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Ferry ports offered cheap 
loans for no-deal Brexit 
upgrades

ENGLISH FERRY PORTS have been offered cut price loans for no-deal 
Brexit upgrades as part of a two-pronged Department for Transport 
stimulus package that included paying ferry companies to put on extra 
cross-channel services, Lloyd’s List has learned.

Ferry ports across the country were encouraged to apply for almost 
interest-free government loans for infrastructure upgrades including 
dredging, additional berths, space for storing vehicles and new link 
spans — a type of drawbridge used to move vehicles on and off a ro-ro 
vessel — a source said on condition of anonymity.

The move was designed to divert ro-ro freight traffic away from the 
country’s main ferry port Dover in the event of a no-deal Brexit leading 
to chaos at the port and long queues on motorways if additional border 
checks were imposed.

In December, the Department for Transport wrote to 20 English ports 
that either have existing ro-ro facilities or have had them in the past, 
offering them cheap loans for infrastructure upgrades.

DfT asked the ferry ports to sign a non-disclosure agreement (NDA) 
about the cheap money, the source said.

Lloyd’s List approached a number of ferry ports for comment. One 
confirmed the existence of the NDAs but could not say anything 
further.

“Hundreds of millions” was thought to be available in total from a 
number of ‘pots’, which included contracts worth £103m ($132.6m) 
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Arklow ‘had no contract’ with 
Seaborne Freight
IRISH shortsea operator Arklow Shipping has 
contested weekend media claims that it is 
responsible for the collapse of the UK government’s 
£13.8m ($18m) post-Brexit fall-back ferry contract 
with Seaborne Freight by pulling out of contractual 
commitments at the last minute.

A source aware of the situation confirmed that 
while Seaborne had held lengthy discussions with 
Arklow last year, with a view to Arklow becoming 

a financial investor, no agreement was ever 
reached, and Arklow was never party to any 
contract with either Seaborne or the Department 
for Transport.

Arklow Shipping is an Irish company with a strong 
position in smaller bulkers operating in the 
European shortsea trades, operating a fleet of 55 
units, according to its website. It has had no 
involvement in the ro-ro sector.

handed out in December last year to ferry 
companies DFDS and Brittany Ferries, and the now 
defunct Seaborne Freight contract.

The loans will have to be paid back, although at a 
very cheap rate.

Lloyd’s List understands that no loan deals for ferry 
port upgrades have been agreed with the DfT to date.

DfT did not reply to requests for information at the 
time of going to press.

Richard Ballantyne, chief executive of the British 
Ports Association, which represents many of the 
UK’s ferry ports, said that most UK ports should be 
ready in the event of a no-deal Brexit.

“However, some questions remain if the wider 
freight and logistics sectors will have time to adjust 
to new controls and reporting requirements. We are 
also unsure exactly what the arrangements will be 
for outbound traffic once it arrives at EU ports, but 
we understand that EU member state customs 
authorities are investing in new facilities and 
personnel at European ports.”

Peel Ports, which operates the London Medway ports 
cluster on the Thames Estuary, said it was looking for 
solutions to a no-deal Brexit and was in discussions 
with all partners and government agencies.

It released a ‘Brexit unlocked’ paper in November, 
which positioned its ro-ro facilities as an alternative 
to Dover, with access to Antwerp and Zebrugge.

Brittany Ferries – who along with DFDS also have a 
contract with the DfT to provide extra freight 
capacity in the wake of Brexit – said that all extra 
traffic would be handled by the ports of Portsmouth, 
Poole and Plymouth, all of which it serves already.

Of the three, Portsmouth will invest in an inland 
depot to hand any required customs controls away 
from the port estate.

“The bulk of any additional freight volumes would 
be handled by Portsmouth. We are working with our 
port partners and local and government agencies to 
control the flows of freight traffic,” said a 
spokesman.

“Portsmouth International Port has been heavily 
involved in preparations with Border Planning 
Teams, as Portsmouth has been identified as a ‘high 
impact location’ in the event of a no-deal Brexit. 
“PIP is also working on plans for an inland depot to 
check export freight away from the Port, this avoids 
causing traffic issues in the city.”

At the start of February HM Revenue & Customs 
said that goods shipped to Britain from the 
European Union would be waved through 20 UK 
ferry ports without the usual customs checks in a 
no-deal Brexit, to avoid major disruption.

