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Dileton facing legal fight 
after Saudi tanker seizure

DILETON MARITIME, THE Greek tanker operator, has said it will 
vigorously contest compensation claims brought by cargo interests 
after one of its tankers was seized on suspicion of transporting military 
equipment bound for rebels in Yemen.

The company strongly denied involvement in any wrongdoing. It also 
rejects the right of Saudi Arabia to undertake the confiscation last year, 
a spokesman told Lloyd’s List.

In a counter action, Dileton has begun an injunction in London.

The legal dispute centres on the seizure of the Dileton-managed tanker 
Androussa (built 1995, 47,629 dwt), which was laden with 309,173 
barrels of crude following a stem in Djibouti on April 1, 2017.

It was headed to Ras Isa when it was boarded by officials from Saudi 
Arabia three days later.

The Saudis ordered the vessel to Jeddah for inspection. It was then 
ordered to Yanbu Al Bahr for further inspection.

Swaidan Trading, the owner of the Androussa’s cargo, has lodged a 
legal claim in the United States, which alleged the inspection 
uncovered sanctions violations.

Swaidan’s statement of claim in Portland, Oregon alleged three of 
Androussa’s ballast tanks were found to contain traces of high 
explosives used primarily for military purposes.

It also said the vessel was carrying a number of steel pipes modified for 
use as firearms components.
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Swaidan is seeking to recover $32m in respect of 
breach of contract, negligence, fraud and implied 
warranty, as compensation for loss of an oil 
shipment, finance costs, insurance, banking charges 
and legal fees.

The proceedings are designed to be ancillary, in 
order to obtain security for the claim in the shape of 
other Dileton-managed vessels, ahead of arbitration 
or High Court proceedings in London.

Neither Swaidan — which has also lodged another 
claim in the US for attachment of a separate Dileton 
vessel — nor its parent company, Al Naboodah 
group, have responded to phone and email requests 
for comment.

Dileton has now obtained an anti-suit injunction 
against Swaidan to prevent the substantive claim 
being heard in the US, its spokesman confirmed.

Dileton has also conceded that four firearms were 
found on board Androussa, but said they were 
properly registered for the purposes of anti-piracy 
protection. Any pipes carried were legitimate spares 
for a ship of this type.

Central to the company’s defence will be a report 
from a United Nations panel of experts, which 
contains a confidential annex on the incident.

The publicly available portion of the document 
appeared to vindicate Dileton’s contention that the 
pipes on board the ship were for the vessel’s 
maintenance, rather than modified for use as 
firearms components, as the Saudis contend.

The UN expert report said: “The panel [of experts] 
visited the tanker in Yanbu…with Saudi Arabian 
officials. The panel and the officials of Saudi Arabia 
were shown some steel pipes next to a workshop that 
the officials considered to be suspicious, but which 
the panel estimated were most probably for the 
vessel’s maintenance.”

Impoverished Yemen has been embroiled in a bitter 
civil war since 2015, with Saudi Arabia intervening 
militarily on behalf of the Sunni Muslim government 
and against the Houthi faction, who are Shiite 
Muslims backed by Iran.

Saudi Arabia has UN permission to undertake vessel 
inspections of ships carrying aid to Houthi-held 
ports, where there is reasonable suspicion that they 
are also carrying military equipment.

Dileton has said it is considering its options in 
contesting the lawfulness of Androussa’s 
confiscation, and will seek the return of the ship.

Will Li Ka-shing’s retirement give Chinese 
ports giants a chance to buy?
IT IS not news that Hong Kong billionaire Li Ka-
shing plans to sell his global container port 
portfolio, spanning 52 ports in 26 countries, and 
that Chinese state-owned giants — China Cosco 
Shipping Group and China Merchants Group — are 
looking to buy, writes Cichen Shen.

The question is, will the sales process speed up after 
Mr Li’s upcoming retirement in May? Very likely.

The assets, held by Mr Li’s ports arm Hutchison Port 
Holdings and Singapore-listed HPH Trust, have 
been up for sale for quite a while, says Drewry 
managing director Tim Power. As far as he knows, 
“price is the only issue”.

