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Daily Briefing
Leading maritime commerce since 1734

Monday June 3, 2019

Hormuz blockade would mean 
$554bn hit to seaborne trade

CLOSURE OF THE Strait of Hormuz by Iran or other actors could 
disrupt more than half a trillion dollars worth of seaborne trade 
between Gulf countries and the top 50 trading economies worldwide, 
according to computer modelling from a leading risk management 
software provider.

Saudi Arabia — already engaged in proxy wars with Iran in Yemen and 
Syria — would be the most affected country, with trade in both 
directions of $3.5bn a week. Some $2bn a week of that moves through 
Ras Tanura, its biggest port.

Asian countries led by China and Japan would initially be at the 
forefront of any fallout, and would be damaged far worse than Europe 
and the US, Russell Group added.

However, some 80% by value of the cargo flow is made up of crude oil, 
much of which serves as raw material for petchems and plastics in key 
Asian manufacturing centres, so the West would ultimately not escape 
the fallout.

Most of the remaining 20% is comprised of containerised imports such 
as food and consumer goods, and there are also some dry bulk traffics, 
such as Saudi bauxite exports.

In addition, the US military is deploying the USS Abraham Lincoln 
Carrier Strike Group and a bomber task force to the region.

Tehran has hinted at retaliation, and US officials such as national 
security advisor John Bolton have openly accused Iran of being behind 
the mining of four vessels alongside in bunkering hub Fujairah on May 
12.
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AUSTRALIA faces the daunting reality that it will 
have to resort to importing liquefied natural gas in 
the next five years, despite being forecast to overtake 
Qatar as the world’s largest liquefied natural gas 
producer this year.

So far, five floating regasification projects mooted by 
industry heavyweights are targeting buyers in the 
southeastern states of New South Wales and 
Victoria, where a supply shortfall is projected to 
surface in the mid-2020s. Residents and industries 
in these states have already been footing 
significantly higher gas bills.

The country’s major oil and gas producers appear to 
have accepted this necessary evil but if the 
proceedings at one key oil and gas industry event are 
any indication, they are not taking this lying down.

At the APPEA 2019 Oil and Gas Conference held in 
Brisbane, Sydney-listed Santos reiterated its call for 
a stamp of regulatory approval to proceed with its 
proposed Narrabri project, which is touted as 
meeting up to 50% of NSW’s natural gas needs.

That is just one of several moving parts that 
observers have warned may pull back floating 
regasification projects in Australia.

To begin with, not everyone buys the idea that 
importing LNG is a panacea to the woes brought 
about by high domestic gas prices.

The chair of Australia’s competition watchdog, Rod 
Sims believes prices of gas supplied from these 
import terminals may still be too high for 
manufacturers, some of which have been motivated 
to shut down their plants.

Earlier this week, Dow Chemical announced the 
decision to close its Altona operation in outer 
Melbourne, citing the lack of competitive energy 
prices as a factor.

Spot prices in the manufacturing heartland of 
Victoria were A$9.67 a gigajoule or almost A$10 per 
mmBtu on Wednesday, according to an Australian 
financial daily.

That is about twice the price of an LNG spot cargo 
traded in Asia in recent weeks.

Gas buyers from Australia’s southeastern states have 
been subject to such dramatic gas-price disparity 
resulting from several factors — under-performing 
coal seam gas producing assets closer to the two 
states, constraints in domestic gas pipeline 

WHAT TO WATCH

Floating regas projects face 
pushback in Australia

As reported by Lloyd’s List this week, leading war 
risk insurers such as Thomas Miller-managed UK 
War Risks and Norway’s Den Norske Krigsforsikring 
for Skib are predicting a rise in additional 
premiums, possibly substantial.

The obvious nightmare scenario for shipping would 
be an Iranian effort to shut down the Strait of 
Hormuz, a development which has been threatened 
by Alireza Tangsiri, head of the naval forces of the 
Islamic Revolutionary Guard Corps.

“If we are prevented from using it, we will close it,” 
he told state news agency Fars. “In the event of any 
threats, we will not have the slightest hesitation to 
protect and defend Iran’s waterways.”

Lloyd’s List asked the Russell Group to model the 
consequences of a closure for the shipping industry.

Seaborne trade through the Strait of Hormuz is 

worth $554bn a year, the firm believes, with the vast 
majority of that accounted for by oil, said managing 
director Suki Basi.

