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Capesize gains spread to 
other segments

GAINS seen in the capesize market over recent days is trickling down 
into other segments, leading the Baltic Dry Index, a benchmark 
indicator for investors, to reach its highest level since January 2014.

According to Deutsche Bank, the dry bulk markets are moving higher, 
led by capesize, which has seen the “sharpest recovery” on record.

The gains in the capesize market, which has the most weighting in the 
calculation of the BDI at 40%, have come about as activity continues to 
ramp up from Brazil. On June 19, Vale said it was allowed to re-open 
its 30m tonnes per year Brucutu iron ore mine.

The capesize market is also benefiting from “increased activity out of 
South Africa as other regions are taking advantage of elevated iron ore 
prices to ramp production and fill the Vale void,” Deutsche’s research 
team said in a report, adding that they expected further improvements 
to come.

The average weighted capesize time-charter on the Baltic Exchange 
climbed to $27,389 per day at the close on Friday, the highest level 
since December 13, 2017.

The BDI was up at 1,865 points on Friday, its highest level since early 
January 2014.

Mid-sized bulkers were also firming due to “strong demand out of the 
Atlantic” combined with a limited availability of vessel supply, 
especially on coal routes, according to Deutsche.

Coal activity was seen ramping up, which is offsetting weakness in 
grains trades, it said, noting that US grain exports dropped 30% to 
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THE UK has been a global maritime leader for 
centuries, driving development, and establishing the 
framework that has built the sector we know today, 
writes UK Maritime Minister Nusrat Ghani.

From the very beginning, the shipping industry has 
been entirely defined by innovation. Ships 
themselves were constantly reinvented, to make 
them faster, stronger and safer, as rival companies 
and countries competed to be the best in the world.

As with all innovation, there are moments that truly 
define an era, completely reshaping the sectors they 
impact.

The maritime sector is no stranger to such moments 
— take shipping containers.

First used in the 1940s by some commercial shippers 
and the US Army, they soon completely 
revolutionised ship design and ownership, altering 
not only the ships themselves, but the ports they 
called at, the infrastructure they required and even 
the shipping routes they enabled.

We have reached another of these moments. A green 
revolution. The way the UK embraces this change 
will define the sector, for the rest of this century. 
Which is why this week I am announcing the 
publication of the Clean Maritime Plan, the UK’s 

route map to clean growth for the maritime sector 
and pathway to zero-emission shipping.

Last year, the UK played an instrumental role in a 
landmark agreement at the International Maritime 
Organization which committed to reducing 
greenhouse gas emissions from international 
shipping by at least 50% by 2050 and to phase them 
out completely as soon as possible in this century.

Two weeks ago, the UK became the first major 
economy to commit to ending our contribution to 
global warming by 2050. And the Clean Air Strategy, 
published in January of this year, seeks to address 
the damaging impact of air pollution on our health.

A global transition to zero-emission shipping is 
under way. This transition, although challenging, 
will present a significant opportunity for economic 
growth in the UK.

Our research suggests that by 2050, the global 
market for alternative fuel production technologies 
could reach £11bn ($13.7bn) per year. By taking this 
action now, the UK can capture a significant share of 
that market, while securing clean air and a healthy 
environment for all.

The commitments we are making today in the Clean 
Maritime Plan lay the ground work for this transition.

WHAT TO WATCH

UK shipping emissions plan is 
an era-defining moment

7.5m tonnes in the week ended June 27 versus a year 
earlier, as the US-China trade tensions continue to 
bite.

According to Fearnleys, fundamentals for the “big 
ships remain robust, with all major miners back on 
stage, enjoying historically high ore prices and 
pushing out as much as possible”.

“Fronthaul and transatlantic trades remain the 
brightest spots, where a shortage of available early 
units has forced major Brazilian exporters to split 
capesize stems destined for China into panamax lots 
at high cost to secure tonnage,” the brokerage said in 
a note.

“The Atlantic still shows no sign of slowing,” the 
Baltic Exchange said of the panamax market.

“Panamaxes fixing for minimum durations within 
the Atlantic on prompt positions are setting the bar 
ever higher as the limited tonnage supply continues 
to cause charterers problems,” it said in a note, 
adding that South America has recently witnessed 
an upturn in rates, as had the Pacific region, with 
period interest strong in all areas.

The average weighted panamax time-charter on the 
Baltic Exchange climbed to $15,536 per day at the 
close on Friday. That’s the highest since December 
2013.

Supramax earnings have meanwhile been rising 
since June 13 to $10,112 per day on the Baltic 
Exchange on Friday from $8,094. The market was 
benefiting from strong demand in the Black Sea, 
according to Fearnleys.
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It is vital that we support innovation, which is why 
we are supporting the establishment of Maritime 
Research and Innovation UK, as well as providing 
£1m grant support for early stage clean maritime 
innovation projects.

We have committed to carrying out a call for evidence 
in 2020, to understand the role of non-tax incentives 
in supporting the transition to zero-emission 
shipping. In addition, we will consult on encouraging 
the uptake of low-carbon fuels in maritime.

We understand that the barriers to this transition 
aren’t just financial. We will work with the Clean 
Maritime Council to identify and support possible 
zero-emission shipping clusters in the UK and we 
are launching the Maritime Emissions Regulation 
Advisory Service next year.

This will provide dedicated support companies 
using zero-emission propulsion technologies, and 
leading innovators will be recognised with a new 
Clean Maritime Award.

The year 2050 may sound like the distant future, 
but there are ships being built today that will still 
be in the water that year.

If we are going to capture the full benefits of 
this momentous change to zero-emissions, we 
need to act quickly. Maritime is a global sector, 
and the international community is already waking 
up to the real opportunity that zero emission 
shipping presents. If the UK is going to be a leader 
in this green revolution, then the time to act is 
now.

Maritime safety in focus amid Iran threats
THE arrests in Gibraltar of two more crew members 
of the seized Iranian tanker Grace 1 has ensured 
that tensions in the Gulf will remain high over the 
coming days.

Less than 24hours after Gibraltar said police had 
formally arrested the master and the first officer of 
Grace 1 on Thursday, it was announced that two 
second mates had also been arrested.

