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Shipping is a target again
just for doing its job

Lloyd's List

Q, The View

SHIPPING folk are frequently heard to complain that their industry is
an “easy target”.

Too often this is a coded petition for regulatory exemption, but lately
ships have been coming under attack in ways that range from the
arguably ridiculous to the truly alarming.

In the context of Ukraine’s heroic struggle to defend itself against
Russia, several tanker owners — predominantly Greek tanker owners
— are chagrined to find themselves denounced by Kyiv as
“international sponsors of war”, a list that for good measure also
includes the Liberian registry.

Sentient creatures should be able to register that the Ukrainians,
locked in a life-or-death struggle not of their own making, are doing
very well to squeeze whatever pressure points they can if it may
contribute to draining the enemy’s ability to wage war. Less edifying,
though, is that plenty of — predominantly Western — media seem
happy to pile on, too.

This is to blithely disregard that the shipping companies in question
are fully complying with sanctions and that keeping Russian oil
flowing, while probably not Ukraine’s preferred scenario, is what is
wanted by most of the world, at least for the time being and under
certain circumstances. That goes for blocs leading the support for
Ukraine such as the G7 nations and the European Union.

To paint the tankers as “bad” is not only what literature students

understand as a pathetic fallacy, but also to wilfully blind oneself to the
economic and political context ships are working in. There is ‘bad’
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shipping, as embodied by the so-called “dark” fleet
circumventing sanctions and trampling on other
standards. But that is a separate matter.

Tankers and their crews are running real-world
risks in plying their trade in the Middle East Gulf.
Over the past week or so, Iran has seized two
Western-owned or Western-chartered tankers in or
close to the gulf.

The incidents seem to belong to an Iranian policy of
seizing or attacking tankers in or near the Strait of
Hormuz since 2019.

In July that year, the Islamic Revolutionary Guard
Corps grabbed the British-flagged tanker Stena
Impero (IMO: 9797400) and held vessel and crew
until that September.

Initially, Iran claimed that the tanker had hit a
fishing vessel and was detained for violating
navigational rules, but it soon became clear this was
retaliation for the UK’s prior seizure of a tanker
alleged to be carrying Iranian oil for Syria.

There were other seizures and attacks on tankers in
the region, but the most brazen subsequent case was
last year’s hijacking of two laden Greece-flagged
suezmaxes in supposed retribution for a move by the
US to confiscate an Iranian cargo off an aframax
detained in Greece. The two vessels and dozens of
seafarers were held under armed guard in Bandar
Abbas for months until a politically awkward
exchange of hostage tankers was eventually
arranged.

With an alleged Iranian oil cargo aboard the Greece-
controlled suezmax Suez Rajan (IMO: 9524475)
currently on an apparent course towards Houston,
pursuant to a US court’s confiscation order, Iranian
forces have seized a Chevron-chartered, Turkish-
operated suezmax.

Within a matter of days, a Greece-controlled,
Panama-flagged very large crude carrier, fresh out of

dry dock in Dubai, was “swarmed” by about a dozen
Iranian patrol boats and forced to divert to Bandar
Abbas, bringing the number of seafarers held in the
two incidents to 53.

While the initial temptation was to see the two
seizures as part of what is by now a familiar Iranian
playbook, there were some troubling inconsistencies
in the targeting of the VLCC Niovi (IMO: 9292498),
not least the fact that the vessel is unladen.
Subsequently there has been speculation that the
second seizure was not part of a tit-for-tat retaliation
for the move to confiscate the Suez Rajan cargo.

A US-based Iran pressure group has claimed there
are “strong” grounds for suspecting that the Niovi
case relates to claims swirling around a prior oil
cargo that are partly being played out through the
courts. If that proves to be the case, it may warrant
casting the incident in a slightly different light,
however it would not necessarily make Iran’s action
any less unlawful.

There is no doubt that Iran’s tactics in seizing
tankers passing through the Middle East Gulf have
so far been “successful” and that the Islamic
Revolutionary Guard Corps has been emboldened by
this and by the virtual silence last year when the
seizure of the Greek tankers ought to have triggered
international outrage.

In truth, options to curtail such violations of
international law and to protect the innocent and
lawful passage of ships in the region appear limited.

