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Capesizes continue to suffer 
earnings erosion

THE CAPESIZE MARKET has been on a downward trend ever since 
the mining dam burst in Brazil curtailed iron ore production in that 
country, hitting tonne-miles. 

The capesize rate is at the lowest level since February 2017 and 
capesize vessels are now earning less than other dry bulk ship types.

According to Fearnleys, this is usually “a strong sign that the bottom is 
in or at least very close”.

“This coupled with seasonal tailwinds starting in March should result 
in an imminent market upturn for the big ships,” the brokerage said in 
a note.

The average weighted time charter earnings slumped to $5,290 per 
day at the close on the Baltic Exchange on Thursday. That represents a 
62% drop since before the dam disaster in Brazil on January 25.

Supramaxes are the highest earners at $8,215 per day, followed by 
panamaxes at $6,055 per day, and handysizes quoted at $5,543 per 
day as of the close on the Baltic Exchange on Wednesday.

“While mid-sized bulkers seem to have found a bottom over the last 
two weeks, the cape market continues to deteriorate following the Vale 
dam disaster,” Deutsche Bank said in a note earlier in the week.

“The cape weakness was driven by continued negative sentiment 
following the Vale dam disruption, which has also impacted volumes,” 
it said, adding that while there are market concerns over a potential 
slowdown in China, steel production in the country in January actually 
rose.

LEAD STORY:
Capesizes continue to suffer earnings 
erosion

WHAT TO WATCH:
LNG carriers remain bullish

Fuels and finances to dominate carrier 
concerns

OPINION:
Viewpoint: No place like home

ANALYSIS:
The Interview: Dick Welsh

MARKETS:
Pacific Basin is upbeat but points to 
future market volatility

Box sector weakness pulls down MPC 
Container Ships

Jinhui cautious on dry bulk market 
recovery

Grindrod Shipping says trade woes 
threaten market confidence

IN OTHER NEWS:
Greek shipping tax expected to yield 
$86m annually

Cosco Shipping signs collaboration 
deal with SIPG

BW LPG feels impact of impairments

Panalpina’s ocean freight business 
weakens

Port Tampa Bay expansion plans draw 
criticism

Belships appoints Skarsgård as chief 
executive

Cosco Shipping names Wang Haimin 
as vice-president



Lloyd’s List | Daily Briefing Friday 1st March Page 2

LNG carriers remain bullish
LIQUEFIED natural gas carriers ended 2018 with a 
strong quarter, as higher charter rates and 
utilisation led to a spike in revenue.

While this year’s first quarter is not looking as good, 
healthy fundamentals are giving many a bullish 
view.

Carrier companies reported stellar results this week. 
Hoegh LNG’s fourth quarter profits of $45m dwarf 
its $6m profit in the third. Awilco LNG saw revenues 
increase from $7.4m in the third quarter to $10.4m 
in the fourth.

LNG carrier rates reached all-time highs in 
November, peaking around $200,000 per day. By 
the end of December those rates had decreased by 
about half.

Flex LNG, whose $15.2m net profit last quarter was 
a considerable improvement over its $1.2m profit the 
previous quarter, said it expected weaker results 
from the first three months of this year, with lower 
rates and utilisation levels, but said the sector 
remained promising going forward.

“While the market is currently soft due to weaker 
shipping demand, we remain upbeat about the 
outlook for LNG shipping as a glut of new 
liquefaction capacity is coming on line both near and 
long term,” said Flex LNG chief executive Øystein 
Kalleklev in the company’s earnings report.

About 35m tonnes per year of new LNG capacity is 
expected in 2019, with most originating in the US 
and destined to make the long journey to Asia.

Golar LNG, where operating income outside of its 
FLNG business increased from $22m to $53m 
between the third and fourth quarters, also retains 
its bullish view going forward, pointing to an 
expected slowing in the delivery of newbuilds this 
year.

From record levels of about 49 deliveries in 2018, 
the company said in its earnings report it expected 
that number to drop by about 20% to 39 this year.

A shortfall of more than 10 ships is expected to 
develop by the end of the year, according to that 
report, increasing further in 2020.