Back to 2015, an article in the South China Morning 
Post quoted a source with direct knowledge of the 
matter as saying that Mr Li and his conglomerate 

Cheung Kong group had been in talks with a Chinese 
consortium, including Cosco and China Merchants, 
since mid-2014 to sell a stake of more than 40% in 
HPH for HK$150bn-HK$160bn ($19.1bn-$20.4bn).

That attempt seems to have stalled for now, with 
HPH also denying the “unfounded rumour”.

But compared with Mr Li, who established his 
business empire from scratch, his successor and 
eldest son Victor Li is widely viewed as being much 
more risk averse and the architect for the group’s 
shift of focus into utilities from real estate and other 
more volatile sectors.

If that is true, the container ports industry itself can 
easily provide a couple of good reasons why the new 
leader will be more keen to ditch the business.

OPINION
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First, strong growth figures for box terminal 
operators are a thing of the past as the market 
matures.

CK group’s ports business recorded a 4% increase in 
teu throughput last year, while the tally for the 
entire industry stood at about 6%. Don’t forget that 
both figures came on the back of a sluggish market 
seen between 2015 and 2016.

For this year, transport and shipping consultancy 
Dynamar is forecasting 5% growth.

More importantly, risks facing port operators are on 
the rise.

There are commercial risks, with rate pressure and 
uncertainties in port calls owing to the ongoing 
consolidation of carriers, and the dilemma of 
whether to invest in port infrastructure amid the 
proliferation of ultra large container ships.

There are also geopolitical risks, heightened by US 
president Donald Trump’s escalating protectionism 
and his increasingly tough stance against China, the 
US’s biggest trading partner.

All of the above pose a danger to decent and stable 
earnings in the sector.

Earnings before interest and taxes of the group’s 
ports and related services was 9% higher in 2017 
than the year ago, beating analysts’ estimates, 
according to Morgan Stanley.

But again, that was on the back of a 5% contraction 
seen in 2016.

On the other end, top leaders at the Chinese state-
owned giants are not shy in showing their ambitions 
during the recent Chinese National People’s 
Congress.

Cosco Shipping chairman Xu Lirong stated clearly 
that his company would continue to seek acquisition 
opportunities in overseas ports, while China 
Merchants chairman Li Jianhong said it would keep 
exporting its ‘port-industry park-city’ model to more 
Belt and Road countries.

Talk has already been circulating in the Chinese 
ports community that HPH Trust, which is 
responsible for the parent’s assets in South China, is 
discussions to sell its stake in Yantian International 
Container Terminals — which accounts for more 
than 50% of the total throughput in Shenzhen’s port 
complex — to China Merchants.

For Victor Li, a US-educated Canadian citizen who 
appears more confident in the developed markets, 
the disposal makes sense, if the price is right. For 
China Merchants, which already dominates the 
other half of Shenzhen’s port facilities, the purchase 
will serve the company’s goal in unifying the city’s 
container terminals and Beijing’s policy drive to 
consolidate the country’s port sectors.

In its Global Container Terminal Operators Annual 
Report 2017, Drewry said: “The risk profile for 
terminal operators has increased and most of the 
traditional global/international players remain 
cautious.

“The Chinese players are more comfortable with risk 
than the established international operators right 
now, and have a geopolitical strategy rather than a 
purely financial one. They are snapping up assets 
and opportunities and have the appetite and 
financial clout to take many more in the coming 
years.”

Price might be the only issue, but timing is 
everything.

Deadlock threatens to undermine 
Spanish port reforms
SPAIN’S parliamentary vote last year to put port 
labour reforms into effect was hailed as a path to 
progress, but 10 months on the impasse between 
unions and port employers shows little sign of being 
broken.

It was hoped that the legislation, passed under royal 
decree, would liberalise Spain’s stevedore profession 
by gradually eliminating Sociedad Anónima de 
Gestion de Estibadores Portuarios, known as 
SAGEP, the stevedores’ pooling company from which 

ANALYSIS
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employers hire workers, and open labour supply to 
competitive forces.

