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CMA CGM to trial biofuels 
for containerships

CMA CGM HAS ENTERED a partnership to test and scale biofuel as a 
bunker fuel in yet another high-profile push for sustainable fuels amid 
pressure on shipping to decarbonise rapidly.

The collaboration with IKEA will kick off with the French liner loading 
a second-generation biofuel oil derived from forest residues and waste 
cooking oil on board one of its vessels at the Port of Rotterdam on 
March 19.

The specific product eliminates almost all sulphur contents in 
emissions and slashes carbon emissions by about 80% to 90% 
compared with conventional heavy fuel oil, according to the 
companies.

“Having an HFO-equivalent solution in biofuel oil available with no 
engineering or operational changes required to our vessel offers a safe, 
manageable and innovative opportunity to facilitate shipping’s wider 
transition to new fuel solutions,” CMA ships vice-president Xavier 
Leclercq said in a statement.

GoodFuels has been able to attract key players to test out its products 
over the past few months, by stressing that these fuels can run on ships 
without any engine modifications being made.

BHP bunkered a GoodFuels biofuel at the port of Rotterdam last 
month on an NYK-owned ship while using blockchain technology. In 
November 2018, Norden successfully ran one of its product tankers on 
carbon-neutral heavy fuel oil-equivalent biofuel.

The company has also gained traction by actively pursuing the 
participation of major cargo owners such as IKEA and BHP, who are 
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WITHIN 48 hours of the Ethiopian Airlines crash 
on Sunday, Malaysia, Singapore, China, Australia 
and the UK had all placed restrictions on the use of 
Boeing 737 Max 8 aircraft. Other countries will no 
doubt follow suit.

The story has dominated headlines across the world 
for the past two days, even generating extensive 
coverage in the UK, despite the vast attention 
focused on this week’s big Brexit vote.

The tragedy took the lives of all 157 people on board 
the ill-fated flight, and relatives will naturally seek 
as full an explanation as possible, delivered with a 
consummate degree of alacrity.

Lots of money rests on the outcome of crash 
investigators’ deliberations; should Boeing’s design 
or manufacturing process be found at fault, 
compensation claims could run into hundreds of 
millions of dollars.

Ethiopia is a poor African country rather than a 
wealthy US corporation, and presumably possesses 
little capacity to scrutinise such disasters on its own 
account. That isn’t likely to matter too much, 
because expertise can easily be brought in from 
external providers as need be.

Standard practice in aviation is for a preliminary 
report to be published within 30 days, and a final 
report within 12 months, in compliance with 
guidelines set out by the International Civil Aviation 
Organisation, the UN system counterpart of our 
very own International Maritime Organization.

Good thing, too. Many people in shipping are 
frequent flyers, and naturally want the highest 
attainable standards of aviation safety. So do 

members of the public who only ever step on a plane 
at vacation time, come to that.

But the comparison with the way shipping casualties 
are often handled is all too instructive.

As my colleague Nidaa Bakhsh reported in March 
2018, of the 884 shipping casualties in the preceding 
five years deemed very serious on the IMO 
definition, casualty reports had only been filed on 
just over half of them.

Even where passengers perish, and not ‘just’ 
seafarers, proceedings are typically unhurried. It 
took four months for the Italian authorities to 
compile preliminary findings on Costa Concordia, 
for instance and that was an anomalously rapid 
turnaround being conducted under the glare of 
international press coverage. Most investigations 
take much longer and many do not ever make the 
light of day.

There are sometimes mitigating factors, such as the 
difficulty of locating wrecks. The search for the 
remains of Stellar Daisy, a VLOC that sunk in 
March 2017, were only discovered last month.

But in many instances, there are few obvious 
excuses for the discernible lack of promptitude. As 
the system stands, there is little incentive for 
anybody to hurry and no sanctions if they fail to 
produce the invaluable lessons learned that could 
prevent similar accidents from occuring.

As noted earlier, Max 8s are now grounded in many 
jurisdictions. I am aware of no recent precedents in 
shipping; sister ships of vessels that feature in 
spectacular casualties generally continue to trade, 
even where design faults are suspected.