WHAT TO WATCH

According to estimates by the World Steel 
Association, China produced 75m tonnes in January, 
up 4.3% from a year earlier.

JP Morgan said in a note that the capesize market 
was trading below cash breakeven.

“No relief was apparent in the capesize market,” the 
bank said, adding that average volumes coming out 
of Brazil amounted to just 2.8m tonnes in the past 
three weeks since the incident. That is below the 
average of 4m tonnes seen through 2018.

The weakness has also led to increased scrapping, 
the bank noted, with five vessels exiting the fleet so 
far this year.

The Vale dam disaster, in which hundreds of people 
lost their lives, has cost the production of more than 
70m tonnes of iron ore, some of which will be 
replaced by other mines in the country, namely the 
S11D project which is seeing a continuous ramp-up.

Vale said last week that operations at the Fabrica 
and Vargem Grande mining complexes had also 
been suspended, although it is unclear how much 
additional output will be curtailed and for how 
long.

Market participants believed that the lost volumes 
from Brazil would be made up with Australian 
supplies, even with a lower tonne-mile effect, 
although some miners there such as BHP and 
Fortescue Metals Group have intimated that they 
will not be able to fill the shortfall, Banchero Costa 
said in a note.

Meanwhile, in more bearish news for the shipping 
market, operations at Anglo American’s Moranbah 
North coking coal mine in Australia were halted last 
week, following a fatal incident which could result in 
supply disruptions if the suspension is prolonged, 
according to Bancosta. The mine produced about 7m 
tonnes last year.
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Fuels and inances to dominate 
carrier concerns
AS CONTAINER line executives descend on Long 
Beach for the annual TPM conference next week, 
minds are likely to be focused on the key challenges 
facing the liner shipping sector this year.

The likely talking points have been summarised in a 
new report from US consultancy Alix Partners, 
which has set out what it sees as the main threats to 
carriers in 2019.

The picture painted by Alix is not a pretty one. It 
shows an industry still under financial pressure, 
failing to keep costs under control and facing the 
headwinds of overcapacity, trade tensions and 
low-sulphur regulations.

“Significant revenue increases seem unlikely in 2019, 
in light of growth in fleet capacity that continues to 
exert downward pressure on rates for most major 
trade routes, including the busy westbound Asia–
Europe lane,” Alix said.

Even the rates boost carriers witnessed on the 
transpacific trade in the second half of 2018 ahead of 
expected tariff increases is set to fade, the report 
said.

But the introduction of the IMO 2020 regulations 
would pose a “daunting challenge” for carriers, Alix 
said.

“This fundamental change to such a large 
component could make or break carriers’ margins 

depending on how successful carriers are in passing 
along fuel-cost increases,” the report said.

Carriers’ financial fortunes would depend on their 
ability to claw back fuel costs through surcharges, or 
else bear part of the cost burden themselves.

“Carriers will have to impose significantly higher 
fuel surcharges in 2019 and beyond to maintain 
their margins, with no guarantee that those charges 
will stick or that they’ll be able to realise recovery in 
a timely manner. Failure to do so will depress cash 
flow significantly.”

Moreover, this additional burden is being taken on 
at a time when finances were already stretched.

“The industry’s leverage has risen to a debt-to-ebitda 
[earnings before interest, taxes, depreciation and 
amortisation] ratio of 10.1 in the latest 12 months 
from 7.5 in 2017 and a recent low of 2.2 in 2010,” 
Alix said. “The increase is the result of declining 
margins as well as increased borrowing by carriers 
taking on debt to finance acquisitions and fleet 
expansion.”

That fleet expansion must also come to an end, the 
report said.

Alix said: “[Carriers] must find ways to limit the 
growth in teu capacity to levels roughly in line with 
demand.”

Viewpoint: No place like home
ACCOMMODATION on ships today, according to 
seafarers who talk to their friends from the welfare 
agencies, is indistinguishable from that found in 
institutions, writes Michael Grey.

Devoid of any real comfort and designed to be easy 
to clean and impersonal, like what you get in those 
“bottom of the range” cheap hotels, it is evidently no 
place like home.

