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ISRAEL ACCUSED IRAN of deliberately dumping several thousand
tonnes of crude oil from a Panama-flagged tanker in its economic
waters between February 1 and 2, polluting more than 100 miles of
Mediterranean coastline.
The environmental ministry identified the 2002-built, 112,679 dwt
tanker Emerald (IMO: 9231224) as responsible for the spill after a
two-week investigation that narrowed the list of potential culprits from
a list of 35 initial suspects.
The Lloyd’s Register-classified tanker was sold in December, reflagged
to Panama from Malta and then immediately loaded a Syria-bound
cargo of some 90,000 tonnes of crude in Iran, according to Lloyd’s List
Intelligence vessel-tracking data.
The ministry pinpointed Emerald on the basis of laboratory tests,
satellite tracking and a process of elimination to match crude that
washed up on Israel’s beaches from February 17.
The eco-terrorism allegations follow an explosion on an Israeli-owned
car carrier in waters off Oman on February 25 to which Iran was
linked.
The new owner of Emerald was named as Oryx Shipping Ltd,
according to a spokesman from the prior owner, Libya’s state-owned
General National Maritime Transport Co.
Oryx Shipping Ltd is traced to a Piraeus-based company with Syrian
links, said to be owned by Luay Mallah. An Indian shipmanagement
outfit called Frontline manages most of Oryx’s purported fleet of
supramax and general cargo vessels.
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Neither company could be reached for comment.
Underscoring Iran’s connection with the tanker,
protection and indemnity insurance, providing
liability for bunker and oil spills was the UAE-based
Islamic P&I Club.
The little-known club is not a member of the 13member International Group covering 90% of the
global fleet, and is solely used by Iranian shipowners
that cannot find cover elsewhere, Lloyd’s List
understands
Islamic P&I provided certificates for insurance for
financial liability for oil pollution damage that were
valid until January 2022, as well as coverage for
wreck removal and bunker oil pollution, documents
seen by Lloyd’s List show.
Records provided to the flag registry listed Marshall
Islands single-ship company Emerald Marine Ltd as
the anonymous, untraceable owner.
Emerald is part of a fleet of some 130 elderly tankers
totalling 19.5m dwt purchased over the last 18
months by disparate, anonymous owners for
immediate deployment in US-sanctioned trades that
operate beyond the reach of authorities.
The tanker’s Automatic Identification System was
switched off as it sailed through the Gulf and the
Red Sea, briefly resuming to transit the Suez Canal
before it again went dark late on February 1.
The Israeli statement said the tanker then entered
Israel’s economic waters to deliberately dump some
of its crude cargo during the 24-hour period AIS was
switched off, before reappearing off Syria’s coast.
The Israeli investigation claims that Emerald
unloaded the remainder of the crude oil it was
carrying onto other vessels via ship-to-ship transfers
and sailed back to Iran. Syria is the second-largest
buyer of Iranian crude after China.

Lloyd’s Register said it was checking the veracity of
information provided to it about the vessel.
“Satellites discovered two more stains between
Cyprus and Syria, in the area the ship had sailed,”
said the March 3 statement issued by Israel’s
Ministry of Environmental Protection.
“The vessel returned to Iran again, again in the
‘dark’ when it entered Israel’s economic waters; it
stayed that way until it reached a port in Iran, where
it is currently anchored.”
Environment minister Gila Gamliel said the Israeli
authorities would contact Emerald’s insurers, “and
will do whatever is necessary to ensure that the state
of Israel receives compensation from the
International Oil Pollution Compensation Funds”.
“We will bring to justice those responsible for the
environmental terrorism,” she said in a statement,
which contained no details of why she believed the
spill was intentional, rather than an accident.
Lloyd’s List has approached Ms Gamliel for
comment.

