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Shipping high-flyer Nobu Su
jailed for contempt

NOBU SU, ONE of the high-flyers of the shipping super-cycle, has been
jailed in the UK.

The Taiwanese shipowner was jailed for 21 months following a
judgment handed down in the Commercial Court.

MTr Su, who claimed to have lost over $1bn in the market crash, was
jailed for contempt of court, a colleague who attended the March 29
hearing told Lloyd’s List.

The judgment has yet to be published and is still with the judge, Sir
Michael Barton, according to legal sources close to the case.

Colleagues of Mr Su confirmed that the judgment related to the case of
Lakatamia vs Nobu Su, which involved a long-running dispute with
Greek shipowner Polys Haji-loannou now spanning 11 years.

That case centred on forward freight agreements that Mr Su’s shipping
company TMT Group sold to Mr Haji-Ioannou in July 2008, but failed
to buy back a month later as agreed.

The dry bulk market crash in the latter half of 2008 left a loss of $79m
on the FFAs.

Although he did make some payments against that loss, those
payments “dried up”, according to a case overview published by
Stephen Phillips QC, who acted for Lakatamia. Mr Su was personally
held liable for a $45m in a ruling made in November 2014.

Page 1



Mr Su is now at Pentonville prison. He remains
determined to continue his court battles
surrounding the market crash of 2008, which also
include UK bank RBS, a source told Lloyd’s List.

Mr Su was one of the highest-profile buyers and
sellers of dry and wet FFA conracts throughout 2007
and 2008. But he was caught on the wrong side of
trades made during the dry bulk collapse of late
2007 and early 2008, when rates contracted from as
much as $250,000 per day to under $6,000 over a
three-month period.

Mr Su has since waged a one-man campaign as his
Taipei-based shipping empire has collapsed, alleging
a number of conspiracies that saw him lose as much
as $1bn over the last 11 years.

The Lakatamia case “is only part of that bigger
narrative”, a source close to Mr Su said.

Last year the shipowner released a movie about his
difficulties that he paid an independent filmmaker to
create that chronicled his legal battles with banks in
London and Taipei.

OPINION

The Tung family: Dealmakers par excellence

ORIENT Overseas (International) Ltd looks set to
pull off another landmark deal with the sale of its
container terminal in Long Beach later this month,
writes Janet Porter.

Cosco Shipping may now be its parent company,
and Long Beach Container Terminal technically
owned by a US trust, but OOIL is at the heart of the
negotiations, and doing what it does par excellence.

In 2006, the Hong Kong group set a new benchmark
for port valuations as fund managers sought steady
long-term returns.

Ontario Teachers’ Pension Plan Board agreed to pay
$2.4bn for OOIL's Terminals Division which owned
four relatively small facilities in North America.

Deltaport and Vanterm in Vancouver, plus New York
Container Terminal in New York, and Global
Terminal in New Jersey, were collectively handling
around 2.5m teu a year at the time of the sale, and
recorded a net profit of $36m in 2005. The price
obtained for OOILSs relatively modest port portfolio
stunned the industry.

Having withdrawn from terminal activities after
that transaction was completed, OOIL then
returned to the sector in 2012 when it signed a
40-year concession agreement with the Port of Long
Beach to develop the Middle Harbor site and build a
facility with the latest automation technologies.

At the time of the signing, Long Beach said the deal
was worth $4.6bn, consisting of both construction
and infrastructure costs, and annual lease
payments.

It is that facility that must now be sold following the
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takeover of OOIL by China’s Cosco Shipping in a
deal that also set a new record.

The Tung family, who controlled OOIL and its
principal asset, Orient Overseas Container Line,
achieved a price of $6.3bn. That compared with
$4bn paid by Maersk in 2017 for Hamburg Siid, a
container line roughly the same size and of similar
reputation to OOCL.

Washington approval of OOILs takeover by Cocso
was contingent on the disposal of Long Beach
Container Terminal, which will be able to handle
around 3.3m teu a year when completed in 2022.