Tensions will surely ratchet up if actions of this
nature persist. In past hostage-takings, a solution
— no matter how politically unpalatable for some of
the parties — could be discerned at least in broad
outline from the outset. An additionally worrying
feature of the latest tanker crisis is that no such
endgame is immediately obvious.

Unfortunately, shipowners, ships and crews make
easy targets.

WHAT TO WATCH

Will decarbonisation and geopolitical
uncertainty mean another crunch

for vessel tonnage?

OWNERS in tramp shipping having little appetite
for dual-fuel vessels were reverberating through the

Lloyd's List | Daily Briefing Monday 8th May

conference halls during the recent Singapore
Maritime Week.
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Some have wondered whether the haunting echoes
could lead to a huge money-making opportunity.

The lack of regulatory and technological clarity has
been frequently cited as a key reason for the lack of
ordering interest. But fundamentally it is the height
of freight markets and the depth of the owners’
pockets that matter.

That’s why shipyards’ berths have been filled with
dual-fuel containership orders over the past two
years. Box shipping made billions of dollars, while
bulkers and tankers have not.

In a market with subdued earnings and inflated
asset value, spending twice the price of a
secondhand ship to build a liquefied natural gas-fuel
capesize and earn the same charter rate “doesn’t
make any sense”, said Seanergy chief executive
Stamatis Tsantani.

Methanol-fuelled ships could be an alternative. They
are cheaper to build and easier to operate, some
would argue. But the supply of the fuel could pose a
bigger challenge.

Green methanol, considered carbon neutral, is
currently scarce. Therefore, fuel suppliers are
making stringent demands on shipowners,
according to Swire Bulk Logistics head of
sustainability and decarbonisation Susana Germino.

Shipowners are being asked to make a 10-year
commitment to fuel volumes — about 10,000 tonnes
annually for each ship at a fixed rate — equivalent to
a budget of up to $100m per ship, she said.

“This is not the capacity that most owners have. But
worse than that for anyone doing tramping or any
other sorts of shipping, you are putting yourself out
of competition completely because you're fixing your
fuel costs.”

The emergence of green corridors will help, but the
impact won’t be immediate. More long-term charters
may be a trend, but without a premium owners’
concerns over the risk of residual value will remain
unsolved.

The low orderbook as a result of the conundrum

— 7% of the existing fleet of dry bulkers and even
lower for tankers — is what is bolstering owners’
confidence that the market picture continues to look
promising.

Dual-fuel orders
But are they being too cautious?
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Maritime Strategies International managing
director Adam Kent, believes dual-fuel orders
beyond the containership and car carrier markets
will not thrive until 2025, when the technology
becomes more proven to the market.

In fact, this potential order binge could be further
delayed.

The International Maritime Organization is set to
adopt its revised greenhouse gas emissions strategy
this year and pursue a net zero goal by 2050,
replacing the original target of a 50% reduction from
2008.

Without effective market-based measures, such as
carbon levies, which are unlikely to occur in the next
three to four years at the IMO level, this change may
make it even harder for shipowners to decide on
their plans of ordering alternative-fuel fresh tonnage
using existing technologies.

To just keep waiting until more effective zero-carbon
fuel ships become available might not be a bad idea.
Meanwhile, as the carbon intensity indicator rules
gains momentum, scrapping and slow steaming are
expected to accelerate.

The question is will these create another severe
capacity shortage globally? In other words, “will
fossil fuel ships become a lot more popular before
they are phased out?” one Singapore-based dry
bulker owner asked on the sideline of the event.

If so, ordering a conventional-fuel bulker, for
example, or even a more expensive dual-fuel version
now and having it delivered in 2025-2026 could be a
good investment, or an extremely lucrative business,
should the magnitude of the perceived vessel supply
crunch be similar to what happened during the
Covid pandemic.

There is a lot of room for imagination in this idea.

Shipowners today not only face uncertainty over the
push for green shipping, as part of a broader battle
against the global climate change but are also
shrouded in geopolitical clouds.

And the two trending topics are making the world’s
economy and trade growth increasingly
unpredictable.

