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Gibraltar extends detention
period for seized tanker

THE SUPREME COURT of Gibraltar has granted an extension of the
detention of the seized Grace 1 very large crude carrier for two more
weeks, the Gibraltar government announced.

The court made the decision on Friday afternoon, more than a day
after troops from Britain’s Royal Marines boarded and seized the ship,
based on suspicions by the Gibraltar government that it was in breach
of EU sanctions against Syria.

The decision means Grace 1 will remain under detention in Gibraltar
at least until July 19.

“The Supreme Court has issued today’s order on the basis that there
are reasonable grounds to consider that the detention of the Grace 1 is
required for the purposes of compliance with the EU Regulation
36/2012 on sanctions on Syria,” the Gibraltar government said in a
press release.

Lloyd’s List also understands the vessel’s crew is still being questioned
by Gibraltar authorities about the vessel.

Following the seizure, the Gibraltar government said the vessel was
headed to the Banyas Refinery in Syria, in breach of European Union
sanctions against Syria. No explanation was offered as to how that
conclusion was reached.

On Thursday Panama that claimed it deregistered the VLCC Grace 1

weeks ago, despite the ship being reported as sailing under the
Panama flag.
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The Panama Maritime Authority said it removed the
ship from its register on May 29, as soon as the
government was notified that the vessel was
participating in — or was linked to — what falls
under certain criteria as being involved in the
financing of terrorism or supporting the

destabilisation of certain regions by terrorist groups.

Lloyd’s List had previously tracked the vessel,
reporting that it had loaded a 2m-barrel cargo in
Iranian waters around mid-April and had turned its
Automatic Identification System on and off to
conceal its location, cargo origin and destination.

Iran has protested that the move is an illegal vessel
seizure and summoned the British ambassador in

Tehran to receive its complaint about the incident.

Earlier on Friday, the government of Gibraltar

— which ranks as a British overseas territory —
denied allegations that the seizure of the vessel
happened at the behest of another government.

“The decisions of Her Majesty’s Government of
Gibraltar were taken totally independently, based on
breaches of existing law and not at all based on
extraneous political considerations,” it said in a
statement.

“These important decisions about breaches of our
laws were certainly not decisions taken at the
political behest or instruction of any other state or of
any third party.”

The statement appears to be a direct response to
Spain, which does not recognise British sovereignty
over Gibraltar and has claimed that the seizure
happened at the behest of the US government.

Iranian tanker seizure could face legal
challenge, say shipping lawyers

THE legality of the capture of Grace 1 depends on
precisely what the vessel was carrying and the
identity of the consignee, and a charterparty dispute
is almost certain, according to leading shipping
lawyers.

The very large crude carrier was seized by British
naval forces off Gibraltar on July 4 after loading a
2m-barrel cargo in Iran, said to be intended for
Syria, in mid-April.

Iran has declared the move illegal. Gibraltar has 72
hours from the arrest to make applications to the
Supreme Court to continue its detention.

Michael Volikas and Keith Rowbory of Ince old
Lloyd’s List that while the action was undertaken by
the Royal Marines, it was ordered not by the UK
government but by the Port Authority of Gibraltar in
conjunction with the Royal Gibraltar Police.

As a British overseas territory, Gibraltar is largely
self-governing, but matters of defence, security and
foreign policy remain within the ultimate control of
the British government. Thus the government of
Gibraltar is entitled to request UK assistance.

But crucially, the detention itself was performed
under European Union restrictive measures placed
on Syria, not Iran.

James Turner QC, a prominent shipping barrister,
said that while the import into the EU of Syrian oil
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has been prohibited since 2012 by Council
Regulation 36/2012, the export of oil to Syria is not
banned per se, despite widespread media
commentary to that effect.

However, the same regulation bans the provision of
“economic resources” to named individuals and
entities listed in Annex II, and that term would
certainly include an oil cargo.

The key point here is the allegation that the vessel’s
cargo is destined for the Baniyas Refinery. The
Baniyas Refinery was added to Annex II in 2014.

The 2012 Regulation applies throughout the
European Union, including on “any ship under the
jurisdiction of a member state”.

Mr Turner said: “If — as appears to be the case — the
ship was in Gibraltar waters when it was seized by
the local authorities, assisted by a detachment of
Royal Marines, then this would appear to be a
conventional enforcement action, permissible under
EU law.