The Mission to Seafarers chaplains get on board a 
lot of ships and thus are well qualified to assess 

these complaints, so maybe they ought to be taken 
more seriously.

It is by no means a new observation, as people of a 
certain age and experience have noted from time to 
time that the accommodation in modern ships is 
invariably less spacious and comfortable than that of 
say, 30 or 40 years ago.

You might suggest that it is all about cost, that the 
“economy” ships of today are certainly not built with 
frills and capital costs are regarded as every bit as 

OPINION
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important as low running costs, as the shipbuilder 
struggles to turn a profit on the price the owner is 
paying.

Surely it doesn’t cost very much, bearing in mind the 
small size of a ship’s complement these days, to put a 
little bit of thought into making the accommodation 
attractive. A pleasant colour scheme, comfortable 
furniture and decent fittings wouldn’t break the bank.

The trouble is it would mean that somebody would 
have to think about these things and time is money, 
even for thinking, don’t you know?

When I heard of this latest complaint (which was not 
even slightly surprising) I thought back to a 
conversation I had many years ago with a prominent 
shipowner, who had made some controversial 
remarks about ship’s officers expecting a steward to 
clean their cabins and silver service in the saloon.

“They wouldn’t get this sort of treatment when they 
are at home,” he observed, going on to suggest that 
for his ratings the luxury they enjoyed on board his 
ships was far in excess of the conditions they lived in 
when home on leave in their subcontinental villages. 
Maybe this sort of attitude has come down through 
the years and is resurfacing today.

I would doubt that there is, in either the shipyards or 
the owners’ offices, any malevolent intent that 
inflicts sub-standard accommodation upon the 
crews who will sail in the ship for the rest of its life. 
It is probably that the living standards of the crews 
are no more than an afterthought in the great 
scheme of ship design, construction and operation.

You see some astonishing designs today, as designers 
maximise the earning capacity of the ships they are 
devising.

Containerships with accommodation islands no 
longer than a 20 ft box and sometimes a good deal 
shorter, perched abaft the stern frame so far aft you 
think that the whole thing would fall over the stern.

There is now a fashion for perching the 
accommodation block on the bow, clearly devised by 
some hero who has never experienced the 
acceleration and shocks of a vessel slamming or 
plunging into an oncoming trough.

There was one of these monstrosities towed into a 

French port the other day after being disabled by a 
green sea that broke in its wheelhouse windows in 
the English Channel, and it wouldn’t be the first. 
Who would want to live like that, no matter how 
attractive the internal accommodation might have 
been?

Another thought is that the person who signs the 
cheque for the ship is unlikely to be particularly 
interested in the welfare of the crew, in the sense 
that an old-style shipowner might have been. The 
“shipowner” is just a corporate being, who is 
concerned only with the earnings from that ship.

The employment of the crew will be somebody else’s 
responsibility, a crewing manager or ship manager 
and somehow the living conditions of the crew fall 
between their various stools and are nobody’s real 
responsibility.

Don’t get me wrong — there are still “hands-on” 
owners who care about crew continuity and 
maintain a personal interest in getting and keeping 
their employees and I would venture to suggest that 
their concern with welfare will probably be reflected 
in the sort of conditions lived in by their crews.

Maybe there should be awards given by the welfare 
organisations to encourage these owners and shame 
some of the others. It makes more sense than some 
of the daft gongs dished out in those award 
ceremonies.

It might seem quite hard to believe it in the context 
of today, but in the company I sailed with, the 
responsibility of choosing the soft furnishings 
— curtains, bedspreads, cushions etc — would be 
undertaken by a director’s wife. You sometimes met 
with a ship in which there was something of a style 
aberration and colours that made you feel bilious, 
but most ships were tastefully furnished.

I don’t suppose they would be rewarded for their 
efforts with anything more than a bunch of flowers 
from the shipyard at the handover, so you might say 
that it was money well spent.

