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Venezuela expands deceptive 
shipping practices to bolster 
Asia crude exports

VENEZUELA HAS EXPANDED and upgraded its range of evasive 
shipping practices to ship US-sanctioned crude, with rising 
numbers of ship-to-ship transfers seen at hubs in West Africa and 
off Trinidad and Tobago with newly purchased tankers entering 
trades.

Increased spoofing of vessels’ locations, reflagging and renaming of 
tankers, alongside known subterfuge loading areas off Caribbean 
islands and at its main ports in Venezuela are also noted, analysis by 
Lloyd’s List shows.

Turkey, alongside Cyprus and Hong Kong, is also emerging as an 
ownership and operational base for tankers solely deployed in 
Venezuelan trades.

Piraeus-based Edge Maritime, which already deploys four Cyprus-
flagged suezmaxes in Venezuelan trades, added another, 2002-built 
tanker Bear Alcor (IMO: 9224441) in July.

Bear Mizar (IMO: 9224465) is also believed to be with Edge Maritime, 
although its ownership remains unclear. Both tankers were sold by 
Sovcomflot.

Bear Alcor is also linked via its ISM, commercial and technical 
management to an Istanbul, Turkey-based company, Imza Denizcilik 
Insaat Turizm. This is the second time Turkey has been used by 
companies operating or owning Venezeula-linked tankers.
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Former oil trader Murtaza Lakhani’s Singapore-
based Mercantile and Maritime sold a fleet of four 
very large crude carriers to Istanbul-based Medship 
Shipping & Trading in early 2020, shortly after the 
US sanctioned an oil trading arm of Russia’s 
Rosneft.

The VLCCs bought by Lakhani months earlier for 
shipping Rosneft cargoes and crucial to Venezuela’s 
hub-and-spoke operations.

While owned by Lakhani they were briefly deployed 
in early 2020 at anchorage off Lome, West Africa 
with crude transferred to China-bound vessels via 
ship-to-ship transfers. They remain involved in 
shipping Venezuela crude under Turkish ownership.

Another aframax tanker, Clara (IMO: 9231767), sold 
in July, is now managed by Istanbul-based 
Monumont Ship Management, a company that 
shares the same address as the Bear Alcor’s 
registered owner, ISM and commercial manager.

Bear Mizar undertook an STS with Cook Islands-
flagged Melissa Amy (IMO: 9174397) on September 
19 at the Malacca anchorage in Malaysia, Lloyd’s List 
Intelligence data shows.

While the cargo origin is unknown the 1999-built 
very large crude carrier, Melissa Amy, links suggest 
it was connected to Venezuela.

Logistical chain
These apparently disparate tankers are linked by a 
complicated logistical chain of cargo transfers and 
share common traits of prior ownership and in some 
cases traced back to a network of shipmanagement, 
or technical companies.

Before that STS Melissa Amy was last at anchor off 
Lome, West Africa. The tanker has been technically 
managed by Shanghai-based Hightech Marine 
Service since March.

It is also the manager of Bahamas-flagged Clio 
(IMO: 9238052), whose registered owner Wittco, 
provides the same address as Hightech.

Clio’s beneficial owner is listed as Zhang Yong in the 
Lloyd’s List Intelligence database, after ownership 
changed in July.

Its first movements after the sale were west across 
the Atlantic before changing course and arriving off 
Lome. Data shows a likely STS transfer took place 
while its vessel tracking was switched off between 
September 13-15.

Along with other tankers including VLCCs Young 
Yong (IMO: 9194127), Calypso 8 (IMO: 9227479), 
Centuries (IMO: 9206310), suezmax Raven (IMO: 
9205067) and aframaxes Forever (IMO: 9136058), 
Everest (IMO: 9180126) and Lithuania (IMO: 
9252371), Clio is one of many vintage vessels bought 
by Turkish, Hong Kong, Vietnamese or Chinese 
interests for Venezuelan trading this year.

Six of the seven vessels were previously owned by 
Greek owners with prior connections to Venezuela 
before mid-2020. Greece-owned tanker shipped 
about 75% of all crude until the US administration 
used its discretion to selectively sanction six tankers 
in order to discourage further involvement.

