be hit much, shipowners may be
ignoring the possibly historical trade tension at their own peril.

Taking the latest round of extra tariffs imposed in end-August into
consideration, the total values of affected goods in US-China trade
have topped $100bn.

Granted, those account for only a small portion of global seaborne
trade volume-wise, but some sectors have more exposure to the trade
friction than others.

According to Clarksons Research based on 2017 data, the tariffs in
force have hit 48m tonnes of US-China trade, which accounts for less
than 0.5% of the world’s total.

When the proposed barriers and any ancillary trade wars between the
world’s two largest economies and other countries are included, 15% of
global vehicle trades, 4.8% of container trade, 4% of liquefied
petroleum gas, 1.8% of dry bulk and 1.1% of chemicals would be hit.

Delving further into the detail, the US-China tension has affected
nearly 7% of global grain trade and 7% of US box imports from China.

The highest tariff rates that the two countries are imposing have been
25%, which, in many cases, could kill the longhaul trades when overall
logistics costs are taken into account. As importing and exporting
firms rush to adjust their supply chains for protection of their margins,
seaborne cargo flows have at least been altered significantly in the
soyabean and LPG sectors.
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Vessel owners and operators have had to
reposition their vessels agilely to meet demand
from cargo owners. Fortunately for them, freight
rates have not been hit much: the proportion of
tariff-hit trades remain small in terms of global
seaborne trade overall, and the impact from
changes in trade routes on tonne-mile demand is
not pronounced.

Yet the trade tension is not something to be taken
lightly.

China’s Ministry of Commerce is labelling it as “the
largest trade war in economic history”, which may
be taken as a piece of spin-doctored hyperbole
because the trade war’s current scale is not remotely
comparable with what was experienced in the 1930s.
If the remark is not just part of an act of deal-
making brinksmanship, it may be seen as a warning
that China intends further action against the Donald
Trump-led administration.

While the two sides’ bilateral talks look far from
concluded, other countries could begin to establish

more trade barriers if China and the US are forced
to dump their goods elsewhere.

Consumers may reduce their demand in many cases
when faced with additional tariffs, and investment
appetites for new production facilities could be
dampened by a cloudy economic outlook.

Already, the International Monetary Fund has
forecast the trade friction could lower global output
by 0.5% by 2020.

Moody’s is predicting trader barriers would shave
0.3%-0.5% from China’s real gross domestic product
growth and 0.25% from the US’ in 2019.

Those developments would obviously be negative for
seaborne trade demand, but largely outside of
shipowners’ control.

As they wait for the tit-for-tat to blow itself out,
industry players will have to be nimble if new trade
lanes open up and prudent in any newbuilding
investments they have lined up.

WHAT TO WATCH

UK Chamber chief says ‘no-deal’ Brexit
would have ‘huge’ impact on trade

THE lack of any deal when the UK leaves the
European Union would throw just-in-time deliveries
of goods from the continent into disarray to the
detriment of British businesses and supermarket
shoppers alike, according to the UK Chamber of
Shipping.

Its chief executive Bob Sanguinetti spoke to Lloyd’s
List after publication of the first batch of what will
ultimately be 70-80 government position papers
which are meant to offer guidance on how the UK
should handle departure from the EU next year if
terms cannot be agreed with Brussels.

In the event of a ‘no-deal’ Brexit, the UK would lose
the advantages of the current customs union and
trade on the basis of World Trade Organisation
rules.

There are also issues of recruitment. British
shipping companies can currently recruit EU
nationals for both seafaring and shoreside jobs with
ease. But at this stage, it is by no means clear
whether this will still be the case after Brexit kicks
in next March.
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Mr Sanguinetti stressed that the chamber had not
taken a position on the merits of Brexit per se, but
naturally wants to see the best conditions possible
for UK shipping.

“What is of concern is the uncertainty that the
scenario for a no-deal exit presents us with,” he
said. “In the short term, certainly, it will create a
huge amount of disruption to the trade flowing
between the UK and Europe, which is fundamental
to UK and European businesses and consumers

alike.