WHAT TO WATCH

Compared with airlines, shipping 
gets off lightly

willing to pay a premium for more sustainable 
shipping of their cargo.

IKEA global transport and logistics services head of 
sustainability Elisabeth Munck af Rosenschöld said 
the company wants to clearly show it is committed to 
decarbonisation with its participation in this pilot.

“Only through collaboration can we achieve rapid, 
necessary change. With a successful pilot completed, 

our intention is to put the equivalent of at least all 
our containers out of Rotterdam on biofuel,” she 
said.

The port of Rotterdam has also been active in these 
decarbonisation ventures and chief executive Allard 
Castelein said the port has launched a four-year 
expedition to stimulate project to slash CO2 
emissions from shipping, drawing on a €5m ($5.6m) 
budget for this purpose.
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Another contrast is that payments to the families of 
developing world seafarers who die in service are 
surprisingly small, often in the order of tens of 
thousands of dollars. To put it another way, many 
European homeowners have more by way of 
household contents insurance.

Yet internal pressure for reform is limited. While 
IMO secretary general Kitack Lim admitted in a 

recent Lloyd’s List podcast that more needs to be 
done, his idea of action centred on “more 
conversations with member states”.

Discussions are always a necessary first step, of 
course, but never enough in themselves. In truth, 
shipping continues to get off lightly. And unless the 
public ever becomes aware of our failings, that will 
not be changing in a hurry.

Newbuilds breathe life into conventional 
reefer shipping
CONVENTIONAL reefer shipping’s share of the 
global perishables trade continues to suffer at the 
hands of the invading container lines.

However, recent developments suggest there is still 
life in this tried and tested method of seaborne 
transportation.

With the major carriers slowly eating up market 
share with their low-cost alternative for long-
distance refrigerated trade in the form of 
temperature-controlled containers, the fate of 
conventional reefer shipping has looked bleak for 
some time.

Indeed, the swing away from conventional shipping, 
whereby chilled cargo is loaded on pallets or in the 
ship’s hold, has been relentless.

In its Reefer Analysis for 2018, industry analysts 
Dynamar estimates that the conventional reefer 
shipping’s share of transporting fresh produce, 
whether fruit, vegetables, meat, fish, dairy or 
pharmaceuticals, had fallen to just 18% in 2017.

Rewind to the start of the century and the 
traditional carriers had a dominant 60% market 
share. It is expected that by 2020, the share of trade 
will fall further still, to just 15%.

With a dearth of newbuilding orders this century, 
this trend was expected to continue until 
conventional reefer shipping was effectively phased 
out entirely.

However, demand for conventional reefer shipping’s 
so-called ‘fast, direct and dedicated’ services 
remains a factor on certain trades, where limited 
port calls on liner routes will not suffice.

Following more than a decade of virtually no 
newbuilding activity, including delivery of just two 
conventional reefer units in in 2014 and one in 2015, 

over the last few years the sector has experienced 
somewhat of a renaissance.

Although the orderbook is still modest and reefer-
heavy in most cases, conventional tonnage has made 
a return.

Conventional comeback
The Dynamar report noted the delivery of four 
conventional units in the first half of 2018, and 
another nine scheduled in the second half of the 
year.

Combined these units offered capacity of around 
4.6m cu ft, but of the 13 ships only three offered 
space for more than 300,000 cu ft or a carrying 
capacity of 1,760 teu, equivalent to 940 reefer plugs.

The tendency for smaller units is telling, as it is here 
that the conventional operators still have an 
advantage on certain niche trading routes over their 
container shipping counterparts.

Whereas larger units are predominately used for 
fruit transportation such as bananas, smaller ships 
are typically utilised for meat and fish.

“Fish is often transhipped at sea directly from the 
trawler to the reefer ship. As a result, the smaller 
conventional reefer ship is less vulnerable to 
competition from container operators,” Dynamar 
said.