“That said, I have also seen speculation that this was
a fuel oil cargo, rather than crude. If that is right and
if it was not in fact consigned to a banned individual
or entity, then the legality of the seizure may be open
to debate.”

James Watthey, a commercial barrister at 4 Pump
Court, anticipates a chain of charterparty disputes.
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While it remains unclear which form was used, all
standard contracts contain an off-hire clause, which
spells out the circumstances in which the payment
of hire is suspended.

Typically, the wording involved is purposely broad,
along the lines of Clause 15 NYPE’s specification “or
any other cause preventing the full working of the
vessel”, or the even more sweeping “any other cause
whatsoever”.

In Laconian Confidence [1997] 1 Lloyd’s Rep. 139,
the detention of the vessel by the Bangladeshi port
authorities was enough to constitute the prevention
of the full working of the vessel, and the same went
for judicial arrest in Mastro Giorgis [1983] 2 Lloyd’s
Rep. 66.

Meanwhile capture by pirates was held in Saldanha
[2011] 1 Lloyd’s Rep. 187 to be a “totally extraneous”
matter, so hire continued to be payable under the
narrower version of Clause 15 NYPE.

“The question of course is: on what side of the line
lies detention by the Royal Marines for alleged
contravention of sanctions?” said Mr Watthey.

The charterparty is also likely to have a force
majeure clause, and there may be arguments that
the charterparty was tainted by illegality. Either
party may also want to terminate early on the basis

that the other side is in breach of charter. These are
not straightforward points of law to argue in any
case.

Additionally, the BIMCO sanctions clause for time
charterparties allows owners to refuse voyage orders
that could expose them, their managers, the vessel
or its insurers to sanctions.

Charterers are then required to give new orders
within 48 hours, failing which owners can discharge
the cargo at charterers’ expense.

“This might have no relevance at to the Grace 1 but
its detention is nevertheless a reminder to all ops
departments to make sure that this clause is
incorporated and that it is also contained in all
sub-charters,” Mr Watthey concluded.

Mr Volikas and Mr Rowbory added that EU
sanctions on the import of oil from Iran were lifted
in January 2014 by the Joint Comprehensive Plan of
Action, the deal that committed Tehran to restrict
its nuclear ambitions. However, the US pulled out of
the JCPOA last year.

“There is now a risk that these restrictive measures
will be re-implemented following Iran’s notice on
July 1 that it has exceeded the agreed limit to its
enriched uranium stock,” they said.

WHAT TO WATCH

Blacklisted Italian shipowner bankrupted
by US sanctions nhow removed by Ofac

AN Italian-based tanker company that filed for
bankruptcy protection after being blacklisted by the
US Treasury for breaking Venezuelan sanctions has
now been delisted.

Palermo-based PB Tankers was ensnared in
extended Venezuelan-Cuban sanctions after six of its
seven tankers were added to the Specially
Designated Nationals list, along with their
associated companies in mid-April.

The Office of Foreign Asset Control, known as Ofac,
de-listed PB tankers and all its owned and managed

ships on July 3.

An external spokesman for the company confirmed
earlier this week — and before the delisting — that

Lloyd's List | Daily Briefing Monday 8th July

PB Tankers had recently filed for bankruptcy
protection as a result of the Ofac sanctions. The
spokesman declined to elaborate on when, or
provide further details, including the jurisdiction of
the bankruptcy proceedings.

In a statement released after the de-listing, PB
tankers said that the Italian embassy in Washington
and legal advisors helped the company “resolve this
unfortunate situation” and that the vessels were
ready to trade again.

The 51,063 dwt product tanker Silver Point had been
on a long-term timecharter to Cubametales to ship
Venezuelan crude and products from Venezuela.
This arrangement ended prematurely, by the end of
March, the spokesman said back in April.
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“Following the company’s designation, PB Tankers
terminated its charter agreement with Cubametales
... and took additional steps to increase scrutiny of
its business operations to prevent future
sanctionable activity,” the US Treasury said in a
press release.