“In the longer term, shipping will adapt to service
businesses and service industries. But the reality is
that the disruption caused in the short term will
have far-reaching consequences.”

Even checks of just two minutes on each truck
coming in through Dover would materially slow
trade flows, Mr Sanguinetti said.

British retail long ago adopted just-in-time logistics,
which obviates the need for stockpiling. But if
anything throws the system out of balance, the
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effect on shoppers will be detrimental.

In the circumstances, the chamber is eager to see
the continued free flow of trade, although it takes no
stance on how this can best be achieved.

“We don’t have a view on that, whether it’s inside the
customs union or inside a facilitated customs
arrangement as stipulated in the Chequers
agreement, or any other arrangement,” Mr
Sanguinetti said. “The mechanics — and the politics,
certainly — is not something we would comment

”»
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But the major UK shipping trade association has
built a close relationship with the Department for
Transport and other departments, and will continue
to work closely with them.

In a statement, the chamber broadly welcomed the
first set of 25 technical notices, which it said
represented a good starting point for planning.

However, the documents are described as thin on
real detail, meaning that there is still ground to be
covered and detail to be teased out.

In general, there is too great an onus on industry to
figure out how business will be executed,
particularly with respect to supply chains and
cross-border trade.

This has generated a need to improve the way
government agencies work together and collaborate,
which would smooth out the transition process in
any Brexit scenario.

Maersk's Arctic ambition raises
environmental concerns

MAERSK Line’s decision to trial a Northern Sea
Route voyager next month has raised some
environmental concerns.

A proposed ban on heavy fuel oil in the Arctic
appears distant, but it has perhaps gained greater
traction now.

Following the announcement that the 3,600 teu
Venta Maersk would be traversing the Arctic — the
first large containership to do so — the reaction
predictably centred around the environmental
implications.

The Clean Arctic Alliance, which is pushing for the
ban of HFO in the Arctic, challenged Maersk to
reveal the type of fuel it would be burning during
the trial.

Maersk said it would use ultra-low sulphur fuel, a
decision that goes beyond the demands of any
current regulation. It said it aimed to have a
minimum environmental impact.

Venta Maersk is the fourth of seven Maersk ice-
classed vessels already built or on order.

The first three have been deployed on Seago Line’s
Baltic feeder network serving Russia and calling at
St Petersburg, according to Maersk.

However, in spite of investing in this armada, the

Danish giant unequivocally slapped down the
prospects of the Arctic as a sea route, emphasising
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that this was a one-off trial with a scientific outlook
and not the launch of a new product.

“Currently, we do not see the Northern Sea Route as
a viable commercial alternative to existing east-west
routes. Today, the passage is only feasible for around
three months a year,” the company said.

Additionally, ice-classed vessels were required to
make the passage, which meant an additional
investment, it added.

But not everyone is convinced.

International Council on Clean Transportation
senior researcher Bryan Comer noted the
significance of the trial, which in some ways was to
be expected for container shipping as the ice
diminishes.

“Why build an ice-classed containership and do a
trial run if you are not intending to take a run at it?”
Mr Comer said. He expressed concern that if Maersk
were to begin using the Arctic, HFO might
ultimately come into the mix.

The vessels could comply with the 0.1% sulphur limit
in the North and Baltic Sea Emission Control Areas
but then revert to HFO once it is out of those ECAs,
simply because of economics.

“It is so much cheaper to use heavy fuel oil especially

if you are going a long route through the Arctic,” he
said.
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Maersk’s ice-classed vessels have slow speed diesel
engines, Mr Comer said, that can switch from HFO
to low sulphur fuel.

Fuelling the HFO ban

Venta Maersk’s experimental voyage may be
expected given climate changes, but it comes at the
same time as another regulatory push quietly moves
in the background.

Last spring, the International Maritime
Organization agreed to move forward with laying
the ground work in 2019 towards a ban on the
carriage and use of HFO in Arctic waters, contingent
on a study and an impact assessment being carried
out.