The use of anchorages off West Africa and Angola to 
spoof location or undertake ship-to-ship transfers is 
rising.

Tankers that frequently load and discharge 
Venezuela crude including Eagle (IMO: 9185528), 
Mirame (IMO: 9227948) and Ligera (IMO: 
9237072) are spending time at anchor there.

Other tankers such as Forever are tracked in these 
same areas but missing Automatic Identification 
System signals suggest that they have loaded 
Venezuela-origin crude before emerging fully 
laden around the Cape of Good Hope sailing for 
China.

These location and trading patterns suggest they 
may also be spoofing their location, which involves 
manipulating their AIS transponders to show them 
in one place while at Venezuelan ports or 
elsewhere.

Vessel tracking shows Shanaye Queen (IMO: 
9242118) — linked to an aborted transfer of Iran-
origin cargo to a Maersk Tankers-operated vessel in 
January this year — was at anchor off Bonny Island, 
Nigeria for three months until September 21.

That is an unusual trajectory and sailing pattern for 
a tanker of that size, as most STS operations are 
conducted off Lome. Vessel tracking showed the 
tanker did not load any Nigerian cargo.

Tankers linked to Venezuelan trades including 
Vietnam-flagged Jamaica, Future and Melogy are 
seen around Trinidad and Tobago, with the first two 
switching off their AIS in the area.

It is likely they are following the same patterns as 
Ocean Pride 1 (IMO: 9205873), Golden Dragon 
(IMO: 9198666) and Seaprince (IMO: 9241607).
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These are fully laden tankers sailing for China or 
anchorages off Malaysia that appear to have loaded 
in international waters east of Trinidad and Tobago. 
All or some may have spoofed their location.

All form part of a subterfuge fleet of some 170 
tankers identified by Lloyd’s List as being involved in 
US-sanctioned shipping Iranian or Venezuelan 
crude, condensate and refined products. Only a 
handful have been designated or identified by US 
authorities.

Most are vintage vessels bought by single-purpose 
companies since sanctions were imposed and 
frequently changes names and flags to further 
obfuscate their identity and ownership alongside 
deceptive shipping practices that disguise the origin 
and destination of cargo.

This makes the volume of Venezuelan crude exports 
difficult to determine with estimates ranging 
between 120,000 barrels per day and 400,000 bpd 
in any given month.

WHAT TO WATCH

The BDI: Back to 2008, but in a good way
THE Baltic Dry Index has an entirely deserved 
reputation as the kind of roller coaster ride that can 
make your heart stop even after fairground 
attractions begin to pall.

But some levels are what journalists pressed for 
instant comment like to call ‘psychologically 
important’.

So what should we make of the news that the BDI is 
back to a magnitude last seen 13 years ago?

As those who were around at the time will testify, 
2008 was a time of tumult that no participant will 
ever forget.

The 4,717 the BDI clocked in recent days is 
comparable to September of that far-off year. The 
key difference is that the trend then was falling 
sharply, rather than rising as it is now.

Just four months previously, the index had stood 
little shy of 12,000, and rates for capes were topping 
$200,000/day.

The newbuilding orderbook went nuts, in what 
amounted to a bulk carrier arms race. Orders were 
frequently flipped, sometimes more than once, at 
ever higher prices.

Chief executives of trading houses promised us an 
endless supercycle, and that rhetoric was often 
swallowed wholesale, with nary a heed to the 
famous Mandy Rice-Davies Applies principle.

Just months later, the world was looking a different 
place, with subprime mortgage crisis tanking the 
value of complex derivatives that were poorly 
understood even by those who took margins on 
buying and selling them.

Lehman Brothers collapsed and numerous other 
financial institutions in many countries were 
deemed too big to fail and had to be bailed out.

This was one of the pivotal happenings of the 21st 
century so far, and instrumental in the chain of 
events that led to the rise of populist politics. But 
that’s another story.

Fast-forward to 2021, via a decade and more of some 
of the leanest years the industry has ever 
experienced.

