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Maersk to set own hull pricing 
as more insurance switched to 
captive

MAERSK IS TO take more insurance in-house through its Maersk 
Insurance captive, its head of risk management has confirmed.

The move is in response to the changes to the wider group’s structure, 
Lars Henneberg told Lloyd’s List.

The hull market faces some loss of premiums as a result, as hull pricing 
will now be set internally, he said, but crucially, P&I arrangements 
remain unchanged.

The changes come in the wake of the sale of Maersk’s oil business to 
Total in 2017 and the planned float of Maersk Drilling next month, 
which between them significantly reduce the overall size of the group.

Maersk is a maritime giant, owning just 1,000 vessels and chartering 
in 400 more, and operating 76 ports and over 100 inland facilities. It 
also buys lines including property and personal insurance.

Mr Henneberg presented the development as a matter of evolutionary 
change for Maersk Insurance, which has operated for the last eight 
years, during which time it has been able both to develop insurance 
expertise and capital reserves.

In addition, there is an obvious imperative to use Maersk Insurance in a 
way that reduces the cost of risk of Maersk’s entire insurance portfolio.

“Some of our energy businesses are being separated off, so we are 
having to look for other ways of increasing volume and diversification 
in our premium income,” said Mr Henneberg.
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PDVSA’s woes deepen
A LONG-RUNNING stand-off between Bernhard 
Schulte Shipmanagement and the embattled 
Venezuelan state-oil company Petroleos de 
Venezuela looks set to end imminently after the 
German shipmanager confirmed it would be 
handing back all the tankers it manages for PDVSA.

Managing assets for the Venezuelan government has 
become “an almost impossible task”, BSM said in a 
statement on Thursday.

The ending of a near 25-year relationship between the 
two entities is just the latest blow for the Venezuelan 
energy giant and its marine unit PDV Marina, which 
are now looking increasingly isolated and incapable of 
daily operations thanks to US sanctions, mounting 
debts and the widespread expectation of more 
international restrictions to come.

While the emergence of internal PDVSA documents 
in the press last week had suggested that BSM had 
already given notice of its intention to hand back 
tankers, subsequent statements from the German 
side suggested that there was at least some lingering 
hope of a resolution.

One week on, it seems that the deadlock has not 
been broken, with mounting political pressure 

resulting in BSM conceding that developments have 
significantly changed their outlook.

“The recent sanctions imposed by the US, as well as 
the fact that sanctions now extend outside the US, 
brings us to the point where we are considering 
stopping the management of vessels for the 
Venezuelan government,” BSM’s Cyprus office 
managing director Nikolaos Kretsis said in a 
statement on Thursday.

While it remains unclear whether PDV Marina has 
sufficient manpower to actually receive the vessels, 
BSM now seems determined to conclude its 
relationship by the end of March or early April at the 
latest.

The BSM exit is just the latest in a series of serious 
setbacks for PDVSA that have left very few maritime 
businesses willing to continue dealing with any of 
the Venezuelan firm’s many subsidiaries.

Standard & Poor’s rating agency is expected to 
remove PDVSA from its coverage amid growing 
financial constraints and a lack of transparency, 
according to LatinFinance, citing an unidentified 
source.

WHAT TO WATCH

“We have to work a little bit harder and more of our 
insurances have to go through Maersk Insurance. 
Over a gradual period, we are turning Maersk 
Insurance into a one-stop shop.”

Fortunately for a hard-pressed marine insurance 
sector, the term ‘one-stop shop’ is a slight misnomer 
here.

Significantly, P&I procurement will remain as at 
present, and workers’ compensation and longtail 
business will also be excluded.

Hull insurance will — as now — be fronted by a 
commercial company, which will provide claims 
services. But cover will be reinsured into Maersk 
Insurance and then reinsured again on the 
commercial market on the back side.

“It is a change, in that we will start pricing the 
programme ourselves for the part that we retain, 
where the price was previously set by a commercial 
market leader,” said Mr Henneberg.

