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UK tanker gets military escort 
after Iranian threats

THE SAFETY AND security of British-flagged ships sailing in the 
Middle East Gulf is uncertain after senior Iranian figures repeated 
threatened retaliatory action for the Grace 1 seizure and a British 
warship escorted at least one UK tanker through the Strait of 
Hormuz.

The Isle of Man-flagged Pacific Voyager was accompanied by at least 
two military vessels for part of its journey through the Strait of 
Hormuz after sailing from Ras Tanura, Saudi Arabia on July 7.

The very large crude carrier had loaded a 2m barrel cargo there, based 
on vessel tracking data.

The Ministry of Defence declined to confirm the escort.

Another Isle of Man-flagged tanker, British Heritage, diverted and 
failed to load its 140,000 tonne cargo of crude at Basrah, Iraq, as 
planned on July 4 — the day Grace 1 was intercepted off Gibraltar.

Instead, the vessel headed to Saudi waters where it has remained for 
the past 48 hours. Shell had chartered the ship. Operators BP Shipping 
did not respond to a request for comment.

The escorts and diversions are seen amid hardening Iranian rhetoric 
following the interception and impounding of an Iranian-controlled 
very large crude carrier Grace 1.

The 1997-built vessel, carrying 2m barrels of Iranian crude, remains 
detained until at least July 19.
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GIBRALTAR adopted a regulation that gave it 
sweeping powers to seize vessels suspected of 
breaching European Union sanctions the day before 
it detained the tanker Grace 1.

The seizure has triggered a diplomatic row between 
the UK and Iran, amid claims the detention was 
done at the behest of the US, which has crippled the 
Iranian economy with sanctions on crude and 
petrochemical exports.

Gibraltar’s new regulation, introduced on July 3, 
allows it to designate and detain “specified ships” for 

up to 72 hours if the chief minister has reasonable 
grounds to suspect a breach of EU regulations, 
according to London-based lawyer Maya Lester QC, 
writing in EU Sanctions, Law Practice and 
Guidance.

“The regulation was definitely made to make sure 
that [the Gibraltar government] had the powers to 
do so [detain the vessel],” the lawyer told Lloyd’s List

Crucially, Grace 1 can be held and not released until 
any other legal proceedings in other jurisdictions 
against the owners of the cargo or tanker are settled. 

WHAT TO WATCH

Gibraltar extended ship-seizure powers 
day before tanker interception

Iran’s foreign minister, the chief of staff for Iran’s 
armed forces, and a senior cleric have all publicly 
condemned the action and demanded the vessel’s 
release.

The chief of staff for Iran’s armed forces has said a 
British ship would be taken in retaliation.

Twenty British-flagged vessels of 15,000 dwt or 
above have sailed through the Strait of Hormuz into 
Middle East Gulf waters since July 2, according to 
Lloyd’s List Intelligence data.

This includes a naval auxiliary tanker Wave Ruler, 
which arrived early on July 8, as well as 
commercially-owned liquefied petroleum gas 
carriers, liquefied natural gas carriers, product 
tankers, containerships and crude carriers, data 
show. No other vessels appeared to be bound for 
Basra, which is closest to the Iranian border

The UK Chamber of Shipping said it was working 
with the UK government and relevant departments 
in light of the threats made by Iran.

Maritime security for Iranian waters had already 
been raised by the Department for Transport to the 
highest level (three), signifying exceptional risk, 
said Gavin Simmonds, policy director at the 
Chamber.

“It is highly unusual for level three to be declared so 
we are assessing the implications of level three 
being set to the adjoining waters, and what this 
means in terms of increased threats,” he told Lloyd’s 
List.

“Our interest is not just in UK-flagged ships, this is 
very much an international problem though we 
recognise the exchange of words at the moment with 
Iran is directed at UK interests and specifically that 
means UK flags and shipping.”

Iranian exports of crude have been paralysed since 
May, when unilateral US sanctions on its oil and 
petrochemical industry began to bite. The 
administration did not renew 180-day waivers 
granted to eight countries to import limited volumes 
of Iranian crude on May 1, forcing Iran to sell its 
sanctioned crude at a steep discount, with China and 
Syria the only buyers.

The DfT declined to comment on what advice was 
being provided to UK-flagged vessels, nor whether 
security advice had been upgraded in recent days.

