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Daily Briefing
Leading maritime commerce since 1734

Friday July 5, 2019

Gibraltar tanker seizure triggers 
Iran-UK diplomatic row

A DETAINED VERY large crude carrier said to be carrying sanctioned 
Iranian crude oil to Syria remains detained and at anchor off Gibraltar, 
triggering a diplomatic row between the UK and Iran.

A legal battle to keep the 1997-built Grace 1 from sailing is now 
expected as Iran declared the tanker’s seizure “illegal”. Gibraltar has 
72 hours from the arrest to make applications to the Supreme Court to 
continue its detention.

Royal Marines using helicopters and speed boats intercepted the 
Panama-flagged tanker in the early hours of July 4 while the vessel was 
in British and Gibraltar territorial waters and waiting to take on supplies.

Lloyd’s List reported earlier this week the Grace 1 was heading for the 
British territory, after loading a 2m-barrel cargo in Iranian waters 
around mid-April, vessel tracking data show. The tanker used the same 
strategies and tactics previously used by tankers shipping Iranian 
crude to China and Syria. Its Automatic Identification Signal was 
turned on and off to hide its location, cargo origin and destination.

Iran’s official news agency said the country’s Foreign Ministry had 
summoned UK ambassador Nicolas Hopton  to protest over what its 
spokesman Abbas Mousavi said was “the illegal seizure of an Iranian 
oil tanker”.

The ship sailed around the Cape of Good Hope after loading around 
mid-April off Iran and spending time at anchor in two different 
locations in waters off the United Arab Emirates.

Gibraltar’s chief minister Fabian Picardo said the government had 
“reasonable grounds” to believe the tanker and its crude cargo had 
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breached European Union sanctions against Syria.

The crude was heading to the Banyas Refinery in 
Syria, he said, without expanding on how or why the 
government held this view or from where the 
intelligence came. That refinery is the property of an 
entity subject to EU sanctions against Syria since 
2014.

“The information was made available to the 
Gibraltar government and of course this has to be 
tested in judicial proceedings if there are any,” Mr 
Picardo said in an interview on the BBC.

He said the interception was made solely on the 
breach of European sanctions and information that 
the cargo was destined for Syria, rather than any 
breach of unilateral US sanctions.

A team of about 20 marines, from 42 Commando, 
reportedly flew from the UK to Gibraltar at the 
request of the Gibraltar government. Gibraltar is a 
British overseas territory. The marines worked with 
16 members of the Gibraltar police. A defence source 
said it had been a “relatively benign operation” 
without major incident.

A British Foreign Office spokesman said: “We 
welcome this firm action by the Gibraltarian 
authorities, acting to enforce the EU Syria Sanctions 
regime.”

The incident triggered debate over the lawfulness of 
the tanker seizure and detention which will be tested 
in Gibraltar’s Supreme Court in coming days.

Local maritime and admiralty lawyers have been 
instructed for the Captain of the Port, financial 
secretary and the attorney general, Lloyd’s List 
understands, ahead of what is expected to be 
protracted legal debate.

The acting foreign minister of Spain — which claims 
the waters as its own and does not recognise British 

sovereignty — said Britain acted at the behest of the 
US and the country was assessing the detention’s 
legal implications.

The US has not shown the same vigilance for Iran-
China crude flows, which have been taking place 
without action. Iranian- and Chinese-owned or 
controlled ships have been loading cargoes since the 
May 1 ending of waivers allowing some countries 
limited imports. About five cargoes have been 
discharged in Syria.

Lloyd’s List understands that the owner of the 
very large crude carrier is Russian Titan Shipping, 
a subsidiary of Dubai-based oil and energy 
shipping company TNC Gulf, which has clear 
Iranian links.

While Grace 1 has a complex ownership chain that is 
not unusual for many internationally trading vessels, 
its executives listed on LinkedIn have Iranian 
university and technical qualifications, or list their 
names in Farsi, the Iranian language.

The ship’s current class and insurance is unknown 
according to databases. Lloyd’s Register withdrew 
class in January, 2019, as did former P&I insurers 
Swedish Club, at the same time as the vessel arrived 
to spend a month at the Bandar-e Taheri single buoy 
mooring area in Iranian waters, according to Lloyd’s 
List Intelligence data.