More importantly, it would also ensure Spain made 
good on its promise to Brussels to restructure its 
labour system. This followed a 2014 European Court 
of Justice ruling that found the country to be in 
violation of European Union free movement law.

Now, nearly a year since the Madrid ruling, the 
reform process has had a very limited effect.

With the exception of a few small ports, the old 
illegal monopoly system and full union control of job 
access remains in place, while the confusion and 
uncertainty that has marred the reform process 
from the start has reached new levels.

When the law was issued on May 12, 2017, the 
government was obliged to develop an implementing 
regulation that port employers and unions could use 
as guidance to put reform into effect and negotiate a 
new collective national labour agreement, known as 
Acuerdo Marco V.

This national framework agreement would replace 
the AM IV, currently under investigation by the 
competition authority. The government was also 
expected to determine regional economic 
contributions to help with early retirements as part 
of the whole package.

The government promised to release the 
implementing decree at the end of 2017. However, 
despite having being contacted on numerous 
occasions to speed up the process, a draft regulation 
was only submitted for official consultation last 
week.

Meanwhile, employers and union representatives 
attempted to iron out reforms unaided towards a 
new AMV and port-by port-collective agreements.

At the start of March, a resolution between the two 
parties was reached on a new AMV. There is a 
problem, though, because that dialogue centred 
around a draft law leaked shortly after the royal 
decree in May last year, which, if adopted, would see 
Spain continue to fall foul of EU and Spanish 
competition laws.

The government denied knowledge of the draft law, 
while the European Commission, which had a copy, 
found the law had still to address the fundamental 
issue of eradicating the monopolistic labour system.

Now that the new legislation has been released for 

review, the response from the commission will be 
interesting, because the current version is 
essentially the same as the earlier leaked copy over 
which it had previous reservations.

There are also a number of notable barriers to entry 
for new stevedores that threaten to undermine the 
concept of a new competitive labour system. For 
example, to drive a terminal tractor, prospective 
port employers must have a minimum experience of 
1,000 hours.

Hardball
To date, the unions are playing hardball and have 
refused to adapt the collective labour agreements to 
the European Court judgment and new Spanish 
legislation.

On the condition of anonymity, an industry source 
told Lloyd’s List that the union’s main priority is to 
maintain the labour status quo, by “organising work, 
timetables and task assignments how they wish, and 
without limitations on the level of workforce”.

This was evident, the source says, in how unions 
demanded that if SAGEP was disbanded that 
individual harbour companies would be obliged to 
offer the same conditions to its former members and 
integrate them into their own company staff.

“What the law requires is labour competition and 
this would change nothing,” the source adds.

It was these subrogation demands that caused a split 
last year within Anesco, the national employers, 
shipping agents and shipping line association. Those 
that objected splintered to form Asaport, 
representing about 30% of Spanish port companies 
and, with it, approximately 30% of labour.

This minority, comprising largely of the smaller 
Spanish port companies, have sought to negotiate 
regional labour agreements while the national 
conflict plays out.

Those that remain within Anesco are the larger 
terminal operators, including APM Terminals, 
Hutchison Port Holdings, Terminal Investment Ltd 
and Noatum Ports, based in the larger Spanish 
container ports of Valencia, Bilbao, Las Palmas, 
Algeciras and Barcelona.

Although the larger operators may not admit it 
publicly, it is widely accepted they had little choice 
but to bow to union demands given their 
susceptibility to strike pressure, particularly 
companies with affiliated carriers, where port 
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closures would result in the disruption of liner 
networks.

Industrial action that followed the initial ratification 
of reforms from parliament last year was hugely 
costly for Spanish hubs, both in monetary terms and 
reputation.

If further strikes are initiated there are fears that 
carriers will seriously consider alternative 
destinations in the west Mediterranean for 
transhipment cargoes.