Maersk Insurance will proceed cautiously in the first 
instance and see how things work out, with 70-80% 
of the value reinsured, depending on vessel type.

Mr Henneberg declined to discuss the size of 
Maersk’s current insurance bill. But the loss to the 
hull market would be relatively limited, he stressed.

“The structure will be adjusted, but a significant 
part will still be in the hull market. If they lose 
premium, it will probably be marginal at this stage.

“It’s an adjustment of the model, and there will still be 
significant commercial involvement on the hull side.”

Ports are already insured through Maersk Insurance 
to a large extent, and this will increasingly be the 
case under the plan.

Recent major casualties on Maersk ships include the 
fire on Maersk Honam last year, a collision involving 
chemtanker Carla Maersk in 2014 and water ingress 
in the engine room of Emma Maersk in 2013.
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S&P previously put PDVSA on selective default, a 
notch above full default.

PDVSA beneficially owns 18 tankers, 15 of which are 
idled in and around Venezuela, according to Lloyd’s 
List Intelligence data. It has five apparently under 
construction.

Two of the existing vessels are anchored in Portugal, 
while one is trading the Middle East/Far East 
routes.

One well-placed legal source Lloyd’s List spoke to 
explained that there was no reason why any 
company would want to deal with PDVSA or its 
subsidiaries as there was limited funding available.

And PDVSA’s funding is being squeezed even harder 
owing to the US sanctions handed out at the end of 
January. Any payments due to PDVSA are being held 
in escrow accounts.

History of problems
PDVSA has been at the centre of such disputes for a 
number of years.

Last year, US energy giant ConocoPhillips was 
reported to have seized products from PDVSA’s 
Curacao refinery in the Caribbean linked to 
“unlawful” expropriation activities carried out in 
2007.

The US company said it won $2bn in an 
International Chamber of Commerce ruling and 
ended its dispute after PDVSA agreed to pay back 
the money in installments spanning several 
months.

The dispute led to delays at Venezuela’s main export 
terminal of Puerto José.

In 2017, Russia’s Sovcomflot was said to be in a 
standoff with PDVSA over unpaid bills for almost six 
months.

The dispute, which was related to Sovcomflot’s 
109,919 dwt oil tanker NS Columbus, highlighted 
PDVSA’s inability to pay shipowners.

And this year it is the BSM issue which is drawing 
attention.

While BSM is now looking to end the relationship, 
Lloyd’s List understands that BSM has continued to 
foot the bill for crew payments and supplying 
provisions on all vessels, some of which are on 
reduced manning.

The 113,180 dwt crude oil tanker Arita is the only 
vessel that has been actively trading, plying the 
Middle East to Far East round voyage routes. The 
tanker is currently located off China’s Fujian coast 
with no specific destination recorded, having 
loaded fuel oil in the United Arab Emirates on 
February 11.

The majority of PDVSA’s tanker fleet, however, has 
been either anchored or has only moved within 
Venezuelan waters for over a year.

According to one legal source, PDVSA’s fleet is 
effectively now in danger of being arrested if its 
vessels leave Venezuelan waters, due to unpaid fees 
to various service providers.

However, arresting vessels in certain jurisdictions is 
tricky.

The 158,672 dwt crude tanker Rio Arauca has been 
anchored off Lisbon since May 2017, pending 
completion of legal proceedings.

Bunker fuel broker Amoil secured a maritime lien 
on the vessel, claiming unpaid debt by PDV Marina, 
BSM said in a statement dated February 21.

No claims are being made against BSM associated 
with this vessel, as it was merely a third-party 
manager, it said, adding that legal responsibility for 
the vessel now sat with the arresting parties.

The 99,371 dwt tanker Parnaso, also under BSM 
management on behalf of Venfleet Ltd — a 
subsidiary of PDV Marina — is in dry dock at 
Lisnave’s Setubal facilities, it said.

“Due to a lack of funds from the owners PDV 
Marina, BSM has taken the decision to remove the 
remaining crew,” it said in the February statement.