This has helped to ensure that earnings in the 
smaller conventional sectors have continued to fare 
well in comparison to larger units, where rates have 
suffered at the expense of the cheaper container 
alternative.

Time charter equivalents are typically split between 
the first and second half of the year, with the latter 
coinciding with peak season rates for smaller 
segments.
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Although average time charter equivalents for the 
270,000 cu ft benchmark, calculated per 30 days 
per cu ft, were at a historical low in the 10 years 
through to 2017 at $0.58, the $0.94 average in the 
second half of the year over the decade was an 
all-time high, according to Dynamar.

This also ensured of a more than respectable $0.76 
full-year average for the segment, said the 
analysts.

In 2018, the average 270,000 cu ft benchmark 
continued to impress at $0.82 between January and 
November.

Meanwhile, in the larger segments, where 
competition with the liner operators is much fiercer, 
benchmark time charter equivalents have been 
lacklustre to say the least.

In 2017, the average time charter equivalent rate for 
conventional ships in the 450,000 cu ft segment was 
recorded at $0.34, representing its worst showing in 
a decade, according to Dynamar.

“The larger sector had its typical peak in the first 
half of 2018, but then time charter equivalents 
stabilised at just $0.30 per cu ft,” it said.

But even here amid a weak market environment, 
conventional operators are not giving up the fight 
with a flurry of orders.

The biggest waves have been made by the world’s 
largest conventional operator, Russian-controlled 
Baltic Reefers, through its Swedish subsidiary Cool 
Carriers.

In February, the operator took delivery of Cool 
Explorer, the second in a series of six sister vessels 
being built in Japan following the series’ lead Cool 
Express, which hit the water in the final quarter of 
2018.

The vessels mark the largest conventional reefer 
ships built to this day, boasting an 880,000 cu ft 
capacity in the hold and 600 reefer slots on deck, 
according to Dynamar.

Surplus ships
While these orders are clearly a positive for 
conventional reefer shipping, newbuildings in the 
sector are still sparse in comparison to those 
disappearing altogether.

Dynamar highlighted 25 ships sent for recycling in 
2017 with an average age of 23 years, while in the 

first half of 2018 as many as 19 units were deemed 
surplus to requirements. This total included a dozen 
with a capacity above 400,000 cu ft.

“For the entire year, it was expected that some 30 
ships would find their way to the breakers with an 
aggregated capacity of 11m cu ft,” said Dynamar.

This trend is expected to continue amid an ageing 
conventional fleet.

The report noted that at the start of July 2018 there 
were 574 conventional reefer ships larger than 
100,000 cu ft in service, with a combined capacity of 
183.9m cu ft. In teu terms this represents a capacity 
of 51,700 teu.

By the end of the next decade, the number of 
conventional units on the water could fall to just 
over 300 ships, with a carrying capacity of around 
100m cu ft, according to Dynamar.

The International Maritime Organization’s sulphur 
cap, effective from the start of 2020, will be a key 
factor in driving up demolition numbers.
Fuel costs make up a considerable part of costs for 
conventional reefer operators. The option of 
scrubber conversions or indeed LNG is an expense 
too far for many smaller operators, while for those 
ships coming to the end of their lifespan, the sulphur 
cap will ultimately seal their fate.

Dynamar expects “many old and fuel-hungry 
conventional reefer ships will be scrapped”.

Although sulphur regulation could prove the end for 
some conventional units and indeed businesses, for 
those that remain in the game it could prove 
beneficial.

Dynamar says capacity removed from the market 
could help to rebalance the fundamentals, helping to 
offset the cost of compliance.

Furthermore, this will also help shoulder the burden 
of an anticipated slowdown in conventional reefer 
trade.

In 2018, seaborne transport of fresh produce carried 
in both conventional reefer ships and refrigerated 
containers is estimated to have grown by around 5% 
to 116m tons.

The conventional operators share represented just 
21m tonnes of this total, with the remaining 95m 
tonnes moved by containers, including on the deck 
of conventional reefer ships.
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Drewry, the London-based analyst, expects growth in 
the overall seaborne perishable trade to return to 
moderate levels over the next five years to nearer 3%.