For Valencia and Algeciras, where transhipment 
traffic comprises the lion’s share of box business, 
there is significant concern. Indeed, in Algeciras the 
port recently announced that all capital investments 
were on hold until the stevedore situation was 
resolved.

Nevertheless, the unions knew that by negotiating a 
new AM V with the Anesco group, this will 
effectively become the law for all port and port 
operators. With Anesco representing more than 50% 
of all port employers, this majority would be enough 
to put before the Spanish labour department and 
apply to all ports and employers.

“Basically, the unions have the port operators over a 
barrel,” the source says.

Sticking point
However, the framework of the national collective 
bargaining agreement between the unions and the 
port employers still has to be ratified, while the 
majority of individual port agreements have still to 
be agreed. Thus far, only the port of Barcelona 
among the major port players has announced local 
resolution.

But in order for local agreements to be lawful, a 
national agreement needs to be in place. Time, 
though, is of the essence.

If a new AM V is not in place by May 14, many parts 
of the existing AM IV labour agreement become null 
and void by default. Spain would be left without a 
national collective labour agreement and there 

would be serious debate about which clauses remain 
valid and which others will lapse.

Eric Van Hooydonk, a Belgium-based lawyer who 
wrote a report on behalf of the commission 
analysing the port labour system across the EU, says 
that the Spanish government must provide legal 
certainty to the port operators if indeed this 
deadline is reached without an AM V in place.

With time running out, unions have approached the 
government to demand an extra year to negotiate a 
new AM V, claiming that without a framework and 
given the complexity of the issue it is impossible to 
come to an agreement that suits all parties in such a 
short timeframe.

Mr Van Hooydonk says it is interesting to note that 
the EU procedure against Spain started with a letter 
from the commission to the government dated 
October 9, 2009.

“Now the unions are asking for a new delay until 
2019. I can only repeat that the credibility of the 
whole reform process is at stake,” he says. “I doubt 
the government is going to accept that.”

For the EU, a lack of an agreement come mid-May 
would be seen as an embarrassment, particularly 
after Spain was effectively given a mere slap on the 
wrist for failing to reform its port sector with a €3m 
($3.4m) fine, a fraction of the multimillion-euro 
payment proposed by the commission. Such leniency 
was seen in most quarters as a gesture of goodwill 
for having finally pushed through the law to get the 
reform process moving.

“The Spanish government seems to be turning a 
blind eye to the — so far successful — attempts of 
the unions to maintain the illegal status quo, on 
illegal boycott actions and on new distortions of 
competition,” says Mr Hooydonk. “The commission, 
and specifically European Transport Commissioner 
Violeta Bulc, should put more pressure on Spain to 
bring about meaningful, real reform.

“In May, we are going to see a new situation and we 
don’t know what the outcome is going to be.”

China’s rising bauxite imports 
are bullish for bulkers
CHINA’S growing bauxite import needs are a bullish 
sign for the dry bulk market because tonne miles 
have notably increased since Guinea overtook 
Australia as it largest supplier last year.

The country, by far the largest importer of bauxite in 
the world, took in 68.8m tonnes in 2017, slightly 
short of a 2013-high of 70m tonnes, according to 
brokerage house Banchero Costa.
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Guinea supplied 40% of that volume, or 27.6m 
tonnes, while Australia accounted for 37%, or 25.5m 
tonnes, Banchero Costa said in a note. Malaysia 
made up just 7%.

“China’s import outlook remains positive for now, as 
domestic supply levels off, additional smelter 
capacity comes online, and domestic demand from 
the construction and transportation sectors 
increases,” Banchero Costa said.

The government’s ongoing environmental 
crackdown has also affected output from the 
country’s local mines, which is “bullish for imports”, 
it added.

Supplies from Guinea are likely to increase further, 
given that output from a Chinalco-owned mine 
should be starting early this year. China’s $20bn 

loan to the West African nation in exchange for 
bauxite production concessions for some 20 years 
should help to boost the Guinea-China trade, 
Banchero Costa said.

