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Seaspan linked to Long Beach 
Container Terminal bid

SEASPAN CORP, THE containership owner, is considering a bid for 
Long Beach Container Terminal, which is being sold in order to comply 
with demands from Washington.

New-York listed Seaspan has joined more than 50 other parties that 
have submitted expressions of interest in the southern Californian 
facility.

Lloyd’s List understands that an indicative price of around $2bn has 
been provisionally submitted by Seaspan, although no negotiations 
have begun yet.

The terminal, which was being developed by Orient Overseas 
(International) Ltd, has to find a new owner after the Hong Kong 
company was bought by Cosco Shipping.

The interest in terminal operations marks a departure from its core 
business for Seaspan, which has grown into the world’s largest provider 
of containership tonnage.

Since being set up 15 years ago by US businessman Dennis Washington 
and his family, Seaspan has focused on investing in containerships 
backed by long-term charter commitments from blue-chip liner 
operators, in contrast to the German KG model based on speculative 
ordering.

However, after two of the founders, Gerry Wang and Graham Porter, 
left the group in 2017, Seaspan started to diversify under chairman 
David Sokol and chief executive Bing Chen. The pair were ranked 86th 
in Lloyd’s List’s 2018 top 100 most influential people in shipping.
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International Group cuts reinsurance rates
INTERNATIONAL Group of P&I Clubs members 
will benefit from lower reinsurance costs next year, 
after reductions across all vessel categories were 
announced by IG following the negotiation of its 
2019/20 General Excess of Loss (GXL) and 
Collective Overspill insurance programme.

“Changes to the structure of the reinsurance 
programme for 2019/20 should deliver enhanced 
value to shipowners,’” said Mike Hall, chairman of 
the International Group reinsurance subcommittee.

While the rates are expressed as a fraction of one 
cent of a US dollar per gross tonne, the larger clubs 

enter seven-figure aggregate gt into GXL and will 
accordingly clock up considerable savings.

It means rates for dirty tankers fall to $0.5747 per gt 
from $0.5845; for clean tankers to $0.2582 from 
$0.2626; for dry cargo vessels to $0.3971 from 
$0.4038; for passenger vessels to $3.2161 from 
$3.2707; for chartered tankers to $0.2158 from 
$0.2196; and for chartered dry vessels to $0.1054 
from $0.1073.

“The loss experience of the reinsurance programme 
on the 2012/13 to 2018/19 year-to-date policy years 
remains acceptable to reinsurers, notwithstanding 

WHAT TO WATCH

Cosco and OOIL have placed the ownership of the 
Long Beach facility into an independent trust 
headed by a US national during the disposal process, 
which is meant to be completed by April. However, 
those familiar with the situation are doubtful 
whether such a huge deal could be concluded so 
quickly.

Lloyd’s List understands that most of the interested 
parties are from the financial sector, although a few 
port operators are also potential buyers.

No carriers are thought to be involved or to have 
contacted JP Morgan, which is handling the sale.

Seaspan, which owns containerships but does not 
run liner services, has a fleet of around 112 vessels 
totalling 900,000 teu, with units ranging in size 
from 2,500 teu to 14,000 teu.

One source speculated that Seaspan’s interest in 
LBCT could be part of a long-term ambition to 
operate a container line rather than just chartering 
ships to ocean carriers.

The successful buyer of the terminal would have to 
commit to completing the project, which is still 
under development.

The first phase opened in 2016, and the facility is 
fully automated, unlike most other terminals in the 
US, with the exception of TraPac in Los Angeles.

When finished, it will an annual capacity of 3.3m 
teu, and be able to handle the world’s largest 
containerships.

Seaspan’s roots are in Vancouver, but the company is 
managed from Hong Kong. In recent years it has 
established close links with Cosco Shipping, to 
which it has many ships on charter.

