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Erratic actions of Suez
Canal pilots cited as major
contribution to Ever Given
grounding

THE flag state responsible for the Ever Given says that a multitude of
factors caused the infamous grounding of the megamax containership
in the Suez Canal in 2021, although the apparent erratic actions of the
local pilots come in for particular criticism.

The Panama Maritime Authority’s marine safety investigation report,
published this week, states that “a series of events and factors”
influenced the grounding of the ship, although poor communications
by two pilots provided by the Suez Canal Authority appear to have
been a major factor in the grounding.

The 20,000 teu Ever Given (IMO: 9811000) ran aground on March 23,
2021, while undertaking a northbound transit of the Suez Canal on its
regular Asia/Europe liner service. The casualty occurred in a narrow
part of the canal, where only one-way traffic can be undertaken. The
grounding resulted in the closure of the canal for six days and the
backing up of over 400 ships before the vessel was re-floated.

According to Panama’s report, the first pilot came on board at 0548 hrs
to start the convoy and to position Ever Given at the entrance of the
Suez Canal. The report states that there was some confusion on the
part of the pilot about the vessel’s position in the convoy, although the
first part of the transit was uneventful.

After entry of the vessel into the Suez Canal approach channel, the
original pilot was replaced by two new pilots at 0716 hrs local time,
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with one provided for directing conning orders and
the other for observing and monitoring.

Weather conditions

Following the pilot handover, wind speed began to
increase and visibility was severely reduced by sand
for two minutes. During this period, the pilots had
difficulty maintaining position in the centre of the
channel.

“The pilot ordered additional full ahead to increase
speed and assist with steering. This order was
complied with and the speed was increased to 12
knots. After the wind had increased, the pilot was
issuing more helm orders to the helmsman. These
were either for hard to port or for hard to starboard,
with no midships or lesser helm orders in between,”
the report said.

The Suez Canal’s designated maximum speed is 8-9
knots.

At around 0738 hrs, the helmsman reported that the
vessel had stopped turning to port and was starting
to turn to starboard. At the time, the vessel was
close to the port bank of the canal and the speed had
increased to about 13 knots over the ground.

The vessel then started to turn quickly to starboard,
away from the port bank. The pilot initially ordered
the rudder to port 20 degrees and then hard to port
to stop the vessel from turning.

“The first pilot reduced speed to half ahead and the
vessel continued to turn to starboard. There was
another communication between the two pilots in
Arabic language and the main engine was increased
to full ahead again. The vessel continued to turn
starboard, towards the starboard canal bank.”

The pilot again ordered hard to port in an effort to
steady the heading, but the vessel continued turning
to starboard. The main engine revolutions were then
increased to full ahead but the ship continued to
swing to starboard. The vessel continued on its
heading until it grounded at a speed of 12 knots on
the eastern bank of the canal at 0741 hrs.

Panama’s report into the incident states that the
Suez Canal’s vessel traffic management service and
the two pilots, as well as the vessel’s master had not
properly evaluated the strong winds and reduced
visibility as a risk condition for such a large high-
sided container vessel as Ever Given.

“The vessel did not implement relative preventive
measures against bad weather conditions, [in other
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words] to be aided by tugs as indicated in Suez Canal
rules, or even to postpone her Suez Canal transiting.
The non-use of tugs in a restricted area to better
control the manoeuvrability of the ship contributed
to the occurrence of the grounding.”

Poor communication

The report states that the pilots undertook pilotage
without requesting assistance from the vessel’s
master, who was more familiar with vessel
manoeuvring characteristics.

While the master did intervene in the orders given
by the pilot, having instructed the helmsman to keep
the ship in the middle of the channel, they were not
effective in preventing the grounding.

Discussions between the two pilots were undertaken
in local Arabic language and, as a result, the vessel’s
bridge team, who were of Indian nationality and did
not understand Arabic, were unable to interpret the
pilots’ concerns, and potential hazards, in order to
“time and effectively conduct a risk assessment,
implement corrective actions”.

The report states that translation of the recording of
bridge conversations found that the pilots were
arguing prior to the grounding.

Suez Canal regulations state the maximum
permissible speed for ships is 8.64 knots, while the
Ever Given was sailing at a speed well in excess of
this prior to the grounding.

As a consequence, squat and bank effect directly
influenced the loss of manoeuvrability of the ship.

