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Royal Navy will escort UK 
shipping through Strait of 
Hormuz

THE UK HAS SAID it will provide escorts for all British-flagged ships 
that transit the Strait of Hormuz.

Two vessels flying the red ensign are preparing to sail through the strait 
in the next few hours against UK Department of Transport advice issued 
on Monday, but accompanied by Royal Navy frigate HMS Montrose.

The Cayman Islands-flagged chemical tanker Oriental Freesia and 
Bermuda-flagged very large gas carrier BW Nantes are the third and 
fourth British ships to exit the strait with naval support in the last 24 
hours.

They are heading for waters off Dubai, the same location where two 
ships, chemical tanker Sea Ploeg and product tanker Stena Important 
gathered yesterday before making the transit.

The UK Department for Transport advised all red ensign ships to avoid 
the energy commodities waterway on July 19, following the seizure of 
UK-flagged product tanker Stena Impero by the Islamic Revolutionary 
Guard Corps as transited the passage.

While the department has not directly rescinded this advice, the 
updated statement released on Thursday said it would provide a 
military escort for ships flying the Bermuda, Cayman Islands, 
Gibraltar, Isle of Man, the UK and British Virgin Islands.

“Freedom of navigation is crucial for the global trading system and 
world economy, and we will do all we can to defend it,” a Department 
for Transport spokesperson said in a statement.
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“The Department for Transport has therefore 
updated its advice to confirm that the Royal Navy 
has been tasked to accompany British-flagged ships 
through the Strait of Hormuz, either individually or 
in groups, should sufficient notice be given of their 
passage.”

Shipowners Stena Group – which also owned 
Stena Impero – and BW Group defied government 
advice over the past four days to sail their vessels 
through the waters. HMS Montrose shadowed 
their ships.

The offer of naval escorts if requested is a significant 
escalation in aid to British shipping.

HMS Montrose was already deployed in the region 
and is expected to be replaced by HMS Duncan, due 
to arrive by the end of the month.

UK Chamber of Shipping chief executive Bob 
Sanguinetti described the support as “an 
encouraging step” in promoting freedom of 
navigation.

“This move will provide some much-needed safety 
and reassurance to our shipping community in this 
uncertain time. However, we will continue to push 
for a de-escalation of tensions in the region and the 
safe return of our seafarers,” he said.

Some 16.8m barrels per day of crude transits the 
strait of Hormuz, as well as a quarter of the 
world’s liquefied petroleum gas and liquefied 
natural gas.

However British-flagged ships represent a fraction of 
traffic.

Of the 1,005 vessels more than 10,000 dwt that 
entered the strait of Hormuz in the first 24 days of 
July, 21 flew the red ensign, according to data from 
Lloyd’s List Intelligence. Last month, some 30 
UK-flagged vessels were tracked into the region, 
including seven gas carriers, five crude oil tankers 
and eight chemical tankers.

Risk level
On Monday, the UK government said it had 
extended the Level 3 security level for British-
flagged vessels in Iranian waters to include the 

entire Strait of Hormuz. That meant the risk of 
maritime attack is seen as imminent or probable.

Iran is holding Stena Impero and its 23 crew at 
Bandar Abbas port in retaliation for the seizure in 
Gibraltar waters of the Iranian-owned very large 
crude carrier Grace 1 on July 4. The tanker was 
impounded with its 2m barrel cargo of Iranian 
crude as it entered territorial waters to receive 
supplies, because it was sailing for Banias, Syria, in 
breach of European Union sanctions.

Shipowners and operators have been calling for an 
international diplomatic resolution to the impasse, 
rather than risk escalating tension with an increased 
military presence in the Middle East Gulf.

“There’s still a very high risk of seizure of UK-
flagged ships as this would add to Iran’s leverage,” 
Control Risks’ senior analyst Cormac McGarry told 
Lloyd’s List.

The risk would remain high as long as Grace 1 
remains detained, he said, noting that Iran has 
indicated it would release Stena Impero in exchange.

“So this can be resolved with diplomacy,” he said. 
“This was an EU sanctions enforcement mission 
regarding Syria, so a negotiated release of Grace 1 
back to Iran would not be a mission failure.”

Despite the additional military support, some vessel 
owners and operators are avoiding the Middle East 
Gulf.

