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Brexodus: Movement of 
UKSR people?

BREXIT COULD SPARK a spate of departures from the UK Ship 
Register, in a humiliating reverse for the government’s stated intention 
to double the size of the UK flag, a number of big name owners have 
revealed to Lloyd’s List.

So far, P&O Ferries is the only operator known to have flagged out, 
largely on account of Britain’s imminent departure from the European 
Union, which is due to take place on March 29. Its six cross-Channel 
ro-ros have been switched to Cyprus.

But Wallenius Wilhelmsen has now confirmed that Brexit was one 
factor among several behind its decision to take eight car carriers away 
from the UK Ship Register.

Atlantic Container Lines, Carisbrooke, Stena and Stolt-Nielsen are 
among those who have openly stated that they are considering 
following suit, while CMA CGM refused to comment on speculation 
that it is of similar mind. However, Evergreen weighed in with a vote of 
confidence in UKSR.

A spokeswoman for Wallenius Wilhelmsen said that following the 
merger of the Wilhelmsen and Wallenius joint ventures and vessel 
assets in 2017, the group found itself in five different tonnage tax 
regimes and thus opted to consolidate its flagging choices.

“Our decision to exit the UK tonnage tax scheme was based on several 
factors, the main one being a need to simplify and reduce the number 
of tonnage tax systems in the group,” she said. But she added: “The risk 
of Brexit did feature as a risk item in the evaluation.”
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Registration in the balance
Transatlantic specialist Atlantic Container Line’s 
decision to switch to the UK flag when its new G4 
ships were delivered in 2015 and 2016 was widely 
seen a big boost for the country’s maritime cluster. 
However, the future registration of the vessels is 
now in the balance.

Chief executive Andrew Abbott said that his 
preference would be to keep ACL’s five-ship fleet 
registered in the UK. But since the Grimaldi 
subsidiary is incorporated in Sweden, there may be 
no alternative but to move to an EU jurisdiction.

“We like the UK flag and do not want to leave, but it 
is looking more and more as if we will have no 
choice,” said Mr Abbott.

Meanwhile, ACL is “dragging its feet” until the last 
minute, hoping for a miracle. But Mr Abbott 
admitted: “I am not optimistic.”

However, Grimaldi joint managing director 
Emanuele Grimaldi sounded more upbeat this week 
after meeting with transport secretary Chris 
Grayling and other ministers ahead of the UK 
Chamber of Shipping dinner on Monday.

The Grimaldi group is a big employer in the UK, 
particularly in Liverpool where it has a large office 
handling documentation for both ACL and other 
divisions in the group.

Another operator currently wondering which way to 
jump is Carisbrooke Shipping, which owns or 
operates 31 dry cargo and multi-purpose vessels 
from offices in Cowes in the UK and Dordrecht in 
the Netherlands.

Over 20 of the ships are currently UK flagged, and 
chief operating officer Robert Wester said it was 
clearly the case that some of its owners required 
their tonnage to be EU flagged.

If the UK ceases to be an EU flag, a “significant 
proportion” of its Red Ensign vessels could be 
looking for a new home.

However, it is impossible to be clear cut right now, 
given the potential for some sort of transitional 
arrangement to be put in place.

“It isn’t necessarily as clear cut that if there is no 
deal, we would have to reflag. But there is quite a lot 
of uncertainty as to what will happen at the 
moment,” Mr Wester said.

As Lloyd’s List reported last week, ferry operator 
Stena and chemtanker kings Stolt-Nielsen are also 
watching the situation and could also decide to quit 
the UK register.

A CMA CGM spokesman would not be drawn on 
whether that would remain the case after Brexit, 
although there have been industry rumours that the 
company is looking towards the exit.

CMA Ships has a total of 50 ships on the UK 
register, led by the 17,859 teu Benjamin Franklin, 
pictured.

Loyal lag-bearers
Nevertheless, it is not all bad news for the UKSR. 
Taiwanese container shipping line Evergreen said 
that while it had look at other options, including 
the Singapore register, it was now likely to stay, 
whatever the outcome of the current political 
turmoil.

Evergreen has been a strong UKSR supporter for 
many years, but questions were raised about 
whether this loyalty would continue after the death 
of founder Chang Yung-fa in 2016.

However, Evergreen Marine (UK) honorary 
chairman Maurice Storey confirmed this week that 
it would keep 21 ships under the UK flag while 24 
would remain entered into the tonnage tax system.