“The Department for Transport, as competent 
authority, regularly provides security advice to UK 
and Red Ensign Group Shipping on how they should 
operate in areas of high risk,” the department said in 
an emailed statement to Lloyd’s List.

As well as the UK flag, this covers ships with the Isle 
of Man, Gibraltar, British Virgin Islands and 
Cayman Islands.

Inquiries to the Combined Group of War Risks Clubs 
about the implications for UK flagged vessels were 
not answered. Additional premiums have risen 
10-fold for vessels entering the Strait of Hormuz and
other areas in the Middle East Gulf after listed areas
were expanded after four tankers were attacked last
May off Fujairah.
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Fujairah struggles to claw back bunker losses
BUNKER suppliers attempting to lure shipowners 
back to the Port of Fujairah have resorted to large 
discounts amid heightened concerns for shipping in 
the Strait of Hormuz.

Data from two pricing agencies showed that one key 
marine fuel oil at Fujairah was being discounted 
heavily in recent weeks.

At Fujairah on July 8, trades of heavy fuel oil with a 
3.5% sulphur content were fixed at $46 per tonne 
below prices offered at Singapore, according to 
Argus Media’s assessment based on actual trades. 
The discount had widened from a band of $10 to $20 
per tonne on previous Fujairah trades.

Platts’ data, based on trades at its daily window, 
reflected the same trend — Singapore’s delivered 

HFO bunker price was assessed at $30.50 per 
tonne higher than at Fujairah. That figure is a 
reversal from Platts’ assessment from the start 
of June, which reflected Singapore’s delivered 
price as $1.75 per tonne lower than that of 
Fujairah’s.

Such heavy price discounting at Fujairah is linked to 
a noticeable slip in the port’s sales volume along 
with other knee-jerk market reactions to the tanker 
attacks in the Gulf of Oman last month.

Shipowners have reportedly hiked rates or refrained 
from sending vessels to the affected area at least 
immediately after the attacks. On the flip side, 
bunker suppliers also face price competition from 
cheaper Iranian sources seeking to enter the market 
using the Middle East Gulf.

The vessel was detained on July 4, since when 
Gibraltar has since been granted court permission to 
hold it until July 19.

The strategic timing of the new regulation signalled 
Gibraltar’s intention to expand its powers before 
impounding the Iranian ship and is certain to 
further inflame tension with Iran.

Gibraltar is already a known as popular jurisdiction 
with maritime legal circles to arrest internationally 
trading ships.

The 1997-built, Panama-flagged tanker was laden 
with 2m barrels of Iranian crude when it was 
intercepted by Royal Marines in a joint operation 
with Gibraltar. The navy used helicopters and 
speedboats to seize the vessel as it slowed in 
Gibraltar and British territorial waters to receive 
supplies.

Gibraltar said the crude was destined for a Syrian 
refinery at Banias in contravention of EU sanctions.

Key Iranian government members have threatened 
to take a British ship in retaliation and on Monday 
foreign minister Mohammad Javad Zarif said the 
UK had “set a dangerous precedent”.

He demanded the vessel be released in a statement 
posted on Twitter.

“Iran is neither a member of the EU nor subject to 
any European oil embargo,” he said. “Last I checked, 
EU was against extraterritoriality,” the tweet said. 
“UK’s unlawful seizure of a tanker with Iranian oil 

on behalf of #B Team is piracy, pure and simple. It 
sets a dangerous precedent and must end now.”

Iran’s armed forces chief of staff, Major General 
Mohammad Bagheri, was quoted by Iran’s semi-
official Tasnim news agency as saying: “Capture of 
the Iranian oil tanker based on fabricated excuses... 
will not be unanswered and when necessary Tehran 
will give [the] appropriate answer.”

Yesterday, the Gibraltar government confirmed the 
cargo was crude oil, supporting its claim that Grace 
1 was heading for the Banias refinery, which is 
owned by an entity subject to sanctions since 2014.

The regulation also gives Gibraltar powers to sell the 
vessel — valued at about $40m to $55m depending 
on its condition — as well as the cargo, worth 
between $115m and $120m based on today’s oil 
price.

These are “very wide powers” that allow for the 
vessel to be detained for up to 72 hours but up to 90 
days “unless proceedings have been started against 
people concerned the cargo or vessel in Gibraltar or 
‘elsewhere’ ”, said maritime lawyer at Tatham & Co 
Stephen Askins.