From energy transition to deglobalisation and the
US-China decoupling, the reconfiguration of the
world order is pointing to a direction: our economy
will be operating at a cost much higher than the past
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several decades featuring an overall decent growth
speed.

Without technological explosion (artificial
intelligence?) to offset efficiency losses, odds will
increase that the current sticky high inflation could
be prolonged further.

For shipping, this situation is bound to make
demand forecasters scratch their heads.

Container boom

Before Russia’s invasion of Ukraine, who would have
known that the container shipping boom would
decline so quickly, and that the recovery of tankers,
especially product tankers, would come so early?

The impact of the conflict on trade routes and
shipping markets has been profound. It, however,
would pale in comparison with a shake-up from any
possible military conflicts in the Taiwan Strait,
where tensions are intensifying.

PSA International chief executive Tan Chong Meng,

told a shipping forum that escalating geopolitical
tensions are pushing our world, which used to be
characterized by win-win, into a “potential win-
lose area.” And companies can no longer remain
aloof.

US-China relations have already proved a lose-lose
situation, argued one attendee in private. “The
winner now is the side losing less.”

Such circumstance could turn any investment
decisions — including those on vessel orders, which
are arguably still a 20-year-long investment — into a
tough call to make.

In an uncertain market, people tend to predict what
others are predicting. The newbuilding opportunists
should hope there aren’t too many like-minded
peers, otherwise it will backfire.

“Be fearful when others are greedy, and greedy when
others are fearful,” said US business leader and
investor Warren Buffett. But what if we are one of
the others?

Greek owners grow share of

Russian tanker trade

GREEK shipowners are carving out a lucrative,
post-sanctions market share in Russian oil
transport, accounting for 46% of tankers tracked
loading cargoes at key export ports in the Baltic and
Black Sea last month.

In all, 99 of the 190 tankers that called at the five
export ports of Primorsk, Saint Petersburg, Ust-
Luga, Tuapse and Novorossiysk in April, or 46%
when measured by deadweight, were beneficially
owned by Greeks, data compiled by Lloyd’s List from
Lloyd’s List Intelligence data shows.

The monthly tally compares with a 42% share
measured in March, and 29% in February, the first
month when Western sanctions on Russian
shipments of both crude and refined products were
implemented.

There were 52 tankers, or 27% by deadweight,
assessed as being part of the dark fleet,* that were
tracked shipping Russian oil from the five ports,
analysis shows.

Russia-owned tankers accounted for 13%, with most
of the country’s fleet of Sovcomflot ships deployed

on routes on Russia’s eastern seaboard, where prices
for the grade of oil shipped from these ports is above
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the oil price cap agreed by the Group of Seven
leading economies, the European Union and
Australia.

Western sanctions on Russian oil imports have been
accompanied by an oil price cap that prohibits
shipowners, traders, insurers and other marine
service providers based in those countries from
shipping crude or products to third countries unless
sold at or below an oil price cap.

The price for Urals-grade crude and diesel shipped
from Baltic and Black Sea ports is lower than the
price cap of $60 per barrel and $100 per barrel,
respectively. That has allowed Greek shipowners to
establish a stronghold in the market, which has been
largely eschewed by other European, and US-based
owners and operators.

Of the tankers tracked by Lloyd’s List, 57% had P&I
insurance provided by the 12 clubs from the
International Group, an indicator that the cargoes
they carried complied with the oil price cap.

IG clubs, even those outside the EU, US and UK are

exposed to reinsurance in London, placing them at
the forefront of sanctions compliance.

Page 4



The April figures for both P&I coverage and Greek
market share underscore the continued volumes of
crude and refined products that continue to be
exported from Russia. The price cap aims to deprive
revenue from the Russian government to fund its
war on Ukraine, not stop the flow of oil.

March figures from the International Energy Agency
showed that volumes reached 8.1m barrels per day,
with India the biggest destination, taking 2.1m bpd,
and China, 1.9m bpd.

A significant volume remains shipped on the dark
fleet of elderly, anonymously owned tankers, most of
which don’t have any known P&I coverage.

The oil price cap on crude was applied in December,
and refined products in February. Since Russia’s
invasion of Ukraine last year, many shipowners and
traders based in Europe, the UK and US have exited
trades, amid concerns of reputational risk.

