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IMO chief pledges to improve 
casualty reporting record

THE INTERNATIONAL MARITIME Organization will commit to 
tackling the widespread delays of casualty investigation reports 
following revelations of severe underreporting last year, its secretary 
general Kitack Lim has told Lloyd’s List.

Last year, we revealed how flag states, including the largest ones, had 
failed to produce investigation reports on more than half of the very 
serious casualties of the past four years.

Filing investigation reports to the IMO on very serious casualties, 
defined as cases in which there is loss of life, complete loss of the vessel 
or major damage to the environment, is mandatory but there are no 
time constraints.

Among the most notorious cases of pending reports is the Marshall 
Islands-flagged Stellar Daisy, the iron ore carrier that capsized on 
March 31, 2017, leaving 22 seafarers missing. A report has yet to be 
produced on that incident.

Pressed on whether the IMO could do more to improve on this record, 
Mr Lim said casualty investigation underreporting is a problem that 
requires serious policy and is an area in which the IMO could do more.

“This item should be taken care of properly and in my position, having 
known the concern from the public, I will put in more effort to this 
aspect. I am going to have some more conversations with member 
states to improve this situation,” he said.

Mr Lim admitted that while the IMO has influence mechanisms, such 
as audit schemes and guidelines, to encourage member states to report 
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accidents, there is a reality gap between what is 
encouraged and what is really reported.

In January, two liquefied petroleum gas carriers 
exploded in the Kerch Strait, leaving at least 14 
seafarers dead.

Safety at sea remains the IMO’s central area of 
focus, but its work on safety issues has arguably 
been overshadowed by years of escalating 
environmental regulation. 

Mr Lim, who was named shipping’s most influential 
person for 2018, argued that at the moment the 
organisation is having the biggest influence it has 
ever had in its history.

But that, he said, is not intentional.

To some extent, global circumstances, primarily the 
forces pushing the climate change agenda and the 
adoption of the Paris Agreement, have propelled the 
IMO into that position.

“Those developments, especially environmental 
issues, is not something we try to avoid. It is 
something difficult, but it is something we have to 
adopt for the future sustainability of shipping and 
the health of human beings and the environment,” 
he said.

Mr Lim, who will take on a second year term at the 
helm of the IMO beginning in 2020, has to oversee 
the implementation of several consequential 
regulations, none bigger than the decarbonisation 
strategy adopted in April last year.

The strategy, which the secretary general labelled as 
a “very ambitious target” and a “really big 
challenge”, demands a 50% reduction in total annual 
greenhouse gas emissions and vies for a 70% 
reduction in “carbon intensity” by 2050 compared 
with 2008.

Mr Lim acknowledged member states, the industry 
and their non-governmental organisation support 
toward the IMO in adopting the strategy, 
overcoming what he called a “difficult moment.

Since April member states have moved cautiously, 
agreeing in October to design but not necessarily 

implement new emissions measures by 2023, when 
the whole strategy is up for revision.

Nonetheless, Mr Lim is confident in the progress 
being made, arguing that the process is already 
taking into consideration potential challenges like 
the concerns of developing states over the impact of 
future measures on them.

“We will continue the effective dialogue on all 
regulatory aspects of IMO. If you look back at 
significant decisions, it has been shown time and 
time again that apparently disparate positions have 
been demonstrated not to be as far apart as some 
may have thought,” he said.

During his next term, Mr Lim will also have to 
tackle internal reform in the IMO, in both its 
structure, decision-making processes and 
accessibility.

Efforts had been made last year to, among other 
things, open up IMO committee meetings to the 
public. But deliberations around these sensitive 
issues were effectively deferred to this upcoming 
summer.

Mr Lim claims the deliberations sent a clear 
instruction to the IMO assembly, composed by all 
member states, to engage in a review and reform 
process of the organisation.

“The coming years will see ideas gel and decisions 
made to ensure that IMO remains efficient, effective, 
inclusive and transparent,” he said.

He argued the organisation has already worked on 
improving transparency, with greater accessibility to 
documents and updates on the “proposals, studies 
and exchange of views related to our inclusive 
regulatory process”.