But more seriously, perhaps there should be a 
concerted effort to make accommodation — which, 
in an era of shorter port times and scarce shore 
leave, people live in for extended periods — more 
liveable and less institutionalised. It would be worth 
the effort.
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ANALYSIS

The Interview: Dick Welsh
DICK Welsh is in a reflective mood when we meet in 
a small modern pub tucked away behind London’s 
Victoria station, the type frequented by office 
workers from the creative industries and tourists 
who venture off the beaten track.

It is the day after the annual UK Chamber of 
Shipping Dinner and Mr Welsh, who has attended 
an innumerable number of these black-tie affairs 
over the years, was asked if it would be his last.

Mr Welsh is due to retire from the Isle of Man Ship 
Registry this summer after 13 years heading up the 
Manx flag. There’s no doubt he has left his stamp on 
the register, which today consists of 75% non-
containerised commercial vessels and 25% yachts. 
In July 2018, the volume of ships on its books hit an 
all-time high of 18m gross tonnes before slipping 
back to 17.2m gt as long-term client BP Shipping 
started withdrawing its tankers following a review 
of its business strategy by Boston Consulting.

As an oil company, BP doesn’t need to own ships, Mr 
Welsh says, having worked with the oil major for 
more than 20 years since its first shipbuilding 
programme was launched. A fleet replacement 
programme of vessels 15 years and older had seen its 
owned fleet whittled down to 45. But Boston 
Consulting wanted it leaner and so BP’s owned fleet 
has shrunk again to 34, while its Isle of Man crewing 
office moved to Singapore.

It’s a blow for the flag, and for the island, which has 
been developing its maritime cluster model for many 
years. Attracting maritime businesses and growing a 
thriving shipowning and services cluster is one of 
the ways that Isle of Man Ship Registry seeks to 
avoid being named a flag of convenience.

The International Transport Workers’ Federation, a 
London-based association of more than 600 
transport unions, defines an FOC vessel as being one 
that flies the flag of a country other than the country 
of ownership — with no “genuine link”.

The ITF has in the past boycotted vessels flying 
FOCs, leaving them stranded at port. It now brokers 
agreements with ships flying FOCs on crew and dock 
workers’ terms and conditions, and specifies 
entitlements such as pay and working hours, among 
other things. Fees paid to the ITF as part of these 
agreements include a $250 per position welfare 
fund.

Avoiding FOC status is also why the Isle of Man flag 
is run on a cost-neutral platform. Profits are 
ploughed back into the Isle of Man community 
providing education and employment at the 
purpose-built maritime centre — and long-term 
wealth for local residents.

Mr Welsh is a gregarious man, with a ready smile 
and easy manner. He is not naturally prone to 
pessimism, but the rigours of the job are obviously 
weighing heavily this lunch time.

A light-hearted anecdote conveying unsubstantiated 
rumours that ex-prime minister Gordon Brown 
attended the UK Chamber dinner the night before 
segues seamlessly into a story about an unexplained 
death of a young cadet on board an Isle of Man-
flagged vessel many years before. At the time, Mr 
Brown was the 19-year-old’s local MP and so Mr 
Welsh found himself the PM’s “pen pal” for a while 
as he sought to unravel the mystery behind the boy’s 
final few hours.

Mr Welsh describes briefing the boy’s family 
following an investigation that found death by 
suicide as the verdict. “It’s the toughest day in the 
office when you have to tell the family of a 19-year-
old man he has jumped down the pump room of a 
tanker,” he says.

The heartbreak of the family has stayed with Mr 
Welsh. “The family wanted me to find out more and 
we couldn’t give any more. Because we didn’t have 
any more,” he says, explaining that there were no 
known signs of distress at the time.

However, evidence can be difficult to gather from a 
commercial vessel in the middle of the ocean under 
strict charter arrangements. Even today, CCTV is 
still rare on board commercial ships.

Flag state responsibility following a death on board 
is a theme Mr Welsh keeps returning to throughout 
our lunch. He is keenly aware that most families 
have no idea what a ship register is, nor what it does, 
and a death on board may be the first time they have 
heard of a flag state.

“We are the registrar with the responsibility of an 
inquest. Wherever the ship may be, it is treated as 
our territory,” he says.