Hauliers and freight forwarders will have until the 
end of the next working day after the goods arrive 
into the UK to submit customs declarations forms. 
They will need to submit safety and security 
information at least two hours before goods are due 
to arrive in the UK.

The DfT axed its £13.8m ($18m) contract with 
Seaborne Freight after it emerged that the company, 
which had no ships, lost the support of its Irish 
backers Arklow Shipping.

There were cross-party calls to sack Transport 
Secretary Chris Grayling this weekend following the 
collapse of the controversial deal.

Additional reporting by David Osler.
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In January this year, a letter from Arklow’s chief 
executive James Tyrell to Mr Grayling was leaked to 
the Financial Times newspaper.

At that time, Mr Tyrell apparently endorsed the 
industry credentials of Seaborne’s management, and 
said that Arklow was prepared to take an equity 
stake in Seaborne and to provide equity finance to 
procure suitable tonnage. Those assurances were 
cited as being sufficient to give the DfT confidence to 
consider the deal viable.

However, the inability of Seaborne to reach 
agreement with either the port of Ramsgate or the 
port of Ostend in Belgium, which it had planned to 
serve, appears to have caused Arklow’s management 
team to decide against entering into a formal 
contract.

The DfT contract with Seaborne caused widespread 
public derision after it was revealed that Seaborne 
did not own any vessels but was planning to charter 
ferries yet to be identified. Matters were not helped 
when the it was discovered that the terms and 
conditions on the Seaborne website appeared to 
have been copied and pasted from a pizza delivery 
company.

Despite the high-profile criticism, the DfT insisted at 
the time that it had carefully vetted the company, 
acknowledging that it was a new shipping provider. 
However, no mention of Arklow Shipping’s 
involvement in the deal had been made public by 
either the DfT or Seaborne Freight. The DfT has 
explained that for commercial reasons it was unable 
to reveal the nature of Arklow Shipping’s 
involvement in the deal and in previous statements, 
DfT representatives have repeatedly insisted that a 
thorough procedure of due diligence was conducted 
before agreeing the contract with Seaborne Freight.

Responding to Lloyd’s List’s request to confirm that 
the Dft had prior knowledge that Arklow had not 
signed a contract with Seaborne Freight, a DfT 
spokesperson said: “Following the decision of 
Seaborne Freight’s backer, Arklow Shipping, to step 
back from the deal, it became clear Seaborne would 
not reach its contractual requirements with the 
Government. We have therefore decided to 
terminate our agreement.

“The government is already in advanced talks with a 
number of companies to secure additional freight 
capacity – including through the Port of Ramsgate 
– in the event of a no deal Brexit.”

A TANKER laden with US-bound Venezuela crude 
has discharged its cargo at Citgo’s terminal at 
Corpus Christi, suggesting it may be the first to 
deposit funds to an account for use by any interim 
Venezuelan government after the imposition new US 
government sanctions.

The Eagle Sapporo, an aframax tanker containing 
about 600,000 barrels worth around $36.8m, 
discharged at the Citgo terminal at the port of 
Corpus Christi on Sunday, according to Lloyd’s List 
Intelligence data.

Lloyd’s List understands from market sources and 
chartering data that at least a further $319m worth 
of Venezuelan crude cargoes are currently US-Gulf 
bound on five tankers, intensifying pressure on 
PDSVA, the national oil company funding Nicolas 
Maduro’s government.

PDVSA is diverting exports to Asia from the US and 
Europe, as stalled cargoes await discharge in the US 
Gulf or sit off its oil terminals.

The US Treasury sanctions, introduced on January 
28, directed sales proceeds from any oil and products 
shipped from PDVSA to the US to an account for 
ultimate access by Venezuela’s National Assembly 
leader Juan Guaido. Mr Guaido is recognised by the 
US, Canada and a selection of Latin American and 
European countries as an ‘interim president’.

Further shipments that may be destined for the 
coffers of any Guaido government include the very 
large crude carrier Jag Laxim, waiting to berth 
outside the US-owned Buckeye Storage Terminal at St 
Lucia. The 2m barrels cargo is worth about $122.7m, 
based on the average Organisation of the Petroleum 
Exporting Countries daily price on February 8.

WHAT TO WATCH

Sanctioned Venezuelan crude starts 
flowing into US
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This revenue will be diverted to an interim president 
unless Buckeye has a waiver, according to Samir 
Madani, co-founder of TankerTrackers.com. He 
estimates Venezuelan exports averaged 1.16m bpd 
for the two-week period ending February 4 — level 
with prior months — but exports heading to the US 
accounted for 20% of this, a sharp drop from the 
500,000 bpd average seen in 2018. Another tanker 
laden with Venezuelan crude, NS Concept, was 
rejected from the port of Houston over the weekend 
after six days waiting, and is diverting elsewhere, he 
added.