The VLCC Atlantic Pioneer, which was signalling 
its next destination as Basra and sailing in Gulf of 
Oman waters shortly after Stena Impero was 
taken has now sailed south after spending the 
past four days in waters off Fujairah. Gaslog LNG 
also confirmed yesterday that it had diverted two 
LNG carriers from the region following the 
attack.

There are currently no British crude tankers in the 
Middle East Gulf. Aside from the two tankers about 
to transit, two small boxships, another chemical 
tanker and LPG carrier Kathrine Kosan are the only 
vessels that have been trapped in the region since 
July 19. BW Group sailed the VLGC BW Elm to the 
Qatari port of Mesaieed on July 23.
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New UK prime minister pledges to prioritise 
free ports
FREE ports will be prioritised as a key economic 
measure in the wake of Britain’s departure from the 
European Union, the UK’s new prime minister has 
pledged.

Shipping and the broader maritime industries also 
stand to benefit the ruling Conservative Party’s 
traditional pro-private enterprise orientations, despite 
an outburst in private conversation that saw Boris 
Johnson use a four-letter expletive in relation to 
business.

But what — in general terms — should shipping people 
be expecting from the fledgling administration?

Mr Johnson secured the job by winning a ballot of 
party members, beating rival contender Jeremy Hunt 
by a margin of 92,153 votes to 46,656.

Key appointments so far include Sajid Javid as 
chancellor of the exchequer, Dominic Raab as foreign 
secretary, and Priti Patel as home secretary.

Grant Shapps has been given the transport brief, in 
which capacity he will oversee the work of the 
shipping minister once the name of the appointee is 
known.

Existing shipping minister Nusrat Ghani, who has 
been ubiquitous at shipping events since taking that 
job in January 2018, was a supporter of Mr Hunt, 
which may count against her.

Seen as being on the right of his party, Mr Johnson 
comes to office on the back of pledge to implement 
Brexit by October 31, come what may.

Trade deals
Like many of his political hue, he regards Britain’s 
departure from the EU not as a threat, but rather an 
opportunity to seek new free trade deals with other 
countries across the globe.

This has proved harder to achieve in practice than in 
looks in theory; in the three years that have elapsed 
since the Brexit referendum, the UK has negotiated 
just 12 free trade deals.

Even that figure that includes such economic minnows 
as Liechtenstein, the Faroe Islands and Micronesia.

There is no consensus in the country that Brexit will 
be a good thing in economic terms, and some 
economists even foresee deleterious consequences.

While Britain’s shipping, ports and marine insurance 
interests have all studiously maintained official 
neutrality, many senior figures appear not fully 
persuaded in private conversation.

However, some in the freight-forwarding sector have 
warned of potential disruption on customs clearance, 
thanks to the lack of workers with documentation 
processing skills.

The Road Haulage Association has been more 
outspoken, slamming the government of Mr Johnson’s 
predecessor Theresa May for its “complete and utter 
lack of clarity” and even “ineptitude” on Brexit.

Department for Transport efforts to procure back-up 
ferry capacity to guarantee the continued flow of 
essential supplies has also proved disastrous.

The taxpayer has been left more than £55m out of 
pocket after the cancellation of earlier contracts with 
DFDS and Brittany Ferries, as well as no-ship start-up 
Seaborne Freight.

The bill was further augmented by £33m, after legal 
action from Eurotunnel, which claimed it had unfairly 
been left out of consideration at the tendering stage.

But the maritime industries have in the main 
maintained their readiness for any eventuality, at least 
in their public pronouncements.

Instead, they have argued that the main issue from 
their perspective is the uncertainty of not knowing 
what will happen.

Uncertainty still obtains to some degree; Mr Johnson 
enters 10 Downing Street formally committed to 
seek a renegotiation of the terms of Brexit with the 
EU.

But the odds on a Brexit on World Trade Organisation 
terms have clearly shortened on his appointment, with 
previously discussed possibilities such as UK 
participation in the EU customs union or UK access to 
the single market now dead in the water.

WHAT TO WATCH
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Leaving Europe has been notably bad news for the UK 
Ship Register, which has recently lost about 30% of its 
tonnage, largely because of the Brexit issue. Finding a 
way to reverse the decline and perhaps even resume 
growth will surely be high on the new shipping 
minister’s to-do list.

Interestingly — given how infrequently the maritime 
industries appear on the political radar screen — 
ports feature twice in the short speech Mr Johnson 
gave on the doorstep of 10 Downing Street after his 
elevation to head of government.