Meanwhile, the containerised reefer market, which 
it estimated to grow by around 8% in 2017, will 
continue to accelerate at a higher rate.

Reefer route?
Conventional reefer operators naturally will look to 
take advantage of rising demand for reefer container 
transportation and it stands to reason why recent 
newbuildings have been endowed with a high 
density of reefer plugs.

Heading down the reefer route is indeed one option 
open to conventional operators to ensure their 
longevity and survival in the post-sulphur cap era.

However, the major players will be wary in 
making this transition following the ill-fated 

switch by Seatrade, proving far from successful 
to date.

Dynamar highlighted how the Antwerp-based was 
forced to revert one route it was operating with its 
new fully-cellular reefer ships to conventional 
tonnage, as it struggled to adapt.

This included Seatrade’s Blue Stream service, 
deployed between Northern Europe and Central 
America, which was substituted with specialised 
reefer tonnage and on-deck box capacity of up to 
440 teu, it said. Seatrade also had to fully withdraw 
its New Zealand-Europe service in account of ailing 
demand.

If conventional operators are to have a future, 
however, they will have to rely upon their strong 
points even more, according to Dynamar, whether 
this be high expertise, their ability to ship in bulk, or 
direct and fast connections.

OPINION

Ports told to ‘get smart or miss out’
THE future of the smart port will be advanced at a 
Lloyd’s List Forum during Singapore Maritime Week 
in April.

Moderated by Lloyd’s List managing editor Richard 
Meade, the forum will explore what ports can, and 
should be, aspiring to achieve if they are to fulfil 
their rightful role in the global ocean transport 
supply chain.

The smart port will be critical to the success of the 
logistics business.

As shipping is driven increasingly by data analytics, 
ports must blunt criticisms that they often act as a 
bottleneck in the chain and, instead, join the 
network as first among equal partners.

The forum will explore practical applications of 
how digital technology can improve port efficiency 
with smart sensors, data-sharing, integrated 
voyage planning, autonomous cargo handling 
systems and the dawn of IoV (Internet of Vehicles) 
to improve port traffic efficiency and reduce 
collision risk.

Ports inevitably will create and offer future 
services, based on data feeds from smart sensors, 
and the rise of 5G technology will open doors to 
new technologies not yet even on drawing boards.

Keynote panellists Sanjaya Mohottala will advocate 
that blockchain can relieve a wide variety of pain 
points that impede information sharing and the 
supply chain.

Mr Mohottala, partner and managing director at 
Boston Consulting Group (Singapore), co-authored a 
report, Paradox in Transportation and Logistics, 
which found that “most industry participants (we 
surveyed) have not taken a deep look at blockchain’s 
potential applications’’.

The BCG report added: “With some T&L companies 
taking the first steps toward forming a blockchain 
ecosystem, other companies must decide whether to 
participate or adopt a wait-and-see attitude… first 
movers can both influence the development of 
standards and ensure that the blockchain solutions 
they would like to apply in their own operations are 
among those widely adopted across the value chain.’’

Other panellist will include innovation champion 
Capt Rajesh Unni, the chief executive of Synergy 
Marine; and Tissa Wickramasinghe, marketing 
general manager at Colombo International 
Container Terminals, Hambantota International 
Port Group Ltd.

Many ports are already competing to lead the digital 
revolution and the panel debate will explore the 
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ANALYSIS

UK coastal shipping back on the agenda
SHOREHAM Port is leading support for a 
government-led push to promote coastal shipping 
services around Britain.

The UK has about 120 commercial ports and 
harbours dotted along its coastline, and yet the 
quantity of cargo transported by sea from one part 
of the country to another is tiny compared with road 
and rail freight volumes.

Numerous attempts to make better use of Britain’s 
extensive coastal waters and port network have 
failed to achieve a noticeable modal shift. In fact, 
domestic seaborne cargo traffic is thought to have 
gone down in recent years as North Sea offshore oil 
and gas activity declined, and as coal-fired power 
stations were closed.