“The Treasury recognises the actions that PB
Tankers has taken to ensure that its vessels are not
complicit in propping up the illegitimate former
Maduro regime in Venezuela. As a result of today’s
action, all property and interests in property, which
had been blocked as a result of PB Tankers’
designation, are unblocked, and all otherwise lawful
transactions involving US persons and PB Tankers
are no longer prohibited.”

Cubametales, a state-run oil importer and exporter,

was added to the SDN list at the same time as PB
Tankers was deleted.

PB Tankers said it was “one of the fastest de-listings
in history”. The company had previously stated after
the listing that its legal advice suggested it had done
nothing wrong and was confused and shocked.

The US Treasury added: “Cubametales has been the
recipient, and charterer, of shipments of oil from
Venezuela to Cuba and has expanded its operations
to include non-traditionally traded oil products such
as sulphur fuel and diluted crude oil. As a part of the
original CIC agreement, the agreement states that
Cubametales (and its administrative manager) and
PDVSA are responsible for setting the terms and
conditions for PDVSA oil exports up to 53,000
barrels per day on a quarterly basis.”

More leading carriers add war risk charges

MAERSK, Hapag-Lloyd and Mediterranean
Shipping Co have joined CMA CGM in applying
additional surcharges to cargoes transiting the
Middle East Gulf in the wake of heightened tensions
in the region.

Maersk said it was applying charges of $42 per
teu for dry containers due to “developments in
the current situation in the Arabian Persian Gulf
area’”.

“As a result, we now see a notable impact on our cost
base for our shipping and logistic activities,” Maersk
said in a customer advisory. “Accordingly, to cover
this cost increase, Maersk is introducing the Gulf
emergency risk surcharge for all cargo to and from
Saudi Arabia.”

The surcharge will affect destinations including
Dammam and Jubail in Saudi Arabia, Bahrain,
Qatar, the United Arab Emirates, Kuwait, Iraq and
Sohar and Muscat ports in Oman, and will become
effective from July 10 for non-regulated trades and
August 1 for regulated trades.

Hapag-Lloyd said it would implement a vessel risk
surcharge from July 15 on cargoes via the Middle
East Gulf to and from Bahrain, Iraq, Kuwait,
Oman, Qatar, Saudi Arabia eastern province ports
Dammam and Jubail, and the UAE.
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“As a result of recent maritime incidents that took
place in the Strait of Hormuz, our operating costs for
our services in the Middle East Gulf region have
increased,” it said.

Hapag-Lloyd’s surcharge will also be $42 per teu.
For cargo from China it will become effective from
August 1, while a date is yet to be announced for
cargoes from the US.

MSC, Maersk’s partner in the 2M alliance, has set a
slightly lower $40 per teu charge for cargoes
destined to and from Middle East Gulf ports. The
line said it was “compelled” to add fees “in view of
the tensions in the area”.

MSC'’s charges will be effective on bills of lading
dated from July 8 for non-regulated trades, and
August 1 for US and China trades.

Earlier this week, French carrier CMA CGM became
the first major liner company to introduce a war risk
surcharge for Middle East Gulf transits, citing rising
insurance and operational costs.

The moves follow the attacks on Kokuka
Courageous and Front Altair, on June 13, which
have led to war risk premiums rising sharply after
the region was identified as high risk waters as listed
by the Joint War Committee.
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OPINION

The Interview: Christian R Gonzalez

WHILE competitors seek to reinvent the terminal
operating rulebook, International Container
Terminal Services Inc plans to stay true to its roots
— in more ways than one — as it embarks on its
forward strategy, writes Linton Nightingale.

Christian Gonzalez is the nephew of ICTSI chairman
and president Enrique Razon Jr. He was instated as
the group’s global corporate head at the start of 2019
to oversee day-to-day operations.

His appointment was in keeping with the traditional
family running of the business, but his ‘pure port’
background is what stands him in good stead on
ICTST’s chosen path.

A lack of greenfield and acquisition opportunities
has forced some port operators to think outside the
box in their quest for growth and additional
revenues. DP World, for example, took the unusual
step last year of taking over European feeder
operator Unifeeder, while APM Terminals, now part
of Maersk’s wider transport and logistics arm, has
looked to venture further inland as part of its all-
encompassing customer offering. Others have
followed suit.

But for ICTSI it is not a case of diversify or die,
according to Mr Gonzalez.