The actions of the Gibraltan police ended a week of 
rising tension as Iran made threats against British 
commercial shipping in the Gulf of Oman in 
retaliation for the detention of the Grace 1 and its 
crew in the Straits of Gibraltar.

As Tehran raised the rhetoric, the UK government 
said it was sending a second warship to the Gulf to 
protect vessels.

“This is a dangerous game and has consequences,’’ 
Abbas Mousavi, a foreign ministry spokesman, told 
state news agency IRNA. “The legal pretexts for the 
capture are not valid... the release of the tanker is in 
all countries’ interest.”

Mr Mousavi said “foreign powers’’ should leave the 
Gulf region “because Iran and other regional 
countries are capable of securing the regional 
security”.

Iran “has repeatedly expressed its readiness to hold 
talks with its neighbours to resolve disputes,” he 
added.

A British warship prevented what the UK 
government said was an attempt by Iranian vessels 
to block the passage of a UK oil tanker through the 
Strait of Hormuz on Wednesday.

“HMS Montrose was forced to position herself 
between the Iranian vessels and British Heritage 
and issue verbal warnings to the Iranian vessels, 
which then turned away,” the Ministry of Defence in 
London said in a statement.

Grace 1 was seized on July 4 by British Royal 
Marines on suspicion of violating European Union 
sanctions against Syria by exporting crude oil to one 
of the country’s refineries.

Police said in a statement that all four of the arrested 
are Indian nationals and that they have been 
provided with legal assistance, telephone contact 
with their families and access to consular services.

Police did not explain why the two specific crew 
members were arrested but said they were being 
held at police headquarters at New Mole House and 
assisting police with inquiries.

The UK said it is deploying HMS Duncan from the 
Mediterranean to join HMS Montrose next week as 
a replacement.

A government spokeswoman said: “As part of our 
long-standing presence in the Gulf, HMS Duncan is 
deploying to the region to ensure we maintain a 
continuous maritime security presence while HMS 
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Montrose comes off task for pre-planned 
maintenance and crew change over.

“This will ensure that the UK alongside international 
partners can continue to support freedom of 
navigation for vessels transiting through this vital 
shipping lane.”

The incident on Wednesday came after days of threats 
by Iranian officials against UK ships in the region in 
retaliation of the seizure of Grace 1 on July 4.

Despite this incident and the deployment of the new 
frigate, industry sources told Lloyd’s List that they 
are unaware of any naval escorts accompanying 
merchnat vessels transiting the strait.

The UK department for transport remained tight 
lipped on the situation.

“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,” a DfT spokesperson 
said.

UK Chamber of Shipping chief executive Bob 
Sanguinetti said that UK shipowners are in regular 
contact with the relevant authorities and agencies 
regarding the security situation in the region.

The UK sees around 30 flagged vessels transiting the 
Strait of Hormuz daily, while 5% of the country’s oil 
and 13% of its gas moves directly through the region.

“While we wholeheartedly back a de-escalation 
within the region, it is also true that British shipping 
must feel confident in its ability to trade through one 
of the most economically important shipping lanes 
in the world,” Mr Sanguinetti said in an e-mailed 
statement.

He said that any action to stop or impede the 
innocent passage of merchant shipping is wholly 
unacceptable and steps must be taken to ensure the 
legal and safe passage of all merchant ships in the 
region.

Gibraltar’s chief minister Fabian Picardo on Friday 
made a formal statement to parliament.

“Last week we acted because we had reasonable 
grounds to believe that this vessel was taking actions 
in breach of established EU sanctions against Syria,” 
he said.

“These actions would be contrary to the law of 
Gibraltar, as the EU sanctions are contained in an 
EU regulation which has been directly applicable in 
Gibraltar since 2012.

“After laboratory testing, the cargo has now been 
confirmed to be 2.1m barrels of light crude oil.

“We will not allow Gibraltar to be used or to be 
knowingly or unknowingly complicit in the breach of 
EU or other international sanctions or for any of the 
matters which our laws prohibit.’’

He said that it was possible the actions taken by 
Gibraltar “may be challenged and tested in the 
courts”.

He said “specific provisions’’ have been taken “to 
allow for such a challenge by any party alleging they 
have a claim to the vessel and its cargo”.

Iran has repeatedly threatened to block the Strait of 
Hormuz if the major oil exporting nation that is 
being pressured by US sanctions is prevented from 
using it.

The US has raised the prospect of an international 
maritime security operation across the Gulfbut has 
released little detail.

The seizure of Grace 1, which remains in detention 
under a court order until July 19, has been 
denounced by Iran as an act of piracy.

The captain and chief officer of Grace 1, which is 
suspected of breaching European Union sanctions 
by carrying a shipment of Iranian crude oil to 
Syria, were formally arrested by Gibraltarian 
authorities hours after the stand-off in the Strait of 
Hormuz.

The British government had already raised the 
threat alert for shipping to its highest before the 
incident involving HMS Montrose.

“Contrary to international law, three Iranian vessels 
attempted to impede the passage of a commercial 
vessel, British Heritage, through the Strait of 
Hormuz,” the MoD said. “We are concerned by this 
action and continue to urge the Iranian authorities 
to de-escalate the situation in the region.”

Reports said several Iranian boats approached the 
suezmax oil tanker and asked it to stop in nearby 
Iranian waters.
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The vessel British Heritage was at the northern 
entrance of the strait when it was approached, 
Reuters reported, citing US officials.

“HMS Montrose, which was also there, pointed its 
guns at the boats and warned them over radio, at 
which point they dispersed,” one of the officials said 
on condition of anonymity. “It was harassment and 
an attempt to interfere with the passage,” said 
another official.

The navy of Iran’s Revolutionary Guard denied 
trying to stop the tanker British Heritage, saying in 
a statement its patrol boats were carrying out 
normal duties, according to the semi-official Fars 
news agency.

“Apparently the British tanker has passed,” Iran’s 
foreign minister Javad Zarif was cited by Fars as 
saying. “What [the British] have said themselves and 
the claims that have been made are for creating 
tension and these claims have no value.”

According to Lloyd’s List Intelligence data, the 
2017-built, Isle of Man-flagged British Heritage had 
previously called at Iraq’s Al Basra anchorage and 
was transiting the Strait of Hormuz eastbound on 
July 10.