Separately, PDVSA has moved its office from Lisbon 
to Moscow, according to a statement last week.

Wider problems
PDVSA’s tanker fleet issues, however, are only a 
minor symptom of a much wider problem for the 
crumbling state giant.

Venezuela has been hit by political and economic 
unrest after the US imposed sanctions on US 
companies doing business with PDVSA.

The measures were designed to cripple 
President Nicolas Maduro’s reign after he declared 
victory in recent elections. Most Western 
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governments have called into question this victory, 
recognising opposition leader Juan Guaido as 
rightful head.

There is widespread talk that those sanctions will be 
extended to foreign companies dealing with PDVSA.

Poten & Partners said in a note last week that until 
the political situation is resolved, “most charterers 
and ship owners will likely avoid Venezuela and 
the domestic oil industry will continue to 
deteriorate.”

It expects output from the Orinoco belt to decline by 
a further 400,000 barrels per day because of a lack 
of diluent such as naphtha — which is needed to 
soften the heavy, sour crude enabling it to move 
through pipelines to export terminals.

Venezuela exported 1.6m bpd in 2017, slumping to 
average about 1.2m in recent months.

The longer the stalemate continues, there are 
concerns that oil production, and thus exports, 
could end up trickling to zero by the end of the year, 
according to Facts Global Energy.

“One of the big questions here is whether the 
Venezuelan oil exports currently serving as non-cash 
payment for the country’s debt obligations would be 
affected,” the London-based energy consultant said in 
a note this week. “Given the wide-reaching arm of the 
US Treasury, ultimately we think they would be. 

Therefore, there is a case for seeing Venezuela oil 
exports trending to zero eventually.”

PDVSA has been mired for years with corruption 
charges. When launching the latest round of 
sanctions, the US treasury stated that the company 
had “long been a vehicle for corruption”, going on to 
cite “a variety of schemes have been designed to 
embezzle billions of dollars from PDVSA for the 
personal gain of corrupt Venezuelan officials and 
businessmen”.

Partly as a result of this corruption, the firm has 
also suffered from low investment in infrastructure 
and oil and gas projects.

As a result, its oil production has more than halved 
from a high of 3.2m bpd in 1997. The state-owned 
company, and by extension, the country rely heavily 
on oil revenues.

According to Poten & Partners, Venezuela may be 
able to maintain “a minimum level of exports” as 
replacement naphtha cargoes are being sent to 
Venezuela from Russia. The cargoes are expected to 
arrive later this month.

“While the Maduro regime continues to hang on to 
power, the crude oil and product trades around the 
country are in turmoil,” it said.

Lloyd’s List tried to reach PDVSA for comment 
several times but received no response.

OPINION

The Interview: John C Hajipateras
THE baptism of fire came early for John 
Hadjipateras, chief executive of New York-listed 
Dorian LPG. A sink-or-swim moment at the 
beginning of his career still resonates with him 
today.

Sitting down with Lloyd’s List at his office in 
Stamford, Connecticut — he is the Connecticut 
Maritime Association’s 2019 Commodore — he 
recounted how he entered the tanker business in 
1972, at the age of 22, through a company in London 
called Peninsular Maritime that he founded with his 
mother.

“There was a huge boom that year. The market went 
through the roof, and we bought a couple of ships 
that were quite expensive. That decade turned out to 

be the most formative for me, because we went 
through a very, very stressful financial situation. It 
was a survival period.”

Peninsular’s charters expired by the mid-1970s and 
its tankers were forced into layup. Debt on the ships 
was owed to Morgan Guaranty, Chase Manhattan 
and Williams & Glyn’s.

“The most stressful situation we had was with 
Williams & Glyn’s. The values of the ships were just 
a fraction of the loan amounts. I used to see the 
bank manager responsible for the portfolio, Ken 
Stilwell, every month for lunch at Claridge’s, and 
we’d talk about how awful things were and how they 
couldn’t get worse, and by the following month, they 
were worse.
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“I would say to the guy, ‘I don’t see how we’re ever 
going to get out of this situation’, and he would say to 
me, ‘Look John, don’t worry. Something’s going to 
happen. You just hang in there and do what you’re 
doing.’ Imagine that: in those days, it was your 
banker telling you how you were going to get out of 
it.