Before the invasion, Greek owners comprised about
a third of all tankers calling at the five ports, with
this share quickly rising to about 50% over the past
12 months, dipping briefly in February as they
digested the impact of sanctions.

* Lloyd’s List defines a tanker as part of the dark
fleet if it is aged 15 years or over, anonymously
owned and/or has a corporate structure designed to
obfuscate beneficial ownership discovery, solely
deployed in sanctioned oil trades, and engaged in
one or more of the deceptive shipping practices
outlined US State Department guidance issued in
May 2020. The figures exclude tankers tracked to
government-controlled shipping entities such as
Russia’s Sovcomflot, or Iran’s National Iranian
Tanker Co, and those already sanctioned. Download
our explainer on the different risk profiles of the
dark fleet here

ANALYSIS

Piracy and maritime crime incidents

on the increase

THERE were 39 recorded acts of piracy and
maritime-related criminal incidents in March and
April after a relatively quiet start to the year,
according to Lloyd’s List Intelligence casualty data.

There were 22 incidents recorded over the first two
months of 2023, the lowest for that period in 10
years.

The frequency of incidents picked up in the following
months, but the total number of incidents for the
first fourth months of the year is still in line with
2021 and 2022 figures.

Attacks against ships are at historically low levels,
with about 150 incidents reported both in 2022 and
2021. The average yearly incident reports published
by Lloyd’s List Intelligence between 2016 and 2020
was 203.

Piracy and maritime crime have not disappeared but
evolved. There has been a shift to armed robbery
attacks against vessels in territorial waters, while
hijackings and crew kidnappings have become less
common.
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Even though there have been several more
aggressive attacks in quick succession recently in the
Gulf of Guinea, security analysts argue that the
threat to regional shipping remains unchanged.

It is important to carefully review the circumstances
of reported incidents in the Gulf of Guinea, given
that illicit activities and smuggling operations are
common.

The most incidents reported in March and April
occurred in southeast Asia, mainly in the Singapore
Strait, and were largely thefts or attempted
robberies.

“As the borders of Indonesia, Malaysia and
Singapore intersect in the Singapore Strait
perpetrators appear to take advantage of
jurisdictional challenges there, improving their
ability to escape,” said Risk Intelligence senior
analyst Dirk Siebels. “An alert crew is an effective
deterrent as perpetrators will in most cases escape
when they realise that they have been discovered
without confronting seafarers.”
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Seafarer survey shows a decline
in satisfaction and happiness

THE overall happiness of seafarers declined in the
first three months on 2023, according to a survey.

The Seafarer Happiness Index fell to 7.1 out of 10,
from 7.69 in the last quarter of 2022. The result was
lower than levels recorded in the second and third
quarter of last year.

“Nine out of 10 areas surveyed showed a decrease in
happiness levels,” the Mission to Seafarers, which
conducts the study, said. “Despite an optimistic
outlook for improvements to seafarer welfare in
2023, the latest report indicates that these
expectations have not yet been met. As ever, there is
still much room for improvement.”

Shore leave and a desire to access welfare services
ashore once more came to the fore as key areas of
concern. Seafarers also reported growing
frustration with owners who attempt to make
seafarers sign on for longer periods than desired,
as well as with the delays experienced in sign-off
procedures.

In addition, the challenges of coping with extended
periods on board have reportedly been made harder
due to inadequate food provisions, bureaucratic and
unnecessary paperwork demands, ineffective
shipboard leadership, and a sense of social isolation
adding to the stress of life on board.

The report, conducted with the support of
NorthStandard and Idwal, also identified a growing
wellness gap between companies that provide health
and well-being programmes and those that do not,
access to dental care in some ports, but not others
and limited access to mental health support, medical
advisory services and physical well-being
consultations.

Seafarers also expressed concerns about salaries,
the cost of living and potential obstacles to career
advancement.

The only area that shows improvement in seafarers’
satisfaction is connectivity. However, despite the rise
in satisfaction, seafarers still reported connectivity
issues at sea across different companies, as well as
concerns about data allowances, internet speed and
connectivity limitations.

Seafarers recognise the importance of positive
onboard interactions for their well-being and job
satisfaction. However, insufficient entertainment
options on board are making it harder for them to
find a reason to come together, the survey noted.