It reportedly did not load at Al Basra Oil Terminal as 
planned because it meant sailing too close to Iranian 
waters and instead took refuge off Saudi waters. The 
vessel is now at anchorage off Fujairah.

US warns China to abide by Iran sanctions
THE US has reiterated that importation of oil from 
Iran is a breach of sanctions and warned there will 
be consequences, suggesting a veiled threat of 
sanctions on China.

A State Department spokesman repeated during a 
press briefing on Thursday that Secretary of State 
Mike Pompeo has previously said in April that no 
more sanctions waivers will be granted.

In response to a question on China’s alleged 
continued importation of Iranian oil, she said: “We 
have said very publicly, the secretary has said it here 
from this podium, that we’re going to zero. And that 
countries that don’t abide by US sanctions will face 
repercussions.”

She added: “That goes for China or any other 
country in the world.”

This resurfaces the threat of secondary sanctions on 

China for importing Iranian oil. These have already 
in place for Iranian iron, copper, steel and 
aluminium since May.

The possibility of pressure being raised to impose 
these sanctions for oil from Iran, which would place 
blocking sanctions on anyone that deals with Iran 
as well as foreign financial institutions that process 
any of these transactions, has been present since US 
President Donald Trump imposed these additional 
secondary sanctions in May.

“We expect all countries to abide by US sanctions… 
we’ve gone to zero as it relates to that. And we 
expect every country to abide by that,” she 
concluded.

The US and China are also in the midst of a lengthy 
trade war as Mr Trump pursues his key policy of 
making China trade on a level playing field when it 
comes to tariffs.

Keeping marine pilots safe
WITH the recent attention of the global maritime 
industry firmly directed to environmental issues, 
and the ever moving political and trade climate, you 
could easily overlook maritime safety issues, write 
Richard Ballantyne, chief executive of the British 
Ports Association, and Mike Morris, chairman of 
the UK Maritime Pilots’ Association.

But as UK Seafarers Awareness Week draws to a 
close, we should take the opportunity to promote 
the good things the maritime industry has 

achieved in terms of safety, but also to highlight 
that there are still challenges we need to 
overcome.

A continuing challenge is the sometimes difficult 
process for pilots to transfer to and from the vessels 
that they are tasked with assisting. Most pilot 
embarkations and disembarkations around the 
world are still carried out using a traditional pilot 
ladder, consisting of wooden steps supported and 
secured by side ropes.

OPINION
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Following a number of fatal accidents, the 
International Maritime Organization updated the 
Safety of Life at Sea Convention — Solas V 
Regulation 23 — over a decade ago. That includes 
minimum requirements on pilot ladder 
arrangements and compliance as legal obligations, 
not just an aspiration.

Despite the rules, regular issues with defective pilot 
ladders remain. Results from recent surveys carried 
out by the International Maritime Pilots’ Association 
and, separately, the British Ports Association, 
continue to show that a considerable number of Pilot 
Transfer Arrangements are not compliant with 
legislation.

The reasons for this are many and varied.A 
contributory factor includes a lack of understanding 
of the regulations due to an educational gap, which 
leads to a subsequent lack of knowledge and the core 
seamanship skills required.

The last three annual IMPA safety campaigns 
revealed that while identifications of defective pilot 
ladders have decreased as a proportion of all pilot 
ladder inspections, the actual number of incidents 
has not been falling. Such ladder deficiencies pose a 
risk of serious harm or even fatal injury to pilots.

Further to this, results from the IMPA surveys and 
other similar initiatives consistently record that 
approximately 20% of pilot transfer arrangements 
presented are non-compliant. This figure, which is 
potentially underestimated, means that at least one 
pilot ladder in every five offered is putting a pilot’s 
safety at risk. This is simply not acceptable.

Many ports now require a pre-arrival declaration 
that ‘Pilot transfer arrangements comply with the 
IMO’s requirements’. This declaration may be 

requested either verbally by radio or as part of a 
written statement. Where a vessel is found not to 
have a compliant pilot ladder, it may be denied entry 
by the port until the situation is rectified, 
potentially causing a significant financial cost to the 
shipowner.

On occasions, masters commonly suggest ‘it’s always 
been like that’ or ‘we’ve never had a complaint 
before’, or produce a certificate stating that the 
arrangement is ‘class approved’.

However, with better understanding, pilots are now 
more likely to challenge these statements and 
highlight that class approval does not necessarily 
indicate compliance.

The UK shipping industry has worked hard to 
improve safe practices on board British ships.

This is not the case for many ships from other parts 
of the world and most ships visiting UK ports are 
now internationally registered and owned, meaning 
that UK pilots are regularly greeting ships with 
non-compliant ladders.

In many countries, pilots have a legal obligation to 
report deficiencies they find. However, despite the 
rules and these processes, ships across the globe 
continue to regularly provide substandard or badly 
rigged ladders.

We are therefore calling for further consideration of 
this at IMO level, as progress must be made.

The message to our partners in the shipping 
industry is; let’s use the opportunity of Seafarers 
Awareness Week to highlight that this is still a 
problem and you can definitely do more to raise the 
bar on safety.

The more focused a collaboration, 
the more it is likely to succeed
THE long list of maritime buzz phrases has got a 
new entry — collaboration, writes Richard Clayton.

All conference speakers are expected to mention it at 
least once, although there is no requirement to 
explain how far partnership should go.

It might involve outsourcing a specific component in 
a complex project to two or more companies working 
closely in the knowledge that the result is greater 
than the sum of the individual efforts. Collaboration 

does not signify merger or acquisition, even though 
that might be the consequence.

The implication was recently summed up well by 
Eiichi Hiraga, president of Japan’s Oshima 
Shipbuilding, when he acknowledged that his 
company “could not have come up with this new 
innovative design [on its own].”

The project in question is a next-generation 62,000 
dwt ultramax bulk carrier, which includes optimised 
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propulsion, energy storage, and solar-panels. The 
design will enable owners to claim the Holy Grail: 
compliance with legislation and lower operating 
costs.

Oshima has teamed up with the technology group 
Wärtsilä and the classification society DNV GL.

The project goals included the achievement of low 
emission levels, both at sea and in port, the 
fulfilment of the IMO’s requirements to reduce CO2 
emissions per ship’s capacity-mile by at least 40% by 
2030, and zero emissions during waiting time.