“And something did happen: the oil crisis in 1979, 
and in the shipping business, when the money 
starts, it pours, and we paid off our loans in 18 
months. The lesson I learned from that was that it’s 
not just bad things that happen. Sometimes, good 
things happen.”

Mr Hadjipateras moved from London to Connecticut 
in 1990. Peninsular was closed and his tankers were 
represented instead by his family companies Eagle 
Ocean Transport in the US and Dorian (Hellas) in 
Greece.

Search for a niche
In 2002, he made the pivotal decision to enter the 
liquefied petroleum gas sector.

“We wanted to diversify into something that was less 
of a commodity business, which had more value 
added, where you had some kind of niche,” he 
explained. Two small LPG vessels were acquired 
under the Dorian (Hellas) banner and chartered to 
Statoil, a very large gas carrier newbuilding was 
ordered and chartered to Mitsui, then three more 
VLGCs were built, with one sold and two chartered 
to Statoil.

Dorian ordered VLGCs jointly with Seacor in 2012. 
Dorian LPG was incorporated, and capital was 
raised in the Oslo over-the-counter market in July 
2013 to fund the newbuilding options. A series of 
events was then set in motion that climaxed with 
last year’s high-profile hostile takeover bid by 
industry giant BW LPG.

Very shortly after the first capital raise in Oslo, “we 
learned that Robert Bugbee had ordered all of those 
ships”, said Mr Hadjipateras, referring to VLGC 
orders by New York-listed Scorpio Tankers, where 
Mr Bugbee is president.

“I went to see him and I asked him what he planned 
to do. First, he said, ‘I’d like to take your ships, but I 
know you wouldn’t do that’. He said, ‘My second 
choice would be to contribute them to Dorian in 
return for shares’, but he said that to do that, we 
would have to go public in the US, and he didn’t 
think I would do that. And third, he said he’d sell 
them to somebody else.”

Mr Hadjipateras confirmed that he had no intention 
of taking Dorian public in New York prior to 
learning of the Scorpio orders. He thought a US 
listing would be too “onerous and expensive” and 
that “we didn’t need it”, because “we were too small”.

“But I said ‘yes’ to Bugbee [on the US listing] 
because he said to me that once we listed, the plan 
would have been to distribute the [Dorian] shares to 
his shareholders, which was attractive to us because 
it would have given us a bigger shareholder base. 
Instead, what happened was that he sold Scorpio’s 
15% [of Dorian] — 10% to BW and 5% to HNA, and 
BW later bought that 5% from HNA — so we ended 
up having a major competitor as a major 
shareholder.

“Our incentive for doing the deal with Robert was 
not to grow for growth’s sake. Frankly, it was 
because we were under the wrong impression that 
there couldn’t be as many ships built as there turned 
out to be. We thought that by having a substantial 
part of what we thought would be the eventual pie, 
we could avoid the erosion of rates that subsequently 
happened. We were wrong.

“We thought you couldn’t build more than 10 or 12 of 
these ships per year because of all the specialised 
equipment. The equipment makers were very 
concentrated in Europe, mostly in Switzerland, and 
we visited these factories and we thought, ‘OK, they 
can’t build more than a certain number of these 
compressors a year.’ Well, it turned out they could.

“It got very crowded, very quickly. At the time we 
were ordering ships, there were 11 on order and 120 
in existence, and by the time we finished, there were 
another 120 on order. It was just a nightmare. You 
couldn’t get out fast enough. Which is probably why 
Bugbee didn’t want to chance it” and Scorpio sold its 
Dorian stake.