Israel faces compensation cap
on ‘terrorist’ oil spill
THE Middle East, as diplomatic cliché famously has
it, is something of a ‘rough neighbourhood’.
If Israel is correct to identify the recent oil spill that
has polluted both its beaches and those of adjoining
Lebanon as a wilful act of what it has called Iranian
‘environmental terrorism’, redress will take on
political or even military form.
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But there will also be a marine insurance claim,
Israel’s department of the environment has
confirmed. That is where things may get
complicated, and perhaps not to Israel’s liking.
Unless the perpetrator steps up with a confession, a
number of hurdles need to be surmounted before it
can even begin to seek compensation.
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Even assuming these can be jumped, Israel’s failure
to sign up to the highest-level compensation fund
probably leaves it ineligible for full recompense on
what are likely to be hefty clean-up costs and
damages.
Legal experts — who asked not to be identified, on
account of political sensitivities — compared with
the situation to that facing the victim of a hit and
run traffic accident. Who are you claiming against?
Israel initially pointed the finger at Minerva Helen
(IMO: 9276561), a Greek-managed aframax that has
subsequently been exonerated after official
investigations.
Suspicion now centres on Panamanian-flagged
112,679-dwt tanker Emerald (IMO: 9231224), which
Israel alleges was carrying sanctioned Iranian crude
to Syria when the spill occurred in the opening days
of February.

Finally, the Supplementary Fund Protocol was
adopted as a top-up in 2003 and entered into force
in 2005. Annual contributions are, with minor
wrinkles, on the same basis as the 1992 fund.
So yes, it’s complicated. But the takeaway is that in
the best case, up to $1bn is available via this
mechanism. However, neither Israel nor Lebanon
are looking at the best case.
Both countries are subscribers to the 1992 fund, the
IOPC confirmed today. But — and this is crucial
— neither is a subscriber to the supplementary fund.
Bunker spills from other vessel types, on the other
hand, are covered by the 2001 Bunker Convention.
That agreement provides for mandatory third-party
insurance cover, in practice provided by P&I clubs.
Third-party clean-up and pollution losses from
bunkers need to be made directly on the insurers.

The first issue that needs to be established is
whether the oil emanates from a tanker or is a
bunker spill from some other ship type, which will
determine which compensation regime applies.

The Bunker Convention works on the basis of strict
liability, with the opportunity for claims to be
brought directly against an insurer, and an
obligation for owners to provide security.

This can be established by testing, and the Israeli
government now contends it to be crude, reversing
earlier suggestions that it is comprised of bunkers.

On the upside, owners are entitled to limit liability
in accordance with the Convention for Limitation of
Liability for Maritime Claims 1976, or as amended.

However, the identity of the tanker involved can only
be settled definitively if a sample from the spill can
be compared to a sample from the accused vessel.

However, unlike the IOPC funds, the Bunker
Convention is not a pot of money per se.

If the owner opts not to allow a sample from the
accused vessel to be taken — which is likely, given
the high degree of enmity between Tehran and
Jerusalem — this may not be possible.
The standard industry compensation scheme for
spills from laden tankers — and for tankers only, it
must be stressed — comes in the shape of the
International Convention on Civil Liability for Oil
Pollution Damage 1969, referred to as ‘the CLC’ in
industry jargon.
The CLC was updated in 1992, when it was
strengthened by the International Oil Pollution
Compensation Fund Convention 1992.
This established the ‘1992 fund’, which pays out
when CLC compensation is not available or is
inadequate. This is a subscription fund, with
contributions assessed on a country’s oil shipping
volumes.
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The Indian Ocean island of Mauritius has learned
the hard way what happens even to those who are
members but haven’t signed up to the latest updates,
following the grounding of bulk carrier Wakashio in
2020.
In consequence, the compensation to which it is
automatically entitled will not come even close to
meeting the clean-up bill.
Neither Israel nor Lebanon appear to be parties to
the Bunker Convention, at least according to lists of
state parties available from P&I clubs.
But if Israel’s contention that this is indeed a crude
spill from a tanker is vindicated, that is of course
irrelevant.
Claims under the IOPC scheme can be made in the
names of individuals. These might typically be
municipalities, fishers, hoteliers and people with
seaside housing.
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These can be residents from more than one country.
For instance, both France and Spain were impacted
by the Prestige oil spill in 2002, just as both Israel
and Lebanon have been impacted by the latest
incident.