Panama Maritime Authority’s marine safety
investigation report provides a long list of
recommendations for vessel operators and the Suez
Canal authorities as a direct consequence of the
Ever Given incident.

These include that prior to any transit in the Suez
Canal, a vessel’s master should establish clear
communication during pilotage, while it
recommends that the pilot and the captain in the
familiarisation meeting prior to starting navigation
in the Suez Canal, establish the language in which
communications will be carried out.

This is preferably English, which is the commonly
accepted language for global shipboard communications.

It also recommends that the bridge team should not
be over-confident about the pilot’s abilities while in
certain situations.
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A pilot may not be familiar with the idiosyncratic
design of a vessel’s manoeuvring characteristics,
“which could lead to undesirable circumstances”.

It also recommends that the Suez Canal Authority
should consider reviewing its procedures and
regulations, as well as training of Suez Canal pilots
“in order to ensure vessel safety navigation transit
within Canal and minimise the risk of grounding”.

“As the marine industry trends to build larger
vessels, training of Suez Canal pilots with respect to
manoeuvring within the canal of large size vessels,
as well as with the effect of wind especially to
containers vessels, should be considered as
mandatory.”

Panama also recommends refresher courses for Suez
Canal pilots to better understand vessel squat and
bank suction on different types of vessel that transit
the canal.

“The Suez Canal Authority should develop and
implement contingency plan procedures, including
details for tug assistance and the same should be
shared with the master and be included in a transit
risk assessment conducted by the bridge team.”

Due to the lack of large tugs available at the time of
the Ever Given incident, its recommendations
conclude that the bollard pulls of tugs available in
the Suez Canal for salvage should be appropriate
according to the size of the vessel.

WHAT TO WATCH

Prokopiou inks orders for VLCCs

at New Times

DYNACOM Tankers has placed an order for four
very large crude carriers at New Times Shipbuilding
in China.

The investment is part of a flurry of new orders by
Greek shipowner George Prokopiou and family.

The new VLCCs are equipped with exhaust gas
clean systems and will burn conventional fuel, but
are being described as “LNG- and methanol-
ready”.

The first of the quartet is scheduled for delivery in
the second half of 2025 with the three remaining
units following in 2026.

Prokopiou said that the orders were not based on
any particular reading of the tanker market.

“No-one knows exactly where everything is going,”
he said. “We can only hope that the world returns to
peace and stability.”

He quipped that his move was akin to car owners
who have bumper stickers reading: ‘Don’t follow me,

I'm lost.

The VLCC contact emerged after Hengli Heavy
Industries reported signing of a firm contract for 10
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kamsarmaxes for the Greek owner’s dry bulk arm,
Sea Traders.

The former STX Dalian yard’s deal for 82,000 dwt
bulkers, however, is only part of the group’s plans for
dry bulk expansion.

In all, Sea Traders is said to be on the cusp of orders
for 22 new bulkers, with eight of the additional
newbuildings being a series of eight larger
kamsarmaxes that have been subject to a letter of
intent with Guangzhou Huangpu Wenchong
Shipbuilding for a number of weeks now.

Prokopiou acknowledged the existence of other
projects with yards, but said the other projects were
not yet finalised.

In addition, Dynacom is understood to have lifted its
orders for long-range two product tankers to 16,
including the recent exercising of four optional
tankers.

The spree began with a firm order for 10 LR2s to
Dalian Shipbuilding subsidiary Shanhaiguan
Shipbuilding Industry.

Prokopiou’s group also has 14 LNG carriers on order
for Dynagas.
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Hengli secures George Prokopiou's bulker
order as Chinese yard capacity expands

HENGLI Heavy Industry has firmed up an order for
10 kamsarmax dry bulkers from George Prokopiou-
controlled Sea Traders, underlining rapid growth of
the reborn Chinese shipbuilder.

The move comes amid an increase of shipyard
capacity, fuelled by the reopening of facilities in
China, amid a rebound of ordering demand in recent
years.

Hengli said that the deal marked the largest single
order it has ever won since it emerged from the
reorganisation of the former STX Dalian in
January.

Financial details were not disclosed. Lloyd’s List has
reported that a letter of intent for the construction of
the 82,000 dwt units was signed earlier this year,
with the project priced in the “low $30m” range per
ship.