Surge of exports
With the VLGC sector seemingly doomed by 
overcapacity, it would have been easy to lose hope, if 
not for the circa-1970s mantra of Mr Stilwell at 
Williams & Glyn’s: “Something’s going to happen.” 
What happened this time around was the US shale 
boom and the surge of exports carried on VLGCs.

“We thought there would be increased US export 
capacity, but we didn’t realise how big it would be,” 
said Mr Hadjipateras. “That really bailed us out. 
That was the reason we didn’t sink. It was huge.”

BW LPG offered to buy the shares in Dorian it didn’t 
already own in May 2018. It withdrew the offer in 
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October. “I think it was a very good move for BW 
shareholders because we would have provided them 
a ready-made platform of new ships. It was very 
rational on their part,” said Mr Hadjipateras.

“But I would point out three things: First, on 
shipping in general, it’s easy to get down on it, but 
the one thing about shipping is that it’s quite 
enduring. One hundred years from now, there will 
still be shipping. Second, I’m positive about what we 

are trading, about the clean commodity we’re 
carrying. The third thing is the quality and age of 
our fleet. It’s a unique fleet.

“This was the prize our shareholders owned that I 
was trying to protect, or at least, get properly valued. 
I would have no qualms about selling this company 
at the right price. What I do mind is for the company 
that we’ve built up to be stolen from our 
shareholders.”

Viewpoint: Fit for purpose
IT’S AN indication of my age, but I came rather late 
to the “science” of ergonomics — the applied science 
of equipment design for the workplace, intended to 
maximise productivity by reducing operator fatigue 
and discomfort — which was practiced rather rarely 
on board any ships I sailed in, writes Michael Grey.

The convenience or the efficiency of the user might 
have been considered by those installing equipment 
but it was obviously dismissed very early in the 
argument about where to put things. I recall sailing 
in ships where the radar was in the chartroom 
rather than the wheelhouse, the master gyro-
compass three decks down and your line of sight 
obscured by enormous obstructions. That’s just for 
starters.

When some new item of equipment came along and 
delighted the technical superintendent, he tended to 
just look around for a vacant space where the cable 
run was shortest before marking his X on bulkhead 
or deck.

It meant that you dashed around with an electric 
torch after dark rather a lot on an unfamiliar ship, 
but as we never ever sat down, unlike today’s effete 
and over-indulged watch keepers (lest sleep 
overcome us), I guess we muddled through.

And when I started to read accident reports with 
interest and enthusiasm, I noticed that accidents 
attributed to the bad design of equipment tended to 
involve advanced technology, rather than the tried 
and tested.

There was an interesting comment on the 
frustrations of modern technology which appeared 
in recent correspondence.

IT failures
It was from somebody who had been an aviator for 
most of his working life and he pointed out that 
ingrained in every pilot’s brain is the knowledge 

that, “sooner or later, the new, all-singing, all-
dancing IT system is going to try to kill you”.

Things tend to be a little less dangerous on the sea 
surface, where we move around rather slower, but it 
is a remark that most mariners and marine 
engineers would recognise.

By sheer coincidence, before my train of thought was 
interrupted by that letter, I had been reading about 
an accident involving a Canadian ferry, in which 
design, as much as human error, was clearly 
implicated. It wasn’t that serious a smash, rather a 
hard landing at about four knots at the point of 
impact, which injured two crew members, damaged 
the bow of a beautiful new ship and did the terminal 
no good at all.

The report identified a number of reasons for the 
smash, such as the unfamiliarity of the relief master 
with a few unique equipment foibles, the failure to 
complete the checklist which might have identified 
that the controls were in the wrong mode for 
docking, but ergonomic design was certainly 
implicated.

It was a lovely modern ship, full of clever gear, but 
some genius had positioned switches that could be 
activated accidentally by the master’s knee as he sat 
in his chair. Thus, as the ship approached the berth 
on this particular passage, his knee switched the 
radars off and simultaneously turned the windshield 
washers on, which might have broken the train of 
the master’s thought at a crucial moment.

