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Opec brings cheer to tanker 
owners with output hike

THE Organisation of the Petroleum Exporting Countries and its 
Russia-led allies have brought cheer to tanker owners by agreeing to 
raise crude oil output, a move expected to boost longhaul trades from 
the Middle East to Asia.

Having agreed to a supply cut of 1.8m barrels per day in end-2016, 
the 24 producers have often significantly overshot the target in the 
past year mainly due to the collapse in Venezuelan oil production, 
leading to falling oil inventories and rising crude prices globally.

Overcoming earlier opposition by Iran and Venezuela, Opec members 
on Friday unanimously agreed to return its conformity level to 100% 
during the second half of 2018 from 152% in May. A similar deal is 
expected to be formalised between Opec and the Russia-led 
producers on Saturday.

The incremental supply will come as “the oil market situation has 
further improved over the past six months, with the global economy 
remaining strong, oil demand relatively robust… and with the market 
rebalancing evidently continuing”, the oil cartel said in a statement.

As a result, those countries’ total output will be increased by 600,000 
bpd-1m bpd, according to analysts.

“We believe if production increases are implemented, it should be 
helpful to the crude tanker market,” Stifel said in a note.

“We estimate production growth of 1m bpd… should translate into 
about a 5% increase in crude tanker demand.”
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However, Opec did not specify individual countries’ 
output quotas. Oil prices actually rallied on the news 
of output increase as some traders thought the rise 
was smaller than expected.

With Venezuela, Angola and Mexico facing 
production issues, and Iran’s oil sales curbed by US 
sanctions, many market participants expect the 
incremental supply will come from Russia, Saudi 
Arabia and some other Middle Eastern producers.

“The inability of certain Opec members to raise 
production will undoubtedly mean the bulk of 
production increases will be met by the largest 
producers, though the distribution of increases 
between members remains unclear,’ GlobalData’s 
senior analyst for oil and gas Joseph Gatdula said.

The output hike will benefit very large crude tankers 
in particular, as “most of it will be [on] longhaul 

trade from the Middle East Gulf”, Arctic Securities 
said in a note.

“Coming in a relatively low inventory environment, 
there should be good ‘pull’ from refiners on these 
barrels,” the note added.

Opec will hold its next meeting to review its output 
on December 3. For the coming months, tanker 
earnings will likely enjoy a boost, some analysts 
said.

Based on Clarkson’s estimates, a 1m bpd increase in 
the output of Opec and the Russia-led producers 
would push VLCC earnings up to $31,000 per day in 
the fourth quarter versus $13,000 in the second 
quarter.

“We do expect tanker rates to rise moderately,” Stifel 
said.

Alafouzos family launch tanker fundraiser 
in Norway

WHAT TO WATCH

THE Alafouzos family’s new tanker vehicle, Okeanis 
Eco Tankers, is seeking to raise as much as $150m 
with a planned listing on Norway’s Merkur stock 
market.

Backers of the deal said that the company’s 
roadshow was completed earlier this week with 
book-building expected to close imminently.

“There was a lot of interest. It got a very warm 
reception,” Lloyd’s List was told.

The precise shareholding that the sponsor will retain 
is not yet clear but the Alafouzos family will keep a 
very substantial stake in the company.

The family is folding virtually its entire tanker fleet, 
currently privately held under Okeanis Marine and 
managed by Greece-based Kyklades Maritime, into 
the vehicle to be listed on Merkur.

This consists of six tankers already in the water and 
another nine on order for delivery by end of next 
year.

Investors have been told that it is an “opportune and 
unique time to invest in the tanker market,” which is 
portrayed as being on the point of recovery.

Among the factors cited to support the timing of the 
play were strong tonne-mile growth, slower tonnage 
supply growth, new regulations and rising 
newbuilding prices.

“It is not just a play on the recovery of the tanker 
market,” said one source familiar with the situation. 
“It is also a play on the IMO 2020 story.”

The fleet is described as “future-proof” as all the 
ships are of modern eco design and will be fitted 
with ballast water treatment systems as well as 
scrubbers.

In the case of three 2015-built aframaxes and four 
suezmaxes, the last of which is scheduled to be 
delivered by Japan Marine United in September, 
scrubbers are due to be installed during the third 
quarter of 2019.

Eight very large crude carriers under construction at 
Hyundai Heavy Industries’ Ulsan yard for delivery 
between May and December next year are being 
built with scrubbers fitted.