A key objective was to minimise greenhouse gas 
emissions through the application of currently 
available technologies.

Stein Thorsager at Wärtsilä Marine underscored the 
role of partnerships on projects like this one. “Our 
smart marine initiative emphasises collaboration 
between the various stakeholders,” he said, while 
DNV GL sales director Trond Hodne commented 
that shipping needs to pull together if it is to meet 
IMO’s ambitious GHG reduction targets.

Among the other benefits of the design is an option 
to install a hard sail to generate extra propulsion; 
the hard sail system is being jointly developed by 
Oshima and Mitsui OSK Lines.

This is, of course, only one of several examples of 
collaboration under way in shipping. DNV GL is also 
involved in a cross-disciplinary partnership on 

autonomous vessels with Wilhelmsen, the 
Norwegian Maritime Authority and the University of 
South-Eastern Norway, known as USN.

Meanwhile the new UK centre for maritime 
innovation and technology, to be known as MarRI-
UK, will bring together Babcock, BAE Systems, BMT 
group, Cammell Laird, Lloyd’s Register, QinetiQ, 
Rolls-Royce, and Shell plus the universities of 
Newcastle, Southampton, and Strathclyde, and 
University College London.

What links the Oshima/Wärtsilä/DNV GL 
collaboration with the Wilhelmsen/DNV GL/NMA/
USN partnership and the broader MarRI-UK 
grouping is a recognition that all have something to 
bring to the party but that the party — in this case 
clean and green shipping — is bigger than any of 
them. More important is why they are different.

The ultramax bulker project has a single objective: 
to create a vessel that complies with regulations and 
reduces emissions. The Wilhelmsen-led autonomous 
ship project is altogether more ambitious, more 
far-reaching, and more risky. MarRI-UK aims to 
provide a “collaborative vehicle to jointly tackle 
innovation and technology challenges.

One is a single-project collaboration, one is a single-
focus partnership, and one is broad, diverse and 
seeks to influence government policy. It will be much 
harder to align a partnership of industry, academia, 
and government than to drive a collaboration of 
focused expertise.

Threat from digital forwarders exaggerated
THE threat from digital forwarders to traditional 
freight forwarding providers is often exaggerated, 
with most new entrants still needing the right 
infrastructure, processes and people to carry out the 
many physical steps required — which many 
traditional forwarders are complementing with their 
own online offerings — according to two senior 
freight industry professionals.

Asked whether the freight industry is digitalising as 
quickly as it should be, British International Freight 
Association director general Robert Keen 
responded: “Despite spurious headlines about 
forwarders being left behind by technology, the 
reverse is actually true. Many BIFA members have 
invested in technological developments and the 
forwarding industry continues to evolve in step with 
progress.

“I have no doubt that while the convergence of rich 
logistics data streams; new cloud, platform and 
blockchain technologies; and strong market forces 
will give rise to new platform business models in the 
logistics, trade, freight, and maritime industries, the 
freight forwarding sector will be ready, willing and 
able to embrace the opportunities while adapting to 
the changing market structure.”

He believes that BIFA’s freight forwarding and 
logistics company members “will be more than 
capable of leveraging the potential that the new 
these platform systems offer and to manage the 
threat they pose to existing revenue streams. In the 
meantime, I am also sure that they will continue to 
process and deliver the more complex tasks and 
value-added services that the online platforms are 
not geared up to deliver.”
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Andy Cliff, director of the logistics advisory firm 
Straightforward Consultancy Ltd, noted that “some 
forwarders have pushed their online offerings pretty 
hard in the market, for example those who have 
online booking facilities for exporters making air 
and ocean bookings”. But he noted that not all had 
been so proactive, and from the perspective of the 
small to medium-sized importers and exporters that 
his company represents, the online offerings from 
some forwarders were not always what their 
customers needed.

“What we see and have experienced is that many 
forwarders have been extremely slow to provide 
online offerings, and many of these platforms have 
historically been poor in terms of data integrity and 
stability, and have often been designed with very 
little understanding of what many customers 
actually want or need,” he highlighted. “Many 
customers for example, see the provision of online 
booking platforms as a means to reduce workload 
for the forwarder, and to depersonalise a service 
which has always needed a central human element 
in a fluid environment.”

But he agreed that the new online offerings 
promised by a new generation of digital freight 
forwarding disruptors were in many cases 
overblown, noting: “We have also seen the arrival of 
so called ‘digital forwarders’ such as Flexport and 
Zencargo who claim to offer something new. Many 
however, think they are not really that revolutionary, 
and still need the infrastructure, processes and 
people to carry out the many physical steps 
employed by traditional forwarders — who may have 
a fairly robust digital platform or website.”

Asked about the increasing burdens of 
environmental regulations on freight businesses and 
customers, Mr Cliff said: “At SCL, where we deal 
with medium-sized customers with freight spends of 
up to £1m per annum, we are not hearing a great 
deal about environmental impacts to their 
businesses, certainly not from a logistics 
perspective. Of course, logistics providers 
themselves primarily use diesel to power their 
transport fleets, and this will certainly be under 
greater scrutiny in future in terms of their CSR and 
carbon footprint.

“One thing which is evident is that larger customers 
are expecting logistics providers to have a clear and 
robust environmental policy, and this is becoming a 
more prominent part of the decision-making process 
when carrying out tenders.”

Mr Keen responded: “Freight forwarders have seen a 
huge increase in environmental regulations over the 
last decade, affecting many aspects of their 
operations – from how warehouses are designed and 
built, to how packaging is recycled. All of this adds 
costs to the bottom line.

“Next year will see the global sulphur cap on marine 
emissions enter into force on January 1, 2020. 
Shipping lines are already introducing bunker 
adjustment factor (BAF) surcharges, which BIFA has 
described as unjustified and blatant profiteering.

“BIFA members are now faced with the task of 
explaining yet another surcharge to their customers, 
and what the rationale behind it is. The sulphur 
surcharge is bound to be extremely unpopular.”