Earlier this year, Mr Chen proposed pursuing new 
growth opportunities for Seaspan, saying the 
company would not just focus on newbuildings, but 
would also pursue secondhand purchases and even 
company acquisitions.

The company’s largest shareholder, Canadian private 
equity firm Fairfax, in May raised its investment in 
Seaspan to $1bn, in a move that Mr Sokol said would 
allow Seaspan to “capitalise on the most compelling 
opportunities in the shipping sector and beyond it”.

The extra cash would help Seaspan to deleverage its 
balance sheet and attain an investment-grade credit 
rating, as the company switched its focus over time 
on diversifying into the broader infrastructure 
sector, company executives said at the time.

“Going forward we will be constantly looking at the 
capital allocation decisions between do we acquire 
another container shipping business or do we 
acquire some other business that has diversification 
advantages to us,” Mr Sokol said.

As to what these other opportunities might be, Mr 
Sokol said that “some are tangential to the container 
industry, some are directly in the container industry, 
and some are somewhere afield”.

Seaspan has been contacted for comment.
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the claims development during the 2018/19 policy 
year,” the IG said in a statement on its website.

Other factors at work include continuing surplus 
market capacity, the consistently positive financial 
development of IG captive Hydra, and effective use 
of multi-year private placements.

The individual club retention, which rose to $10m in 
2016, remains unchanged.

Likewise, the attachment point will remain at 
$100m, and there will be no changes in the pool 
structure.

Following the appointment of Miller and Aon as 
co-brokers, a review was undertaken of the current 
reinsurance programme, with a number of its 

recommendations subsequently agreed by the IG 
reinsurance subcommittee.

The main changes involve adjustment of the current 
programme second and third layer attachment 
points, the introduction of a new multi-year private 
placement, and the introduction of a $100m annual 
aggregate deductible within the 80% market share 
in first layer of the programme.

For Maritime Labour Convention cover, market 
reinsurance cover will be renewed for a further 12 
months, with a cover limit of $200m (excess $10m) 
at a cost included within the overall reinsurance cost.

Excess war P&I cover will be renewed for 2019 at a 
reduced premium, which will be included in the 
total rates charged to owners.

Shipping is facing safety challenges
SHIPPING and ports are intrinsically linked and are 
vital to one another. Notwithstanding the odd 
disagreement about port charges or operational 
issues, the two sectors usually work well together 
and iron out issues jointly, writes Richard 
Ballantyne.

Maintaining the safety of ships and shipping 
practices in ports is obviously a fundamental 
common aim of both parties.

However, in certain areas, there remain regular 
instances where ships are not always respecting this 
joint aspiration.

Too often of late, UK ports and their pilots report 
that visiting ships provide unsafe pilot ladders and 
we have also seen the continued use of dangerously 
weighted heaving lines in ports. Both threaten the 
lives of harbour and towage operatives.

In terms of defective pilot ladder provision, the 
International Maritime Pilots Association recently 
published the results of its annual safety survey 
which confirmed that this remains very much a 
problem around the globe.

The #dangerousladders hashtag on Twitter and 
Facebook illustrates the issue in a stark visual form.

Of course, such examples exist despite the 
longstanding international rules outlined in the 
Safety of Life at Sea Convention.

The exact reasons for these instances are unclear but 
as a normally responsible sector, the shipping 
industry should collectively hang its head in shame 
over this continued flagrant activity. It cannot ignore 
such problems and must show leadership to correct 
such practices.

I would say, however, that the majority of global 
shipping companies and their crews are fully focused 
on safety, but the sector needs to act and strong 
leadership is also required from the International 
Maritime Organization to uphold these values.

While it is certainly true that you cannot put a price 
on the life, what makes these issues even more 
frustrating are the relatively minor costs associated 
with purchasing new pilot ladders and ensuring 
heaving lines don’t include scraps of metal hidden 
within monkey fist knots, or have other dangerously 
weighted objects attached.