Media attending IMO meetings are not allowed to 
quote delegates speaking during the plenary without 
their explicit permission.

Although official proposals to IMO meetings are 
made weeks before they convene, they are only made 
officially public once the meeting starts, unless 
individual member states and organisations decide 
to publicly share their own proposals.
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Sanctions on Venezuela start to bite
VENEZUELAN tanker demand took a downward 
trajectory this month as Washington announced 
tough sanctions against Petroleos de Venezuela SA, 
known as PDVSA, mainly designed to halt US 
imports of Venezuelan crude.

The government stopped short of placing an outright 
ban, instead, US entities could theoretically continue 
purchases of Venezuelan crude until late April as 
long as payments are placed into a blocked account.

Yet sanctions have already caused much chaos and 
confusion.

Imports of clean products into Venezuela were 
halted for 11 days from the end of January, while 
Venezuelan crude exports to the US dropped 
considerably.

An aframax tanker, Eagle Sapporo, containing 
about 600,000 barrels was the first US-bound 
Venezuela crude shipment that discharged its cargo 
at Citgo’s terminal at Corpus Christi on February 10, 
according to Lloyd’s List Intelligence data.

Meanwhile, the only shipment to Venezuela from US 
recorded for February so far is from the St Eustatius 
terminal, where state-owned oil and natural gas 
company PDVSA stores oil, from which 322,000 
barrels of ethanol have been shipped, ClipperData 
noted.

In 2018, about 450,000bpd was shipped to the US, 
although this is only a fraction of the 1.7m bpd 
exported in 1998 when President Chavez was on the 
verge of power, International Energy agency data 
shows.

Much of the oil is used in PDVSA’s US refining 
system, run by its subsidiary Citgo — most of which 
is shipped by aframaxes.

The halt of the US-Venezuela trade has created a 
tonnage surplus in the region, with vessels building 
up offshore in the Gulf of Mexico waiting to offload 
in the US.

“The loss of Venezuela-US crude trade is a negative 
for regional Aframax and Suezmax demand, 
although this in part will be mitigated if trade from 
other Latin American countries rises as a result,” 
shipbroker Gibsons said in its latest report.

Venezuela’s long-haul crude exports to the East are 
expected to continue, because most of this trade is 
backed by ‘oil for loans’ deals with China and Russia.

Furthermore, PDVSA plans to divert the volumes 
effected by sanctions to China, Russia and India, 
where Rosneft has an equity stake in refining assets.

Venezuela also wants to double exports to India, its 
second-largest customer after the US. Venezuela has 
said that it is open to barter arrangements, with 
India using oil as payment.

Another big question is securing tanker tonnage for 
crude and product shipments once the sanctions are 
implemented.

The guidance provided by the US Treasury with the 
regards to the latest round of sanctions somewhat 
lacks clarity.

Shipowners are less exposed to sanctions if they are 
not dealing with PDVSA directly or any firm where 
the Venezuelan government controls 50% or more of 
the company selling it, but there can be operational 
and legal risks.

“Shipping is not mentioned; however, owners are 
considering whether it is worth continuing to trade 
with Venezuela anyway,” Gibsons noted. “The risks 
are evident and those willing to trade are likely to 
demand a significant premium.”

However, there are some owners who are still 
loading crude in sanctions-hit Venezuela, albeit 
complying with the deals that were fixed before the 
latest round of sanctions were unveiled.

Saudi state-owned shipping group Bahri has 
confirmed that the 2002-built, 303,000 dwt Abqaiq 
is ballasting from the Red Sea to load from Puerto 
Jose for one of its ¬regular clients in India.

“Venezuela is a frequent loading destination for 
Bahri’s oil tankers, delivering cargoes to ports in 
India and China. Hence, the recent ¬voyage to the 
Port of Jose is not an exceptional or peculiar one,” 
the company said in a statement.

According to Bahri, the cargo was contracted before 
the US ¬announced sanctions on PDVSA on January 
28 and the voyage is expected to be completed 
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before the end of the exemption period allowed to 
wind-down agreements.