This was not the first time that Cosco’s port
ambitions have been thwarted by the US
authorities.

Twenty years ago, the state-controlled group was
forced to shelve plans to develop a container
terminal in Long Beach after widespread protests.

The prospect of a government-owned shipping line
from a Communist country building a facility on the
site of a former US Navy base aroused fears of a
security threat. Eventually Long Beach and Cosco
had no choice but to abandon the venture.

Instead, the land was leased to Hanjin Shipping,
and Cosco moved across San Pedro Bay to Los
Angeles, leasing the West Basin Container Terminal,
where Yang Ming and Ports America are also now
shareholders in the concession.

Subsequently, Cosco gained a foothold in a Long
Beach terminal when it merged with China
Shipping. It now has a stake in Pacific Container
Terminal on Pier J.
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With heightened trade tensions between China and
the US, the requirement to sell LBCT came as no
great surprise.

Ownership of LBCT has been transferred to a US
trust during the sale process, but OOIL is leading
the negotiations and hoping to achieve another
bumper price.

The Hong Kong line is being operated as a separate
brand within the Cosco group, with former chief
executive Andy Tung remaining on the new board as
co-chief executive. His predecessor Philip Chow had
signed the lease agreement for the Middle Harbor
Redevelopment Project exactly seven years ago.

The compulsory sale is not without pitfalls, with
surplus container handling capacity in the Los

Angeles-Long Beach complex, and union protests
over plans to introduce automation at APM
Terminals’ Pier 400 terminal that could destabilise
the US west coast.

Nevertheless, LBCT attracted more than 50
expressions of interest when details of the sale were
circulated late last year, many from fund managers
looking for a safe haven investment, along with a
handful of trade buyers.

The deal is due to be completed by April 23,
following a short delay after Long Beach requested
more time to vet the three finalists. That is when the
identity of the successful bidder will be announced,
and when it will be clear whether OOILs
dealmaking skills remain intact, regardless of its
change of ownership.

Viewpoint: Clearing up the mess

THE afternoon of the International Salvage Union
Associate Members’ Day event in London last month
was not for the faint hearted, as attendees learned
something of the practical problems following fires
on very large container ships, writes Michael Grey.

These are happening at a rate of one per month at
present, but the difficulties of the salvors are
exacerbated by the sheer size of the ship and the
volume and inaccessibility of the cargo.

It took six weeks to extinguish the fires that engulfed
the forepart of Maersk Honan as it was slowly towed
through the Indian Ocean towards Fujairah, before
being anchored off Jebel Ali port in Dubai for
salvage operations. The blaze killed five of the ship’s
crew, completely gutted the accommodation island
and destroyed the entire contents of the forward
three holds, above and below decks.

It seemed a miracle that the ferocious heat did not
ignite the bunker tanks or burn through the shell
plating, but that was almost certainly due to the
efforts of the salvage teams.

The pictures shown at the salvage union event by
Richard Janssen of Smit Salvage illustrated the
destructive power of that fire as it incinerated its
way through the cargo, leaving a tangled mass of cell
guides, corner posts, twisted metal and vast
quantities of ash.

Once the ship was safe, the next phase he described
as “excavation”, with some 28,000 tonnes of debris to
shift, sort and categorise into what could be recycled,
what was still hazardous and what was waste.
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All sorts of different skills had to be summoned

— experts in waste, dangerous goods specialists,
chemists and gas technologists, along with the
teams that would grab the wreckage out of the holds.

Mr Janssen described the process as “never quite
sure what you are finding”, with the operation
requiring constant analysis, with continuous
movement within the chemical composition.

There were serious safety concerns, as they mined
into the fearsome cocktail of hazardous debris, with
the salvors using safe cabins within the hull, along
with decontamination stations.

Occupational health was a major issue. There were,
he said “lots of surprises” in a very large operation,
with cranes mounted on two jack-up rigs alongside
the ship, undertaking the excavation.