Capes are now making $75,000/day, which is 
pleasingly healthy money after an extended period 
of pain. To top it all, a rising tide is lifting all 
bulkers; charterers who can’t find a capesize to book 
settle more or less happily for two panamaxes 
instead.

The trajectory is upwards, reflecting a tight market, 
low fleet growth and recovering post-pandemic 
demand, not just from China but the rest of the 
world too.

Congestion has driven rates higher, as ships are tied 
up for longer due to the covid-related restrictions at 
ports.

In what may be a first for the shipping industry, 
there is even a commendable degree of orderbook 
restraint, perhaps on account of decarbonisation.

Owners face uncertainty over which technology to 
opt for and don’t want to be caught out by the first-
mover syndrome. And as is always the way when 
spot rates are high, scrapping rates are low.

The bulls out there even think capes will hit 
$100,000k by the end of the year, especially if China 
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is forced to lift restrictions on Australian coal, if 
only because of its need for electricity generation.

This is some way short of the lunacy of 2008. Even 
so, the savvier children of dry bulk owners may find 
it advantageous to go big on their demands to Santa 
Claus this time round.

But the BDI no longer represents all segments. In 
particular, the handy element - which includes all 
minor bulks such as cement, steel, and fertilisers 
- was stripped out of the calculations about three 
years ago.

Moreover, it is not a given that demand from China 
will continue unabated. The wobble over the 
Evergrande bond default seems to have been resolved, 
without state intervention. Sometimes communists are 
truer to Schumpeter than capitalists are.

Even so, there are longer-term questions about the 

Chinese economy, which many economists see as 
overly dependent on a property boom that is 
palpably slowing, as Beijing rails against the 
‘malicious price-cutting’ that has knocked 30% off 
the price of an apartment in some cities.

Nor are high dry bulk rates good news for everyone, 
of course, not least those in poorer countries, for 
whom a hike shipment costs mean inflation in the 
price of staple foodstuffs.

The best advice for shipowners seems to be to make 
a bit of money while the going is good, but not to get 
carried away.

After all, we are still little more than five years 
away from the BDI’s historic low of 290 in early 
2016.

Roller coasters can be a lot of fun. But most grown-
ups tire of them eventually.

Do the economics of carrying 
boxes on bulkers stack up?
GIVEN the rapid rise in bulker freight rates, 
especially for capesizes, is the carriage of containers 
now looking less likely?

The novel trade, while technically possible, would 
require careful consideration and planning, not to 
mention time, given that bulk carriers were not 
designed to carry boxes. Logistics would also need 
to make sense, which is no small feat.

With spot capesize rates hitting the $74,000 per day 
mark, key operator Oldendorff said it has lost 
interest in the trade. If the daily rates dropped to 
$30,000 or below, it may be more inclined to see it 
through.

That echoes the view of a big charterer, who said 
that capesizes would have to be “significantly” lower 
from where they are today, or the difference between 
container rates and bulk rates to be sufficiently wide, 
for owners to manage the hassles involved with 
taking on the new risky trade.

While enquiries for boxes to be moved from China to 
the US were still being made for the smaller-sized 
bulkers up to ultramax, the volumes and bookings 
were limited. No fixtures have yet been reported for 
the bigger-sized bulk carriers.

John Michael Radziwill, chief executive of C 
Transport Maritime, owner and operator of capesize 

and supramax tonnage, told Lloyd’s List that in the 
current “rewarding” market for dry bulk owners, it 
does not make much sense to move to the container 
market.

“Of course, the scenario might change going 
forward, as it is just a matter to compare the 
earnings between the two segments,” he said, adding 
that by making a dry bulk vessel ‘container ready’ 
you are ‘buying’ an option to quickly move between 
the two markets which can in turn be very lucrative.

“Having said that we do not believe it is something a 
dry bulk owner should absolutely do, just that the 
logic in pursuing this opportunity is sound.”

According to shipping association BIMCO, 
breakeven for bulker owners would be $5m, 
assuming offers of $5,000 per box, a voyage of 10 
days and the carriage of 1,000 boxes

That is in line with current dry bulk freight rates for 
a capesize carrying 200,000 tonnes of say iron ore 
from Western Australia to China, excluding the 
impact of congestion, and owners would need 
considerably higher offers from charterers or 
shippers to make it worth the while, said its chief 
shipping analyst Peter Sand.