Chinalco is China’s state-owned aluminium 
producer. Bauxite is used to make aluminium for car 
bodies and is also used in industrial projects and in 
the renewable energy industry.

As a result of its declining domestic resources and 
its increasing demand, China’s import requirements 
have risen to 40% as of 2017 from 37% previously.

Commodities trading giant Cargill is also bullish on 
the trade, expecting volumes to reach 110m tonnes 
this year. That should most benefit the capesize 
market because the majority of supplies should once 
again be sourced from Guinea.

MARKETS

Is the time ripe for VLCC demolitions?
ABOUT 16 very large crude carriers have hit the 
scrapyard so far this year as a lack of employment 
opportunities in the tanker market continues to put 
pressure on owners’ bank balances.

Considering that only 19 VLCCs were scrapped 
during the entire period of 2015-2017, this is a 
significant number.

Clarksons said in a recent note: “It appears that 
owners of older VLCCs have taken on board recent 
advice about freight rate scenarios, because the 
amount of such tonnage in the market is somewhat 
astounding.”

What is more, brokers have indicated there are a few 
more VLCCs being scheduled for demolition.

Elsewhere, a number of vintage VLCCs, which were 
used extensively for floating storage back in 2017, 
have struggled to find suitable employment and may 
be considered for demolition.

Tankers heading for the recycling yards are getting 
younger, with this year’s average age being 18.5 
years versus 21.5 years for the VLCCs demolished in 
2017.

However, these deals are unsurprising, considering 
the exceptional weakness in the spot market and the 
growing attractiveness of scrapping rates. 
Demolition rates for tankers have risen to their 

highest point over the past three years at about 
$450-$460 per light displacement tonnes, which is 
typically about $18-19m per VLCC, according to 
shipbrokers.

For now, rising demolition rates are closing the gap 
between vintage tonnage and scrap values, making it 
more sensible for owners to send their ships to the 
yards primarily because of the looming sulphur cap 
and ballast water regulations.

“A concerted effort in this respect could help rates to 
rise, provided enough owners are willing to make 
the move,” a Singapore based broker said, pointing 
out that it might be a win-win situation for owners 
with older vessels.

One of the fundamental bases for scrapping is the 
age profile of the fleet, said Ralph Leszczynski, the 
head of research at Banchero Costa.

At the beginning of March 2018, there were still 13 
VLCCs trading that were built in 1995-1997, and 
another 22 trading VLCCs that were built in 1998 or 
1999. “Most of these are potential scrap candidates 
for this year and next,” Mr Leszczynski noted.

Looking ahead, there are as many as 37 currently 
trading VLCCs built in the year 2000.

So far, none of the 2000-built vessels has been 
scrapped, but if today we already see 1999-built 
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units going to the beaches, it is safe to assume that 
from next year we could see the 2000-built 
generation hitting the scrapyards, he said.

“Just from the age profile, I think it is safe to assume 
that over the next five years we should see an 
average of at least 20 or 30 VLCCs being scrapped 
each year.”

Weak tanker markets will ‘cure’ themselves
WEAK crude tanker markets could “cure” 
themselves as more owners are sending old tonnage 
to scrapyards ahead of new environmental 
regulations that take effect in 2019-2020, Euronav 
chief executive Paddy Rodgers said.

With multi-year low freight earnings and firmer 
demolition rates, 16 very large crude carriers have 
been sold for scrapping this year — almost matching 
the total scrapping number of 19 VLCCs in 2015-
2017.

“If the illness is low freight rates, then the cure is 
low freight rates as that should drive more ships to 
be removed from the active global fleet,” Mr Rodgers 
said in a statement announcing the company’s final 

2017 results. “Euronav notes an encouraging recent 
rise in recycling activity but it needs to be sustained 
before an inflection point in the cycle can be 
reached.”

With the International Maritime Organization’s new 
ballast water and bunker sulphur rules coming into 
force during 2019-2020, there would be “likely 
acceleration in the retirement of older ships”, Mr 
Rodgers said.