There was also “a lot to be learned” from an
operation dealing with the aftermath of such a
shipping casualty. The logistics were fearsome and
complicated by the fact that there was no shore-side
storage at Dubai and the “spoil” required a barge
transfer to neighbouring Sharjah — and the
agreement of both emirates’ governments.

To bring any such ship into a port of refuge is a big ask,
even though the aftermath might have produced some
economic benefit for the region. The sheer mess of
such a damaged ship ending up on anyone’s doorstep
might make any coastal state put up the shutters.

Resolve’s Nick Sloane, who led the retrieval of the
Costa Concordia cruiseship from its wreck site after
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it struck a rock off Italy in 2012, spoke about the
sheer impossibility of the situation facing the tiny
crews of these gigantic ships, when a fire was out of
control.

He raised the question of whether even the best
prepared professional salvors could cope with the
sheer frightfulness of 20,000 teu ablaze, along with
up to 20,000 tonnes of bunkers embarked.

He asked the audience to imagine the colossal blast
that devastated the Tianjin container yard in China
being transferred to a big container ship and showed
some terrifying pictures of the wrecked Hanjin
Pennsylvania, which saw 40-foot containers blown
clean over the bridge after fires and explosion, and
the terrible damage to Hyundai Fortune.

Is there anything that can prevent the spread of
container fires, once they catch hold? He suggested
enclosing bays of vulnerable hazardous cargo with a
sort of “coffer dam” of containers filled with fire-
retardant material, providing a sort of fire-break.

Will it happen? It would mean the sacrifice of
revenue-earning cargo space, but it surely must be
food for thought. It is difficult to think of any other
solution, short of banning the shipment of any cargo
that might heat, burn or explode.

Actually, getting to grips with a major container fire,
said Gert-Jan Langerak of Falck Safety Services,
required both experience and good equipment. He
didn’t mention it, but it also demands a lot of
courage among those involved in the mobile first
intervention services, who have to get down and
dirty in some really horrible places. He spelt out his
aims of making the situation safe, containing the fire

and eventually extinguishing it, which seems simple,
but can take months of hard and hazardous work.

He spoke about the need for careful risk-assessment,
the likelihood of smoke and toxic gases, the
importance of cooling and containing rather than an
instant attack on the centre of the fire. A spray of
water, he said, was always better than a deluge.

This was very specialised fire-fighting, far beyond
the capabilities of anyone on board a ship, as he
showed video of access hatches being cut in
hatchcovers and even coamings, before the teams
chopped their way into smouldering boxes below
decks.

He noted that aboard very new ships, containers
were squashed up close to each other, making access
very difficult. There was, he said, a need to “educate”
people about the magnitude of what might face
fire-fighters.

Maybe education is the crux of the problem.

If those who mis-declared their hazardous cargo, or
provided unsafe stowage were more aware — saw
the same pictures as we were shown by the ISU

— and the consequences of their action in the
resulting deaths and damage, they might learn their
lesson.

But isn't it worth thinking, at a time when some
clever naval architects are designing ships capable of
carrying 25,000 teu, that ship owners, who are the
main beneficiaries of super-scaling sea transport,
should consider the mess they leave behind them,
aboard ships of gigantic size, when things go so
badly wrong.

British maritime's path to a zero emissions

future needs energy

MARITIME'’S transition to a zero emissions future
will necessitate seismic change and much of the
press coverage so far has focused directly on
shipping itself, including ultra-low sulphur fuels,
scrubbers, shoreside power, LNG and other
developments, argues UK Major Ports Group chief
executive Tim Morris.

But a crucial component of any successful outcome
will involve building the right connections with the
energy sector.

It’s been my pleasure over the last few months to
chair a working group of the UK Government’s
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Clean Maritime Council, which has looked in detail
at the interaction between the two industries.

The Clean Maritime Council is an advisory body
formed by the UK government, in line with its
Maritime 2050 ambition to “consider the
introduction of a target to reduce emissions of
greenhouse gases and air quality pollutants from UK
shipping towards zero.”