Of that, around half passes through just five ports, 
namely Ras Tanura, Jebel Ali, Al Basra Oil Terminal, 
Bandar Imam Khomeini and Ras Laffan.

Much of the trade is Asian-centric, with Saudi 
exports to China valued at $31bn, to Japan $28bn, to 
India $21bn, and to South Korea $19bn, compared 
with exports to the US, at just under $19bn.

“Loss of oil as an input will hurt the ability of 
companies in Asia to produce the goods that are 
needed, so there will be a knock-on effect for 
anybody to whom they supply goods,” said Mr Basi.

“The connected risk for insurers will be the effect on 
supply chains, which means credit risk, business 
disruption and defaults.”
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infrastructure and gas pipeline capacity and drilling 
moratoria in the two states.

Arbitrage opportunities
But it is also the promise of arbitrage opportunities 
arising from such wide price disparities that has 
drawn investors to Australia’s still nascent 
regasification market. Japan’s JERA as the world’s 
largest LNG buyer is a partner in Australian 
Industrial Energy, the joint venture behind the Port 
Kembla FSRU project that will supply gas to NSW.

On the flip side, Australian gas buyers also stand to 
gain from further cost savings made possible if any 
Japanese LNG buyers on board these projects 
choose to divert their LNG cargoes to the country.

Rystad Energy’s senior analyst Daniel Levy pointed 
out that the cost of piping gas from the Wallumbilla 
gas hub in Australia’s Queensland state to southern 
demand centres can go as high as A$2.50, which 
would drive domestic gas prices to in excess of A$11 
per mmBtu.

Comparatively, LNG can be shipped from Japan to 
Australia at much cheaper costs, which can 
translate to lower gas prices for buyers in NSW and 
Victoria.

And should JERA and other Japanese buyers choose 
to divert LNG cargoes committed under offtake 
agreements with producers in the Middle East to 
Australia, the costs of shipping these to southeastern 
Australia are still comparably competitive at today’s 
indicative rates.

Current shipping rates from Australia’s west coast 
and its east coast to the Middle East are $0.58 per 
mmBtu and $0.85 per mmBtu, according to one 
shipbroker’s estimate.

Still, Mr Sims’ expressed concern is valid insofar as 
regasified LNG prices may still fall outside the 
comfort zone of industrial buyers used to A$3-A$4 
per GJ gas prices during the good old days.

There is also no assurance that Asian LNG spot 
prices will stay low and competitive.

With these in mind, some say FSRU projects stand 
better chances supplying to the relatively less price-
sensitive residential users through utility players 
such as Origin Energy. That, though, would take out 
a huge chunk of the market because Australia’s 
industrial sector is its biggest gas user.

Additionally, one other major variable is whether the 
NSW and Victoria state governments may lift the 
drilling moratoria and grant the required approvals to 
unconventional gas projects including Santos’ Narrabri 
coal seam gas development and Origin Energy-backed 
shale exploration in the Beetaloo basin.

Santos’ managing director and chief executive officer 
Kevin Gallagher has claimed the firm has already 
slashed the cost of drilling coal seam gas wells by 
84% since 2015. This learning experience can help 
bolster the competitive standing of Narrabri gas.

Against the uncertain market and regulatory 
conditions, analysts generally agree that only two 
out of the five proposed FSRUs may eventually see 
the light of day.

Mr Levy views AIE’s Port Kembla FSRU, reportedly 
with 15 memoranda of understanding under its belt, 
as a frontrunner. The second FSRU to make the cut 
could be Australian utility group AGL Energy’s Crib 
Point project in Victoria, he said.

Norway’s Hoegh LNG has won term charters with 
AGL and AIE for the supply of two separate FSRUs.

Three other FSRU projects are driven by 
ExxonMobil, Melbourne-headquartered Venice 
Energy and South Korea-based Epik.

Only the Port Kembla FSRU has won regulatory 
approval.

The International Gas Union ranked Australia as the 
world’s second-largest LNG exporter last year but 
with the Prelude floating LNG and Ichthys gas 
project fast ramping up off the country’s 
northwestern coast, it is well-placed to overtake 
Qatar by production capacity this year, according to 
energy and commodity agency Wood Mackenzie.