On preparations for both Brexit and the disruption 
to global trade caused by increasing tariff barriers, 
Mr Keen said freight forwarders “are doing what 
they always have done — continued planning, 
training and refinement of systems and processes, 
trying to help their customers meet the challenges to 
make sure that their supply chains are ready for 
whatever the outcome is. However, they are 
handicapped by a lack of detailed information from 
government and the ongoing political uncertainty.

“It is difficult for companies that typically operate on 
very tight margins to make investments in such 
things as extra staff, training and IT capabilities 
without a clear road map of what Brexit will actually 
look like. There is no certainty that there will be a 
return on any investment.”

Mr Cliff said: “Of course, Brexit is a huge topic and 
there are ramifications for many businesses on both 
sides of the Channel if we end up with a so called 
‘hard Brexit’ scenario on October 31. The group of 
customers who will be most affected are the 145,000 
UK businesses who have to date traded only with the 
EU and are unfamiliar with the Customs entry 
process and associated costs, so this has placed a 
high focus on forwarders who specialise in 
European services.

“In February, in an effort to prevent logjams at ports 
like Dover, the government launched Transitional 
Simplified Procedures, which would allow importers 
to self-declare their imports a month after arrival. 
However, it required 100% take up to function as 
intended and after the delay to Brexit on March 29, 
it was then not tested — and the importer take-up 
was low.
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“Freight forwarders have since used their own 
initiative to prevent trailers being held at port — and 
consequent gridlock of ports and key links such as 
M20 in Kent — by proposing groupage trailer 
unloading under bond at remote Customs 
warehouses, but they have not communicated their 
plans to customers very clearly.”

Regarding trade barriers such as those being 
imposed due to the China-US trade dispute, Cliff 
said freight forwarders “can do little to remove these 
and will see freight volumes reduce until barriers 

are removed or suppliers adjust product pricing to 
mitigate extra duty costs at destination”.

Mr Cliff and Mr Keen are among the team of 
experienced judges assessing entries for the Judged 
Awards categories of this year’s Global Freight 
Awards.

The entry deadline for the Judged Awards categories 
of the Global Freight Awards is 26 July and full 
details can be found here.

The Interview: Jan Rindbo
WHEN I walk into Norden’s headquarters in 
Hellerup, north of Copenhagen in the city’s shipping 
cluster, I am struck by how quiet it is.

Perhaps it is because the almost 250 employees 
working there are beavering away efficiently. Or 
perhaps it is because the building has incredible 
sound insulation, which is surprising given it used to 
be Tuborg’s brewery.

The dry bulk and tanker owner and operator, one of 
the largest in Denmark — as well as one of the oldest 
listed shipping companies, having launched in 1871 
— has been headquartered in the historic building 
since 2008. It is a large space, with light streaming 
in from a skylight roof. A cargo hold-cleaning robot 
sits in the foyer, the only sign that this is a shipping 
company’s base.

Norden’s chief executive Jan Rindbo steps away 
from his standing desk and greets me warmly when 
I enter his office. Historical paintings of ships adorn 
his walls and there are three model vessels on 
display, one of which is a bulker named after the 
company.

Mr Rindbo, who at the age of 45 has been in the 
shipping industry for 25 years — 15 of them working 
abroad — has been leading Norden since 2015 
through what he describes as a major 
transformation.

“Since I joined, we are redefining Norden,” he tells 
me. “You have to do that, you have to rediscover and 
adapt to the world around you.”

That world is becoming more unpredictable and the 
company therefore needs to be able to adjust its 
positions more quickly, he says.

“We are moving much more towards an asset-light 
growth — it doesn’t mean we won’t own vessels, it 
means we will grow our operator business both in 
dry cargo and in tankers,” he explains.

The company’s growth strategy is targeting building 
stronger relationships with other shipowners 
because it is time-chartering in more vessels than 
before, combined with being closer and more 
relevant to customers.

“It is about looking into the future, a business that is 
agile, asset-light, and data-driven,” says the 
executive.

The new approach seems to be bearing fruit, with 
gradually improving results, even as markets remain 
somewhat challenging.

Norden expects an adjusted profit of $25m to $60m 
in 2019.

Vessel count
Norden operates close to 400 vessels — about 300 in 
dry cargo and 100 in tankers. It owns 10% of the 
fleet — 15 bulkers and 35 tankers mostly in the 
handy to medium range size.

While the company has been reducing ownership of 
bulkers, it has been increasing its exposure to the 
tanker market, having bought four vessels in the 
secondhand market in the 12 months to end-June. It 
is also taking in more tankers on charter for one 
year or longer, in preparation for an expected 
upturn.

“We may add more vessels here and there,” Mr 
Rindbo says. “We always have ongoing discussions 
because we take an opportunistic view.

ANALYSIS
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“We are in the business to make deals. It is rare if we 
would not have something on the go.”

Long-term contracts, defined as more than two 
years, on the dry cargo carrying side are mostly 
related to power-generation such as biomass and 
coal, but salt is a commodity regularly carried on 
Norden’s vessels. Grains are also becoming a more 
prominent trade for the company.

“We see data becoming a very important asset for 
Norden going forward,” Mr Rindbo says, adding that 
it already uses millions of data points, algorithms 
and machine learning to predict fuel consumption 
on chartered ships.

The company, which is heavy on research and 
development, is also looking to contribute to 
reducing emissions and has been testing the use of 
100% biofuels on its tankers.

The fuel, which is made from second-generation 
cooking oil that is no longer fit for human 
consumption, is sourced from restaurants, with a 
supplier in Rotterdam.

Towards the end of last year, Norden trialled the fuel 
on a handysize tanker to determine whether it was 
compatible with a regular combustion engine. The 
test, which was carried out on voyages in northern 
Europe, was successful.

A second test was carried out in June on an MR 
tanker to measure whether there were any other 
emissions, such as nitrogen oxides. The results were 
pending at the time of publishing this interview.

“It is a carbon neutral fuel so there are zero carbon 
dioxide emissions, which is fantastic,” Mr Rindbo 
says excitedly, adding that he shares the 
International Maritime Organization’s views about 
cutting emissions by 2050.

Despite challenges with availability, at least “we 
have shown a path towards this long-term target. It 
is actually possible now,” he says.

For the time being, it is installing scrubbers on 20 of 
its owned fleet at yards in Turkey and China.