“So let us begin work now to create free ports that will 
drive growth from thousands of high-skilled jobs in 
left-behind areas. Let’s start now,” he proclaimed.

He later promised that “the ports will be ready”, 
alongside the banks, the factories, business, hospitals 
and the food and farming sector.

Mr Johnson’s enthusiasm for free ports may have 
been fired by Rishi Sunak, the new chief secretary to 
the Treasury, who has a history of singing their 
praises. He wrote a report on the topic for the Centre 
for Policy Studies think tank in 2016.

Mr Sunak’s ideas include the introduction of free trade 
zones around UK ports, in which goods can be traded 
and manufactured without customs duties or taxes.

The government could also offer tax reductions, a 
lighter regulatory touch, and tax credits.

Cutting red tape
This would be hard to do within the EU, because 
members have to prove that free trade zones do not 
have an adverse impact on trade in another 
member state. But after October 31, the move 
becomes easier.

Free ports have the backing of Tim Morris, chief 
executive of the UK Major Ports Group, who believes 

they are potentially transformational for some of 
Britain’s struggling coastal cities.

“What sits behind this interest is an overdue 
recognition of the role ports and the maritime sector 
more generally can play in growing employment and 
prosperity in coastal communities all around the 
UK,” he said in an email to Lloyd’s List.

“These are communities who often face challenging 
socio-economic conditions and in most part voted to 
leave the EU.”

However, he caveats his comments by stressing that 
free ports should not be seen as a silver bullet, but 
just one of a range of measures to improve 
productivity in the ports sector.

Mark Simmonds, head of policy at the British Ports 
Association, largely concurred.

“We are delighted that the prime minister recognises 
that ports are important regional and national 
economic hubs,” he said.

“Many of the benefits of classic free ports can be 
achieved through existing processes and they will 
not benefit every port, but still have some merit, 
particularly in certain Brexit scenarios.”

Meanwhile, Maritime UK has spelled out its wish 
list to the incoming government in a 1,700 word 
open letter from chairman Harry Theochari.

The umbrella body is seeking naval protection for 
British-flagged vessels in the Gulf; preparation to 
ensure smooth Brexit; free ports; environmental 
measures; and support for white-collar shipping 
support services such as law, finance, insurance, 
arbitration and shipbroking.

Mr Theochari is also requesting a meeting with Mr 
Johnson.

Iran tells UN that seized Stena Bulk vessel 
was in a collision
STENA IMPERO was seized after being involved in a 
collision with a fishing vessel, the Iranian permanent 
mission to the United Nations has claimed.

The fishing vessel was damaged as a result of the 
casualty, and some of its crew were left in a serious 
condition, the diplomats said in a letter to the 
Security Council.

Stena Bulk, owners of the British-flagged tanker, 
this week said it was “not aware of, and nor is 
there any evidence of a collision involving Stena 
Impero”.

The Iranian letter also accused Stena Impero of 
ignoring a warning and of switching off its GPS 
tracker and changing direction.
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Low-sulphur transition target for November, 
says SSA president
THE newly elected president of the Singapore 
Shipping Association has her eyes on November 1 as 
D-day for shipping’s low-sulphur transition.

Caroline Yang, the SSA’s first female president, 
based this prediction on feedback from shipowners.

While NYK Line has stood out to say it will start 
switching from September, others have named 
November 1 as “the magical date”.

“I am working towards the November 1 date,” she 
said during an exclusive interview with Lloyd’s List.

But November 1 is only two months ahead of 
January 1, 2020, when the International Maritime 
Organization will enforce the 0.5% sulphur cap on 
marine fuels carried on board ships with no pre-
installed scrubbers.

This green shipping regulation is set to trigger what 
was once billed by leading pricing agency Platts as a 
trillion-dollar disruption for both the shipping 
industry and refining sectors.

The SSA, which boasts more than 400 members, has 
appealed for support to furnish information on fuel 
specifications and available quantities to mitigate 
disruptions in the shift to the low-sulphur regime.

The Maritime and Port Authority of Singapore in 
responding to the call, has maintained that 
Singapore will have enough supply of compliant 
fuels.

Still, as Ms Yang pointed out, there remains a lack of 
clarity on the volumes that refiners and oil majors 
may offer for the different fuel types expected to be 
in the bunkering mix. That exerts pressure on 
Singapore’s bunkering industry.