Vancouver port strike averted 
after last-minute talks
THE British Columbia Maritime Employers’ 
Association and the International Longshore and 
Warehouse Union Canada have agreed a new 

contract ending nearly 18 months of terse 
negotiations and avoiding a near-shutdown of the 
port of Vancouver.
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“Earlier today the BCMEA and the ILWU reached a 
tentative collective agreement,” said Labour Minister 
Patricia Hadju, who had travelled to Vancouver to 
encourage both parties to continue their 
negotiations.

She added: “The agreement was reached through 
negotiations between the parties with the assistance 
of mediators from our Federal Mediation and 
Conciliation Service.”

The government decision to send in a mediator 
came after the BCMEA threatened a lock-out of 
union workers on Thursday after they had begun a 
“limited and targeted” job action on Monday at 
Vancouver’s Vanterm and Deltaport container 
terminals, operated by Global Container Terminals 
Canada.

BCMEA initiated its lockout at 0800 hrs on 
Thursday, shutting more than 6,000 longshoremen 
out of British Columbia’s marine terminals, 
prompting the workers to set up picket lines. The 
last-minute agreement averted an economic cost 
estimated at $5bn per day for a full port shutdown 
across the province, according to the BCMEA.

ILWU Canada president Rob Ashton told Lloyd’s List 
that the final process leading to the agreement was 
“twenty-five hours straight without a break, and 
hard work”.

But he expressed pleasure at resolving the long-
standing contract issue and avoiding closure of the 
port, saying the agreement was achieved with much 
help from mediation by Ms Hadju as well as “the 

rank and file” union members who had shown their 
support throughout the talks.

Negotiations between the two sides began 18 months 
ago, and the main impasse involved worker 
protections related to port automation. “The effects 
that automated terminals could have not only on my 
work force but on the communities they live in, the 
ramifications are massive,” Mr Ashton said.

“This contract is going to protect the working class,” 
Mr Ashton said, adding that “we’re pretty proud of it”.

Details of the agreement will not be disclosed until 
the union’s rank and file members have reviewed 
and ratified it.

Mr Ashton said “we haven’t set a date yet” for the 
review and ratification process. Nonetheless, he said 
that the union members were “back in business at 
4.30pm without skipping a beat”.

“We appreciate the efforts of both parties to focus on 
reaching agreement and ensuring BC ports remain 
open for business,” BCMEA chairman Jeff Scott 
said. “We are confident that this agreement, once 
signed, will secure a positive long-term outlook for 
trade and operations.”

Mike Leonard, BCMEA president and chief 
executive, said the agreement was “fair and 
balanced, and it provides a stable platform to grow 
cargo in the gateway, which is what this is all about”. 
In the end, he said, “it really came down to focusing, 
crystallising the issues and getting what needed to 
be done, done”.

SEVEN months away, everything but the date is still 
a question mark.

When the 0.5% sulphur cap comes into effect on 
January 1, 2020, how much will the different fuels 
cost?

Are crew ready to manage the switch to new very 
low-sulphur fuel oils?

Will authorities be capable of enforcing the new 
rules across the globe?

The state of play has certainly evolved since October 
2016, when the International Maritime Organization 
made its decision to introduce the sulphur cap in 
2020.

The IMO and industry bodies like the International 
Chamber of Shipping have offered guidelines for 
owners and operators to comply with the cap and for 
crews to handle the new fuels safely.

V. Group, one of the world’s largest shipmanagers,
recently said more and more shipowners and

ANALYSIS

From 2020 to 2050: The immediate issues 
of future fuels
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operators are crafting ship implementation plans to 
prepare for compliance with the new emissions rules.

That is arguably a positive sign for everyone 
involved. However, it is questionable to how much of 
the global fleet it applies.

A high-profile fuel contamination case in 2018 
— though completely unrelated to the 2020 sulphur 
cap — elevated concerns about a bunker supply 
chain that will be pumping out new, untested and 
unfamiliar fuels next year.

Earlier this year, the International Energy Agency 
projected that by 2020, more than 31% of marine 
fuel demand will be captured by heavy fuel oil and 
more than 45% will be marine gas oil, leaving just 
23% for very low-sulphur fuel oils.

VLSFO popularity is expected to increase as time 
passes and the IEA anticipates it will account for 
39% of fuel demand in 2024.

However, as that happens, familiarity with the fuels 
will increase and the jury should firmly be out on 
which fuels are trustworthy — and which are not.