Once all the vessels are delivered, the fleet will have 
an average age of 1.7 years, making it one of the 
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world’s youngest. Four of the VLCCs, which were all 
ordered earlier this year, have 15-year finance leases 
with Oslo-listed Ocean Yield.

It will not be the family’s first experience of publicly 
traded businesses.

For many years the group’s Greek newspaper 
company, Kathimerini, was listed on the Athens 
Stock Exchange.

Under Kathimerini, the group also managed tanker 
company Argonaftis EEPN that at one stage was 
tipped to become the first mainstream shipping 
company with its own listing on the Greek bourse, 
though this did not materialise.

It is understood that while the main focus of the 
Greek owners has been on a public listing, there has 
been the possibility of doing a private deal with 
investors.

The Merkur market is widely recognised for the 
speed with which initial public offerings can be 
completed — in three or four weeks, according to 
market players.

Norway has also proved an efficient step for shipping 
companies towards a listing on one of the larger US 
markets, as in the case of GoodBulk and Navios 
Containers, the first of a potential fresh crop of 
applicants this year.

A listing on the main Oslo bourse or in New York 
may well follow later, but an investor presentation 
seen by Lloyd’s List also states that the company will 
take “an opportunistic approach” to realising value 
for investors.

That could include asset sales or consolidation as 

well as dividend payments — all possibilities that 
management intends looking at.

Okeanis Eco Tankers will be led by chief executive 
Ioannis Alafouzos, a 40-year shipping veteran, 
Joining Mr Alafouzos on the company’s board of 
directors will be John Kittmer, who served as British 
ambassador to Greece from 2013 to 2016 and had a 
special interest in the shipping sector.

The board will be filled out with one independent 
director and up to two additional directors to 
represent incoming investors.

Okeanis Eco Tankers is to be the Alafouzos family’s 
primary vehicle for tanker activities, with first 
refusal on significant acquisition and chartering 
deals.

The Greek group was established in the 1960s by Mr 
Alafouzos’ father Aristidis who died last year.
At its peak it controlled about 50 vessels, most of 
which were sold leading up to 2007.

Most listed tanker companies have been trading 
higher in recent weeks due to anticipation of a 
market recovery and according to analysts are now 
trading at between net asset value and 1.5 times 
NAV, making Okeanis, valued at below NAV, 
potentially a cheap entry point for investors at this 
point in the tanker cycle.

The company prospectus also highlights the 
company’s low fleet breakeven point, said to be 
$14,300 per vessel per day in 2018.

Fearnley Securities has been acting as sole manager 
and bookrunner for the equity offering.

Cainiao boss says e-commerce can 
reshape container shipping
IMAGINE a day when container shipping becomes an 
integrated part of parcel logstics — when being 
digitalised, trackable and, more importantly, on time 
is normal practice.

Guan Xiaodong, general manager of Cainiao’s global 
business, hopes to make that day a reality in five years.

For those not familiar with Cainiao, it is the logistics 
arm of the Alibaba Group. It is also designated by the 
group executive chairman Jack Ma to weave a global 

smart logistics network, driven by data technologies 
and the internet of things, in which the e-commerce 
giant has pledged to invest at least Yuan100bn 
($15.6bn).

“Cainiao’s mission is not to deliver goods, but to help 
companies that deliver goods by building a network 
that links all logistics elements and connects every 
delivery man, every warehouse, every hub, every city, 
and every household,” Mr Ma said during an Alibaba 
event.
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The job of Mr Guan, a former DHL executive, is to 
ensure that the Chinese brand will carry a global 
sway.

The question is, how?

The hundreds of millions e-commerce users — both 
consumers and vendors — of the parent company 
seem to be a key leverage for Cainiao to build up its 
business.

Its end-to-end delivery applications are connected 
with Alibaba’s online platforms, including the B2B 
service 1688.com as well as the B2C ones Taobao and 
AliExpress, Mr Guan told Lloyd’s List.

Through Cainiao’s systems, users have options — 
standard or express; freight via air, sea or land, or an 
intermodal transport.

The services are, of course, provided by different 
logistics firms at different costs. But every single 
parcel will get an e-waybill — a digital ID card of it 
— which acts as not only a tool for tracking but also an 
entry for Cainiao to digitalise the entire supply chain.