The ship’s opaque ownership and operating chain is 
complicated further by company websites linked to 
the tanker not operating. The European 
Commission-operated Equasis website lists the 
shipmanager as Singapore-based Iships 
Management. However, the website is under 
construction and its telephone number is not in 
service. Websites for Russian Titan Shipping and 
TNC Gulf are also not working. LinkedIn lists 
Captain Asadpour as the executive managing 
director, saying he has also been president of the 
Georgia-based Russian Shipping Lines for 11 years.

Shipping emissions data has to be reliable
DATA will, or at least should, be a crucial component 
of future decarbonisation regulations for 
international shipping over the next few years, 
writes Anastasios Adamopoulos.

The European Union’s Monitoring, Reporting and 
Verification system, known simply as MRV, should 

have offered the first significant assessment of the 
industry’s actual CO2 emissions and some much-
needed objective scrutiny of the industry’s data 
collecting capabilities.

The initial results suggest there is still some way 
to go before the data can be trusted to inform 
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the direction of such significant future policy 
decisions.

A couple of days after publishing the original figures, 
the European Commission and the European 
Maritime Safety Agency trimmed more than 18m 
tonnes of CO2 from the original figure after 
discovering that a clerical error for three ro-paxes 
had inflated the value.

That mistake was only detected because a reader of 
the list noticed an anomaly in the ro-pax section and 
Lloyd’s List started asking questions.

The MRV system has the potential to be a highly 
useful tool and the data should offer valuable insight 
on key parameters such as fuel consumption, carbon 
emissions by distance, transport, cargo and 
passengers for individual sectors.

The question now is, how reliable are those figures?

The European Commission puts the onus of data 
accuracy onto the verifiers. But it is the EU that 
controls this centralised platform and must accept at 
least partial responsibility as well.

Aside from being a transparency tool, the MRV 
will likely have an important role in future 
regulations. Deviations from the real numbers 
could lead to flawed regulations, with potentially 
considerable impacts, especially given that 
measures such as carbon pricing may be put into 
place based on the assumptions derived from this 
data.

If the EU eventually decides to take unilateral action 
on emissions, something that it will reconsider in 
2023, this database will have an even bigger part to 
play.

Emsa notes that the MRV is continuously updated 
with new or revised data. On Wednesday, the MRV 
claimed ships using EU ports emitted 134.2m tonnes 
of CO2 in 2018. On Thursday, that figured had 
changed to a claim of 135.7m tonnes of CO2.

It is very odd that the data should change overnight. 
This is because the data is based on historical, not 
live, operations. Verifiers were obliged to submit 
their data for 2018 to the commission by April 30. 
That means the commission should have had all the 
data for the past two months.

When do the updates and revisions stop? When can 
someone look at the data and confidently know that 
the numbers are final?

The International Maritime Organization should 
watch this space carefully. Its own data collection 
system (DCS for those who keep track of shipping’s 
acronym soup) is currently collecting data on vessel 
emissions. The reporting process there is less 
complicated. But the IMO has been notorious for 
underreporting problems while shifting all the 
responsibility onto flag states.

This is the MRV’s first outing. The commission, 
Emsa and verifiers should take this moment to 
rethink how they can eradicate mistakes, given that 
there is almost no excuse for any to be there.

Steamship Mutual confirms $27m operating 
loss and defends 116% combined ratio
STEAMSHIP Mutual executive chairman Stephen 
Martin has confirmed an operating loss of about 
$27m for 2018/19, and defended the jump in the 
club’s combined ratio from a low of 76% two years 
ago to a high of 116% now.

Audited accounts will be published in the next few 
days, he added, although he rejected a recent 
analysis of P&I club financial performance by broker 
Gallagher that put Steamship’s underwriting deficit 
at $48.5m.

In other news, he also conceded that premium rises 
are a possibility when Steamship’s board considers 
the matter in October, and that a planned separate 
legal entity based in Cyprus to facilitate European 
Union transactions after Brexit is not yet operational.

Mr Martin said that the club’s financial performance 
could best be gauged by the fall in free reserves 
before distribution, from $516m to $489m as that 
figure takes account of claims, premiums and 
investment income.

That implies an operating loss of $27m, and the 
decision to hand a further $22m back to members 
brought net free reserves down to $467m.

Even at 116%, Steamship’s combined ratio represents 
“a perfectly normal experience”, he went on.

A couple of good claims years allowed premiums to 
be reduced as members’ records improved.

“At some point, you have to expect that the claims 
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cycle will change, as it did last year and the year 
before.