Meanwhile, there is every chance that Venezuela, 
which has the world’s second-largest oil reserve will 
be not be able to maintain crude production at 
current levels.

Most of the Venezuelan production in the southeast, 
the Orinoco Oil Belt, is extra heavy crude. It is so 
thick that it does not flow through pipes and 
requires the addition of significant quantities of 
imported diluents or domestic blending.

With the import of diluents now sanctioned by the 
US and problems in producing its own lighter 
crudes, PDVSA will have a tough job to make enough 
on spec barrels available for export.

This is before it gets to the issue of who will buy 
them.

Several cargoes that had been en route from the US 
to Venezuela when sanctions were announced have 
mostly been rerouted elsewhere.

If Venezuela is unable to find alternative suppliers of 
diluent, about 250,000bpd-300,000bpd of the 
country’s output could be at risk.

What is more, the sanctions come at a time of 
restricted supply of heavy sour crude and so it may 
be challenging to replace Venezuela’s barrels if not 
impossible.

The latest sanctions are also expected to halt 
Venezuela’s imports of other clean US products, with 
shipments averaging about 80,000bpd in 2018.

Much depends on whether Venezuela will be able to 
source barrels from elsewhere. Europe is a good 
alternative, but most European countries have voiced 
their support for self-appointed leader Juan Guaido.

Communication failures behind 
MSC Flaminia casualty
THE court opinion over the liability for the 
explosion and fire on MSC Flaminia in 2012 has 
shed light on the need for better information sharing 
among all parties in the supply chain when 
transporting hazardous cargoes.

MSC Flaminia was in transit across the Atlantic from 
New Orleans to Antwerp in 2012 when what was 
assumed to be smoke began to emerge from its hold.

The smoke turned out to be vapour from a cargo of 
divinylbenze that had begun a runaway auto-
polymerisation process.

Efforts to extinguish what was thought to be a fire 
led to an explosion and the ensuing fire that 
extensively damaged the vessel and its cargo, and 
led to the loss of three lives.

The casualty has been at the centre of a three-phase 
court case that has examined the sequence of events 
and cause of the fire, the allocation of liability, and, 
should it be necessary, a further phase to determine 
the issue of damages.

In her opinion and order in the second phase, Judge 
Katherine Forrest has allocated liability to the cargo 
owner, Deltech, and to its non-vessel operating 
carrier, Stolt Tank Containers. Container line 
Mediterranean Shipping Co, shipowner Conti, and 
shipmanager NSB were all cleared of responsibility.

The case centred around the extent to which various 
parties bore responsibility for the explosion and 
loss, and was based on the findings of the first phase 
of the trial.

That phase had found that Deltech had booked a 
shipment of DVB to its customer in Antwerp from 
New Orleans Terminal. This meant that the 
shipment took a longer voyage than it would 
normally have done from a more northerly port.

Moreover, the shipment was left for 10 days at NOT 
in hot weather conditions before being loaded onto 
the vessel.

The heating problem was exacerbated by the fact 
that the DVB was stored at NOT and onboard 
alongside containers of heated diphenylamine, 
which the court found were “a substantial 
contributing factor to the auto-polymerisation”.

The court found that in respect to negligence claims, 
Deltech was most responsible for the loss.

“It is strictly liable for the loss, and has breached its 
duty to warn; it is also liable under theories of 
general negligence and breach of contract,” the court 
found.

“Most importantly, contrary to their own safety 
protocols developed after prior polymerisation 
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incidents that determined that shipping DVB out of 
New Orleans should be avoided in warmer months, 
Deltech booked the shipment of DVB out of New 
Orleans for late June.”

The impact of this decision was immediately 
compounded by another decision by Deltech: 
authorising the containers with the DVB to be filled 
several days earlier than necessary, resulting in the 
containers sitting stagnant in the hot New Orleans 
sun at ambient temperatures that reasonably should 
have been anticipated to have exceeded the 
recommended 30°C for several days longer than 
necessary.