The pick-up in scrapping, coupled with healthy 
crude demand and continued financing constraint 
on newbuilding financing, suggest the medium and 
long term market prospects “remain constructive”, 
Mr Rodgers said.

Supply chains hit by US intermodal 
bottlenecks
SUPPLY chains to and from the US are being 
disrupted by various intermodal challenges and 
bottlenecks, with lines introducing emergency 
intermodal surcharges and some shippers seeking 
emergency logistics alternatives due to cargo delays 
at US ports.

Driver shortages, strong consumer demand, and 
new regulations have created a perfect storm of 
rising supply chain challenges that could get worse 
from April and shippers and carriers can expect 
steep hikes in US trucking freight rates this year.

Trucking capacity shortages exacerbated delays last 
month at several US ports including the Port of New 
York and New Jersey, Charleston, Jacksonville, 
Norfolk, Savannah, Chicago, Columbus, Detroit, 
Memphis and Houston.

Logistics specialists report that a combination of 
factors have continued to put the region’s logistics 
and intermodal infrastructure under pressure.

Container line CMA CGM has reported that for 
several weeks the situation with trucking in the US 
had continued to deteriorate to an unsustainable 
level.

“In many markets, we are facing significant issues in 
locating draymen to execute our work orders, 
resulting in delayed pick-ups and deliveries, as well 
as significant cost increases,” CMA CGM said.

In a note to customers, the French carrier explained 
that the primary challenges it was dealing with were 
new regulations requiring commercial trucks to be 
equipped with electronic logging devices; severe 
winter weather in specific markets that had been 
slowing down deliveries and further reducing the 
inventory of drivers and truck capacity; and fewer 
drivers in the market.

“The reduced availability of drivers impacts our 
ability to take care of all of the work orders we have 
to manage on a daily basis,” the company said.

As a result, the line has implemented an Emergency 
Intermodal Surcharge (EIS) of US$300 per 
container where CMA CGM is nominated to provide 
carrier haulage services, on certain key markets, 
effective from March 16. This charge is being applied 
to intermodal shipments via Chicago, Houston, 
Savannah, Memphis and Columbus, although the 
line said it reserved the right to implement this 
charge in additional locations “as the situation 
warrants”.
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Other lines have also reportedly begun introducing 
similar fees.

“This additional charge will allow us to manage 
escalating costs and help us to continue to provide a 
proper level of service,” CMA CGM said. It will not 
apply to those moves where a shipper’s nominated 
trucker has been engaged to provide services.”

Emergency logistics specialist Evolution Time 
Critical said this week that it had been working with 
automotive manufacturers and their suppliers to 
move vital components from Europe and China as a 
result of cargo being delayed at US ports. It 
highlighted a similar list of factors “combining to put 
the region’s infrastructure under increasing 

pressure”, including continued recovery from 
natural disasters and poor weather, the new EDL 
mandate, “and shortage of available trucks and 
drivers has led to a threat of critically short supply to 
some suppliers”.

Managing director Brad Brennan said: “Sea freight 
is a vital aspect of the automotive supply chain, but 
due to lean inventory or stock availability there is 
often minimal margin for error. Customers are 
currently telling us that they are experiencing delays 
of weeks caused by this perfect storm of events, 
resulting in the need to secure new parts from the 
origin suppliers and bring them in as fast as 
possible.”

IN OTHER NEWS
Port capacity ‘crucial for UK 
economy’
PORT capacity will be crucial for 
the future of the UK economy, a 
new government report states.

The document outlines how the 
UK can use its current expertise 
and technological strengths to 
foster trade links, build marine 
capacity around the globe and 
collaborate to tackle climate 
change.

“The fundamental role that port 
infrastructure plays in the 
economy should be reflected in 
policy decisions that prioritise 
their resilience to climate change 
and developing the necessary 
skills to adapt to the changing 
marine economy,” according to 
the Office for Science’s Foresight 
Future of the Sea report.