As an international operator, Evergreen would be 
unaffected by Brexit, with the decision to remain 
with the UK flag determined by the quality of the 
register and services offered to shipowners, said Mr 
Storey.

“We have no intention at present of leaving the UK 
flag or tonnage tax,” he said.

Former UK Chamber of Shipping president Tom 
Boardley, now secretary general of Cruise Lines 
International Association Europe, said the decision 
of some owners to move flags came as “no surprise”.

With Brexit, UKSR will lose its unique selling point 
as the most prestigious flag in the EU, he added.

Lloyd’s List asked UKSR for a statement on these 
developments and what steps are being taken to 
address any departures.

A spokeswoman responded: “We know that some 
customers do have concerns and we hold regular 
dialogue with them about this. Our customers trust 
us to discuss these issues with them in confidence.
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“We remain committed to the growth of the UK Ship 
Register. The product offered remains strong and is 

still attracting new tonnage onto the flag and the 
feedback from customers remains excellent.”

UK braced for EU safety programmes exit
THE UK is preparing for a potential departure from 
a number of European Union safety programmes 
amid a looming no-deal Brexit that would cut off 
existing ties between the country and the bloc.

Though the two sides could patch things up in the 
next 50 days and deliver an agreement that would 
temporarily maintain the status quo and keep the 
UK in the European Maritime Safety Administration 
programmes and the information they offer, an 
increasingly likely no-deal scenario would push the 
UK out of these as well.

While the UK Maritime and Coastguard Agency is 
adamant that departure from these programmes 
will not have an impact on maritime safety around 
the country, it will require work to build and 
maintain new similar systems.

The MCA has already established a new Long Range 
Tracking and Identification System centre to 
substitute for the Emsa LRIT, an initiative it 
undertook in preparation for a no-deal Brexit. The 
new data centre went live on January 24.

The LRIT is used by governments around the globe to 
collect and send out information on vessel positions.

The EU currently has the EU LRIT Co-operative 
Data Centre, which sends out LRIT details and 
exchanges information with data centres of non-EU 
countries on behalf of member states.

Emsa notes: “Through its interconnection with other 
data centres, the EU LRIT CDC can provide member 
state users, on request, with the LRIT information of 
any third country vessel bound to, or sailing within, 
EU waters.”

The MCA told Lloyd’s List that the cost of putting a 
UK-led collaborative data centre for LRIT in place 
for exit day is, in round terms, £180,000 ($233,520).

The annual cost of running this data centre, based 
on existing numbers of ships in the data centre, is 
£460,000, according to the MCA.

The MCA argues that there is no loss in functionality 
that would cause concern with regards to safety or 
security when it comes to the UK LRIT data centre 
compared to the EU one.

In a no-deal Brexit, the UK would also be leaving the 
SafeSeaNet, a network among EU countries, Norway 
and Iceland that allows them to share information 
on vessels, vessel movements and hazardous 
cargoes.

The UK already has a Consolidated European 
Reporting System that was developed to meet EU 
reporting obligations that are the SafeSeaNet 
system.

“We will continue to utilise our domestic CERS 
system for port call information and we have a 
well-established system for receiving and 
interpolating AIS data for ships around the UK 
coast,” the MCA said on SafeSeaNet.

New environmental safety operations may be also 
needed. One of Emsa’s crucial functions is the 
CleanSeaNet, a satellite- based service that 
monitors vessels and looks out for oil spills and 
pollution incidents and alerts EU member states 
accordingly.

If a no-deal Brexit does materialise, the UK will not 
be privy to the service’s information. Efforts are 
apparently underway to ensure the country 
maintains a similar level of insight.

“We are delivering an alternative to CleanSeaNet so 
that the UK can continue to survey potential oil 
spills in UK waters as it does now,” the MCA said, 
without offering more detail.
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CARRIERS could benefit from another surge in 
freight later this year as shippers seek to frontload 
cargo ahead of the imposition of higher surcharges 
for fuel ahead of the imposition of IMO2020 low-
sulphur rules.

Speaking at the Cargo Logistics conference in 
Vancouver, Hackett and Associates partner Daniel 
Hackett said prices were likely to rise from October 
as carriers converted to low-sulphur fuel in order to 
be ready for the January 1, 2020 deadline for using 
0.5% sulphur bunkers.