“These two decisions most directly led to the auto-
polymerisation,” the court found. “While it is true 
that other factors contributed, these decisions were 
by far the most critical. Deltech therefore bears 
significant responsibility for the losses flowing from 
the explosion.”

Based on this assessment, the court has assigned 
Deltech’s portion of liability for these events as 55% 
of the total of any damages.

The court added that Stolt was also strictly liable, 
having breached its duty to warn, and was liable 
under principles of general negligence and for 
breaches of contractual obligations.

“Stolt possessed extensive information regarding the 
heat sensitive nature of the DVB yet it failed to pass 
information to the ocean carrier, MSC, in an 
effective manner regarding the dangers of heat 
exposure to the particular cargo, and was 
responsible for arranging loading the DVB into 
containers earlier than it should have, and arranging 
for those to be transported to NOT and deposited in 
the open air at the terminal, even though it had a 
reasonable basis to anticipate that the tanks would 
sit stagnant for a number of days,” the court found.

Stolt’s actions were a significant contributor to the 
conditions that allowed for additional heating of the 
DVB and thus the conditions that led to auto-
polymerisation. For this reason, the court assigned 
Stolt 45% of the responsibility for the events.

Although MSC also possessed substantial 
information regarding the heat-sensitive nature of 
DVB before the MSC Flaminia voyage, the court 
found it lacked sufficient information that the tanks 
not only contained a heat-sensitive product, but, 
importantly, had already been exposed to conditions 
that transformed them into “ticking time bombs”.

“MSC’s actions were consistent with industry 
practice, its prior practices, and the reasonable 
(versus unreasonable) expectations of the parties,” 
the court found.

In an analysis of the court’s decision, TT Club risk 
management director Peregrine Storrs-Fox said 
there was no expectation, absent additional 
warning, that the carrier be aware of “dangers 
greater than those detailed in the International 
Maritime Dangerous Goods Code” and that by 
extension, a shipper has a duty to warn the carrier of 
dangers posed by the cargo.

“Importantly, the judge concluded that there is 
nothing in the IMDG Code stating that a shipper 
and NVOCC may not provide additional 
information,” said Storrs-Fox.

“While the DVB was correctly classified as Class 9, 
UN 3082[1], this was a generic listing that, absent 
more specific information, denoted that the goods 
did not present dangers covered by any of the 
other classes. However, the circumstances were 
found to be other than ‘normal, reasonably 
anticipated conditions’ in that, contrary to the 
shipper’s own internal protocols, the shipment was 
authorised to be loaded in a hotter location, with 
no additional measures, such as specific 
temperature monitoring or carriage in refrigerated 
containers”

These factors were compounded by the NVOC with 
deficient system infrastructure, on which there was 
misguided reliance, and poor training together with 
a misunderstanding that industry practice sees the 
Dangerous Goods Declaration as the “primary 
source of safe handling information for dangerous 
goods”, rather than the Safety Data Sheet that 
typically accompanies the bill of lading.

“Critically, the DGD needs to contain sufficient 
information to warn the carrier and permit 
appropriate actions, including stowage decisions,” 
Mr Storrs-Fox said.

“In a world that is increasingly digitised there are 
considerable opportunities to add rigour to the way 
in which instructions and information are captured, 
communicated and used by the stakeholders,” Mr 
Storrs-Fox said. “The court found multiple 
deficiencies in the underlying systems and 
processes, the reliance on them being complete and 
accurate, and apparent misconceptions about the 
significance of certain data that revealed gaps in 
training.”
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AROUND a dozen Lloyd’s syndicates have either 
dropped marine underwriting altogether or at least 
pulled out of one or more marine line.

The research, compiled for the latest Gallagher 
Marine Hull & Machinery and War Risks Market 
Report, essentially confirms what we already know; 
the list just gives us chapter and verse at a time 
when marine insurance is finding itself under 
increasing pressure, following a run of poor marine 
underwriting results in recent years.