CLC compensation is set in Special Drawing Rights,
a unit of account devised by the International
Monetary Fund, with a value that fluctuates in terms
of real currencies. In practice, it typically amounts
to tens of millions of US dollars.

Governments are also able to claim for the outlay on
their clean-up efforts. Israel has stated that it will
“do whatever necessary” to get compensation both
from Emerald’s insurers and from IOPC funds.
Lebanon’s intentions could not immediately be
ascertained.

Once that layer is exhausted, the 1992 fund kicks in.
That takes compensation up to SDR203m, worth
about $292m at the current exchange rate.

If Israel can verify that Emerald or another tanker is
the culprit, the CLC is applicable, and the lawyers we
spoke to believe its claim will be well founded. The
issue is, how much will it get?
The first layer of CLC compensation is determined
by a tanker’s gross tonnage, and is incurred by
the shipowner, which in practice means the P&I
club.
As Lloyd’s List reports elsewhere, Emerald’s P&I
club is the little-known Islamic P&I Club, used
exclusively by Iranian owners. It is not an
International Group affiliate and thus it is outwith
the IG pool scheme.
Its independent financial strength, and its
willingness to pay out to a country that is not
recognised by Iran, are unknown.

While the supplementary fund takes possible
compensation up to around £1bn, neither Israel nor
Lebanon are subscribers, so the supplementary fund
does not come into play.
Ultimately the question is, how much is this spill
going to cost the two countries? The 1,000-tonne
spill is equivalent to 307,000 US gallons, and while
that will seem serious to those at the sharp end, this
is small in the scale of these things.
The Times of Israel quotes an initial local pollution
response budget of $13.8m. What cannot be known
is how much economic damage has been inflicted.
Note here that February is the low season for Israel’s
extensive tourist industry.
A little further north, Lebanon is still coming to
terms with the Beirut blast, and the government is
not always able to deliver basic services. Information
is lacking on how badly it has been hit, and what it
has arranged by way of response.

Shipping faces ‘sustained tempo’
of threat in Middle East
SHIPS can expect a “sustained tempo” of security
incidents in the Red Sea and a higher threat in the
Middle East region amid continued geopolitical
tensions, a security consultant says.
Israel blamed Iran for a blast last week that
punched four holes in the ro-ro Helios Ray (IMO:
9690547) in the Gulf of Oman. Iran denied the
charge.
The blast recalled incidents in 2019 when the US
accused Tehran of bombing ships with limpet mines,
which it also denied. Israel has also blamed a ship
carrying sanctioned Iranian crude oil for an oil spill
on its Mediterranean coastline, branding it an act of
“environmental terrorism”.
Risk Intelligence analyst Kais Makhlouf told a
webinar he expected more aggression by Iran and
“routine surveillance and harassment of merchant
Lloyd’s List | Daily Briefing Friday 5th March

vessels” amid tensions with the US and Israel over
the 2015 nuclear deal.
He said most internationally trading ships were not
targeted but operators should stay abreast of
political changes that could put their vessels at
higher risk.
Mr Makhlouf said those with perceived links to
Israel, Saudi Arabia or the US could be targeted
“We have to remember that Iranian actions are not
random,” he said. The [Islamic Revolutionary Guard
Corps Navy] is not targeting the first ship it sees on a
given day.”
He noted Iran’s seizure on January 4 of the South
Korean chemical tanker Hankuk Chemi (IMO:
9232369), to push South Korea to release oil funds
frozen under US sanctions.
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Hebrew press reports have claimed Helios Ray’s
owner, Israeli shipping magnate Rami Ungar, was close
to Yossi Cohen, head of Israel’s Mossad spy agency.
Mr Makhlouf said Iran aimed to increase political
pressure while avoiding direct military
confrontation and did not seek to kill crew or sink
ships. Limpet mines gave it a high degree of control
over the damage inflicted “and are still serious
enough that the message gets through”.