Singapore took the lead in rolling out the MFM 
mandate — or the mandatory use of metered 
systems to measure bunkers transferred from sellers 
to buyers — from January 1, 2017.

This mandate has bolstered Singapore’s standing 
and lifted its bunker volumes.

But it also obliges bunker craft operators to 
configure or reconfigure the installed MFMs 
specifically for the marine fuels the barges are 
assigned to supply.

“If we have the information very late, we may 
face more bottlenecks,” said Ms Yang, who is 
concurrently chief executive of licensed bunker 
player Hong Lam Marine. “This is a key concern.”

Lloyd’s List understands oil majors, refiners and 
large trading houses already have a rough idea of the 
numbers likely to be involved following constant 
dialogue, with the bigger shipowners.

However, they are holding this data “close to 
their chests” and this gives rise to an uneven 
playing field, with small to medium-sized 
shipowners disadvantaged from not being in the 
loop.

The SSA, which counts major shipping lines, 
Cosco, Maersk and ONE as among its members, 
has published an IMO 2020 guide to help tide 
the shipping community over the testing 
transition.

Based on a survey conducted with SSA members, 
the guide projected that fuel oil with 0.5% or lower 
sulphur content will make up 42m tonnes of 
Singapore’s marine fuel mix in 2020, up from only 
300,000 tonnes in 2018.

It said that Iran’s Revolutionary Guard took action 
to maintain law and order, and to preserve maritime 
security in the Strait of Hormuz in accordance with 
international rules.

Stena Bulk has said when the vessel was seized on 
July 19 it was “within the inbound traffic separation 
scheme and out-with Iranian territorial waters with 
all required navigational equipment, including 
transponders, fully functioning, in compliance with 
maritime regulations”.

UK has told the UN that the tanker was approached 
by Iranian forces when it was in Omani territorial 
waters and the action “constitutes illegal 
interference”.

“The ship was exercising the lawful right of transit 
passage in an international strait as provided for 
under international law,” Britain’s UN mission wrote 
to the Security Council on July 20. “International 
law requires that the right of transit passage shall 
not be impeded, and therefore the Iranian action 
constitutes illegal interference.”
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Marine gas oil or low-sulphur marine gas oil will 
account for 3m tonnes and fuel oil with 3.5% sulphur 
content just 5m tonnes.

The guide also projected that compliance with IMO 
2020 will slash SOx, or sulphur oxide emissions from 
international shipping by 85% but drive up average 
fuel price by 26% and operating expenditure by 13%.

In 2018, Singapore smashed its own record as the 
world’s top bunkering hub, rounding up the year 

with annual bunker sales of more than 50m 
tonnes.

Fuel oil with 3.5% sulphur content traditionally 
made up the bulk of Singapore’s bunker sales. 
However, a dramatic price surge attributed to 
supply tightness of the fuel has pushed 
shipowners and other bunker buyers to switch to 
compliant fuels sooner than later, Argus Media 
reported.

OPINION

Red ensign is a symbol of peace and 
prosperity — not a target
IT IS TO risk a banality to say Boris Johnson has a 
difficult task ahead of him, writes Bob Sanguinetti, 
chief executive of the UK Chamber of Shipping.

Having secured the keys to Number 10 and 
assembled his Cabinet, he must navigate Britain’s 
departure from the European Union and unite a 
Conservative party split by competing opinion over 
that exit.

More pressing, however, is the need to address a 
growing diplomatic crisis in the Strait of Hormuz.

In recent weeks, against a backdrop of growing 
tensions between the US and Iran, Iranian ships 
have twice confronted a British-flagged merchant 
vessel, in the second case seizing it and bringing it 
into their territory.

The events in the Gulf cannot be divorced from 
what is generally seen as the more important 
discussion, over Brexit and the future of the 
country.

The maritime sector that I represent is one of the 
country’s largest — larger even that the aerospace 
and automotive sectors. It contributes some 
£37.4bn in GDP and supports 957,300 jobs. About 
95% of all British imports and exports, including 
25% of the UK’s energy supply, are moved by sea.

To put it another way, the fates of the country and its 
maritime sector are intertwined. The interests of the 
latter must therefore be protected.

This requires a muscular defence of the ‘Red Duster’, 
the ensign that adorns the UK’s merchant and 
passenger ships.

The flag is not an evocation of a lost era of naval 
greatness (as some may claim), but a symbol of 
peace and prosperity, recognised and respected 
around the world.