Widespread confusion remains in tanker markets 
over Venezuela-chartered vessels because of the 
disruptions, diversions and delays. “Nobody seems 
to know who can do what and it’s very confusing for 
owners,” said a Houston-based tanker broker. “We’ve 
heard that Chevron has a licence to lift cargoes but 
without that nobody can bring anything in.”

Two US-bound two suezmax tankers, Sonangol 
Cazenga and Eagle San Juan, each carrying 1m 
barrels, remaining idle off the US Gulf coast. Others 
are loaded but at anchor in Venezuelan waters, or off 
Caribbean islands, where PDVSA owns storage 
facilities at Curacao and Bonaire or conducts ship-
to-ship transfers.

Other loaded US-bound tankers at Venezuelan ports 
include the aframax Searover and Selatar Spirit, 
according to vessel tracking and ship broker data. 
Along with the two suezmax tankers in the US Gulf, 
these combined cargoes of 3.2m barrels represent 
$196m in sales for the interim government if 
proceeds are diverted to the escrow account. These 
losses to the current government of Mr Maduro were 
mentioned by the country’s oil minister who appeared 
at an energy summit in India on Monday urging the 
country to buy more crude. Although Venezuela’s 
heavy, sour crude typically trades at a discount to 
lighter oils, the spread is narrowing as sanctions 
divert oil flows amid declining Venezuelan exports.

Teekay Marine has been caught in the crossfire as 
the owner of the Seletar Spirit, which remains at 
anchor at Puerto La Cruz after loading its crude 
cargo for the US. Norway-based Berghav, the owner 
of another aframax tanker, Bergitta, was also 
chartered by Teekay to load 600,000 bbls of 
Venezuela crude oil earlier this month. The tanker 
remains delayed at Bajo Grande port and cannot 
berth, according to the company. It is understood 
demurrage will be paid by Teekay.

Teekay’s London-based office was contacted twice 
for comment but has yet to respond.

DUBAI-BASED Allianz Marine Services is poised to 
emerge as a leading offshore support vessel owner-
operator once it wraps up two deals in the works 
with Singapore-listed Swissco Holdings and Pacific 
Radiance.

Allianz is said to be pursuing a $180m merger with 
Pacific Radiance while it closes in on acquiring a 
two-dozen-strong OSV fleet from Swissco 
Holdings.

Both Pacific Radiance and Swissco have fallen under 
financial duress amid a prolonged and debilitating 
offshore and marine downturn.

Pacific Radiance unveiled in late January a 49:51 
joint venture with Allianz. But it stopped short of 
naming the latter as the counterparty in a proposed 
merger premised on the “injection of a business and 
assets of about US$180 million”.

Swissco, on the other hand, had won unanimous 
approval from its creditors in early February to 
proceed with a divestment of almost its entire fleet 
to Allianz for over $20m.  This asset divestment 
covers the firm sale of 20 OSVs and put options for 
four further vessels.

M3 Marine’s managing director Mike Meade pointed 
out that prior to the Swissco deal, Allianz had 
already bought several OSVs from Pacific Richfield 
Marine’s fleet that Seacor was “warehousing”.

Allianz “will be one of the biggest players in the 
Middle East” once it stitches up the Swissco fleet 
acquisition and the proposed merger with Pacific 
Radiance will serve as its “springboard” to Asia.

Other prominent OSV players active in the Middle 
East include Tidewater, Topaz Energy and Marine 
and Bourbon Offshore.

ANALYSIS

Allianz Marine is ‘potential consolidator’ 
in Asia OSV sector
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However, Mr Meade raised one niggling doubt over 
how Allianz, currently a small, privately-owned 
marine play, could muster the required funds for its 
mooted $180m asset injection.

For Pacific Radiance, the proposed merger remains 
subject to approval from its lenders, who will be 
looking for an improvement in the prospects of 
recovery for over $300m in bank loans extended to 
the Singapore-listed OSV group.

The bulk of these loans are held by Singapore-based 
banks, UOB and DBS.

Speaking broadly with no direct reference to the two 
banks, UOB Kay Hian equity analyst Foo Zhiwei 
said that the Allianz-Pacific Radiance merger 
“sounds no different” from a 2016 deal between 
DNB and Seacor.  DNB was reportedly holding on to 
PRM’s vessels, which Seacor was managing and 
chartering out to generate cash flow.