Now, though, the Department for Transport has 
commissioned a new study to explore the 
opportunities for coastal shipping and inland 
waterways. It comes against the backdrop of the 
government’s recently published Maritime 2050 
report, environmental pressures, and previous 
schemes designed to move freight from the UK’s 
congested roads to rail and water transport.

MDS Transmodal, the consultancy firm that was 
awarded the contract to conduct the review late last 
year, is in the process of speaking to ports, shipping 
lines, cargo interests, and other stakeholders as it 
prepares its report.

The research will provide an overview of existing 
coastal shipping operations, identify market 
opportunities and barriers, and include scenario 
planning.

The findings are due to be published this spring, 
according to the DfT website.

What is of most interest to the DfT is not the scope 
for more feedering of containers from the country’s 
big deepsea box ports to smaller regional hubs, but 
the movement of grain, or bulk cargoes such as 
aggregates, timber, and other materials required for 
the construction industry.

This is the type of business that represents the 
majority of traffic at Shoreham, the shortsea 
specialist port located on the south coast of England.

It is one of those that would benefit considerably 
from an increase in coastal services around the UK, 
and chief executive Rodney Lunn has been at the 
forefront of lobbying for more government help to 
encourage domestic shipping operations.

“With so much concern about air quality and road 
congestion, why not resurrect coastal shipping 
initiatives?” asks Mr Lunn, a former chairman of the 
British Ports Association.

As head of the body that represents 100 smaller UK 
ports, Mr Lunn made sure the government was 
aware of the untapped potential for motorways of 
the sea around the UK

As an example of what can be achieved, he cites the 
shipment of about 100,000-130,000 tonnes of grain 
a year from Shoreham, much of which is bound for 
Montrose in Scotland. That effectively removes some 
200 trucks from the roads.

Another cargo handled by Shoreham is unleaded 
fuel from Milford Haven in South Wales, eliminating 
an estimated 200 petrol tankers from Britain’s 
motorways.

However, for the sort of low margin, cost-sensitive 
cargo most suitable for coastal shipping, comparable 
pricing between inland and seaborne services is 
likely to be one of the key determining factors when 
choosing the mode of transport, according to MDS 
Transmodal chief executive Mike Garratt.

Reinvesting profits
As a UK trust port, Shoreham is an independent 
business governed by its own Act of Parliament, with 
no shareholders or owners. As such, all profits must 
be ploughed back into the business for the benefit of 
stakeholders, including the local community, staff, 
and the DfT.

There are more than 100 trust ports, including  Dover, 
Port of London Authority, Milford Haven, and Tyne.

opportunities and pitfalls that many still need to 
overcome before they can reap the benefits.

Registration for the Lloyd’s List forum at Marina 
Sands on April 10 can be made here.
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Despite their unusual status, the DfT insists they are 
run along commercial lines, with acceptable rates of 
return on investments. At the same time, they are 
not subjected to the same short-term financial 
pressures that publicly-quoted companies face.

“As a trust port, you can take the longer-term view,” 
says non-executive director Trevor Giddings. “The 
main mantra is to develop the port for future 
generations.”

That philosophy extends to other areas.

Shoreham has embraced Maritime UK’s Women in 
Maritime initiative and is one of the pilot companies 
picked to trial a portal that has been developed to 
enable maritime businesses to set and monitor 
targets aimed at attracting and retaining more 
women to the industry at all levels.

Port chair Amber Foster heads a board that 
includes recently appointed Sir Alan Massey, the 
former chief executive of the Maritime and 
Coastguard Agency.

The board and management hope the future will 
include more coastal shipping services as 

Shoreham explores numerous new business 
opportunities.

Of its annual £14m turnover, cargo operations 
account for about 50%, the property portfolio 30%, 
and marine services such as pilotage and 
conservancy 20%.

Mr Lunn is confident the majority of UK ports, 
including Shoreham, are ready for the UK’s 
departure from the European Union, regardless of 
the final terms of the withdrawal agreement.

“Ports are resilient, entrepreneurial businesses,” 
says Mr Lunn.