“That is reflected in the combined ratio, as like most 
P&I clubs, we don’t impose on our members 
immediate massive increases. We attempt to smooth 
things out with gradual increases in premiums when 
required, rather than correct things in one go.”

Most mutual insurers — unlike for-profit insurers 
— aim to get their CRs as close to 100% as possible, 
in the name of at-cost cover. In recent years, 
Steamship has twice been far under that yardstick, 
and is now far over it.

But Mr Martin insisted that variance from year to 
year, in line with claims experience, is normal.

“As long as you can react and have the pricing power 
to restore balance and put it right over a reasonable 
period of time, you are doing the right thing.

“The important thing is, can the club afford to have 
underwriting deficits from time to time, according 
to its capital reserves, and we certainly can.

“I don’t want to be ridiculously upbeat or immodest, 
but the fact is, I think we are getting it exactly 
right.”

Steamship is hardly the only club in the International 
Group to have lost money last year; the same can be 
said about 11 of the 13 members, most of them 
attributing that outcome to a run of large claims.

“I think that’s the essential observation. By 
definition, you can’t explain these things. The larger 
the claim, the more difficult it is to predict it. It is 
true that they are, largely speaking, random.”

For the record, Steamship did not have any pool 
claims last year.

Many club managers have hinted at the likelihood of 
general increases, and Mr Martin isn’t ruling it out 
at Steamship, either.

“It’s certainly possible,” he said. “The board will 
meet in mid-October, and we will ask them to 
consider whether there should be a general increase, 
and if so, how much.”

Plans to set up a new club in Rotterdam were 
dropped not because of any problems with going 
ahead, but because it was decided that Cyprus is a 
preferable location.

However, no firm launch date for the unit has been 
set, Mr Martin said.

Viewpoint: Paying for ports
IN THE relationship between ports and ship 
operators, it is a world turned upside down, writes 
Michael Grey.

Traditionally, shipowners would design their ships 
according to the limitations of the ports they 
expected to use, while ports would invest to ensure 
that they provided the required depth, quays etc that 
would suitably serve those ships.

Today, of course, it is the port which must fit the 
ship, or perish, and in the day of the megaship and 
with scale economics running almost out of control, 
the challenges to port and terminal managements 
have never been so great.

“These dynamics result in a shift of costs on other 
actors of the marine logistics chain such as terminal 
operators who need to invest in equipment.”

This statement of what to anyone in the marine 
industry might be somewhat obvious is found in a 

joint statement about a European Union-funded 
study on the “socio-economic impact of 
technological innovation and market-based 
developments in shipping on the port sector”.

Despite its somewhat ponderous title, it is an honest 
attempt to understand precisely what is happening 
on the port front from the point of view of all those 
involved in this vital link in the logistics chain in 
both the terminals and their employees.

Although it focuses mainly on container operations, 
where both the pace and scale of change have been 
most dramatic, and upon Europe in particular, it 
reflects changes that are taking place all around the 
world, and in a greater or smaller fashion, in every 
kind of cargo-handling operation.

In a nutshell, the ports and terminals are being 
asked by increasingly consolidated shipping 
companies and alliances to invest massive 
amounts of money in advanced technology, 

OPINION
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giant ship-shore cranes and ground handling 
equipment.

If they do not splash the cash, the alliances will 
merely move on to another terminal or port.

Diminishing returns
But it is not as simple as that, with the shipowners 
themselves scaling up massively, cascading their 
smaller tonnage down through the ranks, and in 
their own desperate efforts to reduce costs per unit, 
subjecting the terminals to low periods of activity 
between the calls of their giant ships.

The vastly expensive equipment will be standing 
idle between peaks and is not financially justifying 
itself.

It might be suggested that these are just market 
forces at work and the ports and terminals need to 
adjust their prices to reflect these changed work 
patterns, which of course affect workers in addition 
to plant.

But the level of competition has arguably never been 
higher, and the carriers are looking for cost 
reductions as the price of their custom and are 
unlikely to look sympathetically at appeals for better 
rates. Those who don’t respond to the carrier’s 
everlasting demands for greater productivity don’t 
get the business.

In many respects, the ports and terminals are the 
pigs in the middle. In an ideal world, where all 
respond to the appeals for “cleverer” logistics to save 
the planet, there would be a smooth transfer of 
responsibility between the various elements in the 
logistic chain. The trucks and trains would arrive 
just when they were needed, and the ships would 
precisely meet the demand to ensure that all the 
cargo handling and transfer equipment were 
working optimally.