The manoeuvring controls also seem to have failed 
in a significant fashion as they clearly were not 
“designed in a way that prevents accidental 
activation and provide feedback to the operator”.

The master was actually using the controls before 
realising they were not actually doing anything 
because they had not been activated. There was a 
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lack of clear labelling, indicators were difficult to 
read and there was a lack of intuitive control 
indication.

Human element
The Canadian report refers to a number of other 
accidents that were contributed to by insufficient 
attention to ergonomics.

A ship grounded after somebody accidently shut 
down the main engine at a crucial moment, another 
went ashore after a pilot was confused by a steering 
system which “contradicted expectations” and 
another was grounded by an “unprotected joystick 
which was accidentally moved”. The point made is 
that these things happen and it is possible to design 
systems which prevent them.

You might think that we might be rather better by now 
at designing equipment that is more “user-friendly”.

It is only a couple of years ago that the Alert! Human 
Element project, sponsored by the Lloyd’s Register 
Foundation and the Nautical Institute, which 
focused ferociously on getting people better attuned 
to their machinery (and vice-versa) was concluded. 

Maybe its manifold recommendations require 
re-emphasising in the design office, by encouraging 
designers to read them.

Accidents like that which involved the Canadian 
ferry have been happening for years. There was a 
spectacular crash involving a large ferry attributed 
to a vital switch not having a protective cover over it.

I can recall another which happened when the 
master forgot he was standing on the wrong side of 
the wing controls and put on thrust when we needed 
to take it off (intuition again).

We have also got equipment that thinks for itself, 
which is very worrying, such as systems on very 
large container ships which shut down the engines 
when they detect shallow waters, causing heart 
failure among pilots.

Another one I rather treasure from the past was told 
to me by a master whose controls were suddenly 
plunged into darkness after his three-year-old son 
had discovered an interesting switch, which was at 
just the right height. But we can’t blame the 
designers for that.

ANALYSIS

Automation is changing the fortunes of ports
THE Pacific is the world’s largest ocean and perhaps 
nothing exemplifies the gulf between countries on 
either end of it as the difference in attitudes towards 
port automation.

Two reports within months of each other serve to 
illustrate this very clearly.

In recent weeks, the International Longshore and 
Warehouse Union has stepped up its campaign 
against automation at the Port of Los Angeles, as it 
puts union machinery to work against the 
implementation of a permit allowing automated 
vehicles to begin operations at a facility operated by 
APM Terminals at the port. Concerns about job 
losses are at the top of the ILWU’s agenda.

Last December, PSA Corp, the operator of the 
world’s second-busiest container port in Singapore, 
announced an agreement with the Singapore 
University of Technology and Design to develop 
talent to support the growth of the port industry.

PSA had earlier announced that it was piloting new 
automated cranes and vehicles at one of its 

terminals. The trial, at its modern Pasir Panjang 
Terminal, is being done in preparation for the 
application of the technology at its new 65m teu 
annual capacity mega-container terminal in Tuas, 
set to come into operation in 2021.

Three automated quay cranes and some 30 
automated guided vehicles are being put through 
their paces now.

PSA has already been using an automated yard 
system at three of its terminals and the operator 
says this has led to a 20% to 25% increase in 
productivity.

Other Asian ports, of which 90% are in the top 10 of 
Lloyd’s List’s One Hundred Container Ports, have 
also embraced automation.

For example, Hutchison Ports-operated Hong Kong 
International Terminals’ Container Terminal 9 
launched remote-controlled rubber-tyred gantry 
cranes and an automated container stacking system 
in January 2018.
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IN OTHER NEWS
ILWU wins political support in fight 
against automation
THE International Longshore and 
Warehouse Union has begun to 
receive significant political 
backing in its efforts to stall or 
stop plans by APM Terminals to 
automate the Pier 400 facility in 
the Port of Los Angeles.

Janice Hahn, Chair of the Board of 
Supervisors for Los Angeles 
County, threw her weight behind 
the union with a full-page ad in 
the local Random Lengths 
newspaper, decrying APM’s 
efforts and calling on Los Angeles 
port commissioners to halt them.