While the study and the pace of regulatory decision-
making foreshadows a long road ahead before the
introduction of a ban, trials like this one that could
awaken the ambitions of competitors, especially in a
market as tight as container shipping, might affect
the mood of these conversations and increase
appetite to regulate.

Mr Comer said he thought Maersk’s exploration into
the Arctic made it increasingly urgent to take action
on an HFO ban.

Maersk has made it clear it will not be using
scrubbers to comply with the global sulphur 2020
cap which limits the maximum permissible
content of sulphur in vessels emissions to 0.5%
from the current 3.5%, but will use compliant fuels
instead.

While slashing harmful emissions is a priority for
maritime regulators, the ban is just as much about
avoiding oil spills.

Mr Comer explained that the difference between the
effects of HFO and 0.5% fuels during a spill
depended on the latter’s composition and were
effectively unknown at the moment.

Around 20% of the mass of a blended fuel was HFO,
he said, and distillate fuels were light enough that,
in the event of a spill, much of it would evaporate
while the rest of it would break down.

Residual fuel on the other hand sticks around for
longer and does not readily break down, especially
in cold water. Almost none of it evaporates and it is
able to blend with the water, meaning that it does
not float on the top and is therefore very hard to
remove.

ANALYSIS

Fortress Greece prides itself on self

sufficiency

GIVEN how umbilically it is plugged into global
shipping markets, Greece has never been impervious
to international trends in the industry.

At the same time, the Greek shipping model, albeit
highly adaptive as new demands arise, has remained
more or less intact — to the surprise of many
skeptics.

Aspects of this include a seeming ability to expand
the collective fleet in the face of bad markets and
managing to remain relatively immune to the
charms of third party shipmanagement — even in
our age of increasing complexity and consolidation.

Greeks have not been immune to recession and
consolidation. The number of Greek shipping
companies has been shrinking year-on-year for
the last six years. In a Petrofin Research study
earlier this year, the total was revealed to have
dipped just under 600 at the end of 2017, which
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was a far cry from the more than 9oo counted 20
years ago.

Very few of these do not manage their own ships
even though the majority are operating relatively
small fleets. Indeed, it should be understood that the
survey with few exceptions is based on Greek
shipmanagers, with shipowning and
shipmanagement traditionally being two sides of the
same coin in Greece.

Nearly 60% of the groups identified by Petrofin have
fleets of up to four vessels. Another 18% of
companies have fleets of between five and eight
vessels. Only about 22% of Greek owners, therefore,
control fleets of more than eight ships.

There is perhaps no single key to unlocking the
secret of how Greek shipping has managed to
support so many smaller outfits that are still capable
of managing their own vessels.
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But the Marine Technical Managers Association is a
good place to start.

Martecma this year marks its 20th anniversary, yet
to many people in the industry it remains obscure,
despite having become a key part of Greece’s
shipping fabric.

“We are not self-promoting,” current chairman
Stavros Hatzigrigoris tells Lloyd’s List with a certain
amount of understatement.

Mr Hatzigrigoris, a veteran management executive
of the Angelicoussis Shipping Group and currently
managing director of the group’s liquefied natural
gas shipping arm Maran Gas Maritime, is a
founding member of the organisation which was
established in October 1998.

Its origins lay in a handful of Greek shipping
company technical managers, mainly from the
nation’s major tanker companies, getting together in
the mid-1990s to swap opinions and knowledge at a
time of growing challenges for the industry. Other
founders included Dean Tseretopoulos of
Thenamaris, Stavros Daniolos of Ceres, Miltos
Synefias of Chandris and later Pleiades, and
Panagiotis Krassaris of Onassis shipmanagement
company Springfield.

It was a period when important new regulations
were being applied or entering force, such as double
hulls for tankers, the International Safety
Management Code and the IMO performance
standard for protective coatings. Heated discussions
were taking place about mandatory double hulls for
bulk carriers, too.

But it was also a time when the Greek-owned fleet
was making a leap forward, with an increase in
ordering new vessels that represented a departure
from Greeks’ prior solid reliance on secondhand
tonnage.