The order followed another firm newbuilding
contract Hengli announced late in the past month
for four kamsarmax and four capesize bulkers from
a European buyer, which the Chinese yard said had
boosted its orderbook to nearly 30 ships.

The owner was identified by shipbrokers as
Germany-based Vogemann.

Hengli, which is owned by a Chinese petrochemical
and textile conglomerate, is just one of the

revitalised shipyards that have taken advantage of
shipowners’ growing appetite for new ships.

Shipbuilding capacity worldwide is expected to rise
by 1.5m cgt between 2022 and 2023 following the
reopening of 12 yards in China, according to data
from Intermodal.

The Greek shipbroker also forecasts utilisation of the
80 first-tier yards in its category to increase from
65% in 2022 to 83% in 2023 and further to 91% in
2024.

“[Shipbuilding] prices are expected to remain on the
upper limit amidst elevated steel plate prices, labor
shortages, inflationary pressures, and restrained
shipbuilding capacity,” it said.

Meanwhile, despite the uptick in ordering activity
during the first half of 2023, the dry bulker
orderbook remained at a historical low level, about
7.2% of the existing fleet.

Intermodal’s data shows the breakdown order-to-
fleet ratio for capesizes, panamaxes, handymaxes
and handysizes stood at about 5%, 9%, 8.3% and
8.6%, respectively, as of end-June.

“The contracting activity is projected to remain
subdued in the coming months since availability at
the top 10 Chinese yard groups will remain
constrained until 2025-2026,” said the broker.

ANALYSIS

LNG carrier newbuilding orderbook hits 59%
of the existing fleet in service

ORDERING activity of large liquefied natural gas
carriers is well down from the record levels seen in
the past year, when more than 180 vessels were
contracted from Chinese and Japanese shipbuilders.

“Last year was a very active one for LNG newbuildings,
with a total of 186 vessels with capacities of between
170,000 cu m and 200,000 cu m being ordered,”
Gibson shipbrokers market analyst Matt Coates told
Lloyd’s List. “The fallout of the invasion of Ukraine and
the very supportive fundamentals of the LNG market
were chief drivers of this.”
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So far this year, however, ordering activity appears
much reduced, with only 36 vessels having been
contracted in the first six months of 2022.

Recent orders include four 180,000 cu m capacity
ships contracted by Denmark’s Celsius Shipping at
Chinese shipbuilder CMHI Jiangsu.

Significantly, they are the first large LNG carriers to
have been contracted at this shipbuilder and reflect
China’s growing market share of the sector, during a
period when the major South Korean shipbuilders
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have limited newbuilding berth availability owing to
their already full orderbooks.

South Korean shipyards are continuing to market
berths for LNG carrier newbuildings, in spite of
their long lead times. Hyundai Samho Heavy
Industries won an order in late June for two 170,000
cu m capacity vessels from an undisclosed owner.
Priced at $250m, they are some 8% more expensive
than the larger units ordered at the less experienced
shipyard in China by Celsius Shipping, but will not
be delivered until 2027.

In spite of higher contract pricing, typically 5%-10%
more than Chinese shipbuilders, South Korea
continues to be the market leader in LNG carrier
construction, with 72% of the existing orderbook
compared with China’s 26%.

The LNG carrier orderbook for vessels of above
145,000 cu m capacity now stands at 352 units, or
72% of the existing 486 ships in service.

Bulging orders

When including the entire LNG carrier fleet across
all sizes, there are presently 387 ships in the
orderbook compared with a total trading fleet of
around 655 vessels, or 50% of the existing fleet in
service in terms of ship numbers.

“While such a high order book as a percentage of the
trading fleet may look worrying, the unique aspect
of the LNG carrier market means most of these
vessels are already covered under long-term time
charter upon delivery,” noted Coates, who said that
time charter periods are typically between seven
and 10 years.

“Newbuildings are usually attached to an LNG
project and this prevents overwhelming the LNG
spot market. It is also not uncommon for vessels to
be re-fixed on time charter, following the initial
charter period, following newbuilding delivery.”

Meanwhile, carbon intensity indicator and energy
efficiency existing ship index regulations mean that
there will be upcoming pressure on older steam
turbine and dual-fuel diesel electric and potentially
tri-fuel diesel electric units, to be either recycled or
re-purposed.