The 2020 sulphur cap will be an abrupt change; but 
its distorting effect should be immediate and short-
lived.

And, as that shock subsides, the industry will have 
to reckon with the inescapable fact that it needs to 
decarbonise — and the whole foundation of the 
marine fuels of 2019 and 2025 will be obsolete in 
two decades’ time.

Since last year’s historic IMO initial greenhouse 
gas emissions reduction strategy, 2050 has 
become a milestone year in its own right and a 
symbol of the industry’s real and lasting energy 
challenge.

The overwhelmingly positive industry reception that 
has followed often comes with caveat: the strategy’s 
emissions targets are “ambitious”.

Depending on one’s perspective, that could be a 
testament to it or a warning about its feasibility.

The industry will attempt to meet the shorter-term 
targets slated for 2030 with operational efficiency 
improvements like speed reductions, while still 
using traditional and cheap fuel oils.

Yet the underlying point is the same. Getting to 
a minimum 50% reduction in total GHG emissions 
by 2050 will require drastic changes that have 
to be made much sooner than the 30-year gap 
implies.

ECA on the fjords
NORWAY is cracking down on emissions and is 
expected to see regulations that will bring zero-
emission standards to the fjords by 2026.

While a good thing for the environment, this is a 
heavy blow for the maritime industry that operates 
in the fjords, as it will need to up its game if it is to 
meet these new requirements.

Lars Christian Espenes, head of section at 
Norwegian Maritime Authority, said: “Nitrous oxide 
(NOx) and particulate matter are a big concern for 
the area,” where large plumes of smoke can be seen 
trailing out of funnels.

To deal with the emissions issue in the fjords, 
Norway has opted to apply the emission control area 
regulations for the  to its fjords and Unesco World 
Heritage sites.

The main market that will be impacted by this latest 
change in regulation will be the cruise market, 

which has seen a large increase in traffic navigating 
these waters in recent years, causing pollution to 
reach critical levels.

Mr Espenes says the cruise market may face a great 
challenge in order to meet these regulations, as it is 
already appearing to struggle with the NOx tier II 
and tier III requirements.

How shipowners will adapt to the new regulations is 
still under debate, with current green technologies 
such as scrubbers being regarded as a temporary fix.

However, Mr Espenes says there are still further 
questions surrounding the technology that already 
exists: “They [cruiseships] will be allowed closed-
loop scrubbers or low-sulphur fuel. But they will also 
need a device to take away the water vapour.”

Further to the emissions requirements, there are 
also regulations regarding the disposal of sewage 
and grey water.
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Vessels of more than 250gt or those carrying more 
than 50 passengers have not been allowed to discharge 
these items into the fjords since March 1, 2019.

“Discharge of grey water will be a problem for some 
as they do not have the right systems [installed]”, 
said Mr Espenes.

As with the ECAs, there are still many technological 
challenges to overcome.

However, Norway is taking steps to reduce its 
emissions and even try to get ahead of the game.

Last year saw the launch of the second of a series of 
electric ferries for the fjords, Future of the Fjords, 
which joined its sister vessel, Vision of the Fjords, 
launched in 2016 to meet the forthcoming 
regulations.

THE idea of grandstanding is as old as politics itself, 
but for commercial entities considering their 
investment options, the trick is to tell the difference 
between posturing and actual action that may 
constitute a threat to their interests, writes Vincent 
Wee.

While the world’s attention is focused on the 
theatrics of the growing Sino-US trade war, other 
political machinations at a much more local level 
could have a significant impact on the liquefied 
natural gas sector in Asia.

With the bulk of the region’s elections and potential 
political changes out of the way with the status quo 
broadly continuing, the sudden change of prime 
minister in emerging LNG player Papua New Guinea 
was a surprise event to observers of the region.

Earlier this week, former finance minister and vocal 
critic of a Total-linked gas deal James Marape, was 
elected prime minister by parliament after the 
sudden resignation of his predecessor Peter O’Neill. 
Mr Marape is known for his opposition to the Papua 
LNG project involving Total and ExxonMobil, which 
he claims is unfair and does not unlock resources for 
the Papuan people.

Total and its partners in April signed a deal with 
Papua New Guinea that would pave the way for a 
$13bn investment to double LNG export facilities. A 
final decision was to have been made in 2020 but 
this now appears to be in question.