Rather, he is adamant that port operations, its bread
and butter, will continue to serve the group’s best
interests.

Manila mantra

The Manila-based company’s longstanding mantra
has been to invest in small to medium-sized
established terminals focused predominately on
gateway cargoes, where there is the promise of
immediate efficiency gains and in turn strong cash
flow potential. Forming partnerships with local
players has been a prominent feature of ventures
past. However, the group has always favoured owning
a majority stake in its terminal investments. The only
exception is its joint venture with Singaporean
operator PSA in the Colombian port of Aguadulce.

Today, ICTSI is involved in 32 terminal concessions
and port development projects in 19 countries
globally.

Its latest forays have largely centred round
greenfield acquisitions, including Australia’s first
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fully automated container terminal in Melbourne,
but for now Mr Gonzalez says such investments will
take a back seat as the group homes in once more on
what it knows best.

“The plan is for fewer greenfields,” he says.

“The ones we got into came at the right time and
maybe took a bit longer to develop than we initially
hoped.

“Now we are switching back to what we’ve always
done, leaning more focus on operating smaller and
medium sized terminals where we can accrue
immediate profits for the company and partners.”

However, he is under no illusion that adding to its
portfolio is not as easy as it once was. Competition is
fiercer and port concessions are a pricy affair,
particularly given the financial clout of ICTSI’s
state-backed Chinese counterparts.

Mr Gonzalez says that it is also not solely down to
the Chinese companies, whether Cosco or China
Merchant Port Holdings, that port ventures have
become increasingly expensive.

“Money is cheap these days, with companies taking
advantage of low interest rates to spur economic
growth. That cheap money has driven up the price of
infrastructure assets,” he says.

“But it also all comes down to selection. Outside of
the ‘Belt and Road’ are the big Chinese players going
to be looking at Papua New Guinea or small
terminals in Central America? Probably not.”

Waiting game

South and Central America, where ICTSI has seven
facilities to its name, including in Ecuador, Brazil
and Honduras, will be the focus for expansion,
according to Mr Gonzalez.

“It is just a matter of the right opportunity coming

”»

up.

West Africa too is of interest, as is Southeast Asia.
Mr Gonzalez singled out Cambodia as a country in
which ICTSI has long sought to gain a foothold. But
by his own admission, “it is a tough nut to crack”.

East Africa meanwhile is on the radar of most global
operators. And ICTSI is no different.
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“Kenya is somewhere that every single player in the
industry from every continent would declare an
interest,” says Mr Gonzalez.

“If they do privatise the second terminal in Dar es
Salaam [Tanzania] for sure we'd be interested. We're
always keeping our eyes open.

“Mozambique, maybe? Or somewhere off the beaten
path like Madagascar, where I have a personal
affinity, having previously headed up operations
there.”

ICTSI will however refrain from competing for
opportunities that arise on mainline routes, due to
the increasing number of carrier-affiliated terminals
serving these trunk trades. These pose another set
of problems for an independent operator such as
ICTSI.

Terminal operators tied to carriers (such as Maersk
and APM Terminals or Cosco and Cosco Shipping
Ports) naturally look to push through as much
business as possible from the wider group, a
scenario that makes it difficult for standalone
operators vying for the same traffic.

“Fortunately, we compete with carrier-owned
terminals in very few places. So, it is about sticking
to that gateway strategy to isolate us from this
issue.”

‘Horses for courses’

The trend among numerous operators in the ports
game, particularly those with liner links, is to extend
their inland offering. However, Mr Gonzalez says
there is little appetite from within ICTSI to follow
their lead.

“In terms of vertical integration, we are not looking
at that as part of our global strategy,” he says.

Similarly, in terms of technology, the group is not
looking to adopt wholescale solutions like some of its
rivals.

“We will continue to be very focused on ‘horses for
courses’, and what each terminal needs specifically.

“We won'’t be investing in any global technology
initiatives. Leaving technology to the professionals
is probably the best way to gain the most benefit.

“You have to ask what the use is for us as a gateway
operator. Is it going to be as simple as not sending
EDI messages any more — if that was the case
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maybe it would be worth it, but until then we’ll stick
to how we currently run our terminals.”

However, automation is one area ICTSI would
embrace.