But Allianz will also get an equity stake in Pacific 
Radiance and in this respect, Mr Foo noted that the 
merger appeared “lop-sided” in favour of the 
“incoming white knight”.

Still, “the hope of more cash flow is better than 
none”, and bank lenders must be prepared for a 
“very long ride” considering it took the offshore 
industry 20 years “from bottom to the peak” during 
the last cycle, he argued.

One advantage Allianz may bank on is its ability as 
an outfit domiciled in Dubai to help Pacific Radiance 
land contracts in the Middle East, which offers 
relatively more OSV charter opportunities compared 
to the rest of Asia Pacific.

Synergy Offshore’s chief executive Fazel A Fazelbhoy 
noted at a conference in February that average OSV 
fleet utilisation in the Middle East is edging up after 
stabilising in the 60%-65% range.

However, OSV rates in the Middle East are not 
expected to recover at least until late 2019, Mr 
Fazelbhoy said.

A Clarkson Platou report flagged the United Arab 
Emirates and Saudi Arabia as two active OSV 
markets in the Middle East.  The logistics arm of 
Abu Dhabi National Oil Company has released a 
tender for term charters on several OSVs to support 
terminal operations starting from this quarter.

Container lines warned of changing nature 
of Chinese economy
CARRIERS and logistics operators need to become 
less dependent on China as a manufacturing 
powerhouse delivering goods to western markets 
and instead look at China as in import destination.

“We need to look at our businesses as less dependent 
on Asia inbound and look at other areas that we can 
grow our business export-wise,” David Bennet, 
president of US forwarder Globe Express Services, 
told the Cargo Logistics conference in Vancouver. “I 
think there is a tremendous opportunity from that 
perspective. We need to look at markets outside of 
China.”

David Fung, chairman of Canada-based exporter 
ACDEG International, said carriers should focus 
more on the intra-Asia trade.

“If you are flexible and agile, that is where you need 
to go,” Dr Fung said. “For us, living in North 
America, we need to think of how that will impact us 
and how we should position our businesses to 
ensure we don’t get hammered by an unstoppable 
global trend. Southeast Asia will continue to grow, 
along with India, so if we just stay at home, we will 

be missing out on the growth occurring in that part 
of the world.”

China was proactively moving manufacturing out of 
China, he added.

“I would suggest that logistics providers need to 
think about whether the volume of traffic coming 
directly from China will likely not grow at all. On top 
of what is happening with trade war, 2019 could be a 
disastrous year for ocean carriers.”

China is moving much of its manufacturing to 
cheaper labour cost countries in the region such as 
Vietnam and Cambodia. It has also become the 
single largest foreign investor in India.

“When these manufacturing plants are moved over 
into Southeast Asia and India, the whole container 
trade will have to move with it,” Dr Fung said. “That 
means that containers on the backhaul will now be 
looking for different destinations. How do we make 
best use of that to open up the market not only just 
in China but now, through these return empty 
containers, we will start to have access to the market 
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in Vietnam and the whole of Southeast Asia.”

China’s strict environmental policies are developing 
rapidly and mean that what were typically regarded 
as base products on the backhaul, waste papers and 
plastics, can no longer be imported.

Because of this, carriers should start looking at 
alternative containerised imports for the backhaul 
leg, Dr Fung said.

“We have been moving grain by bulk where it arrives 
in Shanghai and is loaded into elevators. But 
customers in cities 2,000 km inland are finding that 
the best quality grain that is brought in is no good 
because by the time it has come in from Shanghai, it 
has arrived in dirty barges. A first-grade grain 
becomes third-grade by the time it gets to 
Chongqing.”

Chinese customers wanted grain to be containerised, 
he said.

“That is our new silk road. We need to develop our 
logistics around that.”

China was willing to pay extra for containerised 
grain because the improvement in the quality of the 
final product made it worthwhile.

Ocean carriers would also need to be cautious of 
the changing nature of manufacturing, Dr Fung 
said.

“In the past, we had fabrication in China and 
distribution in North America,” he said. “Today, 
every one of us wants personalised and customised 
products immediately. To achieve this requires more 
manufacturing to be done closer to the customer. 
When that happens, the amount of shipping using 
China as the workshop of the world will start to 
decline.”

This would likely have serious implications on 
demand for containerised transport.