The breakeven estimate assumes both short 
fronthauls, performed in a safe manner, and all else 
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being equal. The calculations change if it is only a 
backhaul trade, taking loaded boxes and not used for 
repositioning of empties.

Owners will need to consider the merits on a case-
by-case basis, factoring in where is the ship, do they 
need to reposition it and can they do it while 
carrying boxes, Mr Sand added.

Norway-based Golden Ocean said it had not dropped 
the idea and was still working with class and in-
house commercial and operational teams, although 
it was looking less lucrative now with spot capesize 
rates going through the roof.

Some of its vessels were container-proof which 
meant that less work was needed to adjust them, but 
it still required class and other approvals, which 
could take up to a fortnight.

“This is a side-business and is not a driver of the 
market,” said the company’s chief executive Ulrik 
Andersen, adding that it was looking at combination 
trades such as iron ore and boxes.

Given container terminal size constraints and that 
capesizes would not fit, the boxes could be loaded 
and discharged in a lay-by berth, he said, limiting 
any impact from possible congestion and delays.

According to North Group’s director of loss 
prevention Colin Gillespie, carrying containers on 
bulk carriers is doable as long “as you do it properly 

and take care. But just because it is possible does not 
mean it’s right for every owner”.

Some enquiries have been made to the club on the 
matter during the past month because of the current 
container market, said its loss prevention executive 
John Southam.

At the extreme end, there are anecdotal reports of 
$30,000 being offered for 40 ft containers from Asia 
to the US east coast, while the more “normal” price 
of $15,000 was heard from Asia to Europe.

But, there is no single rate — shippers will pay up 
depending on how desperate they are, given the 
capacity crunch in the container sector.

The Shanghai Containerised Freight Index for 
Asia-USEC is at $11,250, which is the average of 
what shippers are paying, only for the freight 
element. There will be those who do a lot of cargo 
who will pay less, and urgent one-offs, that will be 
paying a lot more, plus surcharges.

Hapag-Lloyd chief executive Rolf Habben Jansen 
said the use of dry bulk vessels is not going to give 
much relief to the supply chain as they were 
inefficient and took up lots of port time.

They are “even worse than small feeders. I hope we 
don’t see too much of that, because it will do little 
to get rid of congestion”, he told a briefing this 
week.

OPINION

Why ships waiting at anchor 
could be a health hazard
BIOFOULING has been a perennial headache for the 
shipping industry for centuries. And it’s likely to get 
far worse, particularly for those vessels idling in 
warmer waters, writes I-Tech chief executive Philip 
Chaabane.

According to findings from a study carried out by 
I-Tech / Marine Benchmark, there has been a 
substantial increase in the number of idling vessels 
over the past 10 years.

Further, more of those vessels are idling in 
biofouling ‘hotspots’, with water temperatures above 
25°C. Ships spending most of their time operating in 
these regions are at acute risk of excessive hard 
fouling accumulation.

To make matters worse, these fouling windows could 
intensify, with ports becoming more congested as 
shipping continues to be the lynchpin of the global 
economy.

Global ocean temperatures are rising, with the 
consequence that biofouling hotspots could 
become more widescale. More ships are likely to 
find themselves in one of the regions and facing 
a new, higher risk of barnacle fouling 
colonisation.

Certainly, global warming is happening but while its 
effects can be seen, there are also the sudden shocks 
that shipping has always needed to ride out and 
which have a sudden and dramatic impact.
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Idling within the global fleet was at a peak during 
the pandemic in 2020. But similar levels have been 
seen on several occasions during the past decade or 
so.

After the economic crash of 2008, many vessels 
— especially containerships and bulk carriers 
— were forced into lay-up. Seven years later, the 
fall in crude oil prices caused a major downturn 
in the offshore sector that has still not been 
resolved.

As the world begins to recover from the pandemic, 
congestion in ports is causing armadas of 
containerships to wait for days, sometimes weeks, 
outside the main hub ports. Meanwhile, political 
tension between China and Australia has led to 
many bulk carriers spending long periods idling.