“We see on tankers, people specifically ask for 
scrubbers,” notes Mr Rindbo, with customers 
prepared to pay a premium.

The busy executive has a small shareholding in 
Norden and sits on the board of Orients Fond, a 
charity run by the company’s largest shareholder 
Motortramp, a Danish family-controlled entity that 
owns just over 30%.

The charity supports maritime innovation, as well as 
helping drug addicts or the poor in Denmark. It also 
supports the Maritime Anti-Corruption Network, 
which is seeing some success in the Suez Canal, 
Argentina, Indonesia and Nigeria.

“It is great to see the profits channelled to the 
shareholder being put to good use,” Mr Rindbo says.

Norden seems a friendly place, with an annual 
summer party held for employees, customers, and 
other guests. It also has a strong programme of 
attracting young people to the industry, taking in 
graduates as trainees every year. A large number end 
up in senior roles.

“The company has a flat organisation and structure. 
People here can work with a great level of autonomy 
so there is room to grow,” says Mr Rindbo, who is an 
avid snowboarder. “If you have the desire, the 
capability, the drive, you can go far.”

However, over the last decade, investors have 
become wary of the shipping industry, which over-
promised and under-delivered, according to Mr 
Rindbo.

“For Norden, we are, through our strategy, 
explaining to our investors, how we are doing things 
differently. We are not looking to catch the next big 
wave of shipping, where rates will go sky-high. We 
are looking for a sustainable business with attractive 
returns over a longer period,” he says.

Ruling could give timecharter owners 
wriggle room on maintenance of class
THE High Court decision that there is no absolute 
obligation to maintain class under bareboat contracts 
is likely to also apply to timecharters, according to 
the lawyer who acted for the winning side.

Stephenson Harwood partner Menelaus Kouzoupis 
said while the development may allow owners to 
avoid actions for repudiatory breach where no 
serious consequences ensue from a temporary lapse, 
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they do not have carte blanche to buck the rules at 
their convenience.

“Our view is that from what the judgment said, and 
what Lord Justice Gross said in the hearing, the 
analogies between timecharters and bareboats are 
compelling,” said Mr Kouzoupis, who acted for Ark 
Shipping in Ark Shipping v Silverburn Shipping 
(IoM).

Standard bareboat contracts are essentially a form 
of finance lease, with responsibility for such outlays 
as fuel, crewing, port fees, maintenance, insurance 
and classification resting with the charterer. By 
contrast, in a timecharter, those responsibilities 
typically lie with the owner.

“Nothing has changed in terms of whose obligation 
[classification] is, that is common knowledge. What 
has been clarified is that if you fail to fulfil the 
obligation and there is no serious damage caused to 
anybody, it will not entitle the other party to cancel 
the contract.”

The case arose after Silverburn chartered the 
newbuilding anchor-handling tug Arctic to Ark 
Shipping on a 15-year amended Barecon 89 standard 
form.

Clause 9 of Barecon 89 requires a bareboat charterer 
to “keep the vessel with unexpired classification of 
the class… and with other required certificates in 
force at all times.”

Several years into the charter, the vessel’s special 
survey was due but, because Ark Shipping had 
allowed the class certificates to expire, Silverburn 
sought to terminate the charter. However, Ark 
Shipping resisted, on the basis that the vessel was 
in drydock and soon to undergo repair, following 
which class would be invited to survey the vessel.

A month later, although now in drydock, the 
vessel was still out of class, and Silverburn sought 
to terminate the charterparty for breach of Clause 
9. Ark maintained that the charter was still
ongoing.

At arbitration, the tribunal held that the 
requirement to keep a vessel with unexpired class is 
not a condition or a warranty, but a so-called 
innominate term, essentially analogous to the 
maintenance obligation.

The classic example of an innominate term is the 
seaworthiness obligation; a vessel can be 
unseaworthy for a very minor technical breach such 
as missing a particular chart, or for very serious 
reasons, such as a huge hole in its hull.

Thus the remedy available to the innocent party will 
vary with on the effect and nature of the breach.

The High Court disagreed with the tribunal, ruling 
that the Barecon clause 9 obligation was indeed a 
condition. But the Court of Appeal overturned the 
High Court.

“What the owners said in this case is that if the 
charterer fails, for any reason, for any length of time, 
to maintain the vessel in class, then that would be a 
repudiatory breach that would entitle the owner to 
say, right, I’m bringing the contract to an end, I’m 
taking my ship back and I’m suing you for damage,” 
said Mr Kouzoupis.

Likewise, if a vessel falls out of class during a 
timecharter, the charterer has a similar claim to 
repudiatory breach.

But Ark v Silverburn seems to establish that 
common sense should prevail in these 
circumstances, especially where a lapse in class does 
not have any serious deleterious impact.

“The judges said, OK, they are in breach of the 
obligation to maintain the ship in class, what’s the 
consequence?

“It’s in drydock, under repair, with class there, with 
no problems with insurance or finances. So what if 
it’s out of class? Nothing has happened.”

There could be other comparable scenarios, for 
instance where clerical error sees a document filed 
with a classification society a day or two late, but 
there is a fire on the ship that night. On a literal 
reading, an insurers could argue that where as the 
ship was not in class, the cover was voided.

The owners’ counterargument was that such a 
stance creates uncertainty, as the parties will never 
know for sure if a lapse of class is serious enough to 
constitute repudiatory breach.

Springburn Shipping is seeking leave to appeal to 
the Supreme Court.
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LA port commissioners reaffirm 
approval of terminal automation
THE global maritime community will doubtlessly 
heave a collective sigh of relief on learning that the 
five-member Board of Commissioners for the Port of 
Los Angeles has reaffirmed its three to two vote in 
support of a permit allowing APM Terminals to 
begin developing automation at its Pier 400 facility.

The firm expressed its own appreciation for the vote, 
saying it “will allow APM Terminals Pier 400 Los 
Angeles to introduce electrification for the benefit of 
our customers, our ILWU partners and the port 
community”.

The firm further said that “by continuing to invest in 
the Port of Los Angeles infrastructure and 
productivity, we will be able to remain competitive 
for the Southern California port community, 
generating economic impact while meeting the clean 
air requirements of the port’s Clean Air Action Plan”.