“The demand in the long term is not there to support 
the scale of the increase in capacity,” Mr Bennett 
said.

And Dr Fung warned that shippers and beneficial 
cargo owners were prepared use this to their 
advantage.

“Some of us are now delaying our shipments, waiting 
for container rates to come down because we don’t 
see any demand that will support the rate that the 
carriers have been forcing on us in the last quarter,” 
he said.

SEC filing fuels speculation over 
Seaspan ownership
A PROSPECTUS filed with the US Securities and 
Exchange Commission has fuelled speculation over 
the future of the Washington family’s stake in 
Seaspan, the world’s largest containership tonnage 
provider.

US billionaire Dennis Washington and his son Kyle 
were instrumental in establishing Seaspan in the 
1990s, and retained a sizeable holding when the 
company was listed on the New York Stock Exchange 
in 2005 through an initial public offering.

Mr Washington, who has featured in Lloyd’s List Top 
100 most influential people in shipping, is head of a 
diversified, privately-owned business empire that 
includes railways, mining, and aviation technology, 
as well as shipping, and which is focused on the US 
Pacific northwest region and western Canada.

The SEC document, number 424B3, specifically 
relates to the Washington Trust’s 52m shares that 
represent a 25% interest in Seaspan, owner of 112 
vessels that are chartered out to top container lines.

Seaspan director and former chief executive of The 
Washington Companies Larry Simkins has denied 
suggestions that the Washingtons were preparing to 
sell up.

“The share registration noted was simply an 
administrative task. The Washington family is not 
selling any of its shares, and it remains one of the 
largest shareholders of Seaspan Corporation,” Mr 
Simkins said in a statement to Lloyd’s List. He added 
that he would continue to serve on Seaspan’s board 
of directors and remained committed to the long-
term strategy of the company.

Others, though, question why the shares would be 
registered now, unless in preparation for a sale.

The document states that the selling security-
holders identified in the prospectus “may offer and 
resell up to 52,810,939 Class A common shares, or 
common shares, par value $0.01 per share”.

Why file a selling document if that is not the 
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intention? one person familiar with Seaspan asked.

That view was supported by a second source who 
knows Seaspan well.

“The Washington family has continuously denied 
selling, but they have now registered to sell,” he 
noted.

The document, filed on February 7, refers solely to 
shares that are owned by Deep Water Holdings and 
the Kevin Lee Washington 2014 Trust, the Kyle Roy 
Washington 2014 Trust, and the Kyle Roy 
Washington 2005 Trust, all collectively, the 
Washington Trusts.

Deep Water represents The Roy Dennis Washington 
Revocable Living Trust, which may be deemed to be 
beneficially owned by the Dennis Washington Trust 
and by Dennis R. Washington, as trustee of the 
Dennis Washington Trust, the document states.

Mr Washington and his family have had a huge 
impact on the container shipping industry, while 
keeping a relatively low profile as Seaspan evolved 
into the world’s largest containership tonnage 
provider.

Although a major shareholder, Mr Washington was 
never on the board and stayed in the background. 
His son Kyle was more prominent, however, working 
alongside co-founders Gerry Wang and Graham 
Porter to establish a new business model for 

containership chartering, based on long-term 
commitments from liner operators rather than 
speculative ordering, which eventually proved to be 
the downfall of German KG owners.

Seaspan sprang to prominence in 1999 when it 
ordered the world’s first 8,000 teu ships, and the 
Washingtons remained major shareholders in the 
company even after it floated.

But amid growing tensions behind the scenes, first 
Mr Porter quit in 2017 , followed soon after by Mr 
Wang. A new board was put in place, and Bing Chen 
was appointed chief executive. Kyle Washington, 
who served as chairman or co-chairman from May 
2005 until July 2017, also stepped down.

Canadian group Fairfax subsequently invested in 
Seaspan and now controls about 36% of the shares. 
That has greatly diluted the Washington stake.

Under new management, Seaspan has been 
diversifying, firstly through a $200m equity deal 
with New York-listed Swiber Holdings. the 
Singapore-based offshore construction and services 
company.

Most recently, Seaspan has lodged an expression of 
interest in Long Beach Container Terminal,which 
has been put up for sale by OOCL, under orders 
from the Committee on Foreign Investment in the 
US, now that the Hong Kong container line is part of 
Chinese group Cosco.

What’s in the emissions data?
THOSE in favour of digitalisation have long argued 
that a central challenge for the shipping industry is 
to beneficially use the abundance of available data.