“We expect to see a price increase of between $100-
$200 per teu from Asia to North America,” Mr 
Hackett said. “That is enough to have some retailers 
and importers consider importing volumes ahead of 
that date, so we may see a surge in July-September 
this year.”

Any price surge would depend on how costs were 
assigned, and whether beneficial cargo owners 
ended up paying or higher prices were mitigated in 
other ways.

“That is one of the big questions that is going to be 
facing us in 2019,” he said.

Bill Payne, an independent consultant and former 
vice-chairman of NYK Line, said it remained 
unclear how the increase in costs would be covered.

“The difficulty with the fuel discussion is that it is 

not homogenous,” Mr Payne said. “There isn’t a 
Transpacific Stabilization Agreement discussion on 
it. How do you get to a formula that the shipping 
community can agree to?”

It was up to shippers with confidential contracts to 
decide whether bunker adjustment mechanisms 
were transparent.

“I don’t think any customer is going to be tolerant 
enough to listen to a shipping company dictating 
what they will pay,” he said. “I think it will be an 
average of averages.”

Nevertheless, the fuel price would go up, he added.

“I’ve seen some shippers challenge this and say ‘fuel 
has always been in my rate and I’m not going to pay 
for it separately’. But back in 2008, when we got to 
an all-in rate of below $1,000 per teu, the ships 
stopped running.”

He urged both sides of the debate to share data, 
share the difficulty and be fair with each other.

“Failing that, ships will be idled and the supply 
chain will be disrupted.”

“Economic game theory and the prisoner’s dilemma 
drives a lot of pricing,” Mr Payne said. “If I have a 
large commitment to more ships I need to be 
sharper on my rate to fill my ship. But the cost of 
fuel should not be weaponised.”

Blockchain needs standards for full adoption
BLOCKCHAIN’S biggest application is likely to be 
shipping containers in international commerce but 
the technology still needs to mature and establish 
standards, according to Blockchain in Transport 
Alliance board member Dean Croke.

Speaking at the Cargo Logistics conference in 
Vancouver, Mr Croke pointed to trials by IBM and 
Maersk on a shipment of flowers from Kenya that 
identified 186 “touchpoints” that required human 
intervention to handle paperwork.

“The challenge is whether we can scale that to every 
container that moves across the network,” Mr Croke 
said. “The reality is that the transaction speed of 

blockchain is quite slow, so it cannot be done yet. 
But we are getting there.”

The other problem was in gaining consensus, he 
added.

“We’re still somewhere between hype and reality 
with this technology. But there are blockchain 
platforms out there that have begun to work really 
well. They’ve digitalised proof of delivery and bills of 
lading, so we now have blockchain applications 
where freight is moving.”

But blockchain still lacked standards for data, Mr 
Croke said.

WHAT TO WATCH

Carriers could face freight surge 
ahead of IMO 2020
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“If you don’t have standards as the basic foundation 
you don’t have blockchain. If you can’t communicate 
the same way across platforms you have lack of 
interoperability.”

That meant competing platforms were not able to 
talk to each other. Simple data like a latitude-
longitude point could be entered with either the 
latitude or the longitude entered first.

“We see it coded differently all the time,” Mr Croke 
said. “It is the same with date formats.”

Another issue with blockchain implementations was 
legacy data systems.

“It is very easy to load clean data into a standard 
format that makes it easy to be interoperable 
across platforms,” Mr Croke said. “The biggest 
challenge, and the thing we ask people to look at 
internally, is what shape is their data in now. You 
cannot underestimate the cost of getting legacy 
data systems sitting in disparate data silos into 
shape to communicate with people outside your 
company.”

The Interview: Sultan Ahmed Bin Sulayem
SULTAN Ahmed Bin Sulayem, group chairman and 
chief executive of DP World, has a strong sense of 
history when it comes to understanding the nature 
of his firm’s success, and he has an equally clear idea 
of how that success can be replicated the world over.

Looking back on the firm’s history, Mr Bin Sulayem 
recounts the efforts of Sheikh Rashid bin Saeed Al 
Maktoum and the Dubai government “to bring the 
city into a new age of trade and commerce”.

“Historically,” he says, “Dubai had always been the 
trading point, and with the reopening of the Suez 
Canal in 1975, trade traffic rose quickly. Given its 
strategic geographic location, the most logical step 
was to develop infrastructure that could cater to the 
increased trade flow through the Suez Canal.”