“So, an action in the US would mean the vessel is 
detained until that is settled,” he said.

The basis for the very large crude carrier’s detention 
is based on a sanctions law enacted in March that 
not only recognised and enforced United Nations, 
EU and UK sanctions, but gave Gibraltar the power 
to make separate designations if necessary.
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Fujairah’s bunker sales for the three months to June 
were 16% lower quarter on quarter, according to 
Platts.

Argus Media’s estimate also pointed to a decline 
although noting that Fujairah’s volume may have 
rebounded to levels before the Strait of Hormuz 
attacks gained international attention.

Platts’ editorial director, Calvin Lee suggested that 
to some extent the alternative demand for HFO or 
high-sulphur fuel oil in the Middle East’s power 
generation sector may cushion Fujairah’s bunker 
industry against the negative spill over from the 
attacks.

However, International Bunkering Industry 
Association’s regional manager, Simon Neo noted 
that Fujairah has experienced a steady decline 
before the tanker attacks as the port has been 
overtaken by Rotterdam as the second-busiest 
bunkering port last year.

Argus Media’s data also suggested that Fujairah’s 
decline began in June 2017 when United Arab 
Emirates and other Middle East Gulf states enforced 
a ban on Qatar-flagged LNG carriers.

Fujairah’s bunker sales have fallen to between 
650,000 and 700,000 tonnes, which is far below the 
peak of 1m tonnes in 2016, before the Strait of 
Hormuz attacks, analyst estimates showed.

New Greek government aims to 
attract foreign shipping outfits
GREECE will focus on creating a friendlier legal and 
fiscal framework for the shipping industry, 
rendering the country attractive for foreign shipping 
companies as well as Greek shipowners, 
IoannisPlakiotakis said after being sworn in as the 
new minister of shipping and island policy.

Formally accepting the reins of the Piraeus ministry, 
which has been kept as a distinct entity by the newly 
formed New Democracy administration of Kyriakos 
Mitsotakis, Mr Plakiotakis laid out his priorities and 
the most shipping-friendly sentiments of any 
incoming government in memory.

“Our first priority is to establish a friendlier legal 
and tax environment for shipping enterprises, to 
facilitate new investments and make easier the 
establishment of foreign shipping companies in 
Greece,” he said.

While the Greek-owned fleet is the world’s largest 
and easily the major fleet in Europe, the framework 
for shipping based in Greece has historically held 
little or no attraction for non-Greek companies.

But during a decade of financial crisis, many 
analysts and pundits have argued that the industry’s 
contribution to the nation’s struggling economy 
could be enhanced by policies that could make it 
attractive as a location for other shipowners and 
managers.

Mr Plakiotakis showed that he is keenly aware of 
the competitive pressures faced by the industry 
— from nations including China, Japan and 
Germany trying to increase their share of the fleet, 

to rival maritime centres such as a post-Brexit UK 
likely to offer even greater incentives for shipping 
companies.

In these circumstances, he said, “it is really tragic… 
that in Greece we are continually increasing taxation 
on all shipping activities”.

The steady decline of the Greek registry, while the 
capacity of the Greek-owned fleet has been rising, 
was “a concern” for the new government.

The government aimed to “immediately” halt the 
flight of Greek-owned tonnage to other flags, such as 
Malta which has managed to attain first place 
among EU flags largely on the strength of custom 
from Greek owners.

Mr Plakiotakis also hinted at reviewing the “very 
high” insurance contributions being paid by 
seafarers, and an overhaul of the country’s maritime 
training system — a perennial priority for Greek 
owners — that has been starved of resources and 
lacked sufficient modern equipment and teaching 
staff.

Another priority was upgrading the country’s port 
facilities and port services to improve accessibility 
as well as connections with the Greek islands.

The new minister also acknowledged the tough 
international environment facing the industry, after 
years of reduced profits and myriad new challenges 
ranging from compliance with environmental 
regulations and new technology, to damaging trade 
wars and need for new financing.
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OPINION

Instex — a short-term fix 
for a long-term problem?
IT HAS been billed as an ingenious new mechanism 
that will allow European Union countries to 
continue trading with Iran, and just possibly keep 
the Iran nuclear deal on life support, but what 
exactly does the so-called Instrument for Supporting 
Trade and Exchanges — Instex — allow?