External factors such as these always have some 
disruptive effect on operations and make predictions 
difficult. Ship operators must take action to 
minimise their impact.

Most importantly, they must ensure that, after any 
idling, the vessel is in good condition to perform 
optimally.

A good starting point is familiarisation with the 
individual vessel’s risks of biofouling based on its 
operating footprint.

All these concerns are driving the need for high-
performance, advanced antifouling technology in 
the maritime industry. Ship operators are 
increasingly demanding antifouling coatings that 
are suited to both specific ship trading patterns and 
varying activity levels, in addition to protecting 
against both soft and hard fouling.

When looking at the future trading potential, ship 
operators need to ensure that their ship is protected, 
whether it is in constant active service, idle for long 
periods of time, or at risk of fluctuating between the 
two.

This future-proofing approach to selecting an 
antifouling coating when there is no certainty of 
future trade, is exerting great pressure on coating 
suppliers, fostering innovation, and encouraging 
new approaches towards fouling prevention 
technology.

Increasing demand
This is supported by increasing demand from 
shipowners and operators for antifouling coatings 
that contain a proven anti-barnacle active agent.

The I-Tech / Marine Benchmark study shows the 
adverse effect that ship hull biofouling has on 
hydrodynamic performance and reveals that it gives 
rise to significant financial and environmental 
penalties for the shipping industry, due to the 
increase in fuel consumption and carbon dioxide 
emissions, as well as impacting significantly on 
maintenance.

A separate study by I-Tech and the Safinah Group 
(2020) showed that more than four of every 10 
vessels surveyed had a barnacle fouling coverage on 
the hull of over 10%.

This level of biofouling could be responsible for at 
least 110m tonnes of excess carbon emissions, and 
an additional $6bn spent on fuel per year for the 
global commercial fleet. The true figure is likely to 
be higher as this is a conservative calculation based 
on today’s low fuel prices.

With the industry facing its looming IMO 2050 
greenhouse gas reduction targets and the impending 
introduction of EEXI and CII for existing ships, 
these findings should serve as a reminder that a 
clean hull should be the first step of a fleet’s 
decarbonisation strategy.

Achieving that state is the cause of much debate. 
Arguably, the best starting point is to take a robust 
preventative approach concerning antifouling 
technology within marine coatings.

The best steps can be to examine an antifouling 
technology mix within an antifouling that is suitable 
for the vessel type, activity, and trading patterns but 
that also offers an assurance of extended static 
protection against barnacle fouling during 
unexpectedly long idling periods.

Building on this, operators would benefit from 
planning their potential idling periods away from 
the biofouling high-risk zones whenever commercial 
considerations allow.

With unpredictable operations resulting in long 
idling periods being a fact, it is more important than 
ever to examine the idle period guarantees provided 
by coating manufacturers and identify what 
components can enable protection during extended 
idling periods.

Only a few premium coatings offer guarantees based 
on 30 days idling and the vast majority may stop 
after 14 or 21 days.

However, the study has proven that it is not 
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uncommon for a vessel to be idling for more than 30 
days, and in some cases even longer than 45 days. It 
is therefore clear that owners and operators need to 
take into consideration that only the best protection 
guarantees are sufficient.

This can also be considered alongside the 
prospective operating geography for their vessels, 
especially if they foresee operating and idling in 
warmer, tropical waters, which are well-known 
barnacle fouling hotspots.

ANALYSIS

Hapag-Lloyd eyes further 
terminal investments
HAPAG-LLOYD will seek to make more investments 
in transhipment hubs as it tries to secure cost 
savings and terminal capacity.

Chief executive Rolf Habben Jansen said the 
decision to invest in the Wilhelmshaven Container 
Terminal at JadeWeserPort would not be the last of 
this sort of deal.

“I would not be surprised if there were not similar 
investments in the future, especially around those 
places we would consider to be hubs,” he told a 
briefing. “We will probably consolidate our 
transhipment volumes in 12 to 15 locations around 
the world. It would not be illogical if we would do 
investments in half of those locations.”