“It is about understanding the technology, how to
deploy it and implement it when required,” says Mr
Gonzalez.

Semi-automation at the gate is of notable interest
both from a safety standpoint and security,
particularly where small-time corruption is rife, he
says.

“Rather than having a human being at the gate
transacting with the truck driver, you can do it
remotely and offsite. Here there is no way for
someone to pass a buck over or get run over, so you
achieve two very important objectives for using
semi-automated technology which is readily
available and relatively cheap.”

Large-scale automation is also not out of the
question.

In the Philippines, home to the group’s flagship
Manila terminal, which is moving from a developing
nation to the early stages of a developed economy,
there is a growing middle class and more educated
workforce, who are younger and tech-savvy.

“In the past people would take any job they could at
the port but now with the economy booming, there
are jobs in nice offices available to graduates whereas
20 years ago the only option was to become a docker.”

Soon he says there will be a scarcity of dock labour
outside of finance and IT.

“We'’re going to have to bridge that gap somehow. It
will mean having some equipment automated as an
economic necessity, but it will also create a safe
working environment.”

Tried and tested

Another development in the Philippines Mr
Gonzalez is acutely aware of is the country’s
booming manufacturing industry.

Like other emerging economies in Southeast Asia it
is benefiting from the production shift of companies
away from northern China.

The port stands to gain big as shippers reroute
supply chains through the region, especially in the
Philippines.
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However, this trend could be accelerated by if the
US-Sino trade war continues to escalate.

“In terms of total volumes, it would not make a huge
dent, but it would substitute a lot of empties with
laden containers.”

While some operators are remaining cautious in
their outlook for 2019, Mr Gonzalez expects ICTSI to
grow above the market. Not only due to its lack of
exposure to the ongoing trade war and the

uncertainty this is creating, but down to its diverse
portfolio.

“We anticipate a strong [2019] result. There will be
some headwinds, but in a portfolio as balanced as
ours these should be balanced out.”

Indeed, he emphasises that its tried and tested
business model continues to breed success, “so why
should we change?”

ANALYSIS

LNG sector turning to long-term
vessel charters and offtake

LIQUEFIED natural gas companies are shifting
their gaze from the spot market as charter rates and
cargo prices continued to languish following multi-
year peaks.

Australia’s largest LNG exporter, Woodside Energy,
is reviewing a plan to market half of new LNG
volumes on the spot market while LNG carrier
owner-operator GasLog has indicated the intent to
withdraw vessels from a designated spot charter
fleet.

Recent LNG spot cargo prices and charter rates may
have recovered some ground but they are still far off
levels seen during last year’s upswing.

Spot cargo price for August delivery has risen 20%
to $4.80 per million British thermal unit, yet this is
still far off the previous summer-high of $11.60 per
mmBtu, according to Reuters data.

Recent spot charter rates went up to $51,000 in the
Pacific basin, higher compared with $48,000 in late
May but way below a multi-year peak of $200,000
transacted late last year, one shipbroker data
showed.

Against this backdrop, Drewry’s analyst Santosh
Gupta said that LNG shipping companies such as
GasLog may find “trading their vessels in the long-
term market more attractive compared with the spot
market”.

GasLog and GasLog Partners have indicated

that in the coming months they would withdraw
six LNG carriers from a pooled fleet also
comprising Golar LNG’s vessels for trading on the
spot market.
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GasLog chief executive Paul Wogan has said that this
move is supported by “increasing levels of customer
enquiry for multi-month and multi-year charters”.

What has not helped lift spot chartering activity is a
persistent softness in spot trades, which analysts
have largely blamed on a cooler summer season in
the northern hemisphere this year.

But one key LNG exporter is also hinting at pre-
committing larger volumes from previously planned
to long-term offtake.

Woodside’s chief executive officer Peter Coleman
acknowledged the basis of sanctioning Browse and
Scarborough by pre-selling just 50% of their
volumes is now subject to review.

Mr Coleman explained that this plan was based on a
then projected supply gap in 2021 and 2022, which
will support reserving the other half of the new
volumes for spot trades.

But that assumption has since been challenged by
two developments in the LNG marketplace.

He noted that some large-scale projects are getting
sanctioned “without having sold their gas™.

The Woodside CEO is alluding to, among others,
ExxonMobil and Qatar Petroleum’s move on the 16m
tonnes per annum Golden Pass export project in the
US.