Since the early 17th century, it has flown proudly 
above the ships that make up the UK’s merchant 
fleet, and our ability to trade freely with the rest 
of the world owes a debt to the strength of the 
red ensign as a symbol. It bears noting that 
merchant shipping is the spine of the world 
economy, representing almost 70 percent of all 
world trade.

But that red ensign must not become a target.

The Iranian seizure of the British-flagged Stena 
Impero last Friday was a striking reminder that for 
some, the red ensign is merely a flag — one that 
cannot guarantee the safety of the merchant vessels 
that fly it.

What makes matters worse is that the Strait of 
Hormuz, where the ship was taken, has great 
strategic significance. It is a choke point through 
which one-fifth of all the world’s oil moves, as well as 
5% and 13% of British oil and gas, respectively.

Insurance costs
Already we are paying for Iran’s actions to the tune 
of $100,000 to $200,000 per voyage.

War risk cover for hull and machinery for seven days 
in the Gulf has doubled from 0.25% to 0.5% and 
continues to rise.

This is also felt by cargo vessels, and it is no 
exaggeration to say that for a very large crude carrier 
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passing through Hormuz, the cost of seven-day 
insurance may be as high as $500,000.

Though the present crisis is by no means unique to 
the United Kingdom, we have unquestionably found 
ourselves to be the primary target of Iranian 
aggression in the Gulf. And there is no doubt that 
Iran’s actions were illegal: it is a signatory of the UN 
Convention on the Law of the Sea, and maps 
released by the government show that the vessel 
Stena Impero was in Omani territorial waters at the 
time of its seizure.

Crucially, there is no comparison to be made here 
with the seizure of Grace 1, which was done under 
international law for the breach of EU sanctions. The 
Stena Impero was clearly outside Iranian waters and 
legitimately carrying out its business at the time it 
was taken.

The health of global trade relies on our mutual 
commitment to freedom of navigation, and we must 
therefore arrive at a diplomatic, international 
solution with the aim of rapid de-escalation in the 
Gulf.

We welcome the news that there will be a European 
Maritime Mission designed to protect our interests 
in the region, but these initiatives can take months, 
and the need is urgent.

In the intervening period, we must see further 
action with the resumption of normal merchant 
shipping transit as its goal.

We must restore confidence in the security of the 
ships passing through the Strait of Hormuz, and if 

this necessitates the deployment of more naval 
vessels from the international community, we would 
welcome that.

Certainly, we require strong leadership at this time. 
We can also take simple steps aimed at reducing the 
threat level in the Gulf (currently the highest 
possible), which will give the industry and the 
capital markets confidence.

We must continue to engage Iran diplomatically to 
secure the quick and peaceful release of the Stena 
Impero and her crew.

The new government, meanwhile, must co-ordinate 
its efforts with the merchant navy on the provision 
of oversight and support for ships. This will go a long 
way towards managing the threat posed by Iran, and 
mitigating the risk to British-flagged vessels in the 
region.

Just as important is reassurance that there are 
resources available to our merchant navy should any 
further problems arise. We must continue to build 
on the already strong relationships between our 
shipowners and government, with the confidence 
that their concerns will be addressed.

This is not a matter of ‘shipping looking after 
shipping’. Nor is it an overstatement of the problem 
at hand.

As our departure from the EU approaches, it may 
never have been more important to ensure the safety 
of British sea trade. Equally it may never have been 
as important to protect the Red Ensign as a symbol 
of peace, amity and mutual prosperity.

Yard Talk | the rise of state power in 
shipbuilding
A SHIPBUILDER acting as a shipowner and placing 
orders at its own facilities is perhaps not the most 
prudent business practice hoped in our industry. But 
c’est la vie, writes Chichen Shen.

China Shipbuilding Industry Corp, the country’s 
largest shipbuilder, did just so recently. The state-
owned conglomerate ordered 24 vessels, including 
some very large crude carriers and newcastlemax 
dry bulkers, at two subsidiary yards via its ship-
owning arm CSIC Leasing.

Six months ago, its southern cousin China State 
Shipbuilding Corp arranged similar deals involving 

36 newbuildings worth more than Yuan10bn 
($1.5bn).

When CSSC signed the contracts, its leasing unit 
CSSC (Hong Kong) Shipping was applying for an 
initial public listing in Hong Kong with a 
requirement to polish its financial reports.