“The scrapping of older vessels will increase, while
some ships will undergo conversion to floating
storage and regasification units should they be
suitable candidates. There are some active
discussions under way in the market for floating
storage and regasification unit conversions.”
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With older less efficient tonnage due to leave the
market over the next few years, the LNG market is
expected to remain balanced.

“If further liquefaction projects get a final
investment decision, then we will see further
newbuilding orders being placed beyond those
which are already expected to be needed to meet
future demand.”

“Therefore, the large order book is unlikely to be a
threat to the market given how the market works
and the ability of the market to absorb the orderbook
over time,” said Coates.

Due dates

LNG carrier newbuilding deliveries are relatively
light this year, with 13 vessels delivered so far and a
further 26 ships expected to enter service by the end
of this year. Next year, 86 ships are due to be handed
over, while peak deliveries will be reached in 2025,
according to data provided by Gibson.

The current LNG carrier market remains strong,
with increases in spot freight rates having been
recorded in the past few weeks.

“Spot LNG carrier demand is increasing as we head
into the third quarter, with tri-fuel diesel electric
ships currently $70,000 per day, while vessels with
electronically controlled gas-injection engines are at
$90,000-$100,000 per day. Steam turbine ships are
commanding daily rates of around $40,000 per day,
which is relatively firm compared to the second
quarter,” noted Coates.

Meanwhile, time charter rates have also been on the
rise, as charterers have secured vessels in advance of
winter stock-building and taking in to consideration
anticipated demand and the potential for tighter
vessel availability.

“Looking at overall spot vessel availability across
the Atlantic, Arabian Gulf and Asia Pacific, time
charter rates are more or less in-line with average
availability, but this could begin to tighten up.
Right now, I would assess a six-month time
charter of a MEGI-engined vessel at around
$200,000-215,000 per day and one year at
$150,000 per day.”

Coates said that this year, as with 2022, the role of
re-let units could become important as a short-term
gauge of vessel availability and demand.

“Many in the market will be watching closely to see
how this plays out.”
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With more orders for LNG carriers expected to be
placed this year, the few shipbuilders capable of
building such vessels are likely to have the upper
hand in pricing negotiations. The average cost of a
standard design 174,000 cu m capacity vessel has
increased by around 40% in the past two years to
current levels of $250m.

“As brokers, we would currently price in the region
of $260m-$265m, on the basis of a top tier South

Korean shipyard with high specification. Orders
placed today are likely to have a delivery window of
2027-2028 or later. However, some Chinese yards
are offering competitive pricing and terms and more
owners are looking at the Chinese option.”

With shorter lead times available, shipowners may
be driven to ordering from Chinese shipyards for
the first time, in order to get their new ships
earlier.

‘Inside job' cargo theft booming
as incidents up sixfold in past year

THE number of substantial cargo thefts with a
probable ‘inside job’ element jumped from 54 in
2021 to 405 in 2022, a year-on-year increase of more
than 580%, according to previously unpublished
statistics from the Transported Asset Protection
Association.

That remains a small proportion — indeed, perhaps
a gratifyingly small proportion — of the overall
number of such incidents worldwide last year, which
topped 12,000. But it does highlight a growing
problem for cargo insurers.

The cost-of-living crisis, it seems, has left consumers
with an increased willingness to buy basic goods
such as food and beverages, car and truck parts, and
fuel on the black market, and to offer information to
criminals for a price.

That said, it is hard to get a handle on the scale of
the problem, and no headline ‘cargo theft costs
manufacturers $Xbn a year’ figure is readily
available.

But the cargo theft boom, if we can call it that, is
particularly marked in north America, according to
claims manager Sedgwick, building on data from
cargo crime information-sharing system CargoNet.

Some 1,778 supply chain thefts were recorded in the
US and Canada last year, marking a 15% increase
over 2021. An estimated $223m in cargo was stolen
across both countries in 2022, with an average value
of over $200,000.

In a blog post recently published on its website,
Sedgwick makes a distinction between pilferage and
the activities of organised crime.

The former is generally unsophisticated and often
opportunist in nature. Backlogs of cargo seen at
ports and rail yards created during the pandemic
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has offered additional opportunities for people
essentially to grab what they can.

The latter is usually undertaken on the basis of
planning, often requiring cooperation from someone
with insider information along the transit route.