So far, Cainiao’s traffic is mostly landside and air 
freights. But seaborne volume is expanding with the 
thriving of cross-border e-commerce, according to Mr 
Guan.

In April, the company launched an ocean freight 
service from China to Australia for small-and-
medium sized e-commerce vendors, the fourth of such 
kind following those to Singapore, Malaysia and 
Taiwan.

In its newly established fulfilment centre in Malaysia, 
Cainiao is encouraging local exporters to ship their 
goods to China via its application by imbedding a fast 
track of custom clearance into the services.

“It’s a one-stop logistics solution that we are trying to 
provide those exporters and importers,” Mr Guan 
says.

The bigger goal is to help vendors improve their 
inventory management and thus reduce the lead time.

The trade data — digitalised, collected and analysed 
— is expected to lead to more precise forecasts of 
consumers’ demand, so that sellers can prepare their 
stocks for future orders.

That fits into Alibaba’s offer of 72-hour delivery for all 
of its e-commerce customers on a global scale and a 

reduction of China’s overall logistics cost to 5% of the 
gross domestic product, ambitions unveiled by Mr Ma 
earlier this year.

Cainiao recently unveiled plans to develop six logistics 
hubs in Dubai, Hangzhou, Hong Kong, Kuala Lumpur, 
Liège and Moscow, as it continues to expand its 
capacities across the globe.

If the mode works, the world is likely to see more 
exporters, especially the SMEs, more confident to 
build up inventory near their overseas consumers. To 
meet that need, they will ask for more and better 
warehouse-to-warehouse ocean freight services.

They will also increasingly fill the containers with 
tidy, ready-for-sale parcels, rather than bundles of 
products, backed by clear-cut data analysis of their 
consumers’ behaviours.
That means container shipping has to react to that 
required level of efficiency, to include easy-booking, 
real-time visibility and punctual delivery into their 
services, says Mr Guan.

“So I think in the future, global logistics will be more 
hinged on parcel than containers.”

But neither Cainiao nor Alibaba intends to operate a 
fleet on its own.

“Some of the carriers have been doing ocean shipping 
for more than 100 years, there is no way that we’ll do 
it better than them. We view carriers as our partners,” 
Mr Guan explains.

The pressing demand of the carriers is to digitialise 
their capacities and operations, he adds.

Some may say that five years seems overly optimistic 
to achieve the digitalisation goal — after all, the 
container shipping carriers are being pestered by 
many other problems, such as overcapacity, sulphur 
regulations and geo-political uncertainties.

But Mr Guan believes it is the big trend and his 
company is capable to help.
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Cheer up, the outlook for world trade may only 
be moderately depressing
A DOWNWARD spiral into protectionist policies 
reminiscent of the 1930s threatens to derail the 
world economy, the article in Lloyd’s List warned.

Date of publication? 2007.

The lean years between the wars have taken on the 
function of a perennial modern morality tale.

That is even true on a family level; I have heard 
plenty of tales from the past two generations, on both 
my mother’s side and my father’s side. Skilled 
workers were forced to choose between taking 
whatever lousy jobs were going, or not working at all. 
Those who were just kids at the time recollect there 
being no bread on the table.

It was all a character-building experience for the 
ones who went through it, rendering them thrifty to 
the point of abstemiousness for the rest of their lives.
Implorations never to return to “the Hungry 
Thirties” have subsequently provided a regular staple 
of media punditry.

For those of a rightist bent, the key lesson is the folly 
of departing from the nostrums of classical 
economics. Those on the left counter that it took 
proto-Keynesianism to get us out of the mess.

Now the spectre is back of trade war is back, thanks 
to the policies emanating from the incumbent at 
1600 Pennsylvania Avenue.

Swiss Re chief economist Kurt Karl, for instance, 
used a 1930s analogy when he waded into Trump in 
an interview with our sister publication Insurance 
Day last year.

Since that piece appeared, such fears have escalated 
exponentially, with Trump slapping tariffs totalling 
$50bn on Chinese goods. And it should go out 
without saying that, for the economically literate, 
that decision is just plain daft.

Daft, but how dangerous?

Over-reaction
There is a need to avoid the Chicken Licken response 
of forever crying out ‘the sky is falling’ every time 
someone throws a spanner in the works of world 

trade. We have seen similar challenges many times 
in the past, and so far managed to avoid the worst 
coming to the worst.