The establishment of the energy systems working
group came in recognition of the crucial enabling
role of the broader energy sector in realising this

goal.
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With that in mind, the group has involved not just
ship and port operators but academics, innovators
and network operators from the energy sector, as
well as other transport sectors like rail.

It’s been a fascinating and — pun entirely intended
— ‘energising’ experience. There’s lots going on
already. Hydrogen ferries being built on the Clyde;
electric and hybrid vehicles and vessels at our ports;
wind-assisted and LNG vessels already operating at
commercial scale; and innovators developing new
propulsion options, including hydrogen, ammonia,
renewables and others.

But this is only the beginning. And such diversity of
activity brings challenges for those in both the
private and public sectors who will need to at some
point place ‘big bets’ in terms of large vessels and
major infrastructure.

Our working group identified four interlocking areas
that constrain the development of the energy
infrastructure needed to ensure lower emissions
from maritime sector in the UK.

Firstly, technology. The current diversity of options
means uncertainty for decision-makers and raises
the risk of wasted incentives and stranded assets.

Secondly, there are questions of energy
infrastructure. Historically, the maritime energy
system has operated relatively discretely from the
landside energy networks.

Increased electrification of port operations and at
least some kinds of vessel seem overwhelmingly
likely. This means a substantially greater ‘baseload’
requirement and much ‘peakier’ demand spikes.

Maritime hubs in the UK are often at the end of
power lines, and in many cases there is simply not
the physical capacity to service such new demand.

Thirdly, in economic terms, the demand for low- to
zero-emission fuels, although growing, is low and
patchy. The capex and opex requirements of such
technologies are, in many cases, challenging.

Finally, although regulation is all too often
overlooked, it is crucial that the safety case for
future propulsion options is properly addressed.

Non-maritime regulation, such as in environmental
and spatial planning, can be important barriers to
change. And the regulation of the UK’s energy
market and infrastructure is at best Byzantine and
at worst presents major barriers to implementing
lower emissions options.

Making change happen will be expensive and will
require change from stakeholders outside the
maritime sector as well as huge efforts by industry
itself. Sounds daunting.

But what’s been highly encouraging to me is the
capacity and appetite for change within the
maritime sector, with plenty of evidence that change
is already underway.

So, what did our working group identify as some of
the actions that government could take to support
their ambitions for change while reducing the risk of
wasted resource for us all?

Concrete measures that could in our view help
include building future propulsion systems and
network development requirements into research
and development programmes; comprehensive
mapping of energy supply infrastructure in coastal
regions; ensuring that future maritime demand
scenarios are properly integrated into network
planning; a strategic funding vehicle for investment
in capacity upgrades around key constrained point
nodes; and a review of key regulatory areas
influencing the future propulsion systems landscape.

In short, uncertainty is significant and ‘picking
winners’ therefore difficult and potentially
dangerous. The most useful role government can play
is to create the conditions to better enable technology
discovery and reduce barriers to deployment.

Industry and innovators can then do what they do
best; discover solutions and then invest, so that they
can be sustainably implemented at scale.

US maritime colleges fret about the future

while living in the past

THE head of the US Merchant Marine Academy has
described the educational programme at the
maritime college of State University of New York as
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“a little stagnant”, adding: “We must get closer to the
industry to see what they need”, writes Richard
Clayton.

Page 5



Admiral Jack Buono, the academy’s superintendent,
was speaking at CM A Shipping 2019 this week.

It’s quite an admission to make, although many US
maritime colleges would sympathise.

He added that the US merchant marine is the
country’s “best kept secret”, with levels in terms of
Jones Act ships “woefully low”.

The comments followed those of Admiral Michael
Alfultis, the president of the college, who said: “We
are in an age of accelerations... Education colleges
must adapt... Programmes must be more agile and
relevant.”

He reiterated the mantra that training prepares the
student for the current job, education prepares him
for a career. Nevertheless, at a time of disruption
throughout shipping, how should maritime colleges
themselves become more agile and flexible?

Staying closer to the industry is an obvious starting
point. However, when CMA — like so many other
conferences, to be fair — is focused on IMO 2020, that
provides no scope for colleges to anticipate change.