The Isle of Man Ship Register has recorded 22 crew 
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missing presumed dead since 1980. “If we’ve got that 
many, how many do all the others have?” he says.

The conversation takes an unexpected turn to the 
importance of union representation as Mr Welsh 
tucks into a tasty looking plate of fish and chips and 
I start on my beef burger with added bacon, no 
onion rings.

There is often a misunderstood idea by shipowners 
that all unions are bad, Mr Welsh says. As a result, 
few flags want to be seen as pro-union.

But there is value in IOM-flagged ships employing 
union members — it helps to protect the flag’s 
much-vaunted OECD-white list status.

With a quarter of its fleet in the superyacht sector, 
union links can also come in handy when things go 
wrong on board. The superyacht industry is the new 
Wild West of the shipping world, Welsh says. The 
number of crew complaints the register receives 
from merchant ships is virtually nil. But it gets at 
least two or three “pretty horrible” complaints per 
month from superyacht crew.

“No one realises how much things could go wrong,” 
he says. “In superyachts, the master is all-seeing, 
all-knowing, all-hiring, all-firing. They don’t always 
get it right.”

When asked about his greatest achievement at the 
Isle of Man flag, the response is unconventional: 
building from scratch a ship registry database 
system. “It sounds really lame, but it isn’t.”

Mr Welsh travelled the world to all different flag 
states but found no examples of what he wanted. 
Hence the own-build project.

Christened Mavis, the online platform at first 
replicated the large physical ledgers that ship 
registrars used to record vessel and crew 
information. The old paper ledgers weighed a tonne 
— and fully 25% of its handwritten certificates went 
out with errors. Those errors have all but been 
eradicated with the online system, Mr Welsh says.

Since these early first days, the online platform has 
been further developed with a finance package 
bolted on — so owners can pay for ship registry 
services online via credit card. It can now issue 

electronic certificates; process vessel registrations 
with manual verification and has full electronic 
signatures and document signing.

Electronic log books are being tested alongside 
electronic oil record books. That could reduce the 
possibility of errors during the fuel transfer process, 
in which seafarers currently have to input multiple 
codes manually to verify fuel types — and could 
ultimately reduce the criminalisation of seafarers, 
Mr Welsh says.

“Crew are terrified of making a mistake,” he says. 
“You get the code wrong, you get locked up in the 
States; it is that simple.”

Mr Welsh studied engineering at Liverpool John 
Moores University and maintains a strong affiliation 
with its maritime centre, working with cadets and 
promoting maritime careers in schools.

His early years were spent as a surveyor with 
classification society Lloyd’s Register, which saw him 
posted to far flung places such as China, where he 
was based close to the port of Tianjin about two 
hours south of Beijing. “There was nothing there, it 
was like a moonscape,” he says, describing the local 
industry as “little shipyards building bulk carriers 
for Cuban owners and the Bohai Oil Company 
building oil rigs”.

It was the early 1990s and Mr Welsh and his wife 
were the only westerners in town, which invariably 
drew attention. “If you wore shorts in the summer, 
they would follow you down the street and pull the 
hairs on your legs,” he laughs.

I ask Mr Welsh what he’ll miss the most in 
retirement and the answer is “networking”.

He is still in contact with colleagues from his Lloyd’s 
Register training days, many of whom are now also 
in senior positions in the maritime industry.

Mr Welsh is a life member of the Liverpool Marine 
Engineers and Naval Architects Guild and has been 
the after-dinner speaker at the annual banquet 
(Plumbers’ Ball) twice.

He wants to continue promoting maritime as a 
career to future generations as long as they want an 
“old codger like me”.
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DRY bulk owner Pacific Basin sees increased market 
volatility in 2019 as external factors continue to 
impact dry bulk market recovery.

The US-China trade conflict has undermined dry 
bulk sentiment and compounded the seasonal 
market weakness in early 2019.

The year “has started weaker than the last two years 
with a more pronounced Chinese New Year dip, 
compounded by the US-China trade conflict, 
Chinese coal import restrictions and iron ore 
infrastructure disruptions in Brazil that 
undermined sentiment further,” the Hong Kong 
Based company said in a statement.