Factors at work include the increasing incidence of 
extreme weather events, and growing claims volatility 
and accumulation risk, in conjunction with sufficient 
capacity to keep rates soft in a climate of tough 
competition, as well as just getting the pricing wrong.

Other syndicates will almost certainly join the rush 
for the out door, after Lloyd’s of London last year 

ruled that “consistently loss-making syndicates” 
– defined as those that have failed to register a profit
for the last three years – will be placed under
additional scrutiny.

Those with business plans that do not show a clear 
path to long-term profitability face the prospect of 
seeing their business plans denied approval.

“We haven’t said we want to see X number of 
syndicates close or X premium taken off the books,” 
Lloyd’s chief financial officer John Parry has said. 
“But I expect we will see some lines of business close 
where syndicates assess the chance of returning to 
profitability in the near term are slim.”

Marine was probably one of the lines Mr Parry had 
in mind. There are thought to be around 20 marine 
syndicates to which the corporation’s strictures 
could potentially apply.

ANALYSIS

What next for Lloyd’s marine insurance?

One specific example that had broad relevance was 
the industry-wide reliance for dangerous goods 
shipments on the Dangerous Goods Declaration as 
the “locus of critical information and warnings”, 
rather than the use of a bill of lading to “convey 
necessary and critical safety information”, he 
added.

Mr Storrs-Fox warned that that both small and large 
incidents were “uncomfortably close to occurring all 
too frequently”.

“All that is required is an alignment of mistakes, 
oversights and failed controls,” he said. “Attention is 
rightly focused on incidents, but behind each is a 
string of smaller issues that have come together to 
allow something to happen. As the judge in this case 
explained, disasters are only infrequent due to a 
‘lack of a similar perfect storm of events, and simple 
good fortune’.”

Errors were often detected and corrected before an 
incident occurs but this was a blessing and a curse, 
as every time that an economic opportunity 
succeeds despite an error, it reinforced “errant 
behaviours”.

“The ideal would be that any one of the 
controls not only prevents an unsafe situation 
persisting but also leads to corrective action,” Mr 
Storrs-Fox said.

“The complexity and diversity evident in the 
international freight supply chain cannot afford to 
be over-simplified. TT Club statistics indicate that as 
much as 66% of incidents related to cargo damage in 
the intermodal supply chain can be attributed in 
part to poor practice in the overall packing process, 
including not just load distribution and cargo 
securing, but also the workflow from classification 
and documentation through to declaration and 
effective data transfer.”

In the wake of recent incidents, including the 
explosion and fire on Maersk Honam last year, the 
TT Club, alongside the Global Shippers Forum, the 
International Cargo Handling Coordination 
Association and World Shipping Council has 
launched a campaign to promote awareness and use 
of the Cargo Transport Units Code.

“Many low level incidents could be avoided by 
adherence to the principles set out in the Code and 
similarly positively impact the occurrence of major 
maritime casualties, such as MSC Flaminia,” Mr 
Storrs-Fox said.

“The overall economic cost to the industry is 
estimated to amount to billions of dollars each year. 
Furthermore, the human cost is substantial, with 
deaths and injuries regularly reported. Supply chain 
stakeholders are thus incurring a significant, largely 
avoidable burden.”
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To put things in perspective, marine premiums at 
Lloyd’s rose in the first half of 2018, growing 3% to 
hit £1.4bn ($1.8bn).

Despite that, marine classes collectively generated 
an underwriting loss of £55m, up from £31m in the 
corresponding period of 2017. The aggregate 
combined ratio came in just fractionally under 
107%.

Several industry leaders have felt compelled to speak 
out on the seriousness of the situation.

The most recent was Munich Re chief underwriting 
officer Dominick Hoare, who predicted Lloyd’s might 
find itself a marine insurance desert in the next year 
or two, unless owners take a double-digit percentage 
point rate hike on the chin.

Nor does the threat apply to Lloyd’s alone; the 
broader London market and other international 
centres are not immune from current pressures, he 
added.

Only last week, International Union of Marine 
Insurance president Richard Turner – who currently 
heads RSA’s specialty business out of Luxembourg 
– used an IUMI press conference last week to speak
of a “period of pain” facing the sector.