GasLog Partners clinches $207m 
acquisition of LNG carrier in latest 
dropdown
GASLOG Partners has agreed to 
acquire a two year-old liquefied 
natural gas carrier from its parent 
company, GasLog, which is 
currently under a long-term 
charter to energy major Shell.

The deal, for a purchase price of 
$207m, has been approved by 

both company boards and the 
conflict committees on each 
side.

The vessel, GasLog Gibraltar, is 
currently on charter to a Shell 
subsidiary through 2023 and the 
charterer has two consecutive 
options that, if exercised, would 
extend the charter for either five 
or eight years.

Ernst Russ offloads Marenave stake 
on shareholder dispute
ERNST Russ Group has decided 
to sell its shareholding in 
Marenave Schiffahrts AG owing 
to disagreements with another 
key stakeholder.

The company had earlier noted in 
a statement that private equity 
outfit Deutsche Balaton AG had 
built up a 21.34% stake in 
Marenave after purchasing a 
block of shares in January to 
become a major shareholder.

There were, though, differing 
views between Ernst Russ and 
Deutsche Balaton about how to 
restructure Marenave’s business 
model.

This “made the constructive and 
target-oriented implementation 
required for the company 

difficult,” said Ernst Russ, adding 
that its focus was to restore 
Marenave’s business activities 
and realign it in the maritime 
sector.

China hits back as US opens trade 
investigations on dumping
CHINA’s commerce ministry has 
said it will defend China’s 
national and business interests 
after the US opened a series of 
probes into the alleged dumping 
of products.

According to a statement from 
vice commerce minister Wang 
Shouwen, the US investigations 
are unilateral and protectionist in 
nature.

Speaking at the World Trade 
Organisation’s Informal 
Ministerial Meeting in New Delhi, 
Mr Wang argued that the 
adoption of trade restrictions 
negatively affects international 
trade and seriously damages the 
system of multilateral trading.

He argued China was a firm 
supporter and active participant 
in the multilateral trading system 
and was willing to co-operate 
with all parties to ensure the 
proper function of the WTO’s 
various measures.
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Zhuhai Port enters into venture with 
shipping firm to tap steel demand 
growth
ZHUHAI Port Holdings Group has 
agreed to form a joint venture 
with a shipping and logistics firm 
as it seeks to enter the steel 
transportation market amid rising 
freight rates in the dry bulk 
sector.

The venture, tentatively named 
Zhuhai Success Shipping, will be 
established by its unit Zhuhai 
Port Shipping and Hainan 
Success Network in Zhuhai City, 
Guangdong province with 
Yuan30m ($4.7m) in registered 
capital, it said in an exchange 
filing. The former will hold a 51% 
stake in the venture and the latter 
49%.

It will be tasked with ship 
investment and leasing, ship 
operations, coastal cargo 
transportation, container 

transportation, warehousing and 
logistics services, shipping 
agency services, and freight 
forwarding.

Future of finance is in sustainability, 
says EIB
CLEANER shipping air emissions 
and fuel consumption is where 
the money — and more rules 
— lie, according to the European 
Investment Bank’s premier 
shipping official.

Asked where the main current 
financing demands are 
emanating from, Mark Clintworth, 
head of shipping at the European 
Investment Bank, told Lloyd’s 
List: “The whole issue of fuel is 
the one that is going to be the 
most interesting.”

The development of vessel 
propulsion systems is generating 
research and development 
interest. What is more, the area of 

propulsion is also coming under 
pressure to improve shipping’s 
environmental footprint, he 
added. It is also the subject of 
ever-increasing regulatory 
interest.

Maersk preparing to counter next 
wave of cyber attacks
CYBER attacks on shipping will 
shift from information theft to 
operational interference, it has 
been claimed.

Morten Vejlgaard, director at 
Maersk Line Fleet Technologies, 
warned that the containership 
giant is expecting to be attacked 
again.

“We expect, and we plan [for], 
that we will be hit,” he said during 
a conference panel discussion in 
Copenhagen. “The problem is 
what to do then and how do we 
make ourselves resilient and [the 
attack] not effective.”

For classified notices please view the next page.
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