The duo have elected to appoint Ocean LNG, a unit
of Qatar Petroleum, to market all LNG output from
Golden Pass instead of pre-selling volumes from the
project.
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Mr Coleman also considered securing long-term
LNG sales as one key to progressing Scarborough
and Browse ahead of a huge pipeline of projects
waiting to be sanctioned.

He expressed concerns over “one or two large US
LNG projects moving very quickly” once the US and
China reached a compromise and resolve a
protracted trade spat.

Cheniere Energy, which was once riding high on the
promise of securing an $18bn long-term offtake from
Sinopec, has maintained the target of sanctioning
the Corpus Christi Stage 3 project in 2020.

Energy and commodity consultancy Wood
Mackenzie estimated in April that some gom tonnes
of new LNG capacity are seeking final investment
decisions this year and next.

What has stimulated such vast investor interest in
LNG capacity building is a widely held expectation
of a supply shortfall emerging in the 2020s.

But if a recent Wells Fargo report is anything to go
by, incremental LNG demand for the next five years
would be met by sanctioning just another 35m to 60
tonnes per annum of new capacity waiting in the
pipeline.

EU told to end protectionist stance
and back Hong Kong Convention

EUROPEAN regulators have been urged to help
ensure the implementation of the Hong Kong
Convention for safe, green ship recycling, rather
than “undermining” it, as the industry faces a
potential surge in scrapping demand due to the cost
for older vessels of complying with new
environmental regulations.

The International Maritime Organization
convention has struggled to muster the signatures
from shipowning and ship scrapping countries
necessary for it to enter force.

So far, just 12 countries have signed up and more
recently the European Commission introduced its
own ship recycling regulation.

The EU regulation has been deemed broadly similar
in its intent, but so far the list of approved yards has
overwhelmingly featured European facilities.

“In the shipping industry, we really want a global
instrument,” Gudrun Janssens, director of maritime
safety and environment for the European
Community Shipowners’ Associations, told a ship
recycling conference in Greece.

“The one that is out there is the Hong Kong
Convention,” she said, adding that the EU regulation
“should facilitate” its adoption.

Ms Janssens said that Brussels had congratulated
itself on imposing “a nice, strict regulation” on
shipowners but the Eurocentric approach was
impractical.

Many European vessels had never traded in Europe
during their working life, “so it does not make any
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sense to bring them to Europe for recycling,” she
said. The aim should be “to ensure global safe and
sound ship recycling.”

A number of speakers at the GMS Ship Recycling
Forum in Athens hailed recent steps forward made
in health, safety and environmental practices in the
recycling industry in Asia, where the vast bulk of the
world fleet goes for demolition.

“Even without the Hong Kong Convention entering
into force, there are lots of positive developments,”

said Ms Janssens. At Alang in India there had been
“amazing progress” just in the last two years.

The forum heard that 77 recycling yards in India,
equating to 59% of the country’s total, are now
working in line with the requirements of the IMO
convention.

But the first two Indian yards to be assessed under
the EU regulation have failed to win approval. When
the list of recycling facilities was updated last
month, yards in Denmark Norway and Turkey were
added to bring the list to 30 EU yards, three in
Turkey and one in the US.

Last year, the entire EU recycling sector scrapped a
total of 82,000 gt, equivalent to two panamax
vessels, said Nikos Mikelis, former head of the IMO’s
marine pollution prevention and ship recycling
section, now an advisor and non-executive director
for GMS, the world’s largest cash buyer of ships for
demolition.

“The tragedy is that while all this progress is taking
place some bureaucratic entity is saying ‘no’,” said

Mr Mikelis.
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He also questioned why the shipping industry is “not
going out and taking this in hand and [telling] the
EC that this is not the way forward”.

Aggressive EC officials

According to Petros Varelidis, an advisor to Greece’s
ministry of Environment and Energy, EC officials
were prone to taking an aggressive stance on the
matter of ship recycling although an earlier draft of
the EU regulation that provided for sanctions was
toned down.

They behave “as if we don’t have the existing ship
recycling regulation but as if their original proposal
was in force — with penalties for shipowners,” he said.