Mr Turner gave the figure of 11 underwriters pulling 
out of one or more marine line in the London market 
since May last year, with substantial job losses.

Indeed, recognition that it can’t go on like this has 
even been heard from the top; Lloyd’s Chief 
Executive Inga Beale used a conference last year to 
urge marine insurers to “get used to a different kind 
of normal.”

Let’s start by going over a roll call of those who have 
already decided enough is enough, as set out by 
Gallagher.

Advent Syndicate 780 is to close its marine 
insurance book completely, as part and parcel of its 
merger with Brit, with some of it run-off and some 
of it transferred to Brit.

Brit Syndicate itself has withdrawn from yacht 
business, where it had an important presence.

AM Trust Syndicate 1861 has closed its Lloyd’s 
marine book in its entirety, withdrawing from hull, 
liability and cargo, despite only entering the 
market in 2015.

Aspen Syndicate 4711 has ceased writing marine 
hull, selling renewal rights to Helvetia, while 
Barbican Syndicate 1955 have withdrawn from 
marine hull and cargo business. Tokio Marine Kiln 
Syndicate 510 is not replacing senior underwriters 
who have left its employ.

CNA Hardy Syndicate 382 has closed its marine hull 
book, citing lack of profitability.

Standard Syndicate 1884 – linked to the Standard 
P&I Club – has entered run-off, with overcapacity 
and a weak pricing environment the specified cause 
of the decision.

In a circular announcing the run-off last October, 
Standard Club pointed out that the syndicate had 
only started business in 2015.

As a start-up, it had not been expected to be make 
money overnight; indeed, a profit was anticipated for 
2019.

“However, the syndicate would at best be unable to 
grow the business beyond its 2018 scale, given 
Lloyd’s performance management approach, and 
this restriction on the syndicate’s scale would 
effectively remove its opportunity to generate 
meaningful profits in future years,’’ said Jeremy 
Grose, chief executive of syndicate manager Charles 
Taylor. “At worst, the syndicate would not have had 
its plan approved for 2019.”

Accordingly, the board concluded that current market 
conditions in Lloyd’s make it a much less attractive 
place to do business than it was three years ago.

“Overcapacity and a weak pricing environment have 
made it an increasingly challenging environment in 
which to underwrite profitably. On this basis, the 
board decided that the club would withdraw from 
underwriting at Lloyd’s from 2019,” Mr Grose said.

Channel Syndicate 2015 has withdrawn from marine 
hull and machinery business, although it will 
continue to write some of the book via parent 
company Scor.

Liberty has announced it will no longer write 
marine hull business through their Lloyd’s Syndicate 
4472 but instead renew and grow its portfolio via its 
company security.

WR Berkley Syndicate 1967 pulled out of marine in 
2017, while Canopius Syndicate 4444 is scaling back 
on blue water marine hull.
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The trend is not limited to Lloyd’s, the Gallagher 
report added, with other London market 
participants such as RSA seeking an exit on at least 
some marine lines.

It is a cliché of US political commentary, usually 
attributed to Obama sidekick Rahm Emanuel, that 
you should never let a serious crisis go to waste. And 
as marine insurance at Lloyd’s is clearly in serious 
crisis, that creates an opportunity to rectify matters.

Better underwriting discipline is one obvious 
solution, but of course, underwriters have already 
been doing their level best to price correctly over the 
last period, and singularly failing. The other obvious 
answer is a hefty rate hike, perhaps of the order of 
10% or more.

“What I am saying to people is, you’ve got to really 
push and get those rate rises, you’ve got to push to 
discard the rubbish business, you’ve got to really 
now improve the portfolio, ” Mr Hoare said.

“We’ve had more than a warning shot across the 
bow, and we’re in danger of being holed below the 
waterline with the next shot. We have got to learn 
from what we have done badly over the last five 
years.”

What might that look like in practice? That is hard 
to specify in black and white. All vessels are 

individually assessed for hull insurance premiums, 
with rates in practice heavily dependent on safety 
records. But it is clear that pricing is in a pretty 
parlous state.