“Any plan to automate terminal 
operations and cut jobs is a 

direct threat to our local economy 
and should be rejected by the 
Harbour Commission,” said Ms 
Hahn, whose family has held 
political sway in the Los Angeles 
area for nearly eight decades.

US fines importers for breach of 
emissions rules
US FEDERAL authorities have 
imposed fines of more than 
$500,000 on 24 companies 
accused of importing some 
10,000 engines and vehicles 
lacking proper emissions 
controls through the ports of Los 
Angeles and Long Beach.

“Oversight of foreign-made 
engines imported through 
southern California ports is a 

priority,”said Mike Stoker, Pacific 
Southwest regional administrator 
of the Environmental Protection 
Agency.

These actions are the result of 
continuing joint operations 
between the EPA and US 
Customs and Border Protection 
(CBP) at the ports to identify 
foreign-made engines and 
vehicles that lack proper 
emissions controls, including 
all-terrain vehicles, motorcycles 
and construction equipment.

MSC Eloane a vote of confidence for 
the US west coast
THE 19,200 teu MSC Eloane 
arrived in the Port of Los Angeles 
on Wednesday afternoon, 

Similarly, Five Continents International Container 
Terminal at the Port of Tianjin automated its fleet of 
rail-mounted stacking cranes at the end of the year, 
resulting in a 10% increase in terminal capacity.

Last April, stage four of the Yangshan Port in 
Shanghai, the world’s top container port by volume, 
started operations as a fully automated port that will 
see a 50% increase in efficiency.

In May 2017, the Qingdao New Qianwan Container 
Terminal began fully automated operations and 
operators claim efficiency has increased by 30%.

The automation trend is not confined to just ports in 
fast-growing Asian economies. International 
Container Terminal Services, Inc-operated Victoria 
International Container Terminal at the Port of 
Melbourne began fully automated operations in 
2017, while a DP World-operated terminal at the 
Port of Brisbane began semi-automated operations 
in 2014 using automated stacking cranes.

And it is set to continue.

Hutchison Port’s Terminal D in Thailand’s Laem 
Chabang Port officially started operations as a 
fully-automated port earlier this year boasting a 
40% increase in productivity.

Set against this backdrop, the ILWU’s resistance to 
automation seems quaintly, but rather more sadly, 
anachronistic, especially for a port that is known as 

“America’s Port” and a gateway port in California, a 
state with perhaps one of the highest concentrations 
of technology companies in the world.

The barbarians are already at the gates. Soon to be 
divested, erstwhile Orient Overseas (International) 
Ltd-owned Long Beach Container Terminal is fully 
automated.

And to highlight the difference in attitudes towards 
development and labour relations between the 
fast-paced, technologically advanced nations in Asia 
and the busiest container terminal on the US west 
coast seems moot.

The fact is trade flows are remarkably dynamic and 
can easily flow around obstructions. ILWU-led 
industrial action in 2014 saw volumes at previously 
little known DP World-operated Port of Prince 
Rupert jump by half.

A combination of lower productivity and the ever-
present threat of serious labour issues could 
insidiously change trade patterns over the longer 
term.

Industry experts will gather to discuss the latest 
trends and application of smart technology in 
ports at the Lloyd’s List Forum, held as part of 
Singapore Maritime Week in April. Perhaps our 
American friends might like to join other industry 
leaders at this event to discuss the best way 
forward for the sector.
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becoming the largest ship ever to 
call the US. The previous record 
was set by CMA CGM’s 17,900 teu 
CMA CGM Benjamin Franklin in 
2015.

MSC Eloane, which arrived with 
little local fanfare, was scheduled 
to berth at APM Terminals at 
around 3.30 pm and will remain 
there until March 18 when it 
moves over to the Total Terminals 
International dock in the Port of 
Long Beach.

Local industry watchers saw the 
arrival of the vessel as a “highly 
significant event” for the twin 
ports, the terminals and the 
workers who will work on the 
ship during its short stay.