The British shipping industry has learned from a 
variety of incidents and accidents and has, in my 
view, responded extremely well to a range of safety 
challenges.

Generally, UK ships have a good record in terms of 
their pilot access and heaving lines and we have an 
excellent dialogue with the UK Chamber of Shipping.

However, international standards are not as 
consistent and there are still far too many instances 
of visiting ships at our ports flouting the rules.

OPINION
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Global rules set by the IMO bring consistency, but 
they must be followed.

Equally these rules must be enforced uniformly and 
Port State Control practices should be firm, 
including, where needed, measures to prosecute and 
detain ships.

Also in the UK this year the Maritime and 
Coastguard Agency has refreshed its dangerously 
weighted heaving line reporting and enforcement 
mechanisms and a leading port operator is levying a 
charge on instances.

Such approaches can be applauded but without 
collective and global action the problems will no 
doubt continue.

Therefore, as we approach the end of year, I will be 
encouraging my colleagues who represent the global 
ports industry and the UK’s representatives at the 
IMO to raise these issues at every possible 
opportunity in 2019.

We must look to correct this jointly through both 
enforcement and education.

This will ensure the sector’s pilots and seafarers 
enable our ships and ports to continue to keep the 
global economy trading in an efficient and safe 
way.

Richard Ballantyne is chief executive of the British 
Ports Association.

MSI sees ‘renewed upside’ for box charter 
market in 2019
THE first quarter of 2019 will bring a ‘renewed 
upside’ to the box charter market but excess tonnage 
will remain a feature, keeping a lid on rates, 
according to Maritime Strategies International.

The traditional low season prompted a downturn in 
time charter equivalent rates last month and into 
early December, on account of a steady rise in idle 
vessel numbers.

However, in recent weeks a degree of stability has 
returned to the market, with rates beginning to 
flatline and even improve for certain assets, with 
demand for spot tonnage increasing, according to 
the London-based analyst.

Although MSI says it is optimistic for the new year, 
the liquid market segments will still be confronted 
by its primary challenge of reducing the overhang 
from a build-up of spot tonnage, which may take 
time to clear.

This issue will only be exacerbated in the short-term 
by a succession of charter expiries, according to the 
analysts.

“We expect availability dynamics for smaller feeder 
vessels and panamaxes will remain relatively 
unfavourable,” says MSI.

It adds that while market sentiment is improving 
elsewhere, most benchmarks will still likely need to 
await the new year before rate increases occur.

In terms of earnings, MSI expects only a slight 
uptick in rates after January.

Vessels in the 1,100 teu geared range are forecast to 
achieve daily rates of $7,200. However, fixture prices 
are expected to rise to nearer $7,900 by May.

Similarly, gearless ships with a capacity of 2,700 
teu will see charter rates rise to around $10,800 
per day in February, and then to $11,200 per day 
in May. During the same period, MSI expects 
4,300 teu units to rise from $11,200 to $11,800 
per day.

MSI also expects the ongoing trend of premiums for 
so-called eco vessels over their non-eco 
counterparts to continue into next year, and indeed 
gather pace as owners and operators gear up for the 
impending sulphur cap effective from the start of 
2020.

“The bigger picture remains that the IMO 2020 shift 
will be supportive of ‘eco-premia’, and this will 
become a key factor starting late 2019,” said MSI

ANALYSIS
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MARKETS

Opec cuts to hurt VLCC tonnage demand
MEMBERS of the Organisation of the Petroleum 
Exporting Countries and their Russia-led partners 
have announced a supply-cut agreement starting in 
January next year, a development that has been 
surprisingly disappointing for very large crude 
carrier bulls.

The reduction of 1.2m barrels per day starts from an 
October baseline, and sees a drop of 800,000 
barrels per day from Opec, implying a 3% reduction 
in production, and 400,000 bpd from non-Opec 
countries, implying a 2.1% decrease in oil 
production.