“We were encountering a variety of problems with
class rules varying between the societies, the
substantial differences between the quality offered
by the various shipyards, and the first years of
independent vetting by the oil majors,” recalls Mr
Hatzigrigoris.

“Greek companies used to buy vessels without plan
approval and supervision — and this was changing,
but at that time there was limited experience and the
idea was to exchange information to get up to speed.
We also wanted to develop common proposals to
class societies and other industry bodies.”
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Real results

Formed at the height of the year 2000 problem
scare, Martecma unsurprisingly found itself called
on to tackle the so-called Millennium Bug as its first
major project.

Although the fall-out was less serious than many
feared, the episode illustrated that despite never
having more than a single part-time administrator,
even today, the association could accomplish real
results through the pro bono and communal efforts
of leading members.

In the Y2K case, more than 300 equipment
manufacturers were engaged with and a shared
database identified systems that could potentially be
affected.

Since then the pace of legislative and technological
change in the shipping industry has not slackened
and membership of Martecma is at an all-time high
of 164, representing the vast majority of the Greek-
owned fleet. Members are technical directors or
managers of shipmanagement companies, limited to
one per outfit.

In recent years, Martecma has become more open
and has welcomed attendance at its meetings by
representatives of classification societies and
equipment manufacturers, although they do not
have voting rights. It has also welcomed shipping
companies from Italy and Turkey as members.

Meetings, which take place on average every month
and a half, are extremely well-attended. The top
technical executives in Greek shipping generally
attend, with alternate representatives only rarely
sent to fill in.

“Martecma’s great advantage is that we can have an
open discussion. We don’t have to express the
official view of the company,” says Mr Hatzigrigoris.
“It’s about personal experience and we believe the
membership has a lot of experience to share.”

Topics being dealt with are typically the problems du
jour — or those that will shortly become everyday
problems for the industry. Currently these include
such issues as compliance with emission curbs in
2020, bad bunkers, problems for certain vessels
meeting new Panama Canal transit requirements,
and experience with different ballast water
treatment systems.

But the community mentality remains a strong
motivating factor in the association’s work. “We have
maybe a dozen big companies that have the
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resources and scale. Today I think a main objective
of Martecma is to enable the smaller companies to
have the same information and access to the
resources that the bigger companies have,” says Mr
Hatzigrigoris.

“It has made a difference. Smaller and medium-
sized companies get a lot of already-cooked food that
has come from the experience of bigger fleets.”

Community

While Martecma has been an effective addition to
the industry’s support structure, in turn it draws on
other strengths of the Greek community — such as
the country’s traditional, unbroken maritime
expertise and the fact that, in contrast to life on the
ground in many maritime countries, the industry is
almost entirely located in the greater Athens and
Piraeus area.

That aids robust attendance at meetings and
informal pooling of experience, as well as the
attraction and development of qualified personnel.
The advantages are also enjoyed by other active
industry organisations such as the Union of Greek
Shipowners, the Hellenic Chamber of Shipping and
local chapters of international organisations. One of
these, for example, the Society of Naval Architects
and Marine Engineers (Sname), counts Greece as its
most active section outside the US.

Martecma co-operates with all these bodies, as well
as with international forums such as Intertanko and
BIMCO.

There may be many contributing factors but it is
difficult to dispute that good Greek management
companies are seen as occupying a place among the
world’s best and, until now, they appear able to
compete in spite of increased taxes on vessels
managed from Greece and hefty income taxes
nowadays levied on Greek seamen.

Greek owners are often among the preferred
providers of large tankers, LNG carriers and
container vessels to major charterers, where
technical and operational quality is increasingly
sought, although the same is no doubt true in the
more fragmented dry bulk market.

Within Martecma the feedback is that clients are
happy with Greek service and benchmarking is said
to show that costs are generally similar with third
party shipmanagers.

Advocates
Greece’s standing as a shipmanagement hub and its
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pool of professional shipping personnel of virtually
every stripe have been widely recognised and have
some high-profile advocates. Examples include
tanker giant Euronav, which has put technical
management of its entire fleet of very large crude
carriers and suezmaxes in the hands of its Athens
management company, and the Scorpio group, which
has built up a presence in Greece that today manages
a significant number of its tankers and bulkers.