This will be no less true when it comes to curbing 
emissions, writes Anastassios Adamopoulos.

The European Commission has agreed to some 
changes in its monitoring, reporting and verification 
system, known as MRV, for emissions of vessels 
using European Union ports, aligning it with the 
International Maritime Organization’s own data 
collection system.

While shipowners are very unhappy with the 
Commission’s intention to publicise data individual 
vessels, a decision to not name names in its data 
publication, as the IMO will do, would undermine 

the very point of having a unique EU MRV system, 
and so that scenario of anonymising ships is unlikely 
to happen any time soon.

It is the core of the system and, by all accounts, the 
major thorn between EU regulators and shipowners 
when it comes to this matter.

As the first MRV publishing date of June 30 edges 
closer, it seems all the less likely that this can be 
stopped.

Assuming that the Commission does go ahead and 
reveal identities, this in itself may not mean much.

European regulators and politicians — particularly 
the parliament — will likely seize on the public 
results to push for the regional regulation, such as 

OPINION
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the currently dormant EU emissions trading system, 
and keep the pressure on the IMO to develop a 
convincing decarbonisation policy.

But while glaring underperformers could serve as easy 
targets for politicians, it is questionable how much 
regulators really care about the individual companies 
and vessels. Policy and measures emanating from the 
MRV should depend on the overall picture and not on 
either positive or negative outliers.

Beyond praise, criticism and political utility, will 
identified vessels matter to the people who can do 
something based on it? In other words, customers 
that use the vessels to carry their cargo?

An improved environmental footprint is becoming 
an integral part of the corporate social 
responsibilities plans of many key companies, so it 
would be natural to assume that the data will 
matter.

That, however, will depend on strategy, priority and 
the bigger picture.

How can the performance of one vessel or some 
vessels engaged in trade with Europe compare with 

a company’s other vessels that may never touch the 
continent and about whose emissions we may never 
know about?

Is poor or positive performance in this restricted 
trade really a reflection of a company’s overall 
record?

How much will the MRV tell us and vessel customers 
in its first years in operation, given that there will 
not be a concrete level of comparison?

As the IMO begins work toward its fourth 
greenhouse gas study to emissions from 2012 to 
2016 and data begins to flow into the IMO DCS, 
emissions data should play a central role in the 
development of a finalised GHG emissions reduction 
strategy in 2023.

And while the MRV will certainly be useful both as a 
political tool and a source of information, its 
prominence as a factor in global regulation may 
wane as more globally relevant data emerges.

Whether or not it makes a material impact on its 
own has little to do with the data and a lot to do with 
interpretation.

MARKETS

Welcome to the ‘new’ seasonality of the BDI
THE Baltic Dry Index — the barometer for dry bulk 
shipping markets and an indicator of future activity 
in the real economy, for some — is entering a new 
seasonality courtesy of the Chinese government.

Khalid Hashim, the chief executive of Thai dry bulk 
operator Precious Shipping, expects that the BDI, in 
all future years, will reach a peak in mid-October 
followed by a decline till end-February before the 
‘V-shaped’ recovery manifests itself in almost a 
straight line all the way to mid-October again.

This is mostly because of the Chinese government’s 
restrictive manufacturing directives in 14 provinces 
from mid-November of each year to mid-March of 
the following year.

The Chinese government, after its blue skies success 
story in 2017, took the bull by the horns on pollution 
prevention and has mandated production cuts in 14 
provinces, compared with just four in 2017, for steel 
making, cement manufacturing and aluminium 
production from mid-November to mid-March 
every year.

This pattern began to be seen at the start of 2018, 
when the usual wet season causes a slowdown in 
iron ore supply from Brazil and traditionally makes 
the first quarter the slowest period for Brazilian iron 
ore exports in any year.

“This reduction in iron ore from Brazil in first three 
months of 2018 when combined with the 
uncertainty generated by geopolitics, sanctions, 
trade tariffs, Brexit, European Union budgetary 
issues and the onset of Chinese New Year weakening 
demand, exacerbated by the Chinese government’s 
anti-pollution measures during the winter months, 
the BDI followed the ‘new’ seasonality script,” Mr 
Hashim said in its annual market review.

“Traditionally, the summer months of June, July and 
August are the weakest BDI months of the year, but 
similar to 2016 and 2017 the weak season did not 
show up even in 2018,” he noted while welcoming 
the market to this new seasonality of the BDI.