However, the seasonal recovery is now underway 
and global dry bulk trade is expected to continue to 
grow in 2019, though at a slower pace, it added.

“While fundamentals for our minor bulk segment 
remain encouraging, we expect to see increased 
volatility in 2019, influenced by uncertainty about 
the trade war and slower economic growth, but also 
by compliance preparations for the 2020 sulphur 

cap leading to tighter supply,” chief executive Mats 
Berglund said in an earnings call.

“A resolution between the United States and China 
could provide the dry bulk market with a boost, 
while a protracted trade conflict could further 
undermine global gross domestic product growth 
and consequently overall trade and dry bulk 
demand.”

Meanwhile, supply is expected to be kept in check as 
many shipowners in the handysize and supramax 
segments refrain from ordering new ships, he said.

The handysize specialist reported net profits of 
$72.3m for the full year 2018, up significantly from 
$3.6m in the previous year mainly due to better dry 
bulk conditions and the company’s competitive cost 
structure.

Pacific Basin has also proposed to pay dividends 
after a period of four years and has planned a final 
dividend per share of HK3.7 cents, giving full-year 
dividends of HK6.2 cents including the interim 
payment in August.

Box sector weakness pulls down 
MPC Container Ships
A WEAK fourth quarter dragged down full-year 
results at MPC Container Ships, the rapidly growing 
boxship tonnage provider that launched just two 
years ago but now has a fleet of nearly 70 vessels.

Full-year revenues came in at $183.5m but the 
company made a net loss of $1.6m, narrowing the 
loss of $2.5m it made during its start-up phase in 
2017. But the fourth quarter saw a loss of $5.1m as 
charter revenue declined.

“While the first half of 2018 was characterised by 
strongly improving containership markets, the 
second half was the exact opposite with a growing 
idle fleet and charter rates decreasing to early 2018 
levels or below,” MPC said in its 2018 results.

MPC said demand had been negatively affected by a 
number of geopolitical and economic factors, leading 
to a slower container trade growth than in 2017. On 
the supply side, an acceleration of newbuilding 

deliveries in the first half of last year and a 
slowdown in demolitions saw the fleet grow faster 
than demand growth.

Charter rates reached a three-year high in May and 
June 2018, but more conservative capacity 
management by carriers led to tonnage being 
redelivered later in the year.

“The expected late summer/early autumn upswing 
failed to materialise and general market sentiment 
turned negative in the third quarter amidst weak 
trade data and intensifying Sino-American trade 
tensions,” MPC said. “The idle fleet increased by 
around one third in the course of the fourth quarter 
and stood at 2.8% of the total fleet as at December 
31.”

By the fourth quarter, charter rates fell back to levels 
seen in January 2018 for 2,000 teu-3,000 teu 
vessels, while the 1,000 teu-2,000 teu segment was 

MARKETS

Pacific Basin is upbeat but points to 
future market volatility
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hit harder and closed the year well below early 2018 
levels, MPC added.

MPC said the outlook for 2019 would be driven by 
IMO 2020, global economic growth and the threat of 
a trade war.

“As the deadline for compliance with IMO 2020 
regulations is fast approaching, shipowners are 
preparing to bunker compliant fuel or install 
scrubbers in order to continue burning high-sulphur 
fuel oil,” MPC said. “The new regulations introduce a 
high level of uncertainty, as demonstrated by 
different compliance strategies of the liner 
companies, but this also brings opportunities.”

Supply growth would likely be limited compared to 

2018 as demolition increases, slow steaming uses up 
additional capacity and ships are removed from 
service for tank cleaning or scrubber installation 
ahead of January 2020.

But the outlook for global economic growth had 
been adjusted downwards due to risks including 
weakening developed economies and a slowdown in 
China, MPC warned.

“Further, a major risk to container trade growth is 
an escalation of trade tensions, particularly between 
the US and China. The outcome is difficult to predict 
and while the downside risks are high, market 
sentiment is already driven by these uncertainties. If 
tensions ease off and situations normalise, there is 
certainly also an upside case.”