At first glance, it seems to be good news for both the 
boxship and tanker owners that did business with 
the country prior to the reintroduction of US 
sanctions last year, and the marine insurers that 
covered them as they did so.

Launched last month by the UK, Germany and 
France, Instex has been designed to be a trade 
channel for doing business with Iran despite U.S. 
sanctions. But its impact is likely to be limited, 
according to lawyers and P&I club sources that 
discussed the matter with Lloyd’s List.

Crucially, it will — at least initially — only facilitate 
trade in a limited range of humanitarian, 
agricultural, medical and pharmaceutical goods.

And its financial capacity is limited, perhaps in the 
single-figure millions dollar range at this point, 
according to those in the know.

That is just a small fraction of the €20bn ($22.3bn) 
trade between the EU and Iran seen before Donald 
Trump ditched the pact signed with Tehran in 2015 
after years of laborious negotiations.

Instex has been set up because while US sanctions 
are not binding on entities outside the US, the 
dominance of the dollar in world trade has made 
banks fearful to process payments to and from Iran. 
That has rendered transactions extremely difficult in 
practice.

It works by taking an assignment of receivables due 
to exporters who provide permitted services to Iran, 
other than those that are designated entities for EU 
sanctions purposes.

Instex pays out to the exporter, and then collects the 
money from the Iranian customer.

This isn’t a Cold War throwback barter deal, either; 
Instex will act as a straightforward financial 
intermediary.

Nigel Kushner, chief executive of the W Legal law 
firm, has gained a high profile for his work on behalf 
of Iranian tanker outfit NITC. He says that he is 
aware of deals that are already being negotiated via 
Instex.

Indeed, it has even found at least one bank willing to 
process payments, he believes. The more banks the 
better, of course, but one is all it takes to get the ball 
rolling.

But this will not mean business as used to be usual 
at Kharg Island, he stresses.

“It is entirely legitimate for anyone in the EU to 
purchase Iranian oil, it is entirely legitimate for 
anyone to ship it,” Mr Kushner said. “However, the 
parties who are involved are at risk of becoming 
subject to secondary sanctions.

“It’s unlikely that many players will become involved 
in oil-related shipments at this time, and it would be 
a great surprise to me if Instex would even 
contemplate it.”

Leigh Hansson, a partner in Reed Smith’s global 
regulatory enforcement group, looks at things from a 
different angle. From the US perspective, the issue is 
not the legitimacy of buying Iranian crude but the 
legitimacy of Iran selling it in the first place.

The State Department is keeping a close watch on 
what is going on, and telling them ‘hey, I squared 
this with Instex’ would be unlikely to carry much 
weight.

In effect, anyone lifting Iranian oil is putting a 
marker on their head, making them a perfect target 
for the US to go after.

Nor is the coast clear for container shipping, even if 
it restricts itself to agricultural or medical cargoes, 
Ms Hansson added. Instex has made clear that it is 
not going to be doing any vetting or any screening, 
which will be the responsibility of the parties 
involved.

“If you’re talking about containerships, you don’t 
always know precisely what’s in there,” says Ms 
Hansson. “Unless you can guarantee it is food or 
medicine, shipping companies are really putting 
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themselves at risk by agreeing to participate. They 
are being watched by the US government.”

When all is considered, Instex seems to be largely 
symbolic, maintains Anahita Thoms, head of 
international trade at Baker McKenzie.

“It took a long time to get it almost operational, and 
it is questionable whether it will have a significant 
impact. But more importantly, most companies with 
ties to the US will be reluctant to use it, as they 
might become subject to US sanctions themselves, 
and they’re worried about reputation.”

Mark Church is director of freight, demurrage and 
defence at marine mutual North Club, which 
traditional had a large share of the Iran P&I market 
prior to sanctions.

If approached by a member and asked to cover a 
port call in Iran, the club would consider the matter 
carefully and decide whether it could legally do so, 
he said.

But North is well aware of the extent of US 
sanctions, and Instex doesn’t seem to change much 
on the ground.

Mr Church highlighted the need to keep an eye on 
the fast-moving political context, not least after the 
recent attacks on tankers in the Gulf.

The US recently issued new sanctions covering iron 
and other metals, while Iran itself has said it will 

soon be in possession of enriched uranium in 
quantities over and above what it is permitted under 
JCPOA. Instex may not even survive beyond that 
point.