Let’s compare then and now. Parallels can of course 
be found.

For instance, the shipping market had been 
chequered for most of 1920s, just as it has been for 
most of the 2010s.

And towards close of decade, optimism was growing. 
Again, we see something similar today.

Then came the Wall Street Crash, trigger for great 
depression. This is where the likenesses start to 
diminish.

Sure, equities are down from the all-time peak seen 
at the start of this year. But they remain at historic 
highs.

The main indices have been remarkably unfazed by 
the trade war panic, and there is no obvious reason 
to suspect imminent nosedive.

The shipping consequences of the crash are briefly 
documented by Martin Stopford, in a page or two of 
his indispensable work Maritime Economics.

The standout statistic is that trade by sea declined by 
26% between 1929 and 1932. A rerun of that outcome 
would self-evidently be horrible.

Most of us can remember the apocalyptic 
prognoses that followed the global financial crisis, 
for instance.

I confess to being among the gloomsters. But in 
general, the aftershocks were handled well, with 
most world political and economic leaders ditching 
dogma and applying themselves pragmatically to the 
tasks at hand.

In the case of the then Fed chair Ben Bernanke, that 
may well have been down to his academic expertise 
in what had happened seven decades before.
As a result — astonishing it seems in retrospect 
— world trade has been on a consistent upward 
trajectory, albeit with some wobbles, since 2009.

OPINION
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Again, we learn from Stopford that laid up tonnage 
jumped by more than four times over, from 3m gt in 
1929 to 14m gt three years later. That represents 
more than 20% of the world fleet at the time.

Vessel values fell by more than half in 1930, with 
older tonnage at the sharp end. Single and twin-deck 
steamers that had been fetching £200,000-280,000 
on the S&P market could be had for just £14,000. By 
1933, ships of these types were going for as little as 
£5,000.

Some of the blame lies with shipping banks, most of 
them British. They were in no mood to kick the can 
down the road, and were apt to foreclose on owners 
not making payments.

Say what you like about extend and pretend, which 
has clobbered a few German regional banks, but it at 
least has had the merit of preventing a repeat 
performance.

Vessel values have of course plummeted precipitately 
since the crazy days of the mid noughties. But the 
drop has not been on anything like this scale.

However fashionable it was for a time to call for 
creative destruction in the abstract, the policy was 
never enacted concretely, leaving the industry in 
more or less one piece.

Back in the 1930s, protectionist measures abounded. 
The British Shipping (Assistance) Act 1935, for 
instance, made £10m of state cash available for fleet 
modernisation.

The racial connotations were ugly, effectively 
protecting jobs for white British seafarers at the 
expense of the Asians doing much of the graft on Red 
Ensign steamers at the time.

But such ideas are so far out of economic fashion that 

it is difficult to imagine straightforward massive cash 
handouts to shipowners ever coming back.

Given the newfound willingness of Asian financial 
institutions to come up with the goods, there isn’t 
even any clear need for policies of this ilk.

And now back to 2018. Trump’s decision to launch a 
simultaneous trade war against US allies and 
adversaries will not be judged kindly by future 
economic historians.
In all likelihood, it will increase domestic prices for 
industrial users and consumers alike, with an ugly 
impact on employment. It will also diminish the US’s 
global standing at a crucial conjunction.

Mild impact
But here’s a scenario for world trade that is only 
moderately depressing. Trump will be Trump, and 
there is little that anyone but the US electorate can do 
about that. We must, for now, let him get on with it.

China will be China, which is hopefully to say, a 
damn sight more clever than The Donald. Beijing 
will retaliate, as much for reasons of amour propre as 
anything else. But the Xi leadership is savvy enough 
to act in a measured way.
The main variable is the Europe. While several 
governments have fallen into populist hands, an 
ongoing commitment to free trade seems certain as 
long as Germany’s Merkel and France’s Macron are 
in the driving seat.

Emerging markets have traditionally been granted 
limited protectionism, on the basis of the infant 
industry argument. But in general terms, they too 
have skin in the free trade game.

In sum, there is no reason to party like it’s 1929. 
Fingers crossed, but the grown-ups in the room can 
yet prevail.

The path ahead for the Cosco-OOIL merger
ANALYSIS

THE proposal to put the Long Beach Container 
Terminal into a US-run trust appears to suggest that 
Cosco Shipping is making all-out efforts in a bid to 
beat the deadline of its $6.3bn acquisition.