According to Braemar ACM, the latest cuts are likely 
to hurt crude tanker demand over the first four to 
five months of 2019.

“We expect crude tonne-mile growth to flatline, the 
west to east crude arbs [arbitrages] to work less 
frequently, and a negative spillover for the clean 
product tankers.”

However, Gibson Shipbrokers believes that the 
bearish trend is likely to stay for longer than owners 
had hoped due to significant supply factors.

The brokers estimated in a recent report that if 
slippage from 2018 is accounted for, some 70 
newbuilding very large crude carriers are scheduled 
for delivery next year with 24 due in the first quarter 
of 2019. So far in 2018, 41 VLCCs have already been 
added to the current fleet.

Although the broker noted that some reprieve may 
be gained as supply is crimped by the potential 
scrubber retrofitting of as many as 60 VLCCs at 
some point next year, it added that on an annualised 
basis, this may only account for the equivalent of 
just four to six VLCCs taken out of the fleet.

“Of course, there are sensitivities on timings, if the 
bulk of the retrofits are concentrated in the second 
half of 2019 then the impact might appear greater, 
but on balance the significance could be limited,” 
Gibsons said.

“It also needs to be considered that some retrofits 
may take place during natural drydockings, whilst 
this does not negate the impact, it must be 
considered that each year a certain number of 
drydockings take place anyway.”

The potential downside is not just for VLCCs, the 
shipbroker warned, as the effect might be felt in 
other segments as well.

Meanwhile, the silver lining for VLCC owners is the 
increase in US crude production and exports, 
pointing to potentially more longhaul trades for the 
segment.

Based on the latest APEX trade statistics, about 85% 
of VLCC voyages end up in Asia and only 8% of 
VLCCs discharge in the Atlantic Basin, equivalent to 
about 27 vessels per month.

With the growth in Atlantic Basin crude oil 
production, in particular from the US Gulf, the 
distances that the vessels need to ballast to get back 
to a loading area have increased substantially, Poten 
& Partners said in a recent report.

“It is less than 6,000 miles to get back to the Middle 
East from China while ballasting back to West 
Africa is slightly more than 10,000 miles but 
repositioning an empty VLCC from China to the US 
Gulf is a whopping 15,000 miles.”

These distances are important against the backdrop 
of the impending Opec cuts.

During the previous round of production cuts, Saudi 
Arabia disproportionately cut its exports to the US, 
to reduce the highly visible and widely followed US 
inventories and boost oil prices.

If the Saudis take the same approach this time 
around, they will again reduce the availability of 
VLCCs in an area that is already structurally short, 
Poten noted. “Add to this the expectation that US 
production will grow by some 1m barrels per day in 
2019 and we can see the shortage of VLCCs in the 
Atlantic Basin increase further.”

This imbalance can only be resolved by ballasting 
vessels 15,000 miles from the Pacific, because this is 
the only area with a surplus of tonnage.

While this development may not drive the tanker 
market by itself, Poten expects the factor to provide 
some support for VLCC rates in the wake of the 
Opec cuts.
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LNG orderbook nearly satisfies 2022 volumes
THE global liquefied natural gas carrier orderbook 
is on course to meet LNG production volumes in 
2022, according to a new outlook published by 
Wells Fargo Securities.

The LNG orderbook accounted for 23% of the global 
order book as of last month and the 57 LNG carrier 
orders placed this year mark a three-year high.

Wells Fargo Securities observed that there are four 
LNG production projects that are effectively done 
and four more that are perhaps edging closer to 
completion, around the globe.

These eight global projects could cumulatively add 
110m tonnes per year in the market, which would 
more than satisfy projected LNG demand in 2025.

LNG incremental production is set to grow from 
36.6m tonnes per year to 76m tonnes per year in 
2022, as new LNG production projects launch 
operations.

That translates to about 120 to 130 LNG carriers 
that may be needed to handle 2022 volumes, 
according to WFS, who suggest that they are almost 
satisfied by the current orderbook.