The jury is out on what will transpire, with Mr 
Marape cited by Reuters as saying that he would 
“tweak and turn resource laws”. Apart from the 
major LNG deal, his government is also reported to 
be re-assessing its relations with China, which 

became the Pacific island nation’s biggest creditor 
during the previous government’s term.

The dramatic developments of the last few days are a 
good example of the conditions investors must be 
prepared for in this resource-rich and high-potential 
market with diverse and politically fluid economies 
and they must be prepared to take the good with the 
bad.

For example, this situation can be directly 
juxtaposed against another event in the Philippines 
this week with a good outcome but which passed 
with little fanfare in the international media: the 
First Gen-Tokyo Gas consortium in the Philippines 
breaking ground on their $1bn LNG import terminal 
in Batangas. It must be pointed out however that just 
weeks earlier the Philippines mid-term elections 
essentially re-established the prevailing 
government.

Taking back control
“What is happening in Papua New Guinea may be 
another example of ‘resource nationalism’,” 
Addleshaw Goddard corporate partner and head of 
Singapore office Ton van den Bosch told Lloyd’s List. 
He noted that this can happen through outright 
expropriation or nationalisation, as well as other 
subtle ways to enhance or obtain control over a 
country’s natural resources.

Noting that resource nationalism has been on the rise 
for a while, he said many investors in emerging and 
frontier markets in Africa, South Asia and Southeast 
Asia “factor in the risk of resource nationalism and 
believe that this risk can be managed”.

“I therefore do not expect an immediate impact on 
other LNG projects in Asia from the recent political 

OPINION

International investors must 
weigh political risk
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turmoil in Papua New Guinea,” Mr van den Bosch 
said, adding that demand for LNG in Asia continues 
to exceed expectations.

Advisors and seasoned investors emphasise that 
commercial practicalities usually prevail. “Any 
attempt by the government to renegotiate the entire 
LNG project will have a negative impact on future 
bond issues and much needed foreign investment in 
Papua New Guinea. The government knows it has to 
tread carefully on this issue,” said Mr van den 
Bosch.

“These developments are very important for Papua 
New Guinea. Santos and our project partners will 
work with the government to make sure that things 
can move forward,” said Santos managing director 
and chief executive officer Kevin Gallagher at an 
APPEA 2019 press conference.

Just weeks ago, Santos formalised a $187m farm-in 
deal for the P’nyang gas field, which is set to feed 
into the controversial gas export project.

Another common refrain is that these types of 
projects are important to the economy and will not 
be frivolously dismissed. “Although some critics 
believe that PNG’s LNG project has delivered only 
limited benefits to the people, these foreign 
investments are very important to Papua New 
Guinea,” said Mr van den Bosch.

“If you look at the source of disputes and challenges, 

it is around fiscal terms for new developments; I do 
not hear anybody talking about stopping or delaying 
new developments,” reiterated Mr Gallagher.

“It could lead to a delay but I wouldn’t anticipate a 
major delay,” he emphasised.

This was echoed by Mr van den Bosch. “Investors 
can usually find a commercial solution and 
renegotiate some terms, protecting the resources of 
the host country, providing benefits to its people and 
at the same time delivering profit to the investors,” 
he said.

Nevertheless, Mr van den Bosch, who advises on 
transactions and projects in the offshore, logistics, 
terminals, oil, LNG and gas industries in frontier 
and emerging markets in Africa and Asia, pointed 
out that investors can both protect their investments 
as well as price these risk accordingly.

Measures include obtaining political risk insurance, 
including an appropriate dispute resolutions 
mechanism and contractual protections, such as 
adaptation and stabilisation clauses and ensuring 
protection under bilateral investment treaties, he 
advised.

Ultimately, the impact of a dynamic political 
situation on potential investments is an assessment 
that investors will need to make for themselves. 
However these risks can and should be prudently 
mitigated through various mechanisms.

TRANSPACIFIC ocean freight rates from China to 
the US west coast have fallen to a 48-week low, 
according to the latest container freight price update 
based on the Freightos Baltic Index, with the volatile 
global trade environment and carrier oversupply 
blamed for pushing rates below their level last year.

Digital freight rates specialist Freightos noted that at 
$1,239 per feu, China-US west coast rates have 
dipped under May 2018 levels for just the second 
time this year, adding: “While an impending GRI 
driven by blanked sailings is anticipated, rates are 
currently down a full 22% from early April and 6% 
from last week.”