As reported by the Wall Street Journal, it also 
suggests that an immediate, suitable buyer for the 
prized US terminal asset is lacking.

An exclusion of LBCT is inevitable, it seems, should 
the Chinese conglomerate want the approval from 
the Committee on Foreign Investment in the US on 
its takeover of Orient Overseas International Ltd.

But it has to be structured in a way that allows 
Cosco to retain the economic benefits of using the 
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fully-automated terminal in future, as Alphaliner 
executive consultant Tan Hua Joo has said.

Mr Tan had named two potential buyers, SSA 
Marine and Ports America Group, both of which 
have partnership with Cosco in terminals on the US 
west coast.

It is said to be a third-party trust now.

Drewry analyst Neil Davidson argued that the idea, 
if true, made good sense as it bought time to find the 
right buyer(s). “Otherwise the sale would have to be 
done in a much more pressured environment, which 
would favour buyers and disadvantage Cosco as the 
seller,” he said.

Under the arrangement, Cosco would likely have a 
secured right to use the facilities during the 
entrusted period — allegedly up to one year. 
However, it would be up to the trust to find an 
acquirer(s) in future.

Perhaps that means the Chinese shipping giant will 
eventually have to face a sad withdrawal from the 
benefits in LBCT. Maybe not.

What if the one sits behind the trust is, say, Carrix, 
SSA’s parent company?

Even it is not, any buyers of LBCT can hardly refuse 
Cosco and OOIL — together controlling the world’s 
third-largest fleet — as a customer. Instead, buyer(s) 
would seek a long-term commitment from the two 

carriers to use the terminal, Mr Davidson added, 
“and the duo have options, as Cosco already has 
stakes in two other terminals [near by]”.

That said, it remains to be seen whether the 
proposed structure would satisfy CFIUS’s concerns.

A Cosco spokesperson declined to comment to 
Lloyd’s List. An OOIL official said he was still 
confident the deal would go through by the end of 
next week, as scheduled.

Mr Tan is suspicious of an on-time delivery. The 
biggest puzzle he finds is that CFIUS’s concerns 
remain vague per se.

“The US side have not articulated what exactly their 
concerns are,” he said.

Meanwhile, another pending approval is owned by 
China’s Ministry of Commerce. It is the last 
precondition for the acquisition to proceed yet 
seems a less difficult one for state-owned Cosco to 
garner.

The delay of any of the two approvals might lead to 
an agreement of Cosco and OOIL to extend the 
deadline, said Affinity in a note. That kind of 
uncertainty will certainly not be welcomed by 
investors.

All eyes will be on the stock filings of the two 
companies next week. The clock is ticking.

World boxship fleet update: Few new 
orders, but fleet keeps growing
THE world containership fleet expanded by 
another 100,000 teu of capacity last month, 
bringing total capacity to 21.1m teu, according to 
the latest figures from Lloyd’s List Intelligence.

Deliveries of larger ships made up for most of the 
additional tonnage, with three vessels alone 
accounting for half the new capacity.

Cosco took delivery of the latest in its series of 
21,000 teu ultra large containerships, Cosco 
Shipping Universe, while Maersk saw the 19,630 
teu Mumbai Maersk and 15,226 teu Maersk 
Hamburg enter service. But CMA CGM was the 
busiest carrier this month, with five vessels 
ranging from 10,000 teu to 11,000 teu leaving the 
yards during May.

Orders were thin on the ground, with only the 
confirmation of the previously reported additional 
orders of four 14,300 teu vessels for Zodiac 
Maritime at Hyundai Heavy Industries.

A filing from HHI priced the order at Won436.8bn 
($392m). However, Lloyd’s List understands that 
the actual price might be higher than reported.

The four vessels, due for delivery in July 2020, are 
options relating to an existing order for five vessels 
of the same design that was placed earlier this year.

The wide-beam design will squeeze through the 51 
m limit on the expanded Panama Canal, allowing 
for flexibility in the vessels’ deployment.
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Hyundai Heavy will be relieved at winning the 
orders, particularly because international politics 
appear to have stifled another order it had hoped to 
deliver.

The company had to postpone the delivery of 
newbuildings ordered by the Islamic Republic of 
Iran Shipping Lines in December 2016 amid 
concerns over the threat of US sanctions.
The two parties signed a $700m deal to construct 
four 14,500 teu containerships and six 49,000 dwt 
product tankers, with delivery scheduled from the 
second quarter of this year.