That was in 1975, and the new development was 
Jebel Ali. Just as Sheikh Rashid had been the brains 
behind the development of Port Rashid in the 1950s, 
so too was he the prime mover behind the 
construction of Jebel Ali.

“Jebel Ali Port was the brainchild of Sheikh Rashid,” 
Mr Bin Sulayem says. “Trade was growing rapidly. 
Dubai itself was developing rapidly. We were seeing 
a huge influx of people: in short, everything was 
growing. This required the development of trade 
infrastructure that was flexible enough to meet 
increased future requirements.”

At the time, it was hard to take an incremental 
approach to the development of Jebel Ali, he says. 
Instead, it was necessary to take a huge leap and 
simply build big — while doing everything to keep 
ahead of the competition.

“While most ports do long-term planning to 
accommodate for increases in future volumes, 
Dubai’s growth in the 1970s was atypical when 
considering the rapid rate at which it was growing,” 

he says. “So, if you were to build a port under those 
circumstances, the smartest idea was to build one so 
large it would be visible from space and future-proof 
it as much as possible.”

In 1991, Dubai took another leap forward when it 
consolidated the operations of Port Rashid and Jebel 
Ali under a single banner called the Dubai Ports 
Authority. This was a key moment in the company’s 
history, according to Mr Bin Sulayem, the moment 
when its ethos of being a trade enabler started.

“The big lesson we took away from the pre-
consolidation days was that we needed to be more 
than just a port operator,” he says. “Dubai was so 
young back then, and we had the task of not just 
running two ports, but laying the groundwork to 
develop a robust supply chain that would eventually 
make Dubai a key destination in global trade.”

In particular, he says: “We had to build a logistics 
sector. We had to create infrastructure that 
incentivised businesses to come here, and so on. It’s 
where our ethos of becoming a trade enabler 
germinated from.” He acknowledges another key 
moment in the firm’s development in 1999 when “we 
won the Jeddah concession, our first outside the 
UAE”. That was the turning point that has led to 
“our current position as a global trade enabler with 
78 terminals in 40 countries across six continents. 
Jeddah Port was our first concession outside the 
UAE”.

Another leap forward came in 2005, with his firm’s 
acquisition of CSX World Terminals, the foreign port 
operations of US railroad company CSX Corp. The 
deal positioned the Dubai firm as one of the world’s 
top six port operators.

“The CSX acquisition followed successful 
acquisitions and management contracts in the 
Middle East, Europe and India,” Mr Bin Sulayem 
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says, adding that the acquisition marked “a major 
step in our global expansion strategy”. How so? “It 
allowed us to better participate in the long-term 
growth of the global transportation industry and to 
enable smarter global trade for better lives.”

Despite the far-flung nature of DP World’s 
enterprise, Mr Bin Sulayem still views Jebel Ali Port 
as special because “that’s where we started from, 
hence it’s our DNA”. In terms of success, he says, 
Jebel Ali’s “unique selling point has been two 
things”.

“The first is being the best at what it does in the 
region through innovation, be it innovating services 
or technology. The second is creating a synergistic 
relationship with its portfolio’s entities such as 
Dubai Trade, World Security, and our Parks and 
Zones like Jafza or Dubai Auto Zone.”

The result, he says, is a model that can be — and has 
been — successfully used around the globe.

“The Jebel Ali Port and Free Zone is an extremely 
successful model that we are exporting to the world 
and replicating in many countries including the 
London Gateway, Peru, Egypt and other locations 
across our global network,” he says.

But the growth has not stopped there. Now, Dubai is 
teaming up with China.

While a number of countries and companies have 
expressed reservations about China’s Belt and Road 
initiative, the UAE, Dubai and DP World have 
embraced the concept whole heartedly.

“The UAE, Dubai and DP World were among the first 
supporters of the Belt and Road initiative,” he says. 
“We are doing this through several projects, including 
our recently launched ‘the Belt and Road’ Dubai 
station in partnership with China’s ZPG, which will 
integrate logistics, warehousing, e-commerce, 
circulation processing and distribution display 
services through a single electronic platform.”

He says his firm also is developing a “straight-
through warehouse” in Yiwu and when fully 

developed, both ‘the Belt and Road’ Dubai station 
and the straight-through warehouse project will 
have the potential to create a new economic facility 
that “will span three continents and benefit more 
than two billion people”.