APMT applied for the permit in order to “install 
charging stations for battery-electric powered 
equipment, scaffolding to create a vertical racking 
system for the refrigerated containers, traffic 
barriers and fencing for drayage hauler safety, small 
antennas for WiFi, and related infrastructure to 
support operation of the equipment at Pier 400”.

The permit sought by APMT had been opposed by 
members of the local community, including 
members of the International Longshore and 
Warehouse Union, since January when it was first 
added to the agenda for the port commissioners.

Under a so-called Coastal Development Plan Level I 
permit, the authority sought by APMT does not 
require approval by the commissioners, but still had 
to be presented to them as a matter of record.

Although the permit itself made no mention of 
automation, the construction of the facilities would 
enable APMT to utilise electric straddle carriers that 
could be operated without humans driving them 
— jobs historically reserved for ILWU workers.

The permit application was withdrawn from the 
commissioners’ agenda in January following the 
appeal by community members who felt that 
automation at Pier 400 would adversely affect the 
local economy due to the significant loss of jobs held 
by dockworkers belonging to the ILWU.

A vote by port commissioners on the community 

appeal was later suspended for several months at the 
request of Los Angeles Mayor Eric Garcetti who 
attempted to mediate between APMT and the ILWU.

But on June 20, the mayor lifted his request and 
port commissioners finally voted by a margin of 
three to two to deny the community appeal, allowing 
the permit requested by APMT to proceed.

However, Los Angeles City Councilman Joe 
Buscaino, who represents the port district, objected. 
He brought the matter to the full City Council, which 
unanimously overturned the port commissioners’ 
vote on June 28 and required them to reconsider 
their decision.

In today’s meeting, however, the port commissioners 
were not minded to change their original positions.

Despite hours of testimony by numerous members 
of the community — including statements from 
local, state and national political figures — the 
council majority was unmoved by the pleas for 
consideration of the economic impacts of the 
planned automation.

Commissioners in favour of allowing the permit 
— Jaime Lee, Edward Renwick and Lucio Moreno-
Linares — kept their focus on the legality of the 
permit sought by APMT without the consideration of 
any socio-economic impacts of automation on the 
local community.

Commissioners Diane Middleton and Anthony 
Pirozzi favoured a further delay of up to a year in the 
awarding of the permit. They wanted to undertake a 
full socioeconomic analysis as suggested by the LA 
City Council on June 28 when it ordered the 
commissioners to reconsider their initial vote.

However, the other three commissioners were not in 
favour of that proposal.

In fact, Mr Moreno-Linares — echoing earlier 
sentiments expressed by Mr Renwick — placed 
blame squarely on the shoulders of the ILWU 
leadership for signing an agreement in 2008 
without, apparently, understanding its implications 
for job losses.

Automation in the Ports of Los Angeles and Long 
Beach is not new. The Long Beach Container 
Terminal is already fully automated and 
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construction is well under way for further expansion 
of the facility. In the Port of Los Angeles, TraPac 
operates a partly automated facility.

While those terminals have paved the way for 
automation in the San Pedro Bay Ports, ILWU 
members fear that the automation of Pier 400 — the 
largest terminal in the port — will create a domino 
effect, leading other terminal operators to follow suit 
up and down the US west coast and across the 
country.

Those fears are shared by California legislators at 
the local and state level. Mike Gipson, a member of 
California’s state legislature has already introduced 
a bill aimed at taking decisions about automation at 
state ports out of the hands of local commissioners 
and into the hands of a three-member group with 
state-wide powers.

The proposed legislation, identified as AB 1321, 
could have a significant impact on the future of 
automation in the state’s ports as it puts a priority on 
preventing adverse economic impact on state and 
local communities — the very point that three 
commissioners declined to consider in today’s 
meeting.

AB 1321 already has been approved by a 66-5 
majority in the state assembly and it passed by a 

seven to one margin earlier this week when heard by 
the senate’s nine-member Committee on Natural 
Resources and Water.

AB 1321 is now headed for the Senate Appropriations 
Committee, which considers bills that “appropriate 
money, result in substantial expenditure of state 
money, or result in a substantial loss of revenue to 
the state”.

Assuming approval of the bill by the Appropriations 
Committee, AB 1321 will then be sent to California 
Governor Gavin Newsome to be signed into law.

While the APMT permit application has now finally 
passed the LA port commission, the issue of 
automation in the state’s ports clearly remains an 
issue. In today’s meeting, the port commissioners 
unanimously recommended further study on the 
socio-economic impacts that automation can have 
on the communities surrounding ports.

For the moment, though, the issue is at rest in Los 
Angeles. APMT officials advise Lloyd’s List that the 
straddle carriers they need to start the process of 
automation will arrive at the port in the coming 
week. They fully expect that ILWU workers will be 
ready to unload the equipment.

“That’s why we employ them,” one said.

AUSTRALIA’S mining giant BHP has issued a tender 
for the supply of liquefied natural gas-fuelled bulk 
carriers for up to 27m  tonnes or one-tenth of its iron 
ore cargoes.

The tender is open to a select group of industry 
leaders, ranging from shipowners, banks and LNG 
fuel network providers. In addition to LNG-fuelled 
transport for the iron ore cargoes, it also seeks new 
solutions to lower greenhouse gas emissions and 
raise productivity in freight delivery, according to a 
statement.

BHP’s vice-president for maritime and supply chain 
excellence Rashpal Bhatti said: “We are fully 
supportive of the International Maritime 
Organization’s decision to impose lower limits on 
sulphur levels in marine fuels.

“While LNG may not be the sustainable homogenous 
fuel of choice for a zero-carbon future, we are not 
prepared to wait for a 100% compliant solution if we 
know that, together with our partners, we can make 
significant progress now.”

Mr Bhatti is alluding to the IMO’s moves to oblige 
international shipping to cut emissions of two key 
greenhouse gases.

From January 1, 2020, carriage of marine fuels with 
more than 0.5% sulphur content will no longer be 
permissible on board ships with no exhaust gas 
scrubbers installed.

The IMO is also targeting a halving of carbon 
dioxide emissions by 2050.

MARKETS

BHP seeks LNG-fuelled transport 
for iron ore cargoes
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LNG emits almost zero sulphur oxide but using LNG 
to replace the current de facto oil-based marine fuel 
will not deliver a 50% reduction in CO2 emissions.