Concerns rise over scale of oil leak 
from grounded bulker
SALVORS of the stricken 
Solomon Trader have begun 
removing the remaining oil from 
the grounded vessel as the owner 
and insurer warn that the scale of 
the leak might be greater than 
first thought.

The 73,350 dwt Hong Kong-
flagged bulker grounded on 
February 5 on a reef near the 
Solomon Islands’ Rennell Island, 
a UNESCO world heritage site, 
causing an oil spill that has 
reached the country’s coast.

King Trader and Korea P&I Club, 
respectively the vessel’s owner 
and insurer, said that the arrival 
of Cyclone Omar a few days later 
exacerbated the situation, forcing 
the vessel deeper into the reef 
and damaging its hull and engine 
room.

Scorpio Bulkers agrees sale-
leasebacks for seven units
SCORPIO Bulkers has clinched 
sale and leasebacks with CMB 
Financial Leasing for seven of its 
vessels in a move to boost 
company liquidity.

The deal with CMB covers four 
kamsarmaxes and three 
ultramaxes and comes hard on 
the heels of agreements unveiled 
at the start of this week to sell 
two other kamsarmaxes for 
$48m.

The Monaco-based owner and 
operator had also clinched a sale 
and bareboat charter-back for 
another kamsarmax last month.

Finnlines eyes green investments
FINNLINES, the Grimaldi Group-
owned ro-ro and ro-pax operator, 
said it will invest more than 
$500m more on environmental 
investments to help curb its 
fleet’s emissions.

“We will invest in new technology, 
in digitalisation and in green 
shipping for our customers who 
will grow together with us,” chief 
executive Emmanuele Grimaldi 
said in the company’s 2018 
annual report.

In September 2017, Mr Grimaldi 
had revealed the group would be 
investing a total $2bn in a new 
build programme, much of which 
has been funneled to Finnlines.

Stolt-Nielsen sees chemical tanker 
market rebalance
STOLT-Nielsen’s chemical tanker 
unit expects an improvement in 
the market before the end of the 
year.

With less new tonnage entering 
the market and an expected 
reduction in swing tonnage, Mark 
Martecchini, president of Stolt 
Tankers, said in the company’s 
annual report that improvement 
should begin at some point this 
year.

Predicting exactly when that 
improvement will materialize is 
difficult. Industry forecasts vary, 
Mr Martecchini noted, but the 
company is cautiously viewing 
2019 as a transition year at the 

end of which the chemical tanker 
markets will be much improved.

MSC and Fincantieri finalise 
cruiseship order
CRUISE shipbuilding specialist 
Fincantieri and MSC have signed 
a $2.3bn agreement for four 
luxury 64,000 gt cruise ship 
newbuilds.

Fincantieri will deliver the first 
ship in 2023 and complete the 
order by 2026.

Grimaldi co-ordinating with French 
authorities following vessel sinking
THE Grimaldi Group has given 
priority to antipollution measures 
as the company coordinates with 
French authorities in the 
aftermath of con-ro vessel 
Grande America’s sinking this 
week.

The vessel sank in the Bay of 
Biscay after catching fire off the 
coast of France.

The ship’s 26 crew and one 
passenger left the vessel 
unharmed, but its cargo of 2,210 
vehicles and 365 containers, 45 
of which were IMO-classified 
hazardous sank with the vessel.

Belships gets loan to expand fleet
NORWEGIAN bulker owner 
Belships Group has secured 
$140m to replace loans and 
expand its fleet.

The Oslo-listed firm said the loan 
from DNB Bank, Danske Bank 
and Sparebank 1 SR-Bank would 
replace an existing $105m facility 
through a first $110m tranche, 
while the second $30m 
installment would be used to 
finance a fleet expansion.

“Belships is actively pursuing an 
expansion strategy and expects 
to acquire additional supramax 
and/or ultramax vessels going 
forward,” the company said in a 
statement.
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For classified notices please view the next page.
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