Mr Hashim forecasts healthy supply demand 
fundamentals in the dry bulk shipping market and 
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said that “things look distinctly better with expected 
net supply increasing at about 3.06% during 2019 
and again 3.26% during 2020 whilst demand should 
be growing at around 3.0% to 4.0%, very similar to 
the demand growth seen in 2018, when supply grew 
by 2.8”.

He added: “This favourable gap between expected 
demand growth and expected supply growth in 2019 
and 2020 should make for an increasingly robust 
secular recovery.

“As supply and demand balance has either been 
reached or is very close any small change in demand 

or supply would have a disproportionate impact on 
the BDI.”

The Bangkok-based company posted a net profit of 
$14.1m in 2018, compared with a net loss of $3.76m 
a year earlier.

The Precious Shipping fleet recorded daily earnings 
of $11,063 per ship, up from the year-ago level of 
$9,486, as a consequence of the continued strength 
of the dry bulk freight markets.

Total revenues reached Baht4.97bn ($158m) in 2018, 
up from Baht4.39 in the previous year.

IN OTHER NEWS
Low-sulphur fuel rises may cause 
container line failures
NEW International Maritime 
Organization fuel regulations that 
cap the sulphur content in fuel 
used by container shipping lines 
globally from the start of next 
year could prompt a fresh wave 
of carrier consolidation as rising 
costs force some regional 
carriers out of business, 
according to DHL Global 
Forwarding head of ocean freight 
Dominique von Orelli.

From January 1, 2020, new IMO 
regulations will restrict 
commercial vessels from 
burning bunker fuel with a 
sulphur content of 0.5%. With 
low-sulphur fuels significantly 
more expensive, supply chain 
costs are set to soar, with liner 
executives estimating the 
economic hit to the industry at 
around $10bn.

“The major international 
shipping companies will be faced 
with considerable cost increases 
that they, however, should be 
able to manage,” Mr Von Orelli 
told Lloyd’s List. “This trend 
could become more critical for 
smaller local shipping 
companies, however. We have to 
expect that the new 
requirements could drive a 
number of niche suppliers out of 
the market.”

With some liner companies 
already struggling financially, 
increased operating cost 
volatility could also prompt 
further liner consolidation.

“It is not unrealistic that the 
consolidation of the market 
could continue, but not 
necessarily — or exclusively 
— due to the new regulation,” he 
said. “Some shipping 
companies’ economic situation 
certainly remains fragile, even 
irrespective of the new 
regulation.”

Boskalis to exit American joint 
venture in $201m sale
DUTCH offshore services 
provider Royal Boskalis 
Westminster is divesting from its 
towage joint venture with Chile’s 
SAAM in Latin America for 
$201m.

The SAAM SMIT Towage, which 
Boskalis claims is worth $560m, 
was formed by the two 
companies in 2014 to offer 
services in Brazil, Canada, 
Mexico and Panama. More than 
four years on, Boskalis said the 
company has performed well and 
grown since then.

“In joint discussions about the 
best way to most effectively 
respond to the more competitive 
market environment, Boskalis 

and SAAM came to the 
conclusion that an outright sale 
of Boskalis’ share to SAAM would 
be most beneficial for both 
parties,” Boskalis said in a 
statement.

SMIT’s fleet consists of 106 tugs 
operating in 30 ports across the 
four countries. Following the 
acquisition that is expected to be 
completed in the second quarter 
of 2019, SAAM said it will control 
153 tugs.

Boskalis warned that annual 
results for 2018, which will be 
published in early March, will 
include impairment on interest in 
its harbour towage joint interests 
of about €200m ($226.1m).

SAAM, the fourth-largest port 
operator in Latin America, 
announced a $15.1m net income 
in the third quarter of 2019 and 
$35.1m in for the first nine 
months of the year.

Johor Strait collision revives old 
disagreement between Singapore and 
Malaysia
THE seemingly straightforward 
and by all accounts relatively 
harmless collision of a Greek-
flagged bulker and a Malaysian 
Marine Department vessel has 
once again raised old issues over 
territorial waters between 
Singapore and Malaysia.



Lloyd’s List | Daily Briefing Tuesday 12th February Page 10

According to Lloyd’s List 
Intelligence, the Malaysian 
government buoy ship Polaris 
came into contact with the 
2006-built, 76,586 dwt Pireas on 
Saturday afternoon in Singapore 
waters.