Not least, Mr Bin Sulayem mentions the signing of 
an agreement last July with the Zhejiang China 
Commodities City Group to construct a new ‘Traders 
Market’ at DP World’s flagship Jebel Ali Port and 
Free Zone in Dubai, providing further impetus to 
China’s Belt and Road Initiative.

DP World’s involvement with the Belt and Road 
Initiative, he says, is that of “a trade enabler/
knowledge exporter. As one example, he says: “We 
have been part of Kazakhstan’s growth journey and 
have signed agreements with port of Aktau and 
Khorgos SEZ & ICD, in addition to another 
agreement for SEZ in Aktau.”

Mr Bin Sulayem believes in knowledge and he has 
no difficulty in pinpointing it as the basis of his 
firm’s global success.

“Modern economies are increasingly built around 
knowledge,” he claims. “The ability to develop 
home-grown hubs of expertise and innovation 
— and then use these to export revenue-generating 
goods and services — is an essential part of the new 
paradigm of economic growth.”

He says that the “first step to exporting knowledge is 
to establish hubs capable of creating, sustaining and 
amplifying it. The UAE leadership — and 
particularly that of Dubai — has long understood the 
potential of ports and dedicated free-zones that 
bring businesses together in close proximity to 
develop network economies.”

At bottom, he says: “Growth for us is like oxygen, 
essential for our survival. We have a proven track 
record of owning ports on a profitable basis around 
the world — we are a performance-driven 
organisation that listens to the current and future 
needs of customers and strives to facilitate global 
trade by employing innovative and disruptive 
technologies and efficiencies to drive growth.”

OPINION

Viewpoint: Why Brexit happened
THE writing was always on the wall, from the fateful 
day in the 1970s when Prime Minister Edward 
Heath triumphantly took his country into what was 

deceptively described as an “economic union” 
with Europe, writes Michael Grey.
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One shouldn’t doubt his sincerity, but it might have 
been a more successful marriage if he had been 
rather more honest about its ultimate aim of a 
federation of European states and did not leave us to 
discover the truth as the years progressed.

But if the truth had been revealed, our one previous 
referendum on Europe, in 1975, might have 
produced a rather more negative result.

From Julius Caesar to Napoleon and to rather more 
recent tyrants, history has not been overly 
supportive of the concept of a European state. Why 
should this one be any different?

The last 40-plus years have answered this question 
admirably.

Clever people are always telling us that the days of 
the nation state are over in our “globalised” world 
and we must graduate to more advanced systems of 
governance.

Sadly, this tends to contravene most of our human 
instincts and our natural loyalties to family, to the 
place we call “home”, to our football team, village, 
town, region and lastly our nation.

Anything bigger becomes more remote and 
impersonal, unrepresentative, undemocratic, and (if 
it is calling the shots), prescriptive.

The failure of the European Union and its various 
elements to comprehend these human foibles, which 
they so evidently despise, has been largely 
responsible for our negative attitude to those in 
positions of power in Brussels.

Why can we not learn to love Brussels and all the 
terribly well-meaning prescriptions it produces for 
our own good?

Once again, there is something rather instinctive 
about our attitudes and reactions when we hear 
about some new directive that will be affecting the 
minutiae of our lives.

We don’t call out “thank you Brussels”, even in its 
“client kingdoms” where the gold starred blue flag 
flies over every example of public works, when we 
cannot buy garden pesticides or electric light bulbs, 
and discover that something we have always done is 
now being proscribed by some EU Directive.

If you like history, the sentiments behind Brexit are 
not that different to those which galvanised the 
citizens in the American colonies to declare their 

desire for independence from remote, bossy, 
exploitative Great Britain, from where their laws 
were being made and their taxes were being levied.

Fast forward to the independence of India, Ireland 
and all those countries of the British Empire, which 
wished to plough their own furrows, despite all the 
beguiling economic arguments for the status quo; 
for peace, prosperity and railway trains that ran on 
time. The word is “sovereignty”.

You might suggest that the success of the British 
Commonwealth is that it has been established to be 
the very opposite to all those institutions we find 
repugnant.

It’s not bossy, expensive and intent on accruing 
power. It is about mutual respect and friendship, 
which is why we can live with it. It is why its 
members are not demanding their freedom from its 
benign membership rules.

Sneering superiority
And if we continue the historical analogies, the 
conduct of the European Commission, since the 
referendum, has not been very different to that of 
those earlier great powers when people across the 
seas demanded freedom and independence from 
their rule.