Jinhui cautious on dry bulk market recovery
OSLO-listed Jinhui Shipping and Transportation 
remains cautious over the recovery of the dry bulk 
freight market in 2019 despite positive supply 
market fundamentals.

“The freight market for most of the 2018 has been 
favourable with strong support in asset prices 
underpinned by healthy earnings,” the dry bulk 
operator said. “With a better balance of dry bulk 
shipping demand and supply, the freight rate was 
moving upward.”

It said the average Baltic Dry Index for the year was 
1,353 points compared with 1,145 points in 2017.

However, market sentiment has changed abruptly 
due to a combination of factors including the 
Sino-US trade war, slowing world gross domestic 
product growth rates, the Chinese New Year 
slowdown and accidents affecting the iron ore supply 
in Brazil and Australia.

Company chairman Ng Siu Fai believes that while 
net fleet growth remains the lowest since 2000, 
factors exist which will continue to challenge the dry 
bulk market.

The incentives around the ordering of newbuildings 
are at historical lows given the uncertainty on how 
future regulations will evolve, financing costs and an 
ongoing deleveraging exercise in China as well as 
prevention of capital outflow from that country.

“Should the underlying long-term demand remain 
relatively robust, we believe the freight rate will 
normalise in a positive direction,” Mr Fai said.

The company returned to the black, posting a net 
profit of $8.7m for the 2018 full year compared with 
a $4m loss a year earlier. The profits were attributed 
to improved shipping revenue and a net gain from 
the disposal of four vessels last year.

Revenue grew 3% to $76.1m, while the average daily 
time charter earned by the group increased 22% to 
$9,922 for the year.

The Hong Kong-listed operator reported a fourth 
quarter loss of $3m due to a reduction in its fleet 
following the sale of four vessels in the previous 
quarters.

Grindrod Shipping says trade woes 
threaten market confidence
GRINDROD Shipping, the Singapore-based minor 
bulks company, performed better in the latter half of 
2018, but that was tempered by concerns about trade 
issues, a slowdown in Chinese imports and other 
external market disruptions.

The company has maintained a confident outlook on 
market fundamentals as reduced supply better 
meets the continued strong demand in the minor 
bulks sector the company is involved in.
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Chief executive officer Martyn Wade said the 
company managed to achieve handysize rates of 
$9,066 per day in the second half, which was 8.8% 
better than the segment benchmark, while 
ultramax/supramax segment rates of $12,795 a day 
outperformed the benchmark by 13.6%.

Much bigger minor bulks firm Pacific Basin however 
turned in a much better performance in 
comparison, outperforming the handysize and 
supramax indices by 22% and 12% respectively, 
perhaps reflecting the latter’s dominance in the 
smaller segment with its much bigger fleet and 
wider client base.

“The dry bulk market in 2019 to date shows signs of 
weakness reflecting trade wars, the Chinese New 
Year’s seasonal impact, a slowdown in Chinese 
imports and other external market disruptions,” said 
Mr Wade.

He added: “Yet we believe that the long-term 
fundamentals appear positive reflecting the reduced 
supply outlook combined with steady demand 
especially for minor bulks, which are typically 
carried by Grindrod Shipping’s vessels.”

Grindrod’s tanker business however did not do well 
as markets remained weak in the second half of 
2018, apart from a blip in November.

Mr Wade however also saw potential upside for the 
clean tanker market due to changing trade 
conditions as clean product supply and consumption 
patterns shift, while a low orderbook for medium 
range tankers will also help.

In addition, Grindrod Shipping also sees a positive 
impact from the implementation of the IMO 2020 
regulations on the overall market further limiting 
supply due to higher scrapping rates, increased 
off-hires and slow steaming.

Grindrod Shipping runs a modern fleet of 18 
handysize and 12 supramax/ultramax bulkers with 
five more ultramaxes on order in Japanese yards to 
be delivered in 2019 and 2020. Its tanker fleet is 
mainly comprised of eight MR tankers and three 
smaller tankers.

Revenue for 2018 fell to $319m from $409.5m in the 
previous corresponding period as the number of 
operating days declined.