Whether CSIC Leasing will pursue a similar goal 
remains anyone’s guess, but it should at least think 
twice about any public listing, given the current 
market conditions and CSSC (Hong Kong) 
Shipping’s flagging share price, which is more than 
20% below the debut level.
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Or maybe, there is no need for CSIC Leasing to 
follow suit of CSSC (Hong Kong). Afterall, a merger 
between the pair’s parent companies is officially on 
the agenda under Beijing’s mandate. Instead of 
pleasing investors, it is more to the point for a decent 
volume of vessel orders, regardless who are their 
owners, to serve the policymakers well.

Of course, the self-ordering practice requires a 
financial prowess with which not all shipbuilders are 
equipped.

In the case of CSSC (Hong Kong), its average 
borrowing interest stood at only 4.4% in 2018, 
according to exchange filings. Such a low financing 
cost is impossible to achieve without the 
endorsement of the state parent giant.

By comparison, it is inevitable then for those 
privately run competitors — which cannot even 
attain enough yard loans, such as the recently 
bankrupted Fujian Crown Ocean Shipbuilding and 
Nantong Huakai Heavy Industry — go bankrupt.

But even so, outlook for the shipbuilding sector 
remains challenging amid ebbing demand and 
surplus capacity.

New orders fell 46% year on year globally for the 
first half of the year to 24.9m dwt, according to 
Clarksons’ estimates, while newbuilding investment 
during the same period dropped 24% to $29.2bn

Ka Sam-hyun, chief executive of Hyundai Heavy 
Industries, told the Financial Times recently that the 
trade disputes, coupled with new shipping emission 

rules, had damped shipowners’ ordering appetite. 
He also admitted that the company’s orders this year 
would not exceed those won in 2018.

HHI, South Korea’s largest shipbuilder, is in the 
process of acquiring its smaller domestic rival 
Daewoo Shipbuilding & Marine Engineering, 
with the help of state lender Korea Development 
Bank.

When compared with the CSIC-CSSC marriage, the 
South Korean takeover is facing extra headwinds 
from the trade union’s opposition. However, the two 
deals have one thing in common: they are hardly led 
by the markets.

This is evident from the new ships CISC contracted 
with its own yards and the role that KDB is playing 
in the HHI-DSME tie-up. Such policy-driven 
consolidation has, to some extent, slowed the 
progress in weeding out shipbuilding capacity. It has 
also made states an increasingly important 
participant in the market competition.

So far, the major yards in South Korea have almost 
corned the orders of large liquefied natural gas 
carriers, one of the rare species that still enjoys a 
steady growth in the world of merchant ships. But 
the power of state in the neighbouring country is 
incubating strong rivalry.

Clarksons forecast in its latest LNG shipping review 
that the tankers carrying the fuel would outnumber 
VLCCs by 2026. Well, CSIC has ordered VLCCs at its 
yards this time, for better or worse. It may pick LNG 
carriers next.

Viewpoint: Towards the self-parking ship
WE are told that in addition to the compulsive 
summer viewing of Wimbledon and the cricket 
World Cup final earlier this month, thousands 
enjoyed the Facebook film of the unfortunate 
contest between the port bow flare of the 
containership Soul of Luck and the ship loading 
crane in the Javanese port of Semarang, writes 
Michael Grey.

It was, as all these crane strikes are, an unequal 
contest, the ship winning by a knockout, leaving the 
crane a tangled mass of expensive wreckage, fit only 
for the scrapyard.

The sound effects were terrific, although I would 
have welcomed subtitles to comprehend the urgent 
shouts of the bystanders.

There seem to be rather too many of these so-called 
“allisions” in the confines of ports these days, 
although if you are in the replacement crane 
business, life must be good.

I used to assiduously watch all the video footage of 
ships crashing into quays, knocking down cranes 
and demolishing shiploaders, colliding with berthed 
vessels, terrifying folk in Venice as an alternative to 
frightening diners alongside the Bosporus.

But today there is such a wide choice that I have 
become quite selective in my viewing and tend to be 
influenced by the critics.

Frankly, you can rage all you like and threaten 
hapless shipmasters and pilots with criminal 



Lloyd’s List | Daily Briefing Friday 26th July Page 9

sanctions for the destruction of port assets, but it is 
difficult to know how the situation is going to get any 
better.

The design of ships with great bow (and stern) flares, 
to facilitate bigger deck loads, is not likely to change. 
If you shift the crane rails so that the equipment is 
out of danger, then the crane jibs do not reach the 
far side of the ship. The cranes are already so high 
that in some ports, like Savannah, there are 
complaints from the local aviation authorities.