Purely for illustrative purposes, a 10-year-old VLCC 
of 1500,000 gt, valued at $35m and assuming 
deductibles in the $200,000-$250,000 bracket, 
could expect to pay $50,000-$60,000 per annum, 
according to market sources.

Similarly, a 10-year-old capesize bulk carrier of 
90,000 gt, valued at $25m assuming deductibles of 
$150,000-$200,000, is likely to face a yearly 
insurance bill of $35,000-$45,000.

Even single figure thousand-dollar rises will be 
something of an imposition for dry bulk operators 
right now, although tankers seem better starred.

And while underwriters have been heard to talk 
tough before, diminished capacity may mean that 
this time round they can make higher premiums 
stick. Indeed, a consensus seems to be emerging that 
they may represent the only way forward.

Meanwhile, marine insurance leaders – including 
Mr Turner, Helle Hammer of Cefor and Lars Lange 
of IUMI – can be heard setting out perspectives for 
marine insurance in 2019 in an extended interview 
on a recent Lloyd’s List podcast.

GLOBAL trades of liquefied natural gas could 
more than double between 2017 and 2040, driven 
by countries switching to cleaner energy that 
emits fewer greenhouse gases, according to BP.

Global LNG trades will grow to 900bn cu m 2040 
from 400bn cu m in 2017.

The forecast was made as part of BP Energy Outlook 
2019’s Evolving Transition scenario, which assumes 
continued progress in policies and technologies.

The report expects LNG exports to increase 
significantly, led by US and Qatar, fostering a more 
competitive and globally integrated market.

By late 2020s, the volume of LNG traded will exceed 
natural gas shipped inter-regionally by pipeline, it 
said.

However, the precise profile of LNG volume growth 
will depend on the timing and availability of the new 
investments needed to finance the considerable 
expansion.

“The cyclical nature of LNG investments means 
there is a risk that the development of the LNG 
market will continue to be associated with periods of 
volatility,” the report added.

On the supply side, the increase in LNG exports will 
be led by North America, followed by the Middle 
East, Africa and Russia.

As the LNG market matures, BP forecasts that the 
US and Qatar emerge as the main centres of LNG 
exports, accounting for about 40% of all LNG 
exports by 2040.

MARKETS

BP sees global LNG trade doubling by 2040
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THE surge in containerised imports into US west 
coast ports over the latter half of 2018 may be 
waning, according to a comparison of throughput 
figures.

The January data for Los Angeles, Long Beach and 
Oakland show declines in the throughput of 
containerised imports compared with the previous 
month.

Long Beach processed 323,838 teu of imports, a fall 
of 13.2% over the December 2018 figure of 373,098 
teu.

Los Angeles said it processed 429,923 teu of 
imports, a decline of 8.3% from 468,905 teu.

Port of Oakland said its January imports stood at 
81,895 teu, or 5.9% lower than the previous month’s 
87,056 teu.

All three ports had experienced surges of imports 
through much of 2018 as a result of front-loading as 
exporters tried to land their cargoes in the US ahead 
of tariffs announced by the Trump administration 
last March.

Jock O’Connell, an international trade consultant 
and adviser to Los Angeles-based Beacon 
Economics, said the ports’ figures showed that the 

surge might have peaked and throughput could 
decline steeply, especially if the current tariffs of 
10% rose to 25% on March 2, as has been threatened 
by the Trump administration.

“In that case,” Mr O’Connell said, “we’ll see a drop in 
purchases of Chinese imports and that will retard 
the import trade.”

No one knows precisely how long that projected drop 
could last.

“We expect to see a dip in volumes in the week 
ahead post-lunar new year,” Phillip Sanfield, 
director of media relations for the port of Los 
Angeles, told Lloyd’s List. “After that it is hard to 
predict since there has been no resolution to China-
US trade issues. So, we are anticipating at least a 
short-term dip in next few weeks. Beyond that, 
hard to tell.’”