But the South Korean builder has yet to hand over 
any of the ships to the owner and the status of the 
10 newbuildings is still shown as “In Build” or “On 
Order”, with the earliest delivery expected in July 
2018, according to Lloyd List’s Intelligence.

Singapore-listed Yangzijiang did not identify the 
owners, but brokers earlier pointed to Costamare 
Shipping as the buyer of the 12,000 teu vessels.

The containerships, which will be compliant with 
NOx Tier III emission standards, were priced at 
$85m each, backed by a five-year time charter from 
Yang Ming at $30,000 per day. Delivery was 
scheduled for between 2020 and 2021.

The building contract also included an option for 
two extra units, according to brokers’ reports.

The deal is part of Yang Ming’s fleet renewal plan, 
in which the Taiwanese liner shipping carrier looks 
to charter in up to 14 units of 12,000 teu ships and 
order up to another 14 units of 2,800 teu 
newbuildings.

Demolition numbers have been low since the cull of 
boxships over the past two years declined earlier 
this year.

Only the 20-year-old 2,902 teu Phuket, formerly 
operated by Maersk, went to the demo yards in 
May.

‘Important decisions’
But according to analysts at MSI, this could be 
about to change because the International 
Maritime Organization’s low-sulphur fuel 
regulations make older ships uneconomical.

“As the IMO 2020 deadline approaches, owners 
will make important decisions regarding ordering 
and demolishing vessels,” MSI said.

“We expect that contracting will increase in the 
coming years, peaking in 2020 in the near-term,” it 
added. “We expect an additional increase in 
demolitions in 2022 due to a weaker demand 
environment and fleet aging. The incentive to 
replace older tonnage with more efficient tonnage 
is clear as projected fuel expenditure rises.”

The process of f leet renewal, therefore, will take 
place over a number of years, and MSI does not 
believe there will be a sudden wave of mass vessel 
demolitions in a scenario where these vessels, even 
if old and relatively uneconomical, are still able to 
find employment.

“As newbuilding deliveries arrive over 2019-2022, 
however, scrapping will increase,” MSI said.

MSI’s forecast volume of demolitions is less than 
the record demolition volumes seen in 2016, but 
this is because it still expects a positive charter-
market backdrop in 2020.
“We see scrapping as largely driven by the earnings 
backdrop, and this is especially the case for larger 
vessels, which act as the ‘swing providers’ of 
tonnage to the industry.”

Another complicating factor was that the feeder 
segment is under-supplied, MSI added.

“There is a reasonably sized feeder orderbook and 
contracting continues to pick up, but if you scrap 
large volumes of feeders starting next year, there 
will not be sufficient volumes of replacement 
tonnage to hand,” MSI said.

Provided that the demand environment holds up, 
carriers would be faced with a choice between 
scrapping feeder services or continuing to operate 
older vessels.

“Given that shippers are already unhappy with 
reductions in service offerings, they may prefer to 
absorb higher costs temporarily,” MSI said.
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London Greeks raise orderbook concerns
THE London-based Greek Shipping Co-operation 
Committee has raised concerns about the scale of the 
current newbuilding orderbook and over shipowners’ 
ability to meet emission reduction targets alone.

Haralambos Fafalios, who has been re-elected for 
another term as the GSCC’s chairman, said that the 
number of larger dry bulk carriers, tankers, 
containerships and gas carriers on order “far exceeds 
replacement needs”.

“The world orderbook is still quite large in volume 
terms, even if in percentage terms it seems less so,” 
he wrote in the organisation’s annual report for 
2017-2018.

The number of large ships on order “can only 
dampen the chance of very significant freight rate 
increases”, he added.

At the same time, Mr Fafalios noted that new 
contracting had played a role in maintaining Greek 
shipowners’ major presence in the dry bulk and 
tanker industries as well as their rise in the container 
sector and “probably” becoming the dominant 
liquefied natural gas carrier operators.

“They are doing this mainly with newbuilding orders 
and some judicious secondhand purchases,” Mr 

Fafalios said. “The Greek shipping industry — with 
its substantial orderbook — is rapidly becoming 
among the greenest in the world.”

The GSCC was “fighting hard on the international 
stage to bring about realistic and workable solutions 
to some positive and some not so positive demands 
from our legislators,” he said.