State University of New York needs to have clarity
about the shape of shipping in 2030, even 2050, if it
is to provide the next generation of officers and
shore-side leaders. Frankly, clarity is missing.

And that’s the key to so much in shipping.
Technology entrepreneurs use the word ‘disruption’
far too loosely. It means disordering, breaking up,
unsettling, confusing. To what end? So that more
technology can be sold to bring order, calm, and
clarity? Once Pandora’s box has been opened, there’s
no saying what might emerge.

Somewhat ironically, given the current push for
disruption, a question from the conference floor
asked about the Merchant Marine Act of 1920, which
is known world-wide as the Jones Act, named after
Senator Wesley Jones who introduced the
legislation.

The questioner fully accepted the main tenets of the
Act, even though it is repeatedly criticised for
making US shipping uncompetitive.

He picked on one aspect — the need for Jones Act
ships to be built in the US — and asked whether
State University of New York leaders believed the US
merchant marine would be more competitive if the
shipbuilding provision were dropped.

It was a poisoned chalice that neither admiral
wanted to pick up.

“No comment,” responded Adm Buono firmly. “We
are a maritime nation. I want to be an advocate for
US vessels.”

Adm Alfultis agreed. “Once you crack open the items
of the Jones Act, there will be consequences I don’t
want to go into.”

So the answer to the question of why the US
merchant marine is the country’s best kept secret is
that maritime college presidents do not have the
courage to challenge 100-year-old legislation.

And the answer to why maritime college
programmes are becoming disconnected from the
industry they seek to serve is that, in an age of
disruptions, the US merchant marine is living in the
past.

ANALYSIS

Scrubbers and new fuels are changing

the business landscape

WAH KWONG Maritime Transport chief executive
David Palmer has described the International
Maritime Organization’s decision to allow sulphur
scrubbers onboard vessels as “bad legislation”.

“It’s a loophole designed to help oil majors get rid
of their heavy fuel oils after we change to low-
sulphur fuel,” he told the audience at this week’s
Marine Money Hong Kong conference.
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The Hong Kong shipping company owns a
diversified fleet of 18 ships, ranging from
ultramax dry bulkers and very large crude
carriers, among 19 others under management or
on charter hire.

Mr Palmer has the backing of Mats Berglund, his

counterpart at Hong Kong-listed supramax and
handysize specialist Pacific Basin.
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Scrubbers, which use energy themselves, would
increase vessel fuel consumption, Mr Berglund said.
Also, the onboard exhaust gas clearing system
allows ships to speed up, burn dirtier but cheaper
fuel and hence emit more CO2, he added.

“Calling scrubber financing ‘green financing’ is a bit
of a stretch,” he said.

A ban on the use of the equipment would have
offered a much clearer direction for both fuel
producers and their marine clients, Mr Berglund
argued.

But the industry has to live by the rules already set
and shipping companies have to make the best of it.

The IMO is enforcing the new 0.5% global cap on the
sulphur content of fuel from 1 January 2020, with
scrubbers forming part of the solution.

The larger the vessel, the higher its fuel
consumption, and the more inclined its owners will
be to embrace scrubbers, especially when the same
technology is favoured by charterers.

Chinese VLCC owner, Landbridge Holdings, is
putting scrubbers on its three newbuildings, with
plans to retrofit its other three vessels on the water.

The company was simply going with the industry
trend, its commercial director Ray Lei said.

He cited Clarksons estimates as saying that 35% of
the VLCC orderbook would be fitted with scrubbers
by the end of 2020, compared with none in 2017.
Also, statistics from pool operator Navig8 showed
that 15 out of the 20 VLCCs it runs would also have
scrubbers retrofitted, Mr Lei added.

“Scrubbers are not eco environmentally, but very eco
commercially,” he said, adding: “That’s what the

charterers told me.”

Both Pacific Basin and Wah Kwong are also
installing scrubbers on their vessels.