As far as Shoreham is concerned, he said “we do not 
have any major Brexit-related concerns, either in 
terms of trade or handling of the cargo,” with plenty 
of advance notice to complete customs clearance 
ahead of a ship’s arrival.

Intra-UK traffic, though, would have the additional 
benefit of being unaffected by any disruption to 
trade between Britain and remaining EU countries, 
should border delays occur in the event of a 
disorderly Brexit.

UTILISATION levels on the Asia-Europe improved 
in the final quarter of 2018, as carrier’s capacity 
cutting measures provided dividends.

The last quarter of 2018 saw an increase of 
approximately two percentage points in the 
utilisation level on the Asia-Europe trade lane, with 
demand estimated to have improved by circa 1% and 
supply estimated to have seen a contraction of 1.5%.

Based on the data available at the time of this 
analysis, MDS Transmodal projects utilisation to 
reach a level of 70%, up from a level of 63% 
estimated for the fourth quarter of 2017.

This increase is due to an expected 10% fall in 
supply and a 3% uptick in volume demand.

Analysing the two directions separately, however, we 
estimate that the load factor for the westbound 
headhaul direction has increased at a higher rate 
than the eastbound direction during the fourth 
quarter of 2018, up by circa four percentage points, 
or from 74% to 78%.

Eastbound
Based on the latest trade data available at the time of 
this analysis, we estimate that during the fourth 
quarter of 2018 the principal country pairs on the 
eastbound direction to have been Russia to China, 
Germany to China and Turkey to China.

These pairs are estimated to have accounted for 
more than 25% of the overall traffic moved on this 
route. Similar shares are expected for the first 
quarter of 2019.

However, the growth rates estimated for these 
countries are quite different with Russia to China 
estimated to have increased by 1%, while Germany 
to China and Turkey to China are estimated to have 
seen a contraction of 2% and 11%, respectively.

Looking at the commodities on a Standard 
International Trade Classification five-digit level and 
comparing results with the same quarter of 2017, 
MDST identified ‘Ferrous waste and scrap’, as the 
main driver behind the increase in trade from 
Russia to China, climbing 15%.

Capacity cuts help lift Asia-Europe 
load factors
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From Germany to China, the biggest percentage fall 
at a commodity level was ‘Road parts — other parts 
and accessories of bodies (including cabs)’, down 
9%, while from Turkey to China its was ‘Marble, 
travertine and other calcareous monumental stone’, 
down by circa 18%.

Westbound
In the opposite direction, or Asia to Europe, we 
estimate that the utilisation level has seen an 
improvement as demand growth outstripped supply, 
which indeed fell during the three-month period 
compared with the final quarter of 2017. Demand is 
estimated to have grown by approximately 4% 
between the fourth quarter of 2017 and the same 
quarter of 2018, while supply was down 1% during 
the same period.

Based on our latest trade data for country pairs, we 
estimate that the volumes moved from China to 
Germany and China to the Netherlands generated 
the highest volume moved on this trade lane, 
increasing 11% in the fourth quarter of 2018 over the 
previous year. China to the UK, the third largest 
country pair on this route, saw trade fall circa 1%.

On a five-digit SITC level, MDST projects that the 
main commodity driver on the China-Germany 
trade was ‘Electric lamps and lighting fittings.’, up by 
more than 13%.

Meanwhile, ‘Static converters (eg rectifiers)’, up by 
circa 15%, were the big movers on a commodity level 
from China to the Netherlands. And trade between 
China-UK saw the biggest uptick in the category 
defined as ‘Tyres, pneumatic, new, of a kind used on 
motor cars’, up by circa 24%.