Overseas-based shipmanagers have looked upon
Greek shipping as a potential prize cache of business
since the 1980s, but headway has been tough and on
occasions difficult to spot.

V.Ships, the biggest third-party manager in the
world, can now claim to have more than 100 Greek-
owned vessels under its wing. Of these, 37 are
currently managed from the group’s Piraeus office
by a fully Greek management team.

Most of the vessels fall under two special cells that
have been created in conjunction with highly-
regarded Greek names Costamare, for
containerships, and with Empros, for bulkers.

This is a small portion of the total number of Greek
ships, however this percentage has been increasing
over the years,” says Costas Kontes, general manager
of V.Ships Greece.

Potential clients chiefly fall into certain categories,
he says, citing shipowners seeking diversification or
entering an asset play, especially those eyeing a very
rapid expansion and who do not want to risk adding
too many overheads. There are owners looking to
base management outside Greece, others who want
to benchmark their own management by
outsourcing part of the fleet and passive investors in
the industry who need a turnkey solution.

However, Mr Kontes also believes that times are
changing and that there are forces that might bring
more third-party Greek business in future.

“There is certainly the family tradition behind the
success of the Greek model in shipping and the
loyalty of the employees to the family. However, as
the years are passing and the younger generation is
replacing senior staff within the company, the
relationship is not the same and the environment is
becoming more corporate,” he says.

“There is also a lot of knowledge and expertise

locally that allows smaller owners to hire personnel
at a competitive cost. There is a lot of experience in
troubleshooting especially when dealing with older
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vessels. Typically, Greek owners have been able to
maximize earnings in the older vessels, operating
them until the end of their useful life.”

But Mr Kontes believes that increased overheads
operating from Greece have had “a huge impact” on
smaller companies and new international
environmental requirements requiring additional
spending will add to this.

“There are other aspects making life tougher for the

local manager than it used to be,” he says. “Getting
experienced senior staff is becoming more of a
challenge for smaller owners in particular.

“In addition, the majority of the Greek owners are
now operating with international crew, allowing no
room for development of Greek technical staff to
cover shore-side needs.

“This is a major difference from the Greek shipping
of previous generations,” he says.

US-Mexico product tanker trade
unfazed by new president

CLEAN tanker shipments from the US to Mexico
remain a critical piece of global tonne-mile demand
for clean product tankers, particularly MR2s which
make up the bulk of the trade. Political rhetoric from
president-elect Andrés Manuel Lopez Obrador has
many concerned about the market, but tonne-mile
demand figures suggest the seaborne trade remains
robust.

Efforts by state-run Petréleos Mexicanos to increase
domestic refinery throughput do not appear to have
significantly dented the trade.

Total shipments from the US continue to touch new
highs, with most of the exports coming from the US
Gulf coast.

US West Coast to Mexico volumes were depressed
during the second quarter of 2018 after Pemex
restarted its 330,000-barrel-a-day refinery on the
Mexican west coast, but this trade has since seen a
recovery in volume.

Ships face competition from land transport, but
shoreside movements of fuel on trucks across the US
border is a far less efficient process.

Trucking fuel has an inherent cost disadvantage
owing to the higher fuel consumption and operating

cost per barrel moved.

The truck driver shortage in the US is driving up
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costs for vehicle operators as well, and tighter border
restrictions create friction at border crossing points,
increasing delays.

For the same distance, truck costs would be
approximately four times the shipping costs per
barrel moved overall.

Pipelines are normally the most cost-effective
means of moving oil products, but infrastructure
improvements face headwinds.

Trade restrictions will frustrate efforts to build
pipelines owing to the higher cost of steel in the US
and possible requirements to use US produced steel.

There is the additional concern about product theft
from the pipeline further down the distribution
chain in Mexico.

Theft from the limited pipeline network that
currently exists is already concerning to Pemex.