“Things have moved on, but with the best will in the 
world, I’m struggling to see this as a breakthrough 
for owners and charterers wanting to trade with 
Iran,” he said. “It’s difficult to see that this changes 
anything.”

We’ll give the last word to Brian Boahene, a Dubai-
based partner at Ince.

“You may see an uptick in trade in humanitarian 
cargoes, to the extent that carriers were not 
previously interested in doing that, because of there 
being payment concerns.”

But even that depends on how many companies 
participate and whether critical mass can be 
reached, and it’s hard to see how things can work 
otherwise.

There are often nuts-and-bolts complications, 
he adds, pointing out to one actual case where a 
client was unable to contribute to general average, 
because doing so would have breached sanctions.

“It is those practical issues that are going to 
determine whether trade is going to uptick. That 
makes it difficult to expect longevity from Instex in 
its current form.”

Focus on maritime’s entrepreneurs
IF entrepreneurs form companies to solve a problem 
and capitalise on a gap in the market, then it seems 
shipping’s problems are growing exponentially.

A review of start-ups that have reached maturity in 
the maritime space, published in June by the 
corporate incubator Rainmaking, identified 691 
start-up companies that have collectively raised 
$5.9bn in investment to date.

We have entered a fertile age for innovation and 
entrepreneurship, where a confluence of new 
regulation, an influx of tech-savvy entrepreneurs 
and deep-pocketed venture capital funds intrigued 
by the size and the possibilities of the maritime 
sector’s digital revolution, are collectively creating a 

groundswell of nascent businesses pitching to 
disrupt the status quo.

Add to that the recent proliferation of accelerators, 
incubators and established maritime players — all 
doggedly chasing start-ups as a testing ground for 
viable and scalable new business models — and it 
suggests something of an entrepreneurial explosion.

The reality, however, is likely to end up being a more 
of a slow burn. Yet that’s no bad thing if that 
translates to a more sustainable evolution that will 
benefit the industry in the long run.

Those looking at the adjacent freight forwarding and 
logistics space as a leading indicator of innovation 

ANALYSIS
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investment appetite were left with cartoon dollar 
signs in their eyes earlier this year, when the freight 
forwarding platform Flexport announced a $1bn 
funding round led by the Softbank Vision Fund - the 
Saudi Arabia and Abu Dhabi-backed fund that has 
rapidly become the world’s largest tech investor.

The injection left Flexport with a valuation of 
$3.2bn, effectively propelling it well ahead of long-
established logistics players almost overnight, and 
after just five years in operation.

However, they are not alone. According to venture 
capital trackers Crunchbase, just over $13.4bn was 
invested in venture rounds raised by logistics, 
supply chain management and shipping companies 
last year.

Impressive as that sounds, it represents a fraction of 
the equivalent volume and value of venture capital 
investment seen in other sectors.

Shipping may be riddled with inefficiencies and 
problems ripe for a digital reboot, but the appetite 
for dealing with a traditional, capital-intensive 
industry like shipping — which has lagged behind 
when it comes to embracing innovation — means 
valuations reflect that inertia.

“If Flexport had been doing what they are doing in 
another sector, the valuation would have been two, 
three, maybe four times bigger,” said Erik Lund, 
managing director of Trade & Transport Impact at 
Rainmaking Innovation.

“Shipping start-ups receive a lower valuation than 
their digital counterpartsin other industry verticals. 
Flexport could have been a $10bn company in 
another sector,” he said.

While the pace of start-up activity can be read as a 
promising indicator of innovation and collaboration, 
the realityis that this activity is starting from a 
relatively low base in a sector littered with failed 
experimentation and no historical precedent of 
rewarding first-movers.

Having secured funding, overcome cashflow 
hurdles, pitched, re-pitched and pitched again, any 
start-up hoping to breach the fragmented and 
conservative shipping world must still battle a 
mindset shift from a traditional industry where 
corporates have rarely been rewarded for 
experimenting and failing.

‘Fail fast, fail often’ may be the mantra in Silicon 
Valley among agile developers keen to work 

iteratively - but applied to shipping, such thinking is 
still likely to be seen as a fast-track to Chapter 11.

The reality is that most will not make it past the 
initial round of seed funding - and for those that do, 
even mid-term survival is a rarity.