They used to trundle the cranes down the quay out 
of harm’s way but that means stopping loading in 
adjacent berths and we cannot have that.

All they do is prudently get the drivers out of their 
cabs until the ship is securely alongside and keep 
everyone else well clear. They probably also regularly 
check that their insurance is up to date.

The situation is not helped by all parties — owners, 
charterers, terminals and port authorities — yelling 
at the pilots and ships’ people to hurry up and get 
ships in and out of port faster; turning caution into a 
sin and prudence something that will get you 
marked down on your annual assessment.

There are, I read, exciting things being done by 
scientists and engineers in the field of “automatic 
berthing”.

Might this take the potential for grief out of ship 
handling? Somehow, I doubt it.

Technological flaws
I have a friend who disconnected his “self-parking” 
facility from his posh new car, such was the state of 
abject terror to which he and his wife were reduced, 
as the vehicle, with the device engaged, backed with 
speed and confidence into a space which they were 
convinced was too small.

They just could not bring themselves to trust the 
thing, even though they had paid through the nose 
for the option on the car’s spec.

There are helpful things that makers of equipment can 
do to make life easier, such as the provision of decent 
visual aids, so that those on the bridge know what is 
going on forward and aft of the container stacks.

I saw Doppler docking aids demonstrated once and 
it was very impressive, and doubtless there are 
clever satnav driven devices that have taken over 
that role.

But there is still a great deal riding on good spatial 
awareness, judgement and experience, which is why 
good pilots are worth their weight in gold, and 
probably always will be.

You can have all the electronics, clever sensors and 
automatic aids you like, but you will, from time to 
time, still be dependent upon somebody who knows 
what to do when it all goes pear-shaped.

Automatic docking software will be as much good as 
a chocolate teapot, if the engine refuses to go astern, 
stutters to a stop amid lots of alarms going off, or 
there are gremlins that have got into the pitch 
control, a tug wire has snapped or there is a sudden 
and unanticipated blast of wind from just the wrong 
direction. These things happen more than many 
people seem to realise.

Then it is down to what people call the “human 
element”, with cool, calm and expert people doing 
exactly the right thing to save the day and a lot of 
expensive steel repairs.

You might also say the same about the so-called 
virtues of “remote pilotage” about which certain port 
authorities become regularly overexcited.

Some person sitting in a tower several miles from 
the action will not be much help when there is cry 
from the man on the wheel “she’s not answering the 
helm, pilot!” Especially if the distress is enunciated 
in a different tongue as everyone, it is said, panics in 
their own language.

I am regularly being accused of Luddism, but I 
just wonder whether all the science and 
engineering research into automatic docking, 
autonomy of various kinds and doing away with 
people, might be better channelled into other, 
more useful areas.

Such as designing a container crane that would be 
rather more robust, enabling out of control ships to 
merely bounce off its elastic legs, or shock-absorbing 
fenders.
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LNG tanker count to surpass VLCCs by 2026, 
says Clarksons
LIQUEFIED natural gas carriers, supported by 
strong newbuilding momentum, will outnumber 
very large crude carriers by 2026, Clarksons 
predicted in its LNG shipping review.

Managing director, Steve Gordon noted that some 
$17bn of newbuilding orders have been placed for 
LNG tankers since the start of 2018, driven by 
trade expansion and high day rates for vessels 
trading on the short-term market.

The LNG newbuilding orderbook stood at 141 ships 
with 21.1m cu m or a quarter of the world’s fleet 
capacity.

This strong growth spurt is backed by expansion 
of LNG trades in volumetric and tonne mile 
terms.

LNG met 11% of global gas needs and accounted for 
35% of world trade in 2018, up from 6% and 26% 
from 2000, Clarksons data showed.

Bilateral LNG trade routes also rose to 317 in 2018, 
up from 98, as more countries, notably in Asia and 
Europe, started to import the fuel.

Clarksons projected that LNG trade volumes will 
expand by 8.4% and 7.4% this and next year to hit 
370m tonnes. Tonne miles in the LNG trades will 
also increase 11.5% in 2019 and 12.3% in 2020, the 
brokerage’s research arm said.

It also forecast that China — which is set to overtake 
Japan as the world’s largest LNG importer — will 
expand its LNG imports to 186m tonnes by 2030.  
By Clarksons estimates, China also made up 60% of 
global LNG trade expansion in 2018.