Unlike many of its rival container lines, Hapag-
Lloyd has not been a big player in terminal 
operations. To date, its only other investments have 
been a 25.1% stake in Hamburger Hafen und 
Logistik’s Container Terminal Altenwerder in 
Hamburg and a 10% stake in the TC3 Alliance that 
operates a facility in Tanger Med.

Earlier this year, Mr Habben Jansen had said there 
was little benefit to be had from owning stakes in 
terminals in terms of securing berth space during 
periods of congestion.

That thinking appears to have changed now.

“The logic behind it is that we have learned during 
the past year and a half that it is important to have a 
robust network,” he said. “That means you should 
concentrate transhipment on a limited number of 
places. In those places, it is important to have 
control over terminal capacity. I think that is where 
the investment we did fits very well.”

Hapag-Lloyd has a long-term contract in place with 
PSA in Singapore, along with Tanger Med and now 
WCT for northern range transhipment.

“At some point we may also want to end up in the 
east Mediterranean,” said Mr Habben Jansen. “That 
would be a logical addition to our network.”

WCT will also provide an additional route for cargo 
moving into Germany rather than going via 
Rotterdam or Antwerp.

But he added that Hamburg would remain Hapag-
Lloyd’s primary port in Germany, with 85-90% of 
volumes headed there.

Like all container lines, Hapag-Lloyd has had a 
hugely profitable year on the back of sky-high freight 
rates and is looking to invest those profits.

But the good times will not last for ever, and the 
company is looking to ensure it is ready for any 
retrenchment in the market.

“We will continue to invest more in our business,” 
Mr Habben Jansen said. “It is about investing in 
costs. We believe the market will come back to a 
much more normal situation in a few years. That 
means we must look to improve our cost 
structure.”

This would be critical to future growth by ensuring 
that shipping remained economical.

“Sometimes that means we need to invest in further 
assets or programmes that will help us to become 
more efficient,” he said. “That is why we have 
invested in JadeWeserPort. This will help us 
strengthen our network.”
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Habben Jansen acts to simplify surcharges 
and limit any extra fees levied on shippers
HAPAG-Lloyd has promised to simplify its system of 
levying surcharges and not impose any new fees 
except in very specific circumstances.

The decision to adjust its surcharge policy was made 
before Federal Maritime Commission chairman 
Daniel Maffei berated container lines for adding 
surcharges at a time of sky-high spot rates and 
record profits, chief executive Rolf Habben Jansen 
disclosed.

“To be fair, I have a lot of sympathy for his view,” Mr 
Habben Jansen told Lloyd’s List during a webinar.

The FMC has asked lines to explain their surcharges, 
which have been condemned by beneficial cargo 
owners that are already struggling with a huge 
increase in ocean transport costs, along with 
equipment shortages, port delays, and supply chain 
congestion.

Mr Maffei said on a Lloyd’s List podcast that while 
container lines might be following the letter of the 
law, they were not following the spirit of it, and 
should use some commonsense when considering 
the imposition of congestion-related extra fees. He 
singled out Hapag-Lloyd’s value added fee, asking 
what value they were adding.

The German line introduced a surcharge of $4,000 
for 20 ft containers being shipped from China to 
North America, and $5,000 for 40 ft boxes, on 
August 15. The fee, which does not affect mid-term 
or long-term contracts, is designed to replace other 
ad hoc surcharges, according to Hapag-Lloyd, and 
reflects “the continuation of extraordinary demand 
from China and the resulting operational challenges 
along the transport chain”.

Hapag-Lloyd subsequently revealed in early 
September that it had placed a cap on spot rates and 

surcharges, and now plans to have a “gradual clean-
up” of its fee structure, although that will not be 
achieved immediately.

However, the standstill or removal of surcharges will 
depend on customers complying with the terms of 
their contracts, Mr Habben Jansen said.

For example, a penalty fee may still be imposed on 
shippers that consistently have a high no-show ratio, 
deliver containers to the terminal late, do not have 
the correct documentation, or misdeclare cargo 
weights.

This all fits with the wish to establish a more 
professional two-way relationship between carrier 
and shipper.