A “legislative tsunami of new regulations” had to be 
dealt with in a way that ensured shipping can 
function without undue dislocation,” said Mr 
Fafalios.

He said that the industry lauded the International 
Maritime Organization’s decision to slash shipping’s 
greenhouse gas emissions, but “this will require a 
technological breakthrough of enormous 
proportions”.

The GSCC urged greater R&D spending by shipyards, 
engine makers and oil companies as well as 
legislators as a matter of urgency in order to provide 
“workable solutions for a long term carbon-free 
future”.

The new 20-person GSCC council, which includes 
many prominent Greek shipping names, was elected 
for a two-year period up to June 2020.

MARKETS

BENCHMARK aframax rates have dropped in the 
past week on the Baltic Exchange on the back of the 
recent conflict at Libya’s oil ports and a general 
oversupply of tonnage.

The Baltic aframax time charter equivalent was 
down 22% at around $7,223 per day at Thursday’s 
close, compared with $9,717 per day a week before.

According to Libya’s National Oil Corporation, 
armed conflict over control of oil export 
infrastructure has caused numerous storage tanks 
to catch fire, cutting Ras Lanuf’s storage capacity by 
40% and enforcing force majeure on exports from 
that port and from Es Sider.

The company said that damage to facilities at the 
Ras Lanuf terminal had reduced storage capacity by 

400,000 barrels of oil — almost half the capacity at 
the port.

It added that there was a risk that leaks from one of 
the destroyed crude containers could spark fires 
elsewhere in the facility, which would stop exports 
from the port completely.

Cross-Mediterranean aframax earnings 
subsequently fell into negative territory, to minus 
$223 per day on Thursday from $8,180 per day last 
week.

While it could take weeks to rebuild the facility, the 
earnings might be further hit if the disruption 
continues. The restart of Libya’s oil ports had 
significantly increased aframax demand since last 
year.

Libyan turmoil hits Mediterranean 
aframax rates
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McQuilling expects the pressure to persist as export 
infrastructure remains damaged, as well as there 
being potential for a resurgence in conflicts.

The majority of Libyan crude is shipped to European 
refiners in the Mediterranean and northern Europe.

With force majeure on exports from two ports, 
importers may seek alternative barrels in West 
Africa and the US due to the availability of lighter 

crude streams in these regions, similar to the 
composition of Libyan crude, the brokerage said in a 
recent report.

Although increased reverse lighterage activity in the 
US Gulf has been a supportive factor for aframaxes 
this year, McQuilling projects increased demand 
pressure and a rise in tonnage in the Mediterranean 
market due to Libya.

Morocco modernises grain terminals 
to support imports
MOROCCO is modernising its grain terminals, 
storage facilities and transportation networks, with 
increased private sector involvement in financing and 
operations, as it remains dependent on imports for 
food, bread and animal feed.

The North African country has five ports equipped 
with special wharfs for unloading grain shipments, 
Mostafa Chari, executive assistant at the Moroccan 
Cereals and Pulses Office, known as ONICL, said at 
the International Grains Council conference in 
London. These are located at Casablanca, Agadir, 
Tanger, Safi, and Nador, on the northern coast.

ONICL manages four port silos through its subsidiary 
company SOSIPO. The largest is at Jorf Lasfar, a 
deepwater commercial port on the Atlantic coast.

An extensive road and rail network serves all of 
Morocco’s main cities. An increased number of 
modern facilities is being built to expand its domestic 
grains storage capacity of 6.6m tonnes, aimed at 
receiving 4,000 tonnes per day via road and rail, and 
delivering up to 2,500 tonnes in turn.

Mr Chari explained that domestic grains output 
covers 55% of demand, with total imports between 
7m and 8m tonnes on average per year.

This comprises 4m tonnes of wheat, 2.2m tonnes of 
maize, 800,000 tonnes of durum wheat, and 700,000 
tonnes of barley. France is usually the leading 
supplier at 25% of all grains, followed by Argentina at 
16%, the US at 15%, Ukraine at 12%, and Canada at 
10%.

Local maize output barely covers 5% of total 
Moroccan demand, with the Americas being the main 
supplier. In marked contrast, local barley production 
covers 81% of Morocco’s needs, while durum wheat 
output accounts for 69% of domestic demand, with 
Canada being the leading export supplier. Domestic 
bread wheat production covers 57% of demand, Mr 
Chari said.