There is a need for improved social activities and
shared spaces to encourage crew members to
interact. This will not only enhance their overall
experience but will also contribute to safer and more
efficient operations on board ships, the survey noted.

“We saw the satisfaction of seafarers steadily grow
throughout 2022 and this continued into the fourth
quarter with a high-water mark of satisfaction at
7.69 out of 10,” Mission to Seafarers secretary-
general Andrew Wright said in a statement.

“Unfortunately, this positive trend came to an end in
the first quarter of this year, as happiness levels have
declined almost across the board. This illustrates
how important it is to maintain momentum on
seafarer welfare and why there can be zero
complacency over the conditions in which our
seafarers find themselves.”

Senior marine surveyor and crew welfare advocate
at Idwal, Thom Herbert said it was “very frustrating”
to hear about ongoing issues with lack of shore leave
and sign-off procedures being delayed.

Shipowners, managers and charterers will use data
and insights from the Seafarers Happiness Index
and Idwal’s onboard findings to identify actions and
approaches that can propel the industry towards a
solutions-centred approach.

MARKETS

Eagle Bulk expects freight rates
to improve after modest profit

EAGLE BULK generated a modest profit in the
seasonally weak first quarter but expects freight
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rates to improve in the remainder of the year after
bottoming in mid-February.
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“Against the industry backdrop of a seasonally weak
market in the first quarter, we achieved a net [time
charter equivalent] of $12,917 for the period,
representing meaningful outperformance versus the
benchmark” Baltic Supramax Index, chief executive
Gary Vogel said in a statement.

“Based on recent developments and given our
general view of market fundamentals for the balance
of the year, we believe the first quarter will represent
the bottom for freight rates in 2023.”

The US-listed midsize bulker specialist said net
income in the three months ending March 31 was
$3.2m, compared with $53.1m in the same period a
year earlier. Net revenue was $105.2m, compared
with $184.4m, primarily because of lower rates
driven by a decline in the dry bulk market.

Freight rates were negatively impacted by decreased
trade flows, unwinding of port congestions, and
reduced activity in China due to the lunar new year,
Mr Vogel said in an earnings call.

“The BSI posted a significant rebound as China
came back online after the holidays and post Covid
reopening. Rates more than doubled by mid-March
and since traded within a tight range between
$12,000 and $14,000.”

The company fixed 65% of owned available days at
an average TCE of $16,030 so far in the second

quarter, up 24% from the average rates achieved in
the first. In addition, the orderbook for midsize
bulkers is at historically low levels at under 7% of
existing fleet, Mr Vogel said, which will support
Eagle in the medium term.

“The forward curve for the balance of the year
remains in contango with [the third quarter] and
[the fourth quarter] trading at a premium to spot,
reflecting the market’s continued belief for demand
support and a further recovery in rates buoyed by
strong supply side fundamentals.

“I believe we could see an improvement in general
confidence in the market going forward terms of dry
bulk total trade demand growth is expected to
improve by 470 basis points in 2023, to reach a level
of positive 1.8% on a core basis and improving
further to positive 2.5% once factoring in the tonne-
mile effect.”

The Stamford owner took delivery of the 2015-built
Gibraltar Eagle (IMO: 9702508) in the first quarter
for $24.3m and is expected to take delivery in the
second quarter of two 2020-built ultramaxes, each
acquired for $30.1m.

It also delivered the 2004-built supramax Jaegar for
$om in the first quarter and sold three 2011 built
supramaxes so far in the second for a total
consideration of $49.8m.

International Seaways forecasts
a ‘robust’ tanker market in 2023

INTERNATIONAL Seaways forecasts a “robust”
market for the rest of the year due to higher tanker
utilization from the shifting global energy trade,
combined with the lowest orderbook in more than
30 years.

The US-listed owner-operator of 76 crude and product
tankers said first-quarter net income was $173m
compared with a $13m loss in the year-earlier period.
Adjusted earnings before interest, tax, depreciation
and amortisation for the three months ending March
31 was $209m, according to a statement.

Time charter equivalent revenue for the company’s
crude tankers more than tripled to $129.3m
compared with the first quarter of 2022, primarily
due to an increase in spot rates.