As a terminal operator, you can be open for business 
24/7, but if the trucks don’t appear until their 
drivers have had a good night’s sleep and got 
themselves to the gate, and the ship won’t crack on 
the revolutions because the operators are slow 
steaming to save the planet and then want to dump 
10,000 teu at once on your stack yard, a smooth 
logistic flow is not what comes to mind.

There is a great debate taking place throughout the 
world on the degree of automation that can 
reasonably be incorporated into a terminal. There is 
division between US east and west coasts and in 
those areas where unions are strongest, it will not be 
easy to get the workers onside.

But can the development be financially justified if 
the clever equipment cannot match the demands put 
upon it by the carrier alliances, whose chopping and 
changing make for a very uneasy life for those who 
serve them? It seems more a matter for fortune 
tellers, than those skilled in either cargo-handling or 
accountancy.

And as this report, as the members of the Sectoral 
Social Dialogue Committee — Federation of 
European Private Port Operators, International 
Dockworkers Council and European Transport 
Workers’ Federation — make clear, there are a lot of 
other demands, with the pressure on to advance the 
technology further, to more automated systems, for 
training and upskilling the workforce. Somebody 
has to pay for all of these exciting advances, but it is 
unlikely to be the customers of the ports, who are in 
such a competitive fix themselves and cannot merely 
go to the users of their ships.

Like so many things in life today, our obsession with 
cheapness runs right through this logistic chain and 
affects every link. It doesn’t seem that long ago 
stevedoring was about finding enough men with 
barrows, but it was simpler then.

Ports are not equal in green shipping push
PORTS have their hands tied when it comes to 
harmonising inspections and controls surrounding 
ship emissions.

International Associations of Ports and Harbours 
managing director Patrick Verhoeven told Lloyd’s 
List that in Europe alone, half of the harbour 
masters are not on the payrolls of port authorities.

This raises questions about the power of ports over 
maritime jurisdictions in the region, given that 
harbour masters are chiefly responsible for 
enforcing regulations at ports or harbours.

Mr Verhoeven was quick to point out however, that 
more ports are motivated these days to contribute to 
slashing ship emissions as part of their role to bridge 

ANALYSIS
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expectations between the local and shipping 
communities.

As the most publicly accessible points of contact 
with the broader maritime industry, many port 
authorities and operators face mounting pressure on 
this front as the air quality is a major concern 
among the general public.

Ports can facilitate the uptake of green ship fuels, 
which go towards slashing ship emissions.

Yet ports are stumped — as with the rest of the 
broader maritime sector — by a lack of visibility over 
the future marine fuel mix to press on with major 
bunkering infrastructure development supporting 
the green shipping transition.

Liquefied natural gas for one, has been touted as the 
bridging fuel complying with the International 
Maritime Organization’s green shipping regulation 
limiting sulphur content in bunker to no more than 
0.5% from January 1, 2020.

LNG bunkering developments have gained 
momentum globally, with ports in Europe initially 
leading and Asia following suit after the IMO made 
the call on the global sulphur cap in October 2016.

Still, as Mr Verhoeven pointed out, one nudging 
concern persists — if ports invest in LNG bunkering 
infrastructure, will shipping lines then switch to this 
fuel?

It does not help that switching to LNG will not allow 
international shipping to fully comply with the next 
IMO target of halving carbon dioxide emissions by 
2050.

Investments in ocean-going LNG-fuelled ships have 
thus far, not taken off in a big way. Given the present 
state of play in the LNG bunkering market, ports 
face great difficulty in ramping up on infrastructure 
without state funding.

Even in Europe, LNG bunkering has faced a 
pushback from a lack of uniform commitment across 
policy-makers in the region.

“A few years ago, the European Commission wanted 
to oblige every large port to have LNG bunkering 
facilities; that did not take off precisely because the 
implication is that governments would have to fund 
these developments.”

Mr Verhoeven qualified though that the situation 
would differ from country to country. Sustainability 
is of high priority in Norway, where he noted that 
the push for smart and clean shipping has made 
good advances.

Yarra Birkeland, which is touted as the world’s first 
zero-emission, autonomous container feeder vessel, 
is scheduled to enter into operation off Norway in 
2020. The vessel will ply the waters between three 
ports in southern Norway.

“Autonomous shipping creates opportunities for 
small ports to become more competitive — minus off 
crew accommodation, ships can be more compact 
and also make more port calls,” Mr Verhoeven 
argued.