But BHP’s tender calls on interested industry players 
to come forward with holistic proposals to cut ship 
emissions.

Lloyd’s List also understands that the tender did not 
define the time charter period for the bulk carriers 
sought though these vessels are expected to join 
BHP’s chartered fleet from December 2021.

The announced tender follows on from one joint 
project BHP earlier pursued with nine maritime, 
mining and LNG players.

The so-called Green Corridor Joint Industry Project 
delivered two LNG-fuelled ship designs, one for a 
newcastlemax bulker and the other for a very large 
ore carrier, aimed at serving the busy Australia-
China trades.

The tender did not specifically seek proposals based 
on these ship designs, informed sources said. But it 
is likely BHP is after capesize and above bulkers as 
the vessels sought are intended to ply “the busiest 
bulk trade transport route globally”.

BHP is concurrently exploring possibilities with 
other green fuel options. In February, its chartered-
in bulk carrier from NYK Line, Frontier Sky, was 
bunkered with biofuel in a pilot trial conducted at 
the port of Rotterdam.

Additionally, BHP has teamed up with RightShip 
to roll out a CO2 rating system, which is touted as 
having resulted in a 12% reduction in CO2 
emissions from the ships the mining giant chartered 
in.

BHP iron ore cargoes are shipped from Port 
Hedland in Australia. Port Hedland is also one of 
the largest iron ore loading ports in the world.

Total firms up investment and seals 
LNG offtake from Driftwood LNG
FRANCE’S Total has firmed up $500m of 
investment in the Driftwood liquefied natural gas 
project being developed by Nasdaq-listed Tellurian 
Inc.

Tellurian said in a statement that it had secured 
definitive agreements from Total Delaware, Inc and 
Total Gas & Power North America, Inc for the 
investment as well as the purchase of 1m tonnes of 
LNG annually from the project.

Total Gas & Power has also penned another sales 
and purchase agreement for 1.5m tonnes more of 
LNG offtake annually from the Driftwood project. 
The price of these cargoes that will be delivered on a 
free-on-board basis will be pegged to the Platts 
Japan Korea Marker.

In April, Total agreed to purchase shares of Tellurian 
common stock for about $200m, subject to among 
others, a final investment decision for Driftwood. By 
Tellurian’s estimate, its portfolio will attract $907m 
of investment in all from Total when the project is 
sanctioned.

Tellurian’s president and chief executive officer Meg 
Gentle said that the firm intends to make a final 
investment decision on Driftwood this year.

The Driftwood export terminal, which will be built 
near Lakes Charles in the US state of Louisiana in 
the Gulf of Mexico, is designed to produce 27.6m 
tonnes per annum of LNG, or about 4bn cubic feet 
per day of natural gas.

IN OTHER NEWS
Hyundai Samho picks up twin LNG-
fuelled capesize bulker orders from 
H-Line
HYUNDAI Samho Heavy
Industries has sealed a deal to
build two liquefied natural gas-
fuelled capesize bulkers for

H-Line Shipping. Prices were not
disclosed.

The Korean line which took over 
the dry bulk shipping business of 
Hyundai Merchant Marine in 
2016, will use the two 180,000 

dwt vessels on a route between 
South Korea and Australia 
starting in 2022.

This is the second time that 
H-Line has placed an order for
LNG-fuelled vessels with
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Hyundai Heavy Industries unit 
Hyundai Samho Heavy. Last 
October, the mid-sized player 
placed an order worth Won140bn 
($118.9m) for two LNG-fuelled 
bulkers.

DSME signs tie-up deal on engine 
digitalisation with MAN and HSD 
Engine
DAEWOO Shipbuilding & Marine 
Engineering is positioning itself 
for the future with a tie-up to 
work on marine engine 
digitalisation technologies.

DSME has announced it has 
signed a strategic co-operation 
agreement with MAN Energy 
Solutions and fellow Korean 
engine maker HSD Engine to 
develop technologies and 
solutions for the digitalisation of 
marine engines.

The collaboration is set to 
develop new innovative solutions 
to enable remote marine engine 
monitoring and diagnostic 
analysis, which will greatly 
benefit shipowners by enhancing 
the efficiency and safety of 
vessels and marine engines, 
DSME said.

Höegh FSRU wins Cheniere charter
HÖEGH LNG has secured a time 
charter from Cheniere Marketing 

International for a floating 
storage and regasificaiton unit 
being built by South Korea’s 
Samsung Heavy Industries.

The charter is for the recently 
named newbuilding Höegh 
Galleon and will start this 
September on the vessel’s 
delivery from the South Korean 
shipyard.

The vessel will earn a fixed day 
rate under this contract, which is 
timed before an earlier charter it 
secured with Australian Industrial 
Energy’s regasification project at 
Port Kembla.

Samskip names Kari-Pekka 
Laaksonen as chief executive
SAMSKIP, the European shortsea 
and multimodal operator, has 
named Kari-Pekka Laaksonen as 
chief executive officer.

Mr Laaksonen stood down as 
chief executive of Containerships 
in March, following the line’s 
acquisition by CMA CGM.

He succeeds Jens Holger 
Nielsen, who left Samskip to join 
Wrist Ship Supply.

CargoSmart’s GSBN settles on service 
agreements with industry leaders
CARGOSMART has recruited 

partners for its Global Shipping 
Business Network to accelerate 
the digital transformation of the 
shipping industry.

It has signed services 
agreements with major shipping 
industry companies, including 
CMA CGM and Cosco Shipping 
Lines.

Each of the parties has 
committed to providing 
resources to support preparatory 
work required to establish the 
network, which is being billed as 
a not-for-profit joint venture.

Tanger Med volumes to grow by 1m 
teu a year
TANGER Med Port Authority 
expects volumes to grow by 1m 
teu per year as new berths at 
Tanger Med II are brought online.

Last month saw the launch of the 
first phase of APM Terminals’ 
new facility at Tanger Med II, 
which will eventually see the 
capacity whole port complex 
expand to 9m teu per year.

APMT has developed the first 
three berths of its five-berth 
concession, TMPA director 
Rachid Houari told Lloyd’s List in 
an interview at the port’s 
headquarters. 

For classified notices please view the next page.
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