“From a venture capital perspective, nine out of 10 
companies will failbut the 10th one, hopefully, pays 
for the whole thing,” explained Mr Lund.

That is not a shipping specific metric, but the general 
trend applies, according to Christian Oldendorff who 
launched the digital supply chain-focussed Amplifier 
venture capital fund in 2016.

Of the 14 companies in which he has invested, only 
two have ultimately proved successful. However 
those two have more than compensated for the 
failed investments elsewhere.

Yet where the shipping model is starting to deviate 
from the traditional venture capital powered start-
up models seen in other sectors is the longevity of 
the propositions being pitched.

While risk is generally rewarded in traditional 
venture capital models via significant pay-outs and 
corporate buy-outs before moving on to the next 
round of bets, shipping’s start-up revolution is 
increasingly eschewing the traditional exit strategy 
and looking for a long-term collaboration.

“The traditional VC model is broken. It’s based on 
value extraction and maximisation of profit for the 
shareholders; it’s not based on solving the challenges 
of the industry,” argues Deanna MacDonald, chief 
executive of Blockchain Labs for Open Collaboration 
(BLOC).

As one of the industry’s highest-profile tech 
newcomers, BLOC has spent three years trying to 
convince a traditional industry that value can be 
found in collaboration and long-term problem-
solving.

However, retaining independence has made that a 
much tougher sell than the traditional rapid two- to 
four-year return and exit model favoured elsewhere.

“If you are really trying to solve a problem, it is one 
very long-term approach and not a quick buck exit 
strategy — that model for entrepreneurs is broken,” 
argued Ms MacDonald.

“Problems change over time and, if I am bound by 
VC agreements on the case I made three years ago, I 
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wouldn’t be agile enough to solve the actual 
problems being faced by the industry.

“We’re not going to get rich doing it this way, but we 
will make an impact and we’re not going to be 
selling out. This is about working with partners for 
the long term.”

And it’s not just the start-ups that recognise the 
value in the slow-burn approach to industry 
problem-solving. Start-ups identify repeatable and 
scalable business models. They experiment with 
new technologies, test and iterate potential 
solutions that allow them to develop products at a 
much lower cost than established players.

The ability to effectively outsource failure is also an 
attractive proposition for corporates where 
decision-making is often slow and incumbered by 
bureaucracies and other priorities.

“The industry is waking up to the fact it can’t solve 
all the problems itself… collaboration is essential 
for survival,” said Rainmaking’s Erik Lund.

According to Mr Oldendorff, even the failed 
investments bring value simply because they spark 
new ways of thinking across all the partners 
involved.

The Amplifier fund is one of a new breed of 
investor, less interested in traditional asset-heavy 
busineses, and more focussed on the supply chain 
as an interconnected ecosystem, investing into 
disruptive maritime, logistics and mobility tech.

The model requires industry partners and the aim 
is to achieve long-term impact by driving 
innovation back into the target markets. “It 
requires tech-savvy entrepreneurs to bring the 
right skills to the table, and then we match them 
with the right capital and ideally some early 
adopters,” explained Mr Oldendorff. That doesn’t 
change the model fundamentally. Investors are still 
looking at how they are going to get their money 
back, how fast they are going to get it back — and 
what multiples they are going to get it back in.

Yet while accelerators will continue to proliferate 
and investors will continue to chase their star 
performers in the hope of finding the next 
WhatsApp, Uber or perhaps Flexport, many of 
shipping’s start-ups are looking for more strategic 
investment and long-term partnerships. Even with 
the high failure rate, the process of creating a 
collaborative platform to develop and scale new 
technologies is less about the immediate return and 
more about long-term survival. If the industry 
really is waking up to the fact it can’t solve all the 
problems itself, then creating a space for 
experimentation and innovation may well prove to 
be one of the better investments it has made.

“This model is about collaboration and that is 
essential,” concluded Mr Lund. “Corporates have 
not traditionally been rewarded for experimenting 
and failing, but the challenges now require a new 
way of thinking from everyone. We need to find 
different types of companies and new ways of 
creating them.”

WOODSIDE Energy has announced two 
maintenance shutdowns for this quarter of the year 
at the anchor liquefaction facility of the North West 
Shelf project along Australia’s northwestern coast.