Mr Varelidis emphasised that there were “no legal
grounds to impose any penalties” on shipowners
reflagging their ship for a final voyage to a recycling
yard in Asia.

The stigma of recycling in Asia was now such that
demolition-bound vessels had to be diverted from
certain countries, including “European
destinations”, to avoid “various situations” including
unjustified arrests, claimed Reuben Segal, the
founder and chief operating officer of
AqualisBraemar, which handles a large number of
surveys for demolition voyages.

“The whole industry is being penalised for doing
what I think is a right action. Unfortunately, people

see it as a bad thing,” he said.

In the offshore sector, “key players are scared to get

involved, so rather than doing anything significant
to help the oil and gas industry they let rigs rot”,
with the result that the Gulf of Mexico and West
Africa were becoming “a graveyard for assets”, Mr
Segal said.

Panos Zachariadis, technical director of Atlantic
Bulk Carriers and a member of the Greek delegation
to the IMO since 2004, told the forum that there was
anger in the shipping community about the EU’s
ship recycling policies, coming on top of “a tsunami”
of environmental regulations for the industry.

“As operators we are going to end up having to
comply with two different regulations, the same
thing that happened with the Monitoring, Reporting
and Verification system,” he said.

“My concern is that we are undermining the Hong
Kong Convention.”

There was, however, also good news for
implementation of the Hong Kong Convention.

India has taken an “in principle” decision to accede,
the country’s ambassador to Greece, Shamma Jain,
told the GSM conference.

India has more capacity than any other nation for
ship recycling, although so far this year it has been
outdone by Bangladesh.

Meanwhile, Mr Varelidis told the audience that
Greece’s environmental ministry was also minded to
“proceed with ratifying the Hong Kong Convention”.

MARKETS

Panamax bulkers benefit from strong start
to South American grains season

PANAMAX earnings have been rising, reaching the
highest level since the end of October, due to a
strong grains season in South America.

The average weighted time charter on the Baltic
Exchange was at $13,295 per day at the close on
Friday, up from $12,539 on Thursday. That is the
highest level since October 24 and compares with
$8,795 on June 21 and $4,435 on February 4, the
year’s low.

Fearnleys said it was a “very strong week for
shipowners” as spot rates in both hemispheres
surged.
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“Many owners are trying their best to stay in the
Atlantic, awaiting the rising fronthaul rates,” the
brokerage said in a note.

Commodore Research said the panamax market
“continues to be driven by a large amount of South
American grain and various coal cargoes surfacing
in the spot market”, while also being helped by the
recent rally in the capesize segment.

It maintained a positive view on the market for the
near term.

BullPositions, a grains consultancy in Denmark,
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noted that “favourable crop conditions and a
breakneck harvest progress” of the Safrinha corn
crop has led to an “unprecedented strong start” to
the Brazilian corn export season.

The estimate for June shipments is 2m tonnes, it
said. That is 1m tonnes higher than a previous
record for the month of June.

There is “additional upside potential for an even
stronger East Coast South America corn supply and
exports in the coming months”, according to a note.

The higher shipments should benefit panamaxes as
well as ultramaxes.

Meanwhile, wheat supplies from the Black Sea were
strengthening, given a continued supply crunch in

Australia, BullPositions said, adding that the grain
destined for Indonesia, the Philippines and Vietnam
was looking to set a new record, at 26.5m tonnes
from July 2018 to June 2019.

In the coal market, US-based Doyle Trading
Consultants, now part of IHS Markit, said India
was expected to substantially increase steel
production in the second half of the year, a source
of optimism, as the country was therefore
increasing its imports of coking coal from the US
and Australia.

China’s imports of coking coal were also on the rise,
as the country spends on infrastructure and public

works, according to DTC. It imported 5.92m tonnes
in May, while volumes in January to May were 30%
higher than the same period in 2018.

IN OTHER NEWS

Containerships makes Europe's first
simultaneous bunkering operation
CONTAINERSHIPS vessel
Containerships Nord has become
the first boxship in any European
port to load and discharge while
undergoing ship-to-ship
bunkering at the same time,
according to a statement from
the company.

The procedure — known as
SIMOPS, an abbreviation of
simultaneous operations —
represents an important advance
for operational efficiency, the
CMA CGM subsidiary said.