The former is fitting and testing the systems on
some of its supramaxes. The latter said it was doing
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so only on newbuildings, as it reckoned the
investment in retrofitting an existing vessel was not
recoverable after factoring in losses such as docking
and repositioning costs.

Apart from being spared concerns about the
availability of compliant fuel and paying lower
bunkering expenses, owners also hope that their
scrubber-fitted vessels will earn premium chartering
rates.

In a recent report, the Swedish Club even said the
IMO sulphur regulations would create “a two-tier
charter market — scrubbers installed versus no
scrubbers.”

Some even expect the scrubber premium to extend
to the secondhand value of vessels, which of course
depends on many factors, not least the price gap
between high- and low-sulphur fuel.

But Peter Cremers, executive chairman at
shipmanagement firm Anglo-Eastern, raised an
interesting additional point.

Like any other new equipment onboard, scrubbers
are expected to have lots of technical issues, such as
corrosion, extra power consumption and problems
related to waste discharge, according to Mr
Cremers.

As a result, the value of the ship might even be
“discounted”, he said.

For Jask Hsu, managing director of Hong Kong-
based bulkship tonnage provider Oak Maritime and
chairman of the city’s shipowners’ association, the
bigger question is about “the viability of residual
assets”.

Scrubbers and multiple fuel options are now being
used or tested as ways of meeting the 2020 sulphur
cap and even the 2050 carbon-neutral target.

That will change the business landscape of shipping,
where homogeneous, albeit dirty, fuel types have
been used for many decades and offered a level
playing field in terms of ship valuations, Mr Hsu
said.
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MARKETS

NordLB to exit ship finance

after ‘painful’ losses

NORDDEUTSCHE Landesbank is to exit ship
finance to focus on energy, infrastructure, real estate
and aviation lending, after unveiling a disastrous set
of full-year results.

Bad shipping debt appears to be at the heart of the
problem, dragging publicly-owned NordLB into the
red despite profits in all other business segments.

Earnings before taxes for 2018 came in at minus
€2bn, with a consolidated loss of €2.3bn, equivalent
to around $2.6bn. That outcome contrasts to a
pre-tax profit of €195m in 2017.

Legacy loans to the industry forced the Hanover-
based bank to set aside additional risk provisions of
€1.9bn in 2018, it added in a statement.

Although all the bank’s other business segments
remained profitable in 2018, expanding risk
provisions for the ship financing portfolio led to a
net loss for the year, the bank said.

“Such a heavy loss for 2018 is painful,” said chief
executive Thomas Biirkle. “Ridding ourselves of bad
loans from ship financing will give us a new start. We
now have clarity regarding the bank’s future path.”

By the end of 2018, NordLLB’s shipping book had
fallen to €10.3bn, 30% down on the €16.9bn seen at

the end of 2016. Of this total, €7.5bn was made up of
non-performing loans, which will be run down as a
matter of urgency.

Some of the sell-off appears already to have been
accomplished, with the bank announcing two
months ago that it had sold a 263-ship loan portfolio
with a face value of €2.7bn to an unnamed investor
for undisclosed consideration.

The buyer was named in media reports as US private
equity house Cerberus, which also owns around 40%
of the former HSH Nordbank, another German
landesbank laid low by the shipping slump, and
since renamed Hamburg Commercial Bank.

An unidentified financial investor is lined up to pick
up a further € 2.6bn of the book, for undisclosed
consideration.

Total existing loan loss provisions set aside for
NordLB’s ship finance portfolio amounted to €4.9bn,
equivalent to core risk coverage of 65%. That figure
rises to 123% if the ships are valued at market value.

The year ahead will also see the bank reinforce its
capital ratio with a €3.5bn injection of taxpayer
cash, with most of the money coming from its two
main shareholders, the regional governments of
Lower Saxony and Saxony-Anhalt.

IN OTHER NEWS

Long Beach terminal sale process

delayed

THE Long Beach Container
Terminal sale process has been
delayed for two weeks after the
southern Californian port asked
for more time to vet the three
final bidders.