The first planned shutdown for one unidentified 
LNG train will take place from July 26 to August 13, 
according to an announcement on the company’s 
website.

The second shutdown involving multiple LNG trains 
is scheduled for September 5 until October 1.

The Karratha gas plant, which anchors the NWS 
project, boasts five LNG processing trains with an 
export capacity of 16.9m tonnes per annum.

NWS has been operating for more than three 
decades and is touted as having delivered a third of 
Australia’s oil and gas output.

Woodside and five other industry heavyweights 
— BHP, BP, Chevron, Japan Australia LNG (MIMI) 
and Shell hold equal shares in the LNG export 
project.

MARKETS

Australia’s key LNG export project 
facing shutdowns
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Landbridge joins $1bn LNG 
terminal project in China
CHINESE privately run energy player Landbridge 
Group has teamed up with state-owned Beijing 
Energy Holdings to build a liquefied natural gas 
import terminal in eastern China.

The two parties have signed a strategic co-operation 
agreement on the Yuan6.7bn ($973.3m) project, 
which will have an annual receiving capacity of 5m 
tonnes.

Landbridge described its partnership with BEH as 
“a good match”.

On the upstream side, Landbridge boasts overseas 
LNG sources with large reserves in its Australian 
field, while as a downstream player BEH is the 
largest gas and power supplier in Beijing.

In a May interview, Landbridge chairman Ye Cheng 
told Lloyd’s List that he was considering exporting 
Australian LNG produced by Westside Corp, a 
Brisbane-based oil and gas firm acquired by the 
Chinese company in 2014, to China as the country’s 
demand for the fuel surges.

Completion date of the terminal to be built in 

Rizhao, where Landbridge is headquartered, is not 
yet known. Sources familiar with the deal said the 
company may take the opportunity to enter the LNG 
carrier sector.

Landbridge has already expanded from its 
independent refinery background into the maritime 
sector, having built up a fleet of six very large crude 
carriers with four on the water since 2014.

It also acquired a 99-year lease of the Port of Darwin 
in Australia in 2015 and bought a new box terminal 
in Panama’s Margarita Island in 2016, in addition to 
the home-based Landbridge Port in Rizhao, which 
can handle 400,000 dwt ore carriers.

Apart from the LNG terminal, the two partners have 
also agreed to co-operate on other overseas energy 
projects, construction of industrial parks in China 
and other countries, as well as international oil and 
gas trade.

Landbridge said there was “big potential” for such 
partnerships between private and state-owned 
companies, which could further facilitate projects of 
Beijing’s Belt and Road Initiative.

Virginia is first US port to join 
LNG bunker coalition
VIRGINIA has become the first port in the US to 
sign up with SEA\LNG, an industry coalition 
pushing for the adoption of liquefied natural gas as 
a marine fuel.

The port, located on the US east coast, established 
a working group in March to examine the benefit 
and scalability of LNG bunkers for maritime 
trade.

SEA\LNG chairman Peter Keller welcomed the 
Port of Virginia as the coalition’s first US member. 
He added that the US’ rapid rise through the ranks 
as a major LNG exporting country had inspired 

development in LNG bunkering capabilities on the 
country’s east and west coasts.

Additionally, LNG bunkering infrastructure 
developments in the US have benefited from the 
enforcement of the North American Emission 
Control Area.

The ECA, which came into force from August 1, 
2012, imposed a 0.1% cap on sulphur content in 
marine fuels, which is significantly lower than the 
0.5% global cap set to be implemented by the 
International Maritime Organization from January 
1, 2020.

IN OTHER NEWS
Panalpina sets war risk surcharge 
on Strait of Hormuz shipments
PANALPINA’S in-house carrier 
Pantainer Express Line will levy 
a flat surcharge of $52 per teu 

for full container load 
shipments transiting the Strait 
of Hormuz, according to a 
statement published on the 
parent company’s website.

Less than full container load 
consignments will attract a 
similar surcharge of $3 per 
cubic metre, it added.
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The prominent freight forwarder 
insisted that its hand had been 
forced by the war risk surcharges 
introduced by Cosco, Maersk and 
CMA CGM, in the wake of 
increased geopolitical tensions in 
the Middle East Gulf region.

US says drugs vessel may not be 
returned
THE Mediterranean Shipping 
Co-operated vessel at the centre 
of one of the largest drugs 
seizures in US history could be 
taken by the authorities 
permanently, US attorney William 
McSwain has said.