Despite the obvious benefits, it is not a level playing 
field out there — not all ports have the requisite 
regulatory clout or financial muscle to make good 
their aspiration for smart and clean shipping.

IN OTHER NEWS
Delay cover still in place, despite Gulf 
attacks
MARINE delay cover for Strike 
Club members operating in the 
Straits of Hormuz will remain in 
place despite the recent attacks 
on six tankers and the growing 
political tension in the region, the 
marine mutual has confirmed, 
following a decision reached at a 
meeting in Geneva.

None of the Standard Club 
affiliate’s 2,000 entered ships has 
so far encountered any problems 

as a result of recent events, said 
chairman Alan Le Guillard.

“Many of our members have 
already opted to include war risks 
in their delay insurance policies, 
so if the situation in the Gulf 
deteriorates further, they will 
continue to be covered,” he added.

Cosco Shipping to put scrubbers on 
ultra large containerships
COSCO Shipping has ordered 
scrubbers for more than 20 
containerships, including a 

number of ultra large units in its 
fleet, as the exhaust gas cleaning 
systems become increasingly 
popular among carriers in the 
run-up to the 2020 sulphur cap.

Shanghai Marine Diesel Engine 
Research Institute, also known as 
CISC No.711 Research Institute, 
will provide the equipment on five 
19,000 teu and eight 14,000 teu 
vessels owned by the Chinese 
shipping conglomerate, according 
to people familiar with the matter.
These are open-loop scrubbers to 
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be installed on the ships by the 
end of this year so that they can 
be ready for the new sulphur rules 
at the beginning of next year, said 
one person.

Hapag-Lloyd boosts reefer fleet
HAPAG-Lloyd is boosting its 
refrigerated container fleet with 
an order for 13,420 new reefer 
boxes that will be delivered in 
time for this year’s southern 
hemisphere export season, which 
starts in November.

The 970 20 ft units and 12,450 40 
ft containers will be fitted with 
Internet of Things monitoring 
devices from Globe Tracker, as 
part of a deal outlined last month 
that will see box tracking installed 
across the Hamburg-based 
carrier’s fleet of 100,000 reefer 
boxes.

The connected reefer fleet will be 
marketed as Hapag-Lloyd Live, 
which will be gradually rolled out 
to customers as equipment is 
installed and will allow real-time 
GPS tracking, temperature 
information and notifications.

Switzerland-Rotterdam intermodal 
link starts
SWISS rail freight operator 
Schweizerzug has started a 

twice-weekly direct rail link 
between the port of Rotterdam 
and Frenkendorf, near Basel, and 
Niederglatt, near Zurich.

The service connects the 
Swissterminal-operated facilities 
in Frenkendorf and Niederglatt 
with Maasvlakte II in Europe’s 
largest container port. It calls at 
APM Terminals and Rotterdam 
World Gateway.

“Niederglatt/Zurich and 
Frenkendorf/Basel benefit from 
direct and therefore faster links to 
Rotterdam,” said chief executive 
Roman Mayer. “We’re covering 
Switzerland’s most important 
economic regions — with the 
same price for both locations. 
Zurich and the eastern part of 
Switzerland especially might 
consider this new service 
attractive.”

Anti-corruption group launches 
campaign in India
THE Maritime Anti-Corruption 
Network has officially launched a 
port integrity campaign in India.

The “Say No” campaign is a 
long-term initiative to improve the 
integrity of officials in charge of 
ports and to reduce bottlenecks 
to trade during operations at 

Indian ports, Copenhagen-based 
MACN said in a statement. It is a 
collective action including the 
Indian government, international 
organisations, and local industry 
stakeholders.

The pilot campaign, which is 
taking place at Mumbai Port Trust 
and at Jawaharlal Nehru Port, will 
run until October this year.

Neste places tanker order to replace 
older vessels
NESTE, a refiner and energy 
company in Finland, has placed 
an order for two tankers at 
Hyundai Heavy Industries in 
South Korea.

The order is for ice-class aframax 
crude oil carriers, said Neste’s 
vice-president in logistics and 
operations Ilkka Iittiläinen. The 
purchase price was not disclosed.

The order aims to replace older 
tonnage and is not a sign that the 
charterer is looking to get back 
into shipowning. It gave up 
owning and managing vessels in 
2014-15.

For classified notices please view the next page.
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