“Perpetrators go to great lengths to identify valuable
cargo like electronics and pharmaceuticals, falsify
licenses and shipping documents, and create fake
trucking lines and other deceptive schemes in order
to run off with merchandise,” national marine
manager Darin Miller noted.

“If the plans are executed well, it can take days for
legitimate shippers and owners to realise that a
container has been stolen.”

Cargo transported by air is often well protected by
airport security personnel and policies, making
ground transport is a safer bet from the criminal
perspective.

Labour shortages have left ports, railyards and other
transit depots with inadequate staffing in recent
years, which often leaves containers unmonitored.

Shipping comes out with a relatively clean bill of
health, with less than 1% of cargo theft occurring on
vessels, according to an annual report published by
TAPA and logistics mutual the TT Club.

The problem is overwhelmingly focused on road
transport, which accounts for two-thirds of such crime.

It probably isn’t the case that standards of honesty
and integrity are higher in the maritime sector
rather than other logistics outfits.

It’s just that it is physically harder to nick a
container when it is loaded on a ship than when it is
sitting around in a cargo stack.
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There is some increase in thefts from rail,
probably as a consequence of higher volumes post
pandemic.

Mike Yarwood, managing director of loss prevention
at the TT Club, said that the apparent marked
increase in insider involvement tallied with what he
was hearing anecdotally.

The normal scenario is that in which workers
provide security details to criminals in return for
cash up front, rather than a rake-off or a
commission.

“It is always very difficult to evidence or conclude
that an insider was the cause, but you always have
suspicions.

“We think it’s related to the state of some economies
around the world. People may be more inclined now
they are finding their finances stretched and more
susceptible to being paid for information that helps
the criminals.”

He pointed to specific cases where drivers have been
paid significant amounts to divert trucks to locations
where the cargo can be offloaded.

“Criminals are quite sophisticated and target a
particularly commodity and then work back through
the supply chain.

“Who transports it? Who might be vulnerable? Who
might be willing to work with them?”

Worst countries for cargo theft include Russia,
Brazil and India, three of the so-called BRICS
countries that are not among the very poorest on the
usual rankings of these things.

But there are signs that the crime is on the increase
in first world countries, too. Yarwood highlighted
increased fraud in the US, UK and western Europe.

These are often quite sophisticated, involving fake
freight forwarders and fake trucking companies.

Criminals know that if they can steal two pallets of
expensive perfume or even branded soft drinks,
there are ready buyers. This are more easily
disposed of than, say, a large quantity of furniture.

Things have moved on from the days when stolen
goods could be retailed on market stalls or through
word of mouth in a pub.

But the rise of the internet has made life easier in
this respect too, with one high-profile social media
platform in particular having a reputation as an
online marketplace, at least in the UK.

Alternatively, a lot of goods are stolen to order, with
buyers lined up in advance.

MARKETS

Is it the right time for consolidation

In dry bulk shipping?

IT MAKES perfect sense to buy into the dry bulk
shipping sector right now, at least on paper.

With most share prices trading below net asset
values, it is natural for companies awash with
cash, having paid down debt, to want some
exposure to a sector that is expected to return to
strong levels over the coming years, as the supply
side dwindles in the absence of a hefty ordering
spree.

“It is better to buy a company rather than buying
ships, as the vessels would fall in value immediately
upon acquisition,” said Cleaves Securities analyst
Peter Michael Christensen.

However, while there is always appetite to grow
fleets, heavy consolidation is not on the cards any
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time soon, given the fragmented nature of the
industry, combined with personality clashes and
ways of doing business, especially between public
and private companies.

As Cetus Maritime’s chief executive Mark Young
pointed out on a Lloyd’s List podcast earlier in
the year, following the merger between Asia
Maritime Pacific and Hamburg Bulk Carriers:
“Most dry bulk companies are run by strong
personalities.”

“When you meet like-minded people, a merger is
easier.”

The idea to merge and create a leading handysize
player was fuelled by the desire to operate more
efficiently.
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“Having a larger fleet provides greater flexibility to
weather market uncertainties,” he said.

Last year saw Taylor Maritime buy Grindrod
Shipping in a bid to be a large owner of handysize
ships.

In recent weeks, there have been plays for US-based
suprmax/ultramax operator Eagle Bulk, but the
owner decided to adopt a poison pill strategy to
prevent a rapid accumulation of a large stake by
Greek container line Danaos, while at the same time
Castor Maritime bought a sizeable share.