Supply side
On the supply side, the Asia-Europe trade lane is 
experiencing some network reorganisation with 

shipping lines chasing demand in the 
Mediterranean market and reducing their presence 
on the North European routes. 2M Alliance, for 
example, is moving 11 ultra-large, 19,000 teu vessels 
from Asia-North Europe to the Asia-Mediterranean 
trade lane. The major adjustments expected by the 
2M Alliance will involve:

• AE11/Jade — An upgrade from 14,000 teu-16,600
teu ships to 18,300-19,400 teu vessels from the end
of March;

• AE1/Shogun — The deployment of smaller ships
(13,000-14,000 teu); however, the number of ships
offered on this service will increase from 11 to 16 to
allow for a more efficient use of fuel and reliability;

• Both AE1/Shogun and AE6/Lion services will be
extended to the transpacific route. This will mean
that the 2M Alliance will now operate three Europe
— Asia — North America West Coast pendulum
services in addition to its PHX/JAG/AE12/TP2
service.

By contrast to the 2M Alliance’s strategy, Ocean 
Alliance has announced the introduction of an extra 
loop to its Asia-North Europe network from April. 

This extra loop does not come as a surprise given 
the new ultra large containerships to be delivered to 
the Ocean Alliance’s members. As much as 45% of 
the ULCs due for delivery this year will be delivered 
to the consortia.

The Alliance’s members are also expected to 
increase the number and size of vessels in their fleet 
on the Asia-Mediterranean trade lane from April. 
Ten 8,100-10,000 teu ships deployed on its Asia-
Mediterranean MD1 loop will be replaced with 11 
13,500-14,220 teu vessels.

PRODUCT tanker earnings should receive a boost 
from the new emissions rules set by the 
International Maritime Organization, according to 
Torm.

It said the effects of preparations for the sulphur cap 
being introduced next year should start to be felt 
from the second half of this year.

The Danish owner said in its annual report that it 
expects the IMO 2020 sulphur regulation to lead to 
an incremental rise of about 5% in product tanker 
trade in 2020. That compares with fleet growth of 
about 3%.

“Torm’s medium to long-term outlook for the 
product tanker market remains positive,” chairman 

MARKETS

Torm expects 5% product tanker growth 
on IMO 2020
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Christopher Boehringer said. “The underlying 
product tanker market was challenging throughout 
most of 2018 but recovered significantly during the 
final months of the year and early 2019.”

He said Torm is well-positioned to “leverage the 
positive market development due to our spot-
oriented chartering strategy, our continued strong 
operational performance and the preparations” for 
the sulphur regulations.

Owing to challenging markets through most of last 
year, the company sank to a net loss of $35m in 2018 
from a profit of $2m a year earlier.

Its average time-chartered equivalent earnings 
slipped to $12,982 per day last year versus $14,621 
in 2017.

By the end of last year, the rates were at $17,306 per 
day for 10% of total earning days, and at $18,193 for 
24% of the days in early March.

It had 72 owned vessels in its fleet as of the end of 
December, with three chartered tankers and nine 
carriers on order, including “vessels for which a sale 
has been agreed”.

For every $1,000 increase in rates, the company 
expects earnings before interest, tax, depreciation 
and amortisation to rise by $25m.

“The product tanker market has rebounded 
significantly since November 2018, and looking 
ahead, we are well-positioned to leverage the 
ongoing market recovery, illustrated by a 43% 
increase in freight rates achieved so far in the first 
quarter of 2019 compared to 2018,” said executive 
director Jacob Meldgaard.

In January last year, Torm completed an equity raise 
through a private placement of $100m, increasing 
the company’s ability “to pursue attractively priced 
growth opportunities, including the ongoing 
newbuilding programme”.

The seven medium-range tankers and two long 
range two newbuildings, which will be delivered 
through 2019 and into the first quarter of 2020, 
have all been ordered with scrubbers installed.

It is committed to installing scrubbers on 21 vessels 
and signed a letter of intent for installations on as 
many as 39 vessels, or half of its fleet.

The company is developing the One Torm platform, 
which aims to leverage its integrated in-house 
commercial and technical management to ensure a 
flexible business approach.

The company’s total available liquidity was $406m 
as of December 31.

Vale forced to halt Guaíba terminal operations
BRAZILIAN mining giant Vale has been forced to 
yet again halt activities at its Guaíba iron ore export 
terminal.

It is the second time that the company has been 
ordered to close operations at the terminal this year.