Last, but not least, border restrictions resulting from
trade disputes tend to impact road-based transport
more. This is something worth paying close
attention to during the renegotiation of the North
American Free Trade Agreement.

As the primary means of supplying clean petroleum

products to Mexico, ships seem well entrenched for
the foreseeable future.
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MARKETS

Trade ‘jitters’ impact container port

throughput

INCREASING trade tensions have contributed to a
downturn in container port throughput in June,
according to analysts at Drewry.

Drewry’s Container Port Throughput Indices, which
track volume movement based on monthly
throughput data for a sample of more than 220 ports
worldwide, showed a decline in June compared with
a record the previous month.

“After witnessing an all-time high in May, the global
container port throughput index declined to 128
points in June with a 2% monthly reduction,
possibly as a consequence of trade war jitters,”
Drewry said.

On an annual comparison, however, the index is
3.5% higher than the June 2017 level of 123.8 points.
The base point for the index 100 at January 2012.

Drewry said all regions witnessed a monthly decline
in June 2018 compared with May.

North America was the least affected region with a
fall of less than one point, which Drewry said was
likely boosted by shippers trying to beat tariff
imposition deadlines.

North America was followed by China and Latin
America, where in both cases the index was 1.6%
down.

On an annual basis, North America saw the highest
growth among all regions at 5.7%.

The index for China was 2.5% higher compared with
June 2017.

All world regions generated an annual increase,
except Latin America where the index declined to
107.6, 2.6% lower compared with June last year.

The index for Asia (excluding China) and Europe
was around 5.5% higher, but it was 3.1% and 2.5%
less, respectively, when compared with May 2018.

‘Middlemen’ shipmanagers brought in for

regulatory compliance

THE slew of incoming maritime regulations, topped
by the 2020 sulphur cap, the ballast water
management convention and a decarbonisation
strategy, are forcing shipowners to rely more than
ever on experts to help with major decisions, turning
the pressure specifically on shipmanagers to offer
the best solutions.

With 141 vessels under technical management and
total of 400 under crew management, Norway-based
Wilhelmsen Ship Management general manager
Haakon Lenz sees the sulphur cap as just another
new piece of regulation.

The impact will perhaps be bigger than usual for the
whole shipping community, he conceded, but that is
not anything new either; the industry has faced new
rules with wide-reaching implications before, such
as the mandatory double hull, which had a
fundamental effect on the construction of the
vessels.

Wilhelmsen already manages vessels fitted with
scrubbers to meet the 2020 sulphur cap and can
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offer technical advice to owners about what type of
equipment they should use, thanks to its experience
with manufacturers and its knowledge of the
advantages and downsides of each product, Mr Lenz
explained.

However, Wilhelmsen refrains from advising on the
choice between scrubbers and low sulphur fuel and
prefers to leave that decision to owners because of
the high uncertainty in the price differential
between low sulphur fuel and heavy fuel oil in the
next five to 10 years.

And while the company is familiar with the
technical implications of scrubbers, Mr Lenz said it
has taken the view that it is unclear whether these
systems are the financially the best option for the
next five to 10 years.

Not everyone reserves judgement in the same way,
however.

Cyprus-based manager Interorient’s chief operating
officer Totyu Vasilev suggests to customers that they
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install scrubbers on vessels above 50,000 dwt and
younger than 15 years old.

But in Mr Vasilev’s opinion open loop scrubbers,
whose efficacy has been subject of public criticism,
could ultimately incur extra costs and their future is
doubtful.

“The major point for all these regulations is that
they weren’t really thought of correctly. It should be
placed in a way that they applied only to
newbuildings, for example, from 2018 going
onwards,” he said.

But regardless of their shortcomings, managers and
owners will have to find solutions to comply with
the news regulations, Mr Vasilev noted.

The complexities of the sulphur cap, and the
uncertainties surrounding it, including fuel prices,
safety and availability, have raised concerns about
shipowners’ ability to comply and their willingness
to comply.

However, Mr Lenz insisted Wilhelmsen cannot have
customers that are not compliant with rules and
regulations, irrespective of what those are.