Earlier this month, Costamare bought a 5% share in
pure capesize player Seanergy.

This type of activity is more common in the tanker
sector, with a number of tie-ups closed in 2021
during weak markets.

More recently, we have seen jostling between
Frontline and the Saverys family for Euronav. While
the saga played out over months, a Frontline merger

fell through. International Seaways’ shareholders
recently ratified poison pill extensions to stave off
advances by John Fredriksen’s investment outfit
soon after.

Back in the dry bulk market, US-based Genco looks
to still be on the acquisition trail.

For those with cash, such as in the container sector
that profited from the pandemic chaos, what other
course of action do they have?

“If you want to grow and have a long-term strategy,
it’s back to buying into companies, unless you want
to pay top dollar for a newbuild delivered into an
uncertain market in three years time,” Christensen
from Cleaves said.

“Alternatively, you could of course pay out dividends
and let the investors decide what to do with the cash.
In any case, over time companies tend to get
punished in the market if they are hoarding cash
without any clear strategy on what to do with it — so
something has to give.”

Containership price normalisation tempts
owners back to secondhand market

THE containership S&P market has came back to
life in the first half of 2023, as falling prices tempted
both carriers and non-operating owners.

Figures from Alphaliner show there were 185 deals
comprising more than 600,000 teu in the first six
months of this year, almost double that of the
preceding half year, driven by prices falling to between
a half and a quarter of levels seen a year earlier.

“As of July 1, secondhand prices were stabilising
once more, but with disappointing cargo volumes,
depressed cargo rates on many routes, huge pressure
from the avalanche of newbuilding deliveries, and a
weakening charter market, further declines are
expected in the coming months,” Alphaliner said.

Mediterranean Shipping Co maintained its role as
the most aggressive buyer on tonnage in the first
half, adding 27 vessels and 142,000 teu to its fleet.
This represented nearly a quarter of all deals done.
CMA CGM, by comparison, bought only seven
vessels comprising 55,000 teu.

Falling prices, however, meant that non-operating
owners and smaller carriers were able to compete
again against their wealthier global carrier
competitors.
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Global Ship Lease took on four 20-year-old 8,650
teu units for $31m each, while MPC Container Ships
added seven ships comprising 15,000 teu.
Technomar Shipping, Peter Doehle and Seaspan
each acquired two vessels.

“Many smaller sub-3,000 teu vessels were also
picked up by little known carriers from China,
Russia and the Middle East, again reflecting more
accessible prices,” Alphaliner said.

Sales in the second half of 2022 had fallen under the
300,000 teu mark as buyers balked at high prices at
a time when the market was beginning to turn
down.

But buyers were still not finding it easy to get exactly
the ship they wanted, Alphaliner said.

“While ships aged 10-20 years comprised nearly
two-thirds of ship sales in the first half of 2022, that
proportion dropped to 43% in the latest period,” it
said.

“Instead, buyers flocked to the older ships, where
20-year-old-plus tonnage offered bargains for
short-term trading, equalling a third of sales by both
number and capacity.”
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Newer units were also in demand, with 7% of deals
done on tonnage less than five years old, which
Alphaliner attributed to a desire to prepare for new
carbon emission regulations.

Mid-sized tonnage also proved less popular, with
buyers concentrating on 1,000 teu-3,000 teu units

rather than 4,000 teu-7,500 teu tonnage. But larger
ships over 7,500 teu were also in demand.

“Overall, the average size of ship sold in the six-
month period was 3,290 teu, versus 3,690 teu in the
first half of 2022,” Alphaliner said.

Hamburg adopts long-term strategy

THE Hamburg senate has endorsed a new
development plan for the city’s port that lays down
strategic guidelines for policy, defines the availability
of land development and outlines the “strategic
orientation” for its future use.

“Hamburg is and will remain Germany’s largest
seaport,” said senator of economics and innovation
Melanie Leonhard.

“This is of fundamental importance for the
economic strength of Germany as an exporting
economy and for supply chain security at national
and European level. We shall continue to operate a
large, efficient universal seaport that serves these
aims.”

But cargo handling was not an end in itself and
container numbers were only an indicator of success,
but not the only relevant factor.