China-US east coast prices are at $2,622 per feu, 
also having dropped 6% from $2,776 per feu last 
week. Prices are still 15% higher year on year, chiefly 
because of the Panama Canal’s capacity reduction, 
Freightos noted.

China-Europe prices, meanwhile, are at $1,357 per 
feu, down 4% on last week’s $1,282 per feu, 
“indicating that the typical pre-summer rush to 
import to Europe may not bolster prices”.

Eytan Buchman, chief marketing officer at 
Freightos, said: “2019 started off with transpacific 
rates 60% higher than this time last year. That 

MARKETS

Transpacific ocean freight rates fall 
to 48-week low
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gap has been in a free-fall ever since.” He 
blamed “mercurial global trade and carrier 
oversupply, combined with a flurry of tariffs” for 
pushing rates below their level at the same period 
in 2018.

“In an effort to buck this trend, carriers have 
blanked sailings and are indicating June price 
increases. However, the real trump card for 
transpacific rates - at least in the short-term, are the 
Chinese threats to cut off rare earth exports to the 
US.

“If these materialise, they may likely spur a US 
retaliation in the form of additional 25% tariffs on 
the remaining, untaxed, 57% of US imports from 
China. In turn, this could trigger a spike of tariff-
beating exports and, potentially, a much-needed 
early peak season for carriers.”

In Drewry’s latest analysis of ocean freight spot 
rates, the composite index of the World Container 
Index, assessed by Drewry, fell 1.5% this week 
compared with last week and was 6.9% down as 
compared with same period in 2018. Meanwhile, the 
average composite index of the WCI for the year to 
date is $1,485 per 40 ft container, which is $21 
higher than the five-year average of $1,464 per feu.

Within Drewry’s composite WCI decrease of 1.5% to 
reach $1,290 per feu container, freight rates for 
Shanghai-New York declined by $154 and stood at 
$2,502 per feu. Rates on Shanghai-Los Angeles 
plummeted $73 to reach $1,262 per 40 ft box.

Similarly, rates on Rotterdam-New York dropped 
$71 to touch $2,272 per 40 ft container. Conversely, 
freight rates on Shanghai-Genoa increased by $40 
and stood at $1,452 per 40 ft box.

Digital forwarders gaining traction
DIGITAL freight forwarding platforms are rapidly 
gaining traction in a global forwarding market 
characterised by “uneven change”, according to the 
new Global Freight Forwarding 2019 report from 
Transport Intelligence, which found that almost half 
of shippers participating had used an online 
forwarding platform.

The report notes that technology is creating a vast 
range of forwarding options available to shippers 
across the globe from online booking and quotation 
through to visibility tools and ‘control towers’. 
However, Thomas Cullen, one of the report’s co-
authors, points out that “perhaps the most salient 
characteristic of the present freight forwarding 
market is that it has not seen a greaterlevel of 
change.”

He added: “Markets and technologies have both 
developed significantly, but the overall landscape is 
broadly similar to that in the previous 10 years and 
there appears to be little drive within the sector to 
change things fundamentally.”

The report said tech-enabled forwarders “are a 
catalyst for change in the global forwarding market”, 
but said it was “still under question the extent to 
which online marketplaces, booking platforms and 
digital forwarders will fundamentally change the 
market’s landscape.”

It noted that: “What does seem certain is that if 
forwarders do not prove agile in their adoption of 
new technology, they will find that they rapidly lose 

customers looking for the types of visibility, 
quotation and easy booking which digital forwarders 
can provide.”

It said this conclusion was supported by an extensive 
market-wide survey carried out for the report, which 
found that not only had 49% of participating 
shippers used an online forwarding platform, but 
that respondents expect nearly a fifth (18.7%) of all 
their volumes to be booked or shipped through such 
a platform by 2023.

The report’s co-author, Viki Keckarovska, 
commented: “Survey results show that, currently, 
shippers are making use of the more basic services 
provided by online forwarding platforms, such as 
booking and requesting quotes. While this indicates 
that online platforms aren’t yet widely used to 
process more-complex tasks, it isn’t to say that their 
technology won’t advance and offer shippers more 
sophisticated visibility tools and value-added 
services.”