The terminal was forced to temporarily halt 
operations at the end of January following a dam 
collapse in the Minas Gerais region in which 
hundreds of people lost their lives.

Vale said in a statement that it received notice from 
the Mangaratiba city government in Rio de Janeiro 
on March 11 ordering it to temporarily suspend port 
activities at the Guaíba Island Terminal.

“Vale confirms that it has all the required licences 
for the regular operation of the terminal, issued by 

the competent authorities and, accordingly, it will 
take all appropriate measures to ensure the 
reestablishment of its activities at TIG,” it said.

The terminal, which facilitates exports from Vale’s 
southern system, saw 43.5m tonnes of iron ore 
shipped in 2017, according to Arctic Securities. That 
represents about 13% of total shipments that year.

Arctic said in a note: “Although it is hard to quantify 
the impact, the suspended operations are likely to be 
at least a negative seaborne trade issue for the 
already depressed capesize market.”

The average weighted time charter earnings for 
standard capesize was quoted at $4,526 per day at 
the close on the Baltic Exchange on Tuesday. That 
compares with $4,236 at the end of last week and 
$15,344 at the start of the year.
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IN OTHER NEWS
Fire-stricken Grimaldi ship sinks
THE Grimalidi con-ro vessel 
Grande America, which caught fire 
off the coast of France on 
Sunday, has sunk, the company 
said.

It said the fire was caused by 
cargo loaded on board the vessel. 
The firefighting operation by the 
crew had to be discontinued 
when the ship was abandoned in 
order to avoid any risk for the 
crew’s safety.

Efforts to fight the fire resumed 
on Monday morning, but were 
suspended on Monday night as 
the vessel had started to sustain 
a “quite considerable” list that 
increased as the weather 
worsened throughout Tuesday.

Mermaid Maritime rig venture extends 
Middle East contract
ASIA Offshore Drilling, the jack-up 
rig-owning joint venture of 
Seadrill and Thailand-based, 
Singapore-listed Mermaid 
Maritime has secured a three-
year contract extension for its 
AOD I rig with a Middle East 
client.

The $80m contract extension 
secures employment for the rig 
up until 2022 and provides 
earnings stability, the company 

said in a stock market 
announcement. 

The extension is a direct 
continuation of the current 
contract with a longstanding 
undisclosed client, which is 
scheduled to expire by the end of 
June 2019, Mermaid Maritime 
added.

Global Ports Holding bullish after 
return to black
GLOBAL Ports Holding, the 
London-listed port terminal 
operator, is bullish on the outlook 
for 2019 after delivering a profit in 
its first full year as a public 
company.

The company, which completed a 
$200m share sale in May 2017, 
said it generated a $7.1m post-tax 
profit in 2018, compared with a 
$14.1m loss for 2017.

GPH, which manages 15 cruise 
ports around the world, expanded 
further last year with the 
newfound support of the financial 
markets.

DNB defends folding ship lending into 
wider division
DNB’s former shipping chief 
Kristin Holth has defended the 
Norwegian lender’s decision to 
roll its shipping department into a 

wider ‘ocean industries division’ 
that also incorporates seafood, 
energy, offshore and logistics.

The move is part of a wider trend 
among European bankers, with 
HSH folding shipping in with real 
estate.
ABN Amro has merged shipping 
and logistics, while Nordea has 
axed its shipping unit altogether.

Vancouver signs up to advance LNG 
as fuel for ships
VANCOUVER Fraser Port 
Authority has joined SEA\LNG, 
the maritime industries coalition 
that advocates widespread 
adoption of liquefied natural gas 
as a marine fuel.

VFPA, a federal agency of the 
Port of Vancouver, is the fourth 
port member to sign up, 
alongside Port of Rotterdam, 
Yokohama-Kawasaki International 
Port Corporation and the 
Maritime and Port Authority of 
Singapore.

It already works closely with the 
regional gas supplier Fortis BC, 
and with industry, academia and 
government, to advance LNG 
bunkering in the port of 
Vancouver.

For classified notices please view the next page.
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