“Unlike other ports, Hamburg is itself a significant
market and industrial base,” Leonhard said. “Goods
on arrival are not only transhipped, but also
consumed or further processed.”

To remain competitive, the port needed to adapt to
global trends, local operating conditions, and both
social and economic developments. The port
development plan defines guidelines for the
required transformation processes and lists areas
for action.

These include harnesses “global mega-trends” such
as digitalisation, climate protection, the circular

economy and e-commerce to extend the port’s
position.

“The Port of Hamburg should continue in future to
be notable for a variegated range of services, from
cargo handling, via its broad industrial base and
efficient logistics, to cruise shipping,” the senate
said.

Attention is given to the port railway network and
the rail infrastructure with the hinterland that
makes Hamburg a “pioneer of the climate-
considerate transformation” of freight traffic.

From 2040, the port should be climate-neutral in its
operations, while the expansion of shore power-
supply for vessels will reduce emissions of harmful
pollutants.

“We will continue strengthening our port’s function
as a value added centre and maritime logistics hub,”
Leonard said.

“The global environment makes major advances on
digitalization, efficiency and climate neutrality
necessary. Our port is already now more essential
than ever. In the next few decades we will require
large quantities of renewable, rather than fossil,
sources of energy. These will reach Hamburg via the
port that we are now remodelling to be the driving
force for the energy transition.”

Maritime logistics would therefore play an essential
part in climate-friendly transport and
decarbonisation of society as a whole, she added.

IN OTHER NEWS

Canada labour minister says
longshore deal ‘within reach’
CANADA'S labour secretary
Seamus O'Regan Jr has
instructed federal mediators to
formulate settlement terms and
usher an end to the strike in
Canada's west coast ports, that
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employers say disrupted billions
of dollars in trade.

O'Regan, who has stated on
several occasions that labour
deals are best reached at the
bargaining table, said the
differences between the parties

are too small to warrant
continuing work stoppages.

IMB highlights piracy surge in the
Gulf of Guinea and Singapore Strait
THE International Maritime
Bureau has warned of an
increase of piracy incidents

Page 9



in the Gulf of Guinea and
the Singapore Strait this
year.

The bureau's mid-year report
highlighted that 65 incidents of
piracy and armed robbery
against ships were recorded
during the first six months of
2023, up from 58 incidents in the
same period in 2022.

EV battery giant CATL invests in
China's Wuhu Shipyard

CATL, the world's largest electric
vehicle battery maker, has
acquired a stake in China's
Wuhu Shipyard, as the
Shenzhen-listed company
expands its presence in the
shipping industry.

The move follows CATL's
establishment of a wholly-
owned subsidiary, CAEV, last
November to develop batteries
for ships, according to the
corporate information portal
Tianyancha.

FincoEnergies ready to supply
bio-methanol in Amsterdam

DUTCH fuel supplier
FincoEnergies is ready to supply
bio-methanol via truck at the
port of Amsterdam, after the port
authority granted a permit for
such bunkering operations.

FincoEnergies, previously called
FinCo Fuel, will supply bio-
methanol to maritime customers
under its bunkering subsidiary
GoodFuels, to become the first
operational supplier of bio-
methanol in the Netherlands. The
company hasn't disclosed the
name of the producer that is
supplying 100% biogenic bio-
methanol, adding that it is
certified by the International
Sustainability and Carbon
Certification, while also complying
with the European Union's
Renewable Energy Directive.

Grimaldi ship fire extinguished
THE fire on board the Grimaldi
Deep Sea ro-ro cargo vessel that

claimed the lives of two
firefighters and injured six others
has been extinguished.

The blaze reportedly broke out on
the 48,000 gross tonnes Grande
Costa D'Avorio (IMO: 9465382) on
Wednesday, July 5 around 2130
hrs local time, as the vessel was
undertaking final loading
arrangements in the port of New
York and New Jersey.

NCB to collaborate on illegal wildlife
trade

NCB, the US dangerous goods
reporting system, has joined
forces with the World Wildlife
Fund, in a bid to reduce the illegal
wildlife trade.

Container shipping is the main
method for smuggling non-live,
non-perishable wildlife
products, according to the
WWEF. These products include
items such as elephant ivory,
pangolin scales and illegally
logged timber.

Classified notices follow

Lloyd’s Listb

Looking to publish a judicial sale, public notice,
court orders and recruitment?
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