The event took place while the
vessel was alongside at
Rotterdam on Thursday, with the
collaboration of bunker supplier
Shell and the port authorities, the
statement added.

Libyan ports remain closed, Standard
Club warns

THE Libyan ports of Sirte and
Derna remain closed and vessels
should avoid the surrounding
areas, the Standard Club has said
in an alert to members.

All other ports in the country are
still open, but arrangements to
call need to be made well in
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advance so that local agents can
obtain appropriate clearances,
according to advice from the
marine mutual's
correspondents.

Libya has been unstable since
the insurrection that toppled
President Muammar Gaddafi in
2011. Recent months have seen a
rebel faction controlled by
eastern warlord Khalifa Haftar
make extensive inroads into
territory controlled by the
internationally recognised
government.

Corpus Christi to increase LNG
exports

CHENIERE Energy is set to
increase exports from the Corpus
Christi liquefied natural gas
terminal later this year.

The second of the three-train
Corpus Christi Stage 1 and 2 LNG
project has delivered its first
commissioning cargo, a joint
statement issued by Cheniere
Energy and Bechtel said.

This puts Cheniere Energy, the
largest LNG exporter in the US,
on track to fulfil the long-term
offtake arrangements secured for
the second train.

Hong Kong port tug operator invests
in new high-spec tugs

PORT of Hong Kong's harbour
tug operator Hongkong Salvage &
Towage has added two
newbuildng high-specification
tugs to its fleet, to meet the
future needs of the port.

The Robert Allen-design RAstar
3200 class 6,500 bhp tugs Mai
Po and Sung Kong were
launched recently and will join
HKST's fleet, helping to guide the
bigger and more complex
vessels now coming into the
port.

Speaking at the launch ceremony,
HKST general manager Cliff
Chow said the board noted the
rising trend of ultra large
container vessels two years ago
when they gave their approval for
these vessels to be
commissioned.

Riseborough to retire after 40-year
career in container shipping

ROD Riseborough is to retire later
this month after a career in
shipping spanning more than 40
years, during which he has been
closely involved in some
momentous industry
developments, including the
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abolition of liner conferences in
Europe,

He will be succeeded as chief
executive of Container Trades
Statistics by Peter Webber, a
director of CTS, who will take
over as managing director on
July 15, and become the sole
shareholder.

CTS was set up to compile and
publish price and volume data
covering the container shipping
trades after rate-setting
conferences, which had provided
market intelligence for members,
were banned in the European
trades in 2008.

UK launches maritime innovation

hub

UK PORTS is among the partners
in an innovation hub designed to

boost the UK's significance as a
maritime technology centre.

The Port of Tyne, Nissan, PD
ports, Connected Places
Catapult, consultant Accenture,
consultant Royal HaskoningDHV
and Ubisoft co-launched the
North of England venture.

“The '2050 Innovation Hub' will
see partners collaborate to
develop solutions to the
technological challenges facing
the maritime sector and the wider
logistics industry both nationally
and globally,” the port of Tyne
authorities said.

American Hellenic Hull signs up to UN
agenda

AMERICAN Hellenic Hull
Insurance Company is among
one of the first specialist marine

insurers to sign up to the
Principles for Sustainable
Insurance, a sector-specific
framework launched in 2012
under the UN Environment
Programme Finance Initiative.

The hull insurer, owned by the
American P&I Club and managed
from Cyprus and Greece by
Hellenic Hull Management, was
launched in the market in 2016 as
the first marine insurance
company licensed in Cyprus in
compliance with Solvency |l
capital requirements.

“We are prioritising sustainable
development goals at all levels of
company activity,” said chief
executive llias Tsakiris. "Safety,
security and sustainability are at
the heart of our underwriting and
claims processes.”

For classified notices please view the next page.
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A front row seat for
your entire team

Corporate subscriptions customised to your business.

We validate and filter information from hundreds of sources,
providing your team with trusted insight.

To find out about tailored subscription packages,
speak to one of our representatives

+44 (0) 20 3377 3792 | subscription.enquiry@lloydslist.com
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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 ALS 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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Looking to publish a judicial sale, public notice,
court orders and recruitment?

Please contact Maxwell Harvey on +44 (0) 20 7017 5752
or E-mail: maxwell.harvey@informa.com
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