“At a time when we expect positive fundamentals to
continue to drive strong tanker earnings, we are
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poised to benefit from their attractive charter rates,
with added upside due to profit sharing above the
base rate,” said chief executive Lois Zabrocky.
“While we are monitoring the impacts of
recessionary pressures on oil demand in the near
term, we are confident that higher tanker utilization
from the shifting global energy trade, combined with
the lowest orderbook in more than 30 years, will
underpin a robust market during 2023.”

Sanctions on Russia’s oil sector have further altered
the global energy trade, increasing tonne mile
demand and fleet utilisation for Seaways’ crude and
product tankers, the company said, adding
sanctioned oil trades are served mainly by older
tankers that would have otherwise already been
recycled or removed from trading.

It said it is set to benefit from “compelling tanker
fundamentals” in the form of an orderbook currently
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below 4% of the global fleet, and growing distances
between where oil is produced, refined and
consumed that will increase tonne-mile demand.

Suezmaxes were Seaways’ top crude carriers, with
average spot earnings of about $58,200 per day, up
from about $13,600 in the same period last year.
Very large crude carriers and aframaxes generated

average spot earnings of about $46,400 and

$50,800 per day, respectively, up from about
$12,300 and $13,200 per day, respectively, in the

same quarter last year.

suezmaxes.

Its product tankers saw TCE revenues climb to
$154m in the first quarter from $61.5m in the same
period last year, also due to much higher spot rates.

Spot earnings for its long range one and medium-
range tankers averaged $70,800 and $31,500 per
day respectively, up from $20,300 and $14,000 per
day, respectively, in the same period last year.

Current second-quarter fixtures show spot rates
ticking upwards across all its vessel classes except

IN OTHER NEWS

Greek shipping company to pay
$2.25m for breaching US
environmental law

A SHIPMANAGER has been
ordered to pay $2.25m after
pleading guilty to breaching US
environmental and safety
legislation.

The case was brought against
Zeus Lines Management in
connection with the Panama-
flagged 50,058 dwt combined
chemical and oil tanker Galissas
(IMO: 9397781). The vessel's
captain and chief engineer were
also included in the complaint.

The Greek company will pay a
fine of $1.68m and a community
service payment of $§562,500, the
US Department of Justice said in
a statement. In addition, it will
serve a four-year probation,
during which any vessel it
operates that calls in the US will
be required to implement an
environmental compliance plan.

The company acts as the technical
and ISM manager for Galissas and
has an address in Athens, Lloyd's
List Intelligence data shows.

Large-scale ammonia cracking plant
is safe for imports
A LARGE-scale cracking plant is

a safe and realistic method for
future green ammonia imports,
according to a study.

The pre-feasibility study,
commissioned by 18 partners
including the port of Rotterdam,
Aramco and BP, found that
building a large-scale ammonia
cracking facility is technically
and economically feasible to
convert green ammonia into Tm
tonnes of hydrogen per year.

Safe transportation of ammonia
is also feasible, according to the
study by the American
engineering firm Fluor, which
also found that the bulk of the
costs related to a potential
cracking plant will come from
ammonia feedstocks.

China Merchants Group names ports
chief Xiufeng as deputy president
CHINA Merchants Group has
appointed Wang Xiufeng as
deputy president.

The appointment was approved
at the conglomerate's recent
board meeting, according to a
statement.

Mr Wang, 52, has a track record
in the road transport industry,
having held many senior roles at

state-owned enterprises. Since
2021, he has been chief executive
of China Merchants Port
Holdings, the Hong Kong-listed
terminal operator under the
umbrella of CMG.

He joined CMG in 2016 as the
general manager of China
Merchants Expressway Network
& Technology Holdings.

Matson expects ‘improved trade
dynamics’ after substantial drop in
earnings

MATSON, the US container liner
that specialises on the
transpacific and Hawaii trades,
said earnings were adversely
impacted as retail customers
“continued to conservatively
manage inventories' amid
weakening consumer demand.

First-quarter net income was
$34m, compared with $305m in
the year-earlier period, according
to a statement. Revenue declined
nearly 40% to §704.8m,
compared with $1.16bn.