Perhaps they didn’t actually send in the tanks (only 
because they didn’t have any), but the whole 
atmosphere of the negotiations has been one of 
sneering superiority, determination to punish the 
UK for its disgraceful decision, treating our 
negotiators with distain.

It often seemed like the treatment of a defeated 
foreign power, as the terms of the armistice were 
dictated after the surrender.

I would suggest that the Commission’s behaviour 
has been self-defeating and has merely reinforced 
the reasons why the UK had voted in such a fashion. 
Who would want to belong to any sort of institutions 
that treated its members in such away?

In the end, it has been the EU’s scarcely disguised 
thirst for more and more power that has made us 
dislike it so much.

It is uninterested in democratic accountability, it 
always knows best, while its functionaries seem like 
Sir Humphrey on steroids in their superior 
pronouncements.

Thus, it is not difficult to discern why the UK 
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“establishment” is so appalled by the prospect of the 
UK’s departure and has done its utmost to frustrate it.

For a start it is so much easier to implement rules 
that others have prescribed, than to do the dirty 
business yourself. And think of all those wonderful, 
highly paid jobs in Brussels to which one might 
aspire, when Westminster palls, but which will be no 
longer an option. But that’s human nature, too.

But Brexit is also about putting right what was to me 
a great wrong, when this country turned its back on 
our kinsfolk and aligned ourselves with Europe, 
regardless of the frightful economic harm it would 
do to them.

In a very fine club in Sydney, New South Wales, I 

was once shown a huge painting of Sydney Harbour 
crowded with great liners, which would carry tens of 
thousands of Australian troops to fight for this 
country in 1940.

My host had tears in his eyes as he identified those 
great ships. And at the same time in Wellington, 
another amazing four-funnelled fleet was carrying 
away the First Echelon of the New Zealand army to 
fight on our behalf on the other side of the world.

Some might suggest that our dalliance with Europe, 
and the way these and other countries were treated 
in the cause of economic rationalism was little short 
of treachery.

So, in the end, for me, Brexit is about blood.

Global box trade up 3.8% over year
FULL-year figures for global containerised trade 
volumes in 2018 have been released, showing 
growth at a slightly higher level than initially 
anticipated at 3.8%.

Data published by Container Trades Statistics shows 
that across the 49 deepsea trade lanes it covers, 
carriers shifted around 168.2m teu last year. That 
compares with a global figure of approximately 
161.9m teu in 2017.

The consensus among analysts was for volume 
growth closer to 3.5%.

The principal driver behind last year’s growth 
number was the transpacific, and more specifically 
eastbound trade.

Volumes heading to North America with an Asian 
origin were counted at 19.2m teu, up 6.4% on 18m 
teu, according to CTS.

Although business was brisk through the first nine 
months of the year, in line with a healthy US economy, 
the trade was boosted further in the final quarter due 
to an unprecedented period of front loading.

Shippers brought forward substantial volumes in the 
latter stages of 2018 before a planned tariff hike on 
Chinese goods entering the US at the start of 2019, 
as the trade war between the world’s two largest 
economies escalated.

Despite the US postponing the levy, while the two 
countries renegotiate a wider trade agreement, the 
impact was significant with volumes up 9% in the 
fourth quarter on last year, including a near 20% 
jump in November alone.

Elsewhere, Indian subcontinental/Middle East trade 
was the other standout performer and key 
contributor to the global growth figure, as 
developing nations in the region continue to 
embrace containerisation.

The biggest percentage jump on a single trade lane 
was the North American-Indian subcontinent/
Middle East route, where volumes carried grew 
nearly 17% year-on-year.

This was closely followed by the sub-Saharan Africa-
Indian subcontinent/Middle East trade, climbing 
16.8%.

The second largest deepsea trade was Asia-Europe, 
after the transpacific, reporting only modest growth 
in 2018, as Brexit uncertainty and slow economic 
growth in the Eurozone, notably in Germany, 
restricted box numbers.

At 2.2%, Asia-Europe volume growth was slightly 
lower than carriers would have wanted considering 
the significant influx of new ultra large 
containerships on the trade last year. Volumes grew 
from 15.9m teu to 16.2m teu.

ANALYSIS
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However, analysts are more optimistic for the trade 
in 2019, which should make the roll-out of yet more 
ULC units easier to swallow.