Port of Long Beach executive
director Mario Cordero was
granted an extension until April
23 after he told federal officials
that the approval process was
not yet completed, Lloyd's List
understands.
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As a condition for clearance of
the $6.3bn takeover by China's
Cosco Shipping of Hong Kong-
based Orient Overseas
(International) Ltd, the US
Department of Homeland
Security and the Justice
Department ordered the groups
to sell LBCT, which was part of
OOIL's portfolio.

Seaspan marches forward on LNG
with Cosco partnership

NEW York-listed containership
owner Seaspan is revving

up its diversification efforts
into the liquefied natural

gas shipping sector, where

it trying to forge extended
ties with state conglomerate
China Cosco Shipping Group.

Seaspan said it had signed
a framework agreement for
strategic co-operation with
Cosco Shipping Energy
Transport, the oil and gas
shipping unit of Cosco
Shipping.
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“Pursuant to the agreement,
both parties are committed

to strengthening their exchange
of and collaboration on
opportunities relating to

LNG investments, LNG projects,
LNG transportation, ethane
transportation, or other

related and mutually

beneficial projects,” Seaspan
said.

San Pedro Bay ports to see decreased
throughput

THE San Pedro Bay ports of Los
Angeles and Long Beach
experienced an unusually high
volume of container throughput
in 2018, a scenario that is
unlikely to be repeated in 2019,
delegates at a conference have
been told.

“Economic fundamentals should
continue to be supportive into
2019, albeit at a moderating
pace," said Melissa Peralta,
senior economist and forecaster
for TTX, a Chicago-based railcar
pooling company. “But imports
may struggle to keep pace with
overall economic growth due to
an overhang of freight delivered
in late 2018."

Ms Peralta, who spoke as

one of seven panellists at the
Port of Long Beach's 15th
annual Pulse of the Ports

Peak Season Forecast, said the
US economy was likely to grow
at a rate of 2.7% in the coming
year, down 0.2 percentage points
from the 2.9% it experienced in
2018.

Stolt-Nielsen feels impact of Houston
Ship Channel fire

STOLT-NIELSEN, a global
provider of transportation for
bulk liquid chemicals, expects its
results to take a knock from a fire
at Intercontinental Terminal Co's
Deer Park facility.

“The fire at ITC's facility in
Houston last month is already
impacting the local chemical
industry, including both
transportation and storage,”
the company's chief executive
Niels Stolt-Nielsen said. “We are
at a minimum expecting a
negative impact on Stolt
Tankers, as parts of the
Houston Ship Channel have
been closed to traffic, causing
delays."

The company also expects the
International Maritime
Organization's 2020 sulphur
rules to affect its business.

BIMCO to open Athens office
BIMCO, the Copenhagen-based
shipping association, is
preparing to open an office in
Athens.

The hiring process is understood
to be well advanced and the aim
is to sign up a suitable
representative by May.

The office has been conceived as
a one-person operation and akin
to similar representative offices
in Shanghai and Singapore where
space is rented from another
company.

Maritime to face greater
environmental demands

THE environmental goals
imposed on the maritime
industry are likely to increase,
according to Marsoft president
Arlie Sterling, and the
International Maritime
Organization may not be the body
making those future rules.

Dr Sterling told CMA Shipping
2019 that scientific research
shows the current target of 50%
carbon emissions by 2050 is not
enough. To keep warming under
1.5 degrees, 0% net carbon
emissions by 2050 is what the
industry must begin planning for.

Dr Sterling argued independent
governments may be the entities
imposing those new rules
designed to lessen shipping's
environmental footprint.

Jera agrees Maran Gas newbuilding
charter

MARAN Gas Maritime, the
liquefied natural gas shipping arm
of the Angelicoussis Shipping
Group, has agreed a long-term
charter for one of its newbuildings
with Japan-based Jera.

The signing of the 12-year
charter comes as Jera, one of the
largest buyers of LNG worldwide,
sealed a similar contract with
US-listed GasLog for one of its
newbuildings.

The charterer has rarely tapped
non Japanese-owned ships for
such long contracts in the past.