The company said earnings fell
due to soft China volumes but
expects transpacific demand to
reach "more normalised levels" in
the second half of the year.

Classified notices follow

Lloyd's List | Daily Briefing Monday 8th May
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OCIMF

Environmental Adviser

Oil Companies International Marine Forum (OCIMF)

Based: UK (Must have right to work in the UK, as no sponsorship provisions)
Salary: Competitive, depending on experience

This is a new and challenging role within the OCIMF Secretariat assigned to strengthen OCIMF’s
technical capability to engage across the industry on environmental matters and broaden advocacy
and external collaboration activities related to the environment and energy transition.

This position requires a subject matter expert who will represent OCIMF as an industry thought
leader, championing safety in the climate agenda. The role will support the Environmental
Functional Committee to deliver on their multi-year strategic plan.

This role will build OCIMF inhouse expertise and knowledge related to the environmental agenda,
with specific relevance to our member’s needs.

The successful candidate will support the OCIMF Strategic Objectives, Mission, and Vision by:
e engaging and learning with industry organisations and academia on environmental issues,
e influencing conversations through advocacy with EU and USA, and preparing submissions for
advocacy at the IMO, and
e working with expert groups and industry stakeholders to develop best practice guidance.

The successful candidate should demonstrate prior understanding and knowledge of existing and
potential environmental issues impacting the maritime industry, especially with regards to tankers,
inland barging, terminals and offshore.

The candidate will embed OCIMF values in their work by treating others with respect and working
collaboratively across the Forum. They will also support OCIMF’s Strategy by delivering valuable
outputs through efficient work solutions and identifying opportunities for continual improvement.

Main duties?
While reporting to the Publications & Advocacy Director, day-to-day duties will include:

Support IMO discussions on the environment and share relevant information and knowledge
internally with other advisors. Work with internal colleagues and members to support OCIMF’s
effective engagement at the International Maritime Organisation (IMO).

Monitor internal and external industry activities related to the energy transition that are necessary
to develop and manage OCIMF’s environmental strategy. Determine gaps in the strategy where

OCIMF requires more member support on environmental matters.

Represent OCIMF in a technical capacity in global arenas on environmental and marine industry
sustainability issues.

Network effectively and collaborate with key industry stakeholders. Strengthen OCIMF’s advocacy,
technical and external collaboration activities related to the environment and energy transition.

Ensure OCIMF and its members are aware of emerging technologies.
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Partner with the Engineering Advisor and Environmental Functional Committee on common work.
Serve as an SME on environmental science topics and issues, when needed.

Track and monitor trends and developments related to the energy transition.

Support members by studying and understanding the safety and operational issues they are facing
related to decarbonisation.

Assist in developing publications which support the data collection and interpretation, data, carbon
footprint calculation and associated risks.

Gather the short-, medium- and long-term legal framework on environment matters, as available.
This is an opportunity for someone with technical expertise.

Candidates for this role should have advanced technical specialist knowledge in the maritime field and
an awareness of international maritime legislation, including the workings of International Maritime

Organization (IMO).

This is a standalone role, but the candidate must be a collaborator. They must demonstrate excellent
organisational skills and diligence.

This is a fantastic opportunity to become part of an exciting, diverse, and inclusive team, and to
collaborate with experts from across the membership to help improve safety, health, and
environmental performance for the global marine industry.

The successful candidate will be offered a permanent employment contract.

For more information about OCIMF, visit www.ocimf.org.
How to apply

Visit https://www.ocimf.org/about-ocimf/vacancies-list for full details of the role, including the
essential requirements and instructions on how to apply.

The closing date is 5pm Wednesday 17 May, with interviews planned provisionally for week
commencing 5 June 2023.

Applicants must be legally permitted and able to prove their eligibility to work in the UK as OCIMF is
not a sponsor organisation.

OCIMF Vision: A global marine industry that causes no harm to people or the environment.

OCIMF Mission: To lead the global marine industry in the promotion of safe and environmentally
responsible transportation of crude oil, oil products, petrochemicals, and gas, and to drive the same
values in the management of related offshore marine operations. We do this by developing best
practices in the design, construction and safe operation of tankers, barges and offshore vessels and
their interfaces with terminals and considering human factors in everything we do.
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