On the flip side, Australia is expected to overtake 
Qatar next year as the world’s top LNG exporter. 
Australia and the US accounted for the largest 
shares of 44% and 33% in export growth last year.

Clarksons also noted an increase in interest in LNG 
as a marine fuel. LNG-fuelled vessels make up about 
16% of the world’s newbuilding orderbook by 
tonnage. By 2020, 3%-4% of the world’s fleet will be 
LNG fuel capable, albeit with LNG carriers still 
making up the large majority.

The number of LNG bunkering ports has also 
increased to about 100, up from only 20 five years 
ago, the brokerage said.

ANALYSIS

Eagle Bulk to purchase six ultramax ships
NEW YORK-listed Eagle Bulk Shipping will launch a 
$100m private note offering to fund the purchase of 
six ultramax vessels.

The company announced the unsecured debt will 
mature on August 2024 and can be fully or partially 
converted into cash, shares of comprising of Eagle 
Bulk’s common stock or a combination of cash and 
shares of common stock.

That $100m may be raised to $115m if the initial 
purchasers of the notes exercise options to buy 
additional notes.

“The company intends to use the net proceeds from 
the offering to fund a portion of the aggregate 
purchase price of up to six modern high-
specification ultramax vessels and for general 
corporate purposes, including working capital,” it 
said.

It did not disclose where it will buy the vessels 
from.

The company owns and operates 46 ultramax and 
supramax vessels.

MARKETS
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IN OTHER NEWS
Australia’s Prelude FLNG begins first 
LPG export
AUSTRALIA’s Prelude FLNG 
exported its first liquefied 
petroleum gas cargo this week, 
joining the country’s growing 
club of LPG exporters.

Lloyd’s List Intelligence’s vessel 
tracking system shows the 2016-
built, 50,350 dwt Secreto was 
loaded at Prelude’s terminal with a 
full cargo on July 21 and is on its 
way to Yeosu port in South Korea.

The cargo is expected to reach 
Yeosu on August 1, and was 
approaching East Timor on 
Thursday.

Total seals 15-year LNG supply deal 
with Benin
TOTAL has sealed a 15-year 
liquefied natural gas deal with 
the Benin government and utility 
company Société Béninoise 
d’Énergie Electrique.

The agreement will see the 
development of a LNG import 
floating terminal and the supply 
of up to 500,000 tonnes per 
annum of regasified LNG from 
Total’s global portfolio to Benin 
for 15 years, starting in 2021, the 

French energy company said in a 
press release. No financial details 
were disclosed.

Total will develop and operate the 
regasification infrastructure that 
will comprise a floating storage 
and regasification unit located 
offshore Benin and an offshore 
pipeline connection to existing 
and planned power plants in 
Maria Gléta.

Vaca Muerta gas field boosts 
Argentina’s LNG export potential
RISING natural gas production in 
Argentina, particularly from its 
Vaca Muerta field, as well as 
competitive global LNG 
transportation costs, are 
expected to boost the country as 
an emerging source of gas 
supply to Asia, according to 
Wood Mackenzie.

“Vaca Muerta’s gas production 
has dramatically changed the 
outlook for Argentinian gas. It is 
already bringing cheap gas for 
local industry and supporting the 
construction of new major gas 
pipelines,” said Wood 
Mackenzie’s principal analyst for 
Latin America gas and LNG, 
Mauro Chavez Rodriguez.

“Nevertheless, not even the 
domestic demand and exports to 
neighbouring countries such as 
Chile and Brazil are enough for 
Vaca Muerta’s gas potential. LNG 
exports could be a solution that 
enables Vaca Muerta’s 
production to continue its growth 
story,” he said.

Costamare doubles profits for second 
quarter of the year
COSTAMARE, the New York-
listed containership owner, 
scored improved charter rates 
for several vessels on top of a 
second quarter of the year 
revenue surge fuelled mainly by 
the expansion of the company’s 
fleet.

“Charter rates for the larger 
containerships continued to 
improve, boosted by service 
upgrades and a reduction in 
supply due to scrubber fittings,” 
said chief financial officer 
Gregory Zikos.

The company said it has 
arranged up to $460m of new 
financing including 100% 
funding to install exhaust gas 
cleaning systems on five of its 
boxships.

For classified notices please view the next page.
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