A Maritime and Port Authority of 
Singapore statement said that 
after bunkering at Singapore’s 
eastern anchorage, Pireas was 
headed for the port of Tanjung 
Pelepas in Johor when it entered 
Singapore port limits off Tuas, 
slowed down, changed direction 
and collided with Polaris.

According to the MPA, Pireas had 
entered Singapore port limits and 
was manoeuvring to get out of 
the area when it collided with the 
Malaysian vessel. It was 
subsequently contacted by MPA 
Port Operations Control Centre, 
which instructed Pireas to stay 
clear of the area, when it reported 
that prior to contacting MPA 
POCC, it had collided with Polaris 
but there was no damage.

“As the collision incident was not 
considered a very serious marine 
casualty incident under the 
International Maritime 
Organization Marine Casualty 
Investigation Code, the vessel 
was allowed to proceed with its 
journey to Tanjung Pelepas,” the 
MPA added.

However, Malaysia has set up a 
team to investigate the incident 
and inspect both the vessels. 
Pireas is anchored at Tanjung Bin 
jetty and its crew have been 
detained as part of the 
investigation.

Piraeus and Venice to step up co-
operation in ‘Silk Road’ strategy
THE port of Piraeus and the ports 
of the North Adriatic Sea Port 
Authority, Venice and Chioggia, 
have signed a pact that outlines 
greater co-operation between the 
respective hubs in the light of 

fast-developing trade from the 
Far East.

The memorandum of 
understanding signed on Monday 
comes in the wake of the launch 
last November of a weekly 
container feeder service between 
Piraeus and Venice operated by 
Cosco Shipping, adding to its 
network of feedering links with 
other Mediterranean ports.

Cosco, which is running the 
service using a 1,400 teu vessel 
on the two-and-a-half day 
voyage in each direction, is also 
majority owner of the Piraeus 
Port Authority and has been 
running the majority of its 
container terminal since 2009.

It is developing the Greek port as 
the key hub in China’s Belt and 
Road Initiative to increase 
exports to Europe.

PPA chief executive Captain Fu 
Chengqiu said the aim of the 
memorandum of understanding 
was “to strengthen the trade links 
between Asia and the 
Mediterranean and to enhance 
the role of ports as engines for 
the European economy”.

US customs officers in LA seize two 
tons of drugs bound for Australia
US FEDERAL authorities, working 
with their counterparts in 
Australia and Canada, have 
intercepted a containerised 
shipment of illicit drugs due for 
export from the ports of Los 
Angeles and Long Beach.

“This is the biggest ever seizure 
of methamphetamine — more 
than 1.7 tons — stopped before it 
had a chance to reach Australian 
streets,” said Bruce Hill, assistant 
commissioner for organised 
crime with Australian Federal 
Police.

Australia has become a market of 
preference for the drug, as official 

statistics show increased use of 
methamphetamine across the 
country. The Australian 
government has paid special 
attention to the illicit traffic 
entering the country via 
containerised shipping, 
especially from China.

In this case, Australia’s Victorian 
Joint Organised Crime Task 
Force, following an eight-month 
investigation, enlisted the 
support of the US Immigration 
and Customs Enforcement 
— Homeland Security 
Investigations Border 
Enforcement Security Task Force, 
which located a consignment 
suspected of containing illicit 
drugs before it left the US.

CMA CGM shown the green light for 
CEVA bid
FRENCH container carrier CMA 
CGM has completed the latest 
step in its move to take control of 
CEVA Logistics.

The European Commission last 
week approved the acquisition of 
CEVA by CMA CGM under the 
European Merger Regulation.

“The commission concluded that 
the proposed merger would not 
raise competition concerns, 
given its limited impact on the 
structure of the freight forwarder, 
regular container shipping on the 
high seas and shortsea shipping 
markets,” the commission said in 
a statement on its website. “The 
transaction was examined as 
part of the normal merger control 
procedure.”

The move allows CMA CGM to 
increase its stake in the 
Switzerland-listed 3PL to over 
50% and take full control of the 
company.

CMA CGM has a 33% stake in 
CEVA that it has built up since the 
logistics operator launched its 
initial public offering on the Swiss 
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stock exchange last year. It also 
has a financial interest in a further 
17.6% of the company’s shares 
through forward agreements with 
Société Générale and Goldman 

Sachs that will convert to 
shareholdings in June.

Late last month, CMA CGM 
published a public tender offering 

SFr30 per share for any CEVA 
shareholders wishing to exit their 
holdings in the company.

For classified notices please view the next page.
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