As well as simplifying the whole process, Mr Habben 
Jansen said surcharges should be related to specific 
issues in order to enforce better behaviour in the 
marketplace.

While container lines frequently criticise customers 
for breaking the terms of their contractual 
agreements, shippers also complain about poor 
customer service, including cargo being left on the 
quayside, or unreliable schedules, particularly at a 
time of soaring freight rates.

The FMC would probably consider surcharges levied 
to cover the cost of an external matter such as 
decarbonisation acceptable, according to Mr Maffei, 
in contrast to additional fees charged that relate to 
market conditions such as port congestion, which 
should be wrapped into the basic freight rate.

Mr Habben Jansen said he hopes that, following the 
overhaul of the pricing system, “what Hapag-Lloyd 
expects from customers and what they should 
expect from us” will be much clearer in future.

MARKETS

Abandoned cargo risks on the rise
ABANDONDED cargoes remain a risk to the 
containerised freight sector, with a worst-case 
scenario leading to another disaster such as those 
seen in Beirut or Tianjin.

“The regular reality is that for a host of reasons 

cargo is abandoned,” said TT Club risk 
management director Peregrine Storrs-Fox. “There 
are reasonable causes, such as insolvency or loss of 
market, and aggravated causes, where something 
gets stuck in the process, possibly due to a 
regulatory impasse.
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“Then there might be illicit trade of counterfeit and 
contraband.”

But whatever the causes behind cargoes being 
abandoned, those involved in moving cargo faced 
the “headache and disruption.”

The surge in container demand over the past year 
had compounded containership capacity issues, port 
congestion and transit delays.

“These factors will do little to alleviate the practice 
of cargo interests, in circumstances of loss of market 
for goods or bankruptcy, simply relinquishing 
ownership of consignments.”

Brough Marine director Richard Brough told a 
webinar that where abandoned cargoes include 
dangerous goods, the risks and costs could escalate 
rapidly if the products decayed

“The insurance costs are only part of it,” he said. 
“You have the costs of management time and getting 
someone in to clean it up. My call to the industry is 
to keep accurate records and to check, and double 
check, what is out there in storage.”

He warned that there had been cases where goods 
had been left unattended for up to seven years 
because terminal record keeping had not been 
sufficient. With many dangerous goods, this could 
lead to decomposition and potentially to fire and 
explosions.

There should also be clear lines of communication 
with authorities and other parties, Mr Brough said.

“You need to know where to go to get things sorted 
and to have a plan for when things go wrong.”

Mr Storrs-Fox said while communication was 
important, it was also necessary to plan for 
eventualities.

“Communication is key but it is all about planning, 
having things in place sot that before something 

goes wrong so there is a thought out way of dealing 
with it. It is about knowing who can help and having 
ongoing interaction.”

There was also a plea from International Federation 
of Freight Forwarders Associations vice-president 
Jens Roemer for a realistic approach to detention 
and demurrage in the case of abandoned cargoes.

“Demurrage and detention charges are unreasonably 
high and should be mitigated,” Mr Roemer said. 
“The freight forwarder has a high level of exposure, 
as carriers will go after the forwarder if the shipper 
and consignee do not pay.”

He advised that alternative storage solutions that 
were less expensive should be found, where possible.

“Once the goods are outside the container it stops it 
being an expensive warehouse.”

While detention and demurrage was reasonable to 
keep containers moving, when a cargo was 
abandoned it was unreasonable to insist on 
indefinite accumulation of charges.

“High charges lead to delays in negotiation solutions, 
with consequence that all parties involved, including 
the shipping lines are stuck with the problem on the 
terminal,” Mr Roemer said.

Fiata’ best practice guide suggest charges should be 
capped at no more than the reasonable 
compensation for the carrier to the maximum of the 
replacement cost of a new container.

“Situations of abandoned goods continue to be a key 
issue for freight forwarders, particularly in today’s 
economic climate,” said Mr Roemer. “It is important 
that forwarders take steps from the beginning to 
reduce risk exposure through strong due diligence 
and cargo management procedures.”