Further positives came from the transatlantic trade, 
where once again a robust US economy helped with 
an uplift in container traffic.

On the westbound transatlantic trade, or from 
Europe to North America, volumes grew 6.3% to 5m 
teu, while on the backhaul trade growth of 6.4% to 
around 3m teu made for a successful year for the 
route’s operators.

MARKETS

Europe puts pressure on IMO over 
scrubber rules
THE European Union will push for global 
deliberations to be held on the rules regarding the 
discharge of waste water, taking into account 
environmental considerations and regional 
restrictions, in moves that will add another level of 
complexity to the ongoing debate around open loop 
scrubbers.

A submission to the International Maritime 
Organization’s Marine Environment Protection 
Committee agreed by EU member states — and 
seen by Lloyd’s List — asks the IMO to develop a 
set of harmonised rules on the areas and 
conditions under which scrubbers can discharge.

“It is proposed that the Committee considers the 
inclusion of a new output in its programme of work 
in order to evaluate and harmonize the 
development of rules and guidance on the 
discharge of liquid effluents from EGCS, including 
conditions and areas,” the paper says.

This will be an EU-wide submission to the IMO, 
giving it substantial weight during negotiations at 
a meeting in May.

The European Council’s working party on 
shipping, which is responsible for coordinating the 
positions of EU governments, endorsed the 
commission’s proposal this week with a few 
amendments.

The paper does not make any proposals on the 
harmonised rules, but only states that they should 
be established.

“These measures could entail include, but not 
be limited to, applying stricter discharge criteria, 
or the prohibition, as appropriate, of exhaust 

gas cleaning systems water discharges,” it says.

The member states suggest in the submission that 
the matter should go into the IMO’s post-biennial 
strategic plan of organisation for 2020-2021 as a 
matter of urgency and that it should be finalised 
within two MEPC meetings at the most.

The proposal asks that due consideration be given 
to companies that have already invested in 
scrubbers and argues that the sooner the 
harmonised rules are developed, the smaller the 
economic damage to shipowners who may be 
affected by them.

“The co-sponsors consider that the sooner uniform 
and unambiguous regulatory measures are 
developed and adopted, the better the potential 
pollution will be controlled and the less significant 
the economic impacts will be both on industry and 
administrations. These measures are therefore 
considered urgent,” the proposal says.

The proposal comes amid recent high-profile 
restrictions and prohibitions in the use of 
scrubbers ahead of the 2020 sulphur cap in a 
number of crucial jurisdictions.

Global bunkering centres Singapore and Fujairah 
announced they would ban open loop scrubbers, as 
did China in its coastal waters.

Individual EU member states are vying for stricter 
emissions controls elsewhere. France is 
spearheading an effort at the IMO to designate the 
Mediterranean Sea as the fifth global sulphur 
emissions control area, in which sulphur emissions 
are limited to 0.1% as opposed to the global 0.5% 
limit coming in 2020.
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IN OTHER NEWS
Greek shipowners agree new 10% 
dividend tax
GREEK shipowners have agreed a 
new pact with the country’s 
government that aims to lay to 
rest a seven-year European 
Commission competition probe 
into Greece’s tax framework for 
the industry.

It coincides with the end of a 
five-year doubling of tonnage tax 
paid by all Greece-based 
management companies, 
regardless of the vessel’s country 
of registration although foreign 
flag dues were deducted from the 
Greek tonnage calculation.

Shipowners who are tax resident 
in Greece will now pay a fixed 
10% tax levy on dividends from 
shipping.

Does it really pay to be a first mover?
CHANGES in the International 
Maritime Organization’s stance 
towards sulphur cap enforcement 
have led Scorpio Group to 
wonder whether its early gamble 
on scrubbers was worth it, said 
the company’s director of 
environment compliance Ole 
Christian Schroder. 

Scorpio Group announced in 
October that it would install 
scrubber systems on nearly all its 
vessels, having “cautiously and 
patiently evaluated various risks 
associated with this disruptive 
change to our industry,” 
chairman and chief executive 
Emanuele Lauro wrote. 

However, on Tuesday Mr 
Schroder told a Hellenic-
American/Norwegian-American 
Chambers of Commerce joint 
conference those risks of non-
compliance are being 
downplayed and the company 
feels there has been some 
pushback on the use of the 
regulator-approved method of 
compliance.