Already picking up steam owing to the hefty price 
tag of carriers, valued at about $200m, and a 
“sketchy spot-return history”, the share of 
speculative orders will grow significantly 
beginning in the second quarter of 2020, the bank 
forecast.

Most LNG carrier spot rates fluctuated between 
$40,000 and $100,000 during the third quarter, 
with only a few hitting $125,000.

However, rates climbed in October, with some 
raking in as much as $200,000 per day and 
WFS forecasts these rates to average $120,000 in 
2020.

With more LNG projects up and running, LNG 
fleet utilisation rates are also expected to improve, 
from a 77% average in 2017 to a forecast 95% in 
2020.

Overall carrier spot rates and utilisation are 
expected to remain firm through 2020.

LNG carriers delivered today at around $200m 
would be worth $131m in 10 years and $20m in 30 
years, WFS estimated.

BIMCO issues warning on boxship fleet growth
FLEET growth will take the centre stage in next 
year’s container shipping fundamentals, according 
to BIMCO.

“If only judged by newbuildings, [fleet growth is] 
clearly positive,” it said in a report. “But remember, 
700,000 teu are idle in today’s market. If the lion’s 
share of that is reactivated — which it will be as soon 
freight rates just go up slightly — expectations may 
be reversed.

“Our hopes for a rise in demand are muted by the 
ongoing trade war and the GDP growth of the 
advanced economies.”

The development of the fleet during 2018 was a 
“disappointment”, the international shipping 
association added.

“After two busy years, demolition interest 
evaporated completely in 2018 hitting a 10-year low,” 
it said. “This caused fleet growth to rise higher than 
demand. The continued inflow of very large 
containerships onto the Far East to Europe trade 
lane meant cascading making a return to the stage.”

In 2019, volume growth on long-distance trades 
would be more critical than ever, given that fleet 
growth was focused on vessels designed for the 
deepsea trades.

“Intra-Asian trades, where most containers of any 
other place are moved, will also suffer if the front-
haul, transpacific cargo flow stays dented because of 
tariff walls on either side of the Pacific,” said the 
report.

And despite transpacific spot rates hitting five-year 
highs in October, 2018 as a whole a “turned out to be 
a be a disappointment”, punctuated only by a few 
“shiny moments”.

“It was most impressive to watch inbound loaded 
container imports on the US east coast grow by +8% 
on top of the 10.1% growth experienced in 2017,” 
BIMCO said. “On the US west coast, volumes did not 
impress.”

BIMCO’s full 2019 outlook will be published in early 
January.
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IN OTHER NEWS
The Alliance announces network 
shake-up
THE Alliance members Hapag-
Lloyd, Ocean Network Express 
and Yang Ming have released 
details of their updated 2019 
network services that will see a 
fleet of 249 vessels deployed to 
76 ports around the world.

The biggest shake-up involves a 
new pendulum service to replace 
the current Far East Europe 1 
(FE1), Pacific Southwest 1 (PS1) 
and Pacific Southwest 2 (PS2) 
service.

A new Pacific Northwest 4 
service, PN4, will provide a wider 
range of direct calls across the 
US west coast and Asia.

Panama Canal widening creates 
opportunities for Port Tampa Bay
THE widening of the Panama 
Canal has created new potential 
for many ports, because 
discretionary cargoes once 
headed for the US west coast can 
now take an all-water route 
further east. Port Tampa Bay is 
one of them.

In the coming year, Cosco 
Shipping will add the port to its 
Gulf of Mexico Express 
Transpacific service, with its first 
vessel, Cosco Piraeus, scheduled 
to arrive on January 28, 2019. 
After departing Shanghai, the 
service will call at Ningbo, 
Xiamen, and Yantian before 
transiting the Panama Canal to 
Houston, Mobile, and Tampa.