For classified notices please view the next page.
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NOTICE

IN THE HIGH COURT
OF THE REPUBLIC OF THE MARSHALL ISLANDS]
H. Ct. Civil No.2014-110, H. Ct. Civil No.2014-050 and H.Ct. Civil No.2015-194

myv “ELENI” — collision with mv “HEUNG-A DRAGON”, Vietnam, 7 November 2013

NOTICE IS HEREBY GIVEN to all persons with CLAIMS against Eleni Maritime Limited, the

Owners of the ship or vessel “ELENI” (IMO No0.9460277), and Empire Bulkers Limited in respect of the
collision between the ships or vessels “ELENI” and “HEUNG-A DRAGON?”, which occurred in Vietham on
or around 7t November 2013 that in the actions of H. Ct. Civil No.2014-110, H. Ct. Civil No.2014-050 and
H.Ct. Civil No.2015-194 in the High Court of the Republic of the Marshall Islands between Chubb
Insurance (Thailand) Co., Ltd., Tokio Maritime and Nichido Fire Insurance Co., Ltd., et al. and Eleni
Maritime Limited (Marshall Islands Registration No. 62043) and Empire Bulkers Ltd., (Marshall Islands
registration No.41792), Defendants, an order was made on 13 March 2019 that:

1.

the Defendants are entitled to limit their liability, if any, in accordance with the provisions of the 47
MIRC §521 et seq in respect of damage to or loss of the mv “HEUNG-A DRAGON” and damage or
loss caused to any goods, merchandise or other things whatsoever loaded on board her or loss or
damage caused to any other property or other loss or liability arising as a result of the collision
which occurred between the mv “HEUNG-A DRAGON” and the mv “ELENI" in or near the channel
off the Vietnamese port of Phu My on the 7" day of November 2013;

the Convention on Limitation of Liability for Maritime Claims 1976 and the 1996 Protocol thereto

have the force of law in the Republic of the Marshall Islands;

the order given in paragraphs 1 and 2 above is without prejudice to the exercise by the Defendants
of their appellate rights with respect to liability ruling of the High Court of the Republic of the
Marshall Islands dated 11 May 2018.

the tonnage of the mv “ELENI” for the purpose of these Actions is 23,494 tons;

the liability of the Defendants, if any, is limited to 4,006,998 Special Drawing Rights and no more,
together with interest at the rate of 9 per cent per annum from 7%" November 2013 to 21 March

2019 being the date of the constitution of the limitation fund in the Republic of the Marshall Islands;

persons with claims against the defendants Eleni Maritime Limited and Empire Bulkers Limited with
respect to the collision referred to in paragraph 1 above have 90 days from April 22, 2019 or until
21 July 2019 to file their claims with the High Court of the Republic of the Marshall Islands.

Dated the 5 April 2019.

TC Law LLLC

804 Kainoa PI.,

Honolulu, Hawaii 96821
info@marshallislandslawyers.com

Attorneys for Defendants

Eleni Maritime Limtied and Empire Bulkers Limited
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Lloyd’s List Intelllgence'

Maritime intelligence | informa

The Next Generation
Lloyd’s List Intelligence

Uniquely powerful vessel tracking, characteristics,
ownership and incidents data.

At the centre of Lloyd’s List Intelligence is our online vessel tracking system,
Seasearcher. This gives you access to the transactional and analytical data required
to make a measured difference to your business, whether you are trying to increase
operational efficiencies, manage risk, or develop new business opportunities.

The new Next Generation platform was launched earlier this year to offer our customers
a greatly improved service and some fantastic new features including:

» A modern, simplified search and mapping interface
» Streamlined operational workflows and geospatial tools

» Enhanced visibility of port, terminal and berth activity including new alerting and
filtering tools

» Increased vessel tracking data granularity with improved AIS capabilities
» Raw data manipulation through Excel downloads

To find out more about Lloyd’s List Intelligence services,
please email info@lloydslistintelligence.com, call +44 (0)207 7017 5392
or visit info.lloydslistintelligence.com
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