The 9,962 teu MSC Gayane was 
detained last month in 
Philadelphia after US Customs 
and Border Protection officers 
mounted a raid that discovered 
18 tonnes of cocaine with a street 
value of $1.3bn on board.

Six crew members were arrested 
as investigations continue. The 
ship remains anchored on the 
Delaware river.

APMT confirms December start-up for 
Vado Gateway Terminal
APM Terminals confirmed its new 
Vado Gateway Terminal in 
northwestern Italy would begin 
operating on December 12 this 
year, vowing that the VadoLigure 
Port Complex will be one of 
Europe’s “most competitive” 
facilities.

APMT’s commercial team took 
the opportunity of the placement 
of the terminal’s last caisson this 
week to actively engage the 
market, presenting its services to 
key managers in the Italian 
market.

It also seems likely, because of 
recent political initiatives 
between Italy and China, that the 
VadoLigure Port Complex will 
become affiliated with Beijing’s 
Belt and Road Initiative.

China Merchants set to acquire yards 
from CIMC and AVIC International
CHINA Merchants Group is 
pondering the acquisition of the 
shipbuilding and offshore 
engineering businesses of two 
compatriot companies, as part of 
Beijing’s push to consolidate the 
country’s public sector.

CMG is planning to take over 
the assets from China 
International Marine Containers 
(Group) and AVIC International 
Holdings, then merge them into 
its China Merchant Industry unit, 
which is a much bigger rival of 
the former two companies, 
according to Chinese financial 
media Caixin.

CM Industry governs nine ship 
and offshore project yards, 
including China Merchants Heavy 
Industry (Shenzhen) and China 
Merchants Heavy Industry 
(Jiangsu).

Barakah Offshore receives funding for 
restructuring plan
INDEBTED Barakah Offshore 
Petroleum is being bailed out by 
little-known Singapore-based 
firm Lecca Group.

Lecca, which will initially pump in 
RM40m ($9.7m) through a 
combination of purchase of new 
shares and redeemable 
unsecured loan stocks. It will 
also buy Barakah’s pipelaying 
barge Kota Laksamana 101 for 
$21m, which will go towards the 
partial repayment of debt owed 
on a loan for the vessel from 
EXIM Bank, Barakah said in an 
exchange announcement.

The deal will see Lecca 
eventually become Barakah’s 
largest single shareholder with a 
44.87% stake. The company will 
however be granted a waiver 
from making a mandatory 
general offer to take over the 
remaining shares.

Qingdao Port Group to acquire 
neighbouring peer
STATE-OWNED port operators in 
Qingdao and Weihai, both 
situated in Shandong province in 
eastern China, have agreed a 
takeover deal that echoes 
government efforts to drive 
consolidation in the sector, 
according to a statement.

The move will see Weihai Port 
Group become a whollyowned 
subsidiary of its larger rival 
Qingdao Port Group.

The state-owned Assets 
Supervision & Administration 
Commission of the two cities, 
which own the respective port 
companies, have entered into an 
agreement to “gratuitously 
transfer” the entire equity stake 
of WPG to QPG.

Hong Kong hails first female mariner 
to qualify as chief engineer
HONG KONG has produced the 
first woman to attain the rank of 
chief engineer on seagoing 
vessels.

Joanna Kwok, who is the first 
woman to achieve the highest 
engineering officers’ rank, was 
part of the female 5% of the 
already small average cohort of 
10 to 15 cadets from Hong Kong 
each year.

Seafaring positions are divided 
into two main lines: deck officers 
and engineering officers. The 
latter has traditionally been a 
male preserve with its generally 
tougher conditions in the bowels 
of a ship, running and 
maintaining all the heavy 
mechanical and electrical 
equipment.

Calls for release of seafarer held in Sri 
Lanka
THE International Transport 
Workers’ Federation has called 
on the Sri Lankan government to 
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release a seafarer detained in 
the country since 2015.

Ukraine national Gennadiy 
Gavrylov was the master of the Sri 

Lanka-flagged Avant Garde tug 
and supply vessel when it was 
detained while waiting to enter a 
Sri Lankan port after weapons 
were discovered on board.

The ITF said the firearms and 
ammunition were for maritime 
security and piracy prevention. 

Classified notices 
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