Paul Anderson, port president 
and chief executive, welcomed 
the new direct Asia service, 
calling it an “historic 
development” that will provide 
importers and exporters very 
competitive transit times. “We 
see this as a historic shift that 
will allow us now to go after 
significant new customers,” he 
said.

Rising Asian coal use forecast to 
offset declines in Europe and North 
America
INCREASING use of coal in India 
and Southeast Asia will offset 
declines in Europe and North 
America, leaving global demand 
stable for the coming five years, 
the International Energy Agency 
reports.

“The story of coal is a tale of two 
worlds with climate action 
policies and economic forces 
leading to closing coal power 
plants in some countries, while 
coal continues to play a part in 
securing access to affordable 
energy in others,” IEA director of 
energy markets and security 
Keisuke Sadamori said.

“For many countries, particularly 
in South and Southeast Asia, it is 
looked upon to provide energy 
security and underpin economic 
development,” Mr Sadamori said.

Diamond Tankers goes into 
liquidation
SINGAPORE-based Diamond 
Tankers has gone into voluntary 
liquidation after shedding all its 
fleet since news of its financial 
difficulties emerged in March this 
year.

Liquidators have been appointed 
and creditors have until January 8 
next year to submit particulars of 
any outstanding debts or claims, 
according to a legal notice.

Diamond Tankers, the wholly 
owned subsidiary of the 
Japanese trading giant 
Mitsubishi Corporation, was 
incorporated in April 2005 to 
boost its tanker operations and 
to transport crude oil and 
petroleum products into 
Singapore.

Ardmore Shipping names McWilliams 
as chairman
ARDMORE Shipping, an owner 

and operator of medium range 
product and chemical tankers, 
has appointed Curtis McWilliams 
as chairman.

The former investment banker, 
who takes up the new role on 
January 1, replaces Reginald 
Jones, the US-listed company 
said.

Mr Jones was co-founder of 
Greenbriar Equity, Ardmore’s 
initial investor in 2010, which 
exited its position in November 
2017.

MOL and Uniper to collaborate on first 
FSRU project for Germany
MITSUI OSK Lines and Uniper, a 
German energy company, will 
work together on the country’s 
first LNG floating storage and 
regasification unit terminal.

The FSRU has a planned send-
out capacity of 10bn cu m a year 
and a liquefied natural gas 
storage capacity of 263,000 cu 
m. It could be in operation as
early as the second half of 2022,
MOL said in a press release.

It will be located in 
Wilhelmshaven, which is well 
suited for the receiving plant as 
required infrastructure is already 
in place and it is the only German 
all-tidal access port. It is also 
near to an existing pipeline and 
gas storage infrastructure.

Stack takes control at Zeaborn after 
Aden departs
FORMER Rickmers 
Shipmanagement chief executive 
Holger Strack is to take over as 
chief executive of Zeaborn Ship 
Management following the 
departure of former E.R. 
Schiffahrt head Nils Aden at the 
end of the year.

Mr Strack and Mr Aden were 
appointed co-chief executives of 
Zeaborn Ship Management when 
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the company merged the 
operations of the Erck Rickmers’ 
E.R. Shipmanagement and 
Bertram Rickmers’ Rickmers 
Shipmanagement.

Zeaborn acquired the remnants 
of Rickmers Group in 2017 and 
took over the operations of E.R. 
Schiffahrt in February this year.

Ship Finance agrees lease deal for 
three boxships
SHIP Finance International has 

secured $270m worth of leases 
from an unidentified Asian lender 
to finance three 2018-built 10,600 
teu boxships.

The John-Fredriksen controlled 
company has chartered out the 
ships to Maersk until 2024 with 
an option to extend them for 
another four years.

“Each lease financing has a term 
of more than 10 years, with an 
option to purchase the vessel 

back after six years, at expiry of 
the firm period of the charters to 
Maersk,” the New York-listed 
company said.

For classified notices please view the next page.
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