That view is shared by port officials up and down the 
US Pacific coast as the negotiations between the US 
and China continue without a solution in sight and a 
new round of tariffs looming.

“Concern over international trade issues has driven 
unprecedented import volume,” said John Driscoll, 
maritime director of the port of Oakland. “We’re 
watching closely to see what happens next.”

Surge in box traffic waning at US west coast 
ports

Meanwhile, Asia remains the dominant market for  
LNG imports, although the pattern of imports 
within Asia shifts, with China, India and other 
Asian countries overtaking the more established 
markets of Japan and Korea, and accounting for 
around half of all LNG imports by 2040.

BP expects Europe to remain a key market during 
the period, both as a ‘balancing market’ for LNG 
supplies and a key hub of gas-on-gas competition 
between LNG and pipeline gas.

“Europe’s existing infrastructure means it has the 
capacity to increase substantially its imports of 
either LNG or pipeline gas, especially from Russia.”

IN OTHER NEWS

DSV raises bid for Panalpina
DSV has increased its initial 
unsolicited bid for Swiss rival 
Panalpina.

The Danish logistics company 
raised its offer from SFr170 

($169) to SFr180 per share, as 
Panalpina announced it was 
launching talks with Kuwait-
based Agility over a potential 
merger.

“The revised all-cash offer was 

made in response to feedback 
received from Panalpina and 
included certain commitments to 
be specified towards Panalpina’s 
employees and the Panalpina 
heritage,” DSV said in a 
statement.
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HHIC-Phil reaches debt agreement
HANJIN Heavy Industries and 
Construction’s Philippines yard 
has reached a debt restructuring 
agreement with local lenders.

Financially distressed HHIC-Phil 
will submit the scheme, which 
includes a debt-for-equity swap, 
to a court by the end of this 
month, Yonhap News said, citing 
a company announcement.

HHIC is also in talks with Korean 
creditors about a similar workout 
programme, according to the 
report.  The South Korean builder 
did not immediately respond to a 
request for comment.

Oceanic Breeze delivers first Ichthys 
LNG cargo
A LIQUEFIED natural gas 
shipment from the Inpex-
operated Ichthys project in 
Western Australia has arrived in 
Japan, with the LNG carrier 
Oceanic Breeze making its 
maiden call at the Naoetsu 
terminal.

Japanese energy company Inpex 
said Oceanic Breeze delivered its 

first cargo from Ichthys last week. 
The Marshall Islands-flagged 
vessel departed from the Ichthys 
field off Western Australia with the 
LNG shipment in late January, 
Lloyd’s List Intelligence data 
shows.

TEN confirms order of suezmax pair
TSAKOS Energy Navigation has 
confirmed ordering two suezmax 
tankers to trade for up to 12 years 
under charter to a “significant oil 
major”.

Reporting last month that the 
Greece-based tanker owner had 
booked slots with Hyundai Heavy 
Industries, Lloyd’s List named the 
charterer backing the project as 
Chevron. At that time, the South 
Korean shipbuilder described the 
order as being for a European 
owner but did not name TEN.

While announcing the order on 
Friday, US-listed TEN identified 
neither yard nor charterer. The 
two charters, which are for a 
minimum duration of five years, 
should bring revenues of at least 
$110m and this could reach 
$300m if the charter takes up 

options to extend their 
employment to the maximum 
period under the contracts.

Diana sells two panamaxes to 
affiliated parties
DRY bulk carrier owner Diana 
Shipping has agreed the sale of 
two of its oldest panamaxes in a 
move that seems in line with a 
strategy of phasing out some of its 
vintage tonnage and buying back 
its stock at a perceived discount.

The Greece-based but New York-
listed owner said that the 18-year-
old bulkers Danae and Dione, that 
are understood to have been in the 
Diana fleet since 2003, pre-dating 
its initial public offering, are being 
sold to affiliates.

That could mean the buyers are 
family members or executives, but 
the vessels have been committed 
only after approval by 
“disinterested directors” of the 
company and at a price of $7.2m 
each, the highest of two 
independent broker valuations.
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