Environmental impact of scrubbers 
insufficiently studied, warns Veniamis
THE Union of Greek Shipowners 
has again criticised legislation 
allowing exhaust gas scrubbers 
as an alternative to using low-
sulphur fuel after January 1, 
2020.

Speaking at the UGS’ annual 
meeting this week, president 
Theodore Veniamis said that 
allowing scrubbers was a divisive 
measure and one that had been 
insufficiently studied beforehand. 
“No way the environmental 
footprint [of scrubber use] has 
been evaluated as it should have 
been,” he said.

A significant number of 
prominent Greek owners are 
among those who have already 
invested in scrubbers. But Mr 
Veniamis said his role as UGS 
president required him to “defend 
the interests of the majority”.

Northwest Seaport Alliance set to 
sign new terminal deal
THE Northwest Seaport Alliance, 
the joint venture between the 
ports of Seattle and Tacoma, has 
unveiled a tentative deal with 
Seattle-based Stevedoring 
Services of America to develop 
new berths at Terminal 5 that will 
be capable of taking vessels of 
18,000 teu or larger.

“We have a tentative agreement 
and we’re still working through 
the details but we certainly hope 
to have that put to bed by the end 
of this month,” Northwest 
Seaport Alliance chief executive 
John Wolfe told Lloyd’s List on 
the sidelines of the Cargo 
Logistics conference in 
Vancouver. “We will have signed 
agreements with SSA for 
Terminal 5, along with joint-
venture partner TIL.”

The twin boards of Seattle and 
Tacoma need to back the $340m 

investment, that will have a 
further $250m of private money 
invested by the terminal 
operators.

Port of Savannah plans to triple berth 
capacity in five years
BERTH capacity at the port of 
Savannah will triple over the next 
five years as the port makes the 
investments needed to 
accommodate rapidly increasing 
demand.

The Georgia Ports Authority’s Big 
Berth/Big Ship programme will 
allow the port to handle six 
14,000 teu vessels 
simultaneously by 2024, it 
announced this week.

Savannah’s Garden City Terminal 
is currently equipped to handle 
two such vessels at a time, 
increasing to three this April. 
Dock upgrades are underway and 
the addition of 21 neo-panamax 
ship-to-shore cranes over the 
next five years will replace 14 
older models and increase the 
total fleet to 37.

Anadarko seals two more long-term 
LNG deals
ANADARKO Petroleum has 
firmed up two more long-term 
offtake agreements for a total 
of 4.6m tonnes per annum 
of liquefied natural gas from 
its giant Mozambique LNG 
project.

It announced on Tuesday the 
signing of two separate sales and 
purchase agreements — one with 
Tokyo Gas and Centrica and the 
other with Shell International 
Middle East.

Tokyo Gas and Centrica have 
formalised a heads of agreement 
first penned in June 2018 to 
jointly purchase 2.6m tonnes per 
annum delivered ex-ship from the 
start-up of Mozambique LNG 
through to the 2040s.
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HHLA reports moderate volume 
growth
HAMBURGER Hafen und Logistik 
AG, the Hamburg-based terminal 
operator, handled 7.3m teu at its 
box facilities in 2018, a rise of 
1.9% year-on-year.

Volume growth was restricted to 
assets overseas in the Ukraine 
and Estonia, where HHLA owns 
and operates terminals in Odessa 
and Tallinn. The German group 
acquired Estonia’s largest 
terminal operator, TK Estonia, 
last year to expand its European 
footprint.

Box traffic at the group’s three 
Hamburg terminals came in at a 
similar level, according to HHLA. A 
repeat performance was also 
observed by the group’s intermodal 
activities, where volumes were 
recorded just shy of 1.5m teu.

Search for Stellar Daisy wreck 
prepares to start
OCEAN Infinity’s search vessel is 
ready to set sail from Cape Town 
to start looking for the wreck of 
the converted very large ore 
carrier Stellar Daisy, which sank 
in high seas in the South Atlantic 
in March 2017.

Seabed Constructor, which has 
been in drydock for routine 
maintenance in Cape Town, will 
depart by the end of the week, the 
company said. On board will be 
representatives from the South 
Korean government and family 
members of those missing.

Stellar Daisy, owned by South 
Korea’s Polaris Shipping, was 
carrying a load of iron ore from 
Brazil to China. It had 24 crew on 
board when it reportedly split and 
sank off the coast of Uruguay. 
Only two Filipino seafarers 
survived.

For classified notices please view the next page.
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