Global Freight Forwarding 2019 also examines 
market size and growth rates, concluding that, in 
real terms, the global forwarding market expanded 
3.9% in 2018. Although this is down from 8% in 
2017, it still represents something of a high point; 
excluding 2017, this was the fastest growth rate since 
2010, the report noted.

“After a bumper year in 2017, 2018’s growth rate was 
the result of a rebalancing between inventories and 
demand as shippers were again more able to opt for 
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sea freight services over air,” the report noted. 
Growth during 2018 in the global air freight market 

was 3.8%, while in sea freight the expansion totalled 
4.1%.

IN OTHER NEWS
Flex LNG lists in the US as first-
quarter loss widens
FLEX LNG, the Norway-based 
transportation provider, has been 
authorised to trade on the New 
York Stock Exchange.

The Securities and Exchange 
Commission declared the 
company’s registration effective 
on May 30, with shares expected 
to start trading in June, the John 
Fredriksen unit said in a 
statement.

No new securities will be issued 
in connection with the listing, it 
said. The company’s shares 
already trade on the Oslo Stock 
Exchange.

Flex, which owns four carriers 
with nine under construction, 
posted a net loss of $3.4m in the 
first quarter versus a loss of 
$1.8m a year earlier due to 
disappointing market conditions.

Third officer blamed for China bulker 
deaths
INVESTIGATORS have found 
improper operation of the 
onboard fire extinguishing 
system was the cause of the 
carbon dioxide leak that killed 10 
workers on a Chinese dry bulker 
at a ship repair yard late last 
week.

Results from a preliminary probe 
into the accident showed that the 
third officer of the ship 
accidentally opened the valve of 
a CO2 tank when checking the 
device’s parameters, government 
officials told reporters on 
Thursday evening.

After the gas entered the vessel’s 
piping system, the officer was 

trying to eject the leaked gas by 
following instructions from an 
expert online. During the process, 
however, he unlocked the 
pressure increasing valve by 
mistake, which eventually led to a 
large amount of CO2 being 
released into the cabins.

The leak killed 10 workers and 
injured 19 on the the 1994-built, 
69,000 dwt bulk carrier Jin Hai 
Xiang on Saturday while 
maintenance work was being 
carried out at a shipyard at 
Longyan Port in Weihai, in 
China’s Shandong province.

Ince brand name to live on
THE Ince brand name – made 
famous by shipping law firm Ince 
& Co in the 148 years following its 
foundation in London in 1870 
– has been reintroduced,
following a branding decision by
its new owners.

The eminent Victorian outfit was 
bought last year by listed 
company Gordon Dadds Group, 
and has traded since the start of 
the year as Ince Gordon Dadds.

The decision applies to affiliated 
entities in London, Cardiff, 
Hamburg, Cologne, Piraeus, 
Gibraltar, Dubai, Singapore, Hong 
Kong, Shanghai and Beijing.

However, the London-based 
private client family practice will 
now be known as Gordon Dadds, 
and will move to a new office 
location in west London in June.

Rizhao Port Jurong seeking $66m in 
Hong Kong IPO
CHINA’S largest grain and 
woodchip import terminal Rizhao 
Port Jurong Co Ltd is planning to 

raise about HK$516m ($65.8m) in 
an initial public offering on the 
Hong Kong Stock Exchange.

The proposed listing will offer 
400m shares at a price of 
between HK$1.37 to HK$1.51 per 
share, the company said in an 
announcement.

The port operator, which is a joint 
venture between Rizhao Port 
Group unit Rizhao Port Co Ltd 
and Singapore’s Jurong Port 
Holdings, operates four berths 
(including one that it leases in) 
and leases out four berths, with a 
total designed annual throughput 
capacity of 18.1m tonnes.

Eurogate Intermodal launches new 
Rotterdam-Germany rail links
HAMBURG-based Eurogate 
Intermodal, known as EGIM, is 
continuing to expand its 
international intermodal 
container transport service 
portfolio with the addition of new 
rail links between Rotterdam and 
southern Germany.

From July 1, the intermodal 
operator will offer three weekly 
direct connections each between 
the port of Rotterdam and the 
inland depots of Kornwestheim, 
Munich and Nuremberg.

It said the new services were in 
response to “increasing cargo 
flows via the western ports and 
the associated increase in 
demand for maritime transport 
intermodal services”, noting that 
terminal customers will benefit 
from efficient and reliable 
connections via the new direct 
link between the seaport and the 
inland depots. 
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