This year, Morocco was expected to see a bumper 
wheat harvest of more than 7m tonnes, double that of 
2017/18, further contracting imports from France, the 
agriculture ministry said in late April.

Barley should also see an uptick in domestic 
production this year, but at the International Grains 
Council conference, Chari cautioned that output gains 
in future years could be constrained by the impacts of 
adverse weather and climate change.

IN OTHER NEWS
British heavylift exports face Brexit 
barrier if Airbus flies the coop
HUNDREDS of heavylift cargo 
export shipments via British 
ports could be lost if French 
aircraft manufacturer Airbus 
leaves the UK.

Airbus said on Thursday it would 
be forced to reconsider its 

investments in the UK, and its 
long-term footprint in the 
country, should the UK exit the 
European Union without a 
withdrawal agreement.

“The UK exiting the EU next year 
without a deal — therefore 
leaving both the single market 
and customs union immediately 

and without any agreed transition 
— would lead to severe disruption 
and interruption of UK 
production,” Airbus said in a 
media statement.

UK Chamber backs ‘customs 
partnerships’
THE post-Brexit UK will install 
automated customs systems at 
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borders, though a ‘no deal’ 
scenario would be disastrous for 
the country, according to UK 
Chamber of Shipping president 
Sir Michael Bibby.

“In my mind, there is no doubt 
that ultimately we will move fully 
automated border process,” Sir 
Michael said.

The UK Chamber president was 
speaking this week during 
Odgers Berndtson’s annual 
maritime and shipping practice 
reception in London.

Torm opts to install scrubbers on 13 
newbuildings
TORM has opted to install 
scrubbers on 13 of its vessels 
due for delivery in 2018-2020, 
which will make it one of the 
small number of owners to 
choose this bunker option to 
allow itself to continue 
consuming high-sulphur fuel oil.

“We have made the decision. We 
are planning for the 13 scrubber-
ready vessels built in 2018-2020 
to be installed with scrubbers,” 
executive direction Jacob 
Meldgaard told Lloyd’s List.

Of those vessels designed to be 
“scrubber-ready” when ordered 
at CSSC Offshore & Marine 
Engineering, four are long-range 
two, two are long-range one and 
seven are medium range vessels.

TEN to offer $155m in preferred 
shares
TSAKOS Energy Navigation plans 
to raise $155.3m in gross 
proceeds by issuing a new series 
of preferred shares, according to 
a statement.

The New York-listed tanker 
owner said the funds will be used 
for general corporate purposes, 
which may include vessel 
acquisitions, strategic 
investments and preferred share 
redemptions.

A total of 5.4m of the so-called 
Series F fixed-to-floating rate 
cumulative redeemable perpetual 
preferred shares, carrying a par 
value of $1 per share, will be 
offered to the public at $25 per 
share.

Rotterdam’s new barge shuttle helps 
cut congestion
ROTTERDAM has made further 
progress in its efforts to reduce 
vessel and container congestion 
and streamline intermodal 
hinterland distribution after 
Oosterhout Container Terminal 
joined the Moerdijk and Tilburg 
inland container terminals in 
participating in its West-Brabant 
corridor partnership.

The partnership initiative 
launched in February between 
deepsea terminals, inland 
shipping companies and inland 

terminals to consolidate 
container cargo on the sailing 
route between Tilburg, Moerdijk 
and Rotterdam.

Port of Rotterdam Authority said 
the addition of OCT had resulted 
in an approximate 30% increase 
in container volume on this route, 
and port congestion had been 
reduced, owing to the launch of 
an inland container shuttle 
service.

Noble agrees $100m trade financing 
facility
SINGAPORE-listed commodities 
trader Noble Group has secured 
$100m in trade financing 
facilities over three years from a 
group of investors as it edges 
closer to securing a restructuring 
deal after a testing few months.

“The additional $100m in trade 
finance facilities provides funding 
capacity, thereby allowing greater 
flexibility for the company to 
expand its trade flows, 
particularly in the high-growth 
opportunities in the LNG space,” 
Noble said

The energy provider posted 
losses for 2017 reaching almost 
$5bn, embarking upon a 
restructuring effort that 
company chairman Paul Brough 
said was “the most complex 
restructuring ever undertaken in 
Asia”.

For classified notices please view the next page.
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