TT Club has produced a set of guidelines on the best 
practice for avoiding the pitfalls of abandoned 
cargoes.

Capesizes break $75,000 
ceiling after small blip
THE capesize market has recovered from a small 
blip, breaking the $75,000 per day mark, as tonnage 
tightness continues to weigh in.

The average weighted time charter on the Baltic 
Exchange rose to $75,190 at the close on October 1 

from $74,176 in the previous session, marking a new 
high for the 180,000 dwt assessment, which 
launched in 2014.

The Baltic Capesize Index hit 9,066 points, the most 
since September 2008.
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The market slid on September 30 after news of a 
fatality at one of Fortescue Metals Group’s sites in 
Australia, according to market observers.

Mining operations at the Solomon Hub mine remain 
temporarily suspended following the incident, which 
appears to have been caused by “a collapse of 
ground,” the miner said.

At these spot levels, the market reacts quickly to any 
news, due to heightened nervousness, said a major 
charterer.

More than a week ago, participants were jittery 
about the Evergrande debt default news, which led 
to a slight pullback in spot rates, although a gain in 
futures prices was based on continued bullish 
sentiment in the dry bulk market.

IN OTHER NEWS
BHP positive about LNG and biodiesel
LIQUEFIED natural gas has long 
been understood by the shipping 
industry as a transitional fuel, a 
low-carbon step on the pathway 
to a zero-carbon future.

It is often regarded as an option 
to support the transition to 
alternative energy sources, 
notwithstanding a perception in 
the industry that it is a key 
bridging fuel.

BHP vice-president for maritime 
and supply chains Rashpal 
Bhatti says that LNG is not just 
a transitionary fuel and will 
form part of the heterogenous 
future fuel mix that is going to 
get the maritime industry to 
2050.

Safe Bulkers obtains first 
sustainability-linked loans
SAFE Bulkers, the US-listed 
bulker owner, has clinched its 
first-ever sustainability-linked 
credit facility.

Proceeds from the $60m facility 
will be used to refinance loans 
from the same financial 
institution, comprising an 
outstanding term loan tranche of 
$71.1m and revolving credit 
facility tranche of $6.5m.

Of the six bulkers that have 
secured the previous facilities, 
five will secure a new term loan 
tranche of $30m and a revolving 
credit facility for up to $30m, 
leaving one vessel debt-free.

Shipowner identified as funder of new 
Covid drug research
A GREEK shipowner bankrolled 
the vital first round of research 
into a medicine that promises to 
save many thousands of Covid-
19 patients in what may be the 
shipping environmental social 
and governance (ESG) story to 
top them all.

George Youroukos, founder of 
Technomar Shipping in Greece 
and chairman of Global Ship 
Lease, exclusively funded last 
year’s ‘SAVE’ clinical trial into the 
use of arthritis drug anakinra, 
sold under the brand name 
Kineret, to treat at-risk Covid 
patients.

The study, conducted by 
infectious diseases expert Prof 
Evangelos Giamarellos-
Bourboulis under the auspices of 
the Hellenic Institute for the 
Study of Sepsis, was carried out 
on 133 patients in 28 out of some 
40 hospitals treating coronavirus 
cases in Greece.

UK driver shortage adds to ocean 
freight perfect storm
OCEAN freight’s “perfect storm” 
continues to rage on the Asia-
Europe trade lane with the severe 
shortage of truck drivers now a 
growing, exacerbating factor in 
the import supply chain.

“Space on the Far East 
westbound into Europe is still at 
a massive premium,’’ said Mike 
Bowden, group marketing and 
procurement manager at UK 
shipping agency Cory Brothers. 
``Getting hold of equipment — 20 
ft, 40 ft containers, high cubes 
and now even non-operational 
reefers — remains extremely 
difficult, given the widespread 
displacement and non-
restitution,”

“Overall, shipping costs continue 
to increase, albeit at a slower rate 
than what we were seeing earlier 
this year. So, I suppose we can 
take some comfort in the fact 
that the market environment 
hasn’t got significantly worse; 
but it certainly hasn’t got any 
better either. And now container 
haulage is giving us a major 
headache too.”

For classified notices please view the next page.
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