IN OTHER NEWS
Greek shipping tax expected to yield 
$86m annually
GREECE expects to collect at 
least €75m ($85.6m) annually 
from a new voluntary 10% 
dividend tax payment on 
shipping that it has agreed with 
Greek shipowners.

The two sides had settled on the 
new tax scheme earlier this 
month, which applies to 
shipowners who are Greek 
residents and replaces a five-
year doubling of tonnage tax paid 
by all Greece-based management 
companies.

The minimum €75m annual 
revenue is based on the value of 
these dividends over the past few 
years, the government said in a 
statement.

Cosco Shipping signs collaboration 
deal with SIPG
COSCO Shipping Holdings, the 
containership and port arm of 

China Cosco Shipping Group, has 
signed an agreement with 
Shanghai International Port 
Group to collaborate on shipping 
and terminal operations.

CSH will provide shipping and 
related services, including cargo 
transportation and space rental, 
to SIPG in return for terminal and 
related services.

Shanghai- and Hong Hong-listed 
CSH said in a statement that the 
pricing of those services would 
be based on market price, despite 
the two parties being affiliated 
with each other.

BW LPG feels impact of impairments
BW LPG, the Singapore-based 
shipowner, reported a loss for 
2018 primarily due to a $33.5m 
provision for vessel impairment.

It said there was a $72.4m loss 
for the year, compared with a loss 
of $44.8m in 2017.

Time-charter equivalent 
earnings during the quarter were 
$300.9m, down from $335.4m a 
year ago due to a decline in the 
fleet.

Panalpina’s ocean freight business 
weakens
SWISS freight forwarder 
Panalpina has reported an 
earnings increase across the 
group for 2018, however, it was a 
disappointing year for its ocean 
freight segment.

Panalpina, currently subject to a 
takeover bid from Danish 
logistics rival DSV, saw a 2% drop 
in ocean freight moves year-on-
year to 1.48m teu against 1.52m 
teu.

Gross profit from the group’s 
ocean freight business fell to 
SFr446.1m ($449m) from 
SFr427.2m, a loss narrowed by a 
7% increase in profit per teu to 
SFr301.
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Port Tampa Bay expansion plans draw 
criticism
THE Port of Tampa Bay is facing 
opposition to its plans to expand 
existing port facilities to 
accommodate additional demand 
for deepwater cargo service.

Tampa Bay Waterkeeper, an 
environmental activist group, 
said: “While we certainly 
recognise the port’s contribution 
to the regional economy, and 
wish Port Tampa Bay the best in 
that regard, it cannot come at the 
expense of our public waterways, 
our fish habitat, and the things 
that make Tampa Bay special.”

The group is urging local 
residents to voice their 
disapproval of the project after 
the US Army Corps of Engineers 
sought public input on the port’s 
proposal. The Corps is currently 
evaluating the project, which 

aims to construct seven new 
deepwater berths, as well as 
dredge existing berths and a 
turning basin.

Belships appoints Skarsgård as chief 
executive
NORWAY’S Belships has appointed 
Lars Christian Skarsgård, currently 
a director of Fearnleys, as its new 
chief executive.

The move, effective March 15, 
comes three months after the dry 
bulk operator announced the 
resignation of Ulrich Müller.

Mr Skarsgård has been granted 
options to subscribe for up to 5m 
shares in the company with an 
exercise price of NKr6 per share, 
which can be exercised in the 
period between 36 months and 
60 months from his first day in 
the post.

Cosco Shipping names Wang Haimin 
as vice-president
STATE conglomerate China 
Cosco Shipping Group has 
appointed a new vice-president.

Wang Haimin, currently a leading 
figure at the parent company’s 
liner shipping business, was 
promoted to the new role and is 
now the youngest member of the 
top management team, a Cosco 
Shipping spokesperson told 
Lloyd’s List

Mr Wang, 46, became president 
of Cosco Shipping Holdings in 
March last year. He was later 
appointed as the co-chief 
executive of Orient Overseas 
Container Line, when its Hong 
Kong-listed parent Orient 
Overseas International Ltd was 
taken over by acquirers led by 
CSH.

For classified notices please view the next page.
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