“That is basically a walkaway for us,” he said on
whether non-compliance could lead to severing
business ties with customers.

But Mr Lenz was confident Wilhelmsen will not be
put in that predicament, because he believes LSFO
will be available for owners to use — albeit at a hefty
price.

Harnessing the power of data

The need for extra equipment such as scrubbers
stems from regulatory compliance, but one of the
knock-on effects is that it forces closer collaboration
between managers and manufacturers.

Mr Vasilev explained that Interorient holds regular
dialogue with manufacturers because they hold the
key insights into the systems and the data they
produce.

However, manufacturers are still reluctant to share
problems that they may detect themselves. They
usually prefer to unveil improvements — which often
arise from the discovery of shortfalls in their
systems — themselves, Mr Vasilev said.

Nonetheless, the industry is heading in the right
direction with regards to information sharing as
people realise the wider benefits it offers, he said.

Wilhelmsen relocated its headquarters from
Malaysia to Singapore earlier this year, to further
beef up its digital offering.

Mr Lenz believes that digital tools can help with
regulatory compliance. For example, by freeing up
crew from manual work and allowing Wilhelmsen to
automate data collection that helps it comply with
International Maritime Organization regulation.

“The important thing for shipmanagers like us is
that we have well-developed supportive systems for
owners and that these tools collect data and support
or give valuable information and are supportive in
the operations of the vessels, including the
performance,” he said.

The global push to clamp down on greenhouse gas
emissions means that data will become a massive
part.

Interorient has a specialised innovation department
that monitors upcoming technology and mooted
regulations so that it can draft ideas to help clients
deal with things that take effect.

Clients also have access to systems monitoring
emissions and vessel performance as well as a
platform that gives them access to its European
Union monitoring, reporting and verification and
IMO data collection measurements, Mr Vasilev said.

Wilhelmsen is also considering several types of
monitoring software and whether it will develop its
own monitoring system to assist owners to follow
rules and regulations, according to Mr Lenz. The
company does not currently have one that can
directly produce and report data on CO2 emissions.

IN OTHER NEWS

Fewer ships calls help LA meet
emissions targets

A REDUCTION in the number of
containerships calling at Los
Angeles, the largest container
port in the US, contributed to it

schedule.
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meeting its Clean Air Action Plan
2023 targets five years ahead of

Los Angeles' 2017 inventory of
air emissions shows the port

set new records for emissions
reductions, despite container
volumes reaching a new record
high of 9.3m teu. NOx
emissions were down 60% on
2005 levels, diesel particulates
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down 86% and SOx emissions
down 98%.

A 22% drop in the number of box
ships calling at Los Angeles
played a major part in reducing
emissions, the port said in a
statement. The average number
of containers per vessel
increased 60% since 2005.

Maersk Tankers partners with
Klaveness for digital solutions
DANISH product tanker operator
Maersk Tankers and Klaveness
Digital, the Norwegian
technology company, have joined
forces to develop intelligent
digital solutions.

The new partnership has granted
Maersk Tankers access to the

Klaveness cloud-based digital
platform, allowing it to store and
manage large volumes of
commercial and operational data
from multiple sources in one
central location, making it easier
to develop new solutions.

Chief Digital Officer at Maersk
Tankers Peter Schrgder said: “We
have one of the product tanker
industry's largest datasets on
vessel voyages at our disposal.”

Cosco eyes scrubbers ahead of
sulphur cap

CHINA Cosco Shipping Group,
known as Cosco Shipping, will
opt for scrubbers to meet the
International Maritime
Organization's sulphur
regulations, according to a senior

executive from the state
conglomerate's shipping service
arm.

“I think a larger portion of Cosco
Shipping's fleet will go with
scrubbers to deal with the 2020
sulphur cap,” Liu Gang, executive
director of Cosco Shipping
International, told Lloyd's List.

Services of Hong Kong-listed CSI
range from ship trading, supply
of bunker and marine equipment
to the production of marine
coatings, a large part of which
are provided to its own parent's
fleet.

For classified notices please view the next page.
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