“The grind is likely to end with a negotiated
settlement as most players realise the cost of
winning militarily is simply too high,” he said. “But
that will take time.”
There was still a risk of Houthi sea mines and
several vessels had suffered hull breaches, but “the
fact that they only cause hull breaches is worth
mentioning”.

In the Red Sea the risk to shipping stemmed mostly
from the war in Yemen, with piracy suppressed and
a moderate risk of terrorism.

Iran, which supports the Houthi rebels fighting
Yemen’s Saudi-backed government, may choose to
prolong the war as a bargaining chip in talks with
the US over the 2015 nuclear deal.

Mr Makhlouf said all foreign players wanted out of
the war but had to save face and no big changes were
likely soon.

It was unclear how those talks would play out, with
the US and Iranian governments yet to size each
other up and with elections in Iran in May.

OPINION:

New hull forms and training must be
factored into future designs
MOST discussion about ships of the future revolve
around ‘alternative’ fuels but several other factors
are emerging that will become equally significant,
writes Richard Clayton.
These factors include designing newbuilding vessels
specifically with a view to reduced fuel consumption;
closer collaboration between financiers, cargo
owners, technology providers, and regulators; and
training the next generation of seafarers.
Speakers on a Mare Forum webinar agreed that
vessel hull form was fundamental to the future ship.
The easiest way to reduce fuel consumption, and
therefore emissions, is to design longer ships that
retained the required deadweight.
While this would conflict with terminals’ ideas about
berth lengths, the bigger concern was that
shipbuilders are reluctant to discuss new designs.
Yards are still stuck in ‘cookie cutter’ mentality, one
speaker lamented, while another believed builders
would only agree a design that suited their
production capacity.
Shipyards are suffering and lack the funding for
research. Indeed, it seems all maritime research
institutions are short of funding. One speaker
thought this was because “politicians are keen to
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give money to build things even when they cannot be
certain the design works.”
As a result, shipowners are forced to tweak their
existing vessels to find ways to reduce fuel
consumption.
However, more positively, there is a groundswell for
collaboration across the industry in search of solutions.
Talks between technical providers, financiers, and
cargo owners would never have happened even five
years ago, said one speaker, who applauded a change
of perception.
Another added that in the past, “we did not have
banks saying they really needed to understand the
technical and risk management perspectives… We
are tackling risk very early in the [design] cycle.”
Further co-operation depends on how swiftly the
industry gets visibility of data to aid high-level
decision making.
Seafarer training, the third emerging factor in the
success of future ship designs, was described by a
Mare Forum speaker as “one of the biggest
challenges in shipping.”
Recruitment, training, upskilling, and retention will
be harder while the industry is undergoing
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transformation. Training is “part of the design idea”,
not only for seafarers but also for shore staff.

sums being poured into the search for alternative
fuels.

“Technology will be part [of designing future ships]
and part will have to be training of the crew using it,
and training of the crew in the office monitoring
[vessel performance] and giving feedback to
seafarers,” the speaker said.

Unlike previous Mare Forums on the design of ships
for the future, which focused heavily on which
alternative fuels would win the day, this webinar
took a more balanced view and concluded that the
ship of the future must address the needs of all
maritime sectors, from shipyards and technology
providers through to professional services and
employment both at sea and on shore.

And there was a warning that very little progress
had been made in training compared with the huge

ANALYSIS:

Box shipping prepares for new upcycle
in post-pandemic recovery
CONTAINER shipping will remain unpredictable for
the remainder of 2021 but is set to enter a new
upcycle as the effects of the pandemic gradually
dissipate.
“Right now it is not feasible to see when the supply
chain bottlenecks will be gone,” said SeaIntelligence
Consulting chief executive Lars Jensen. “It could be
a few months or it could be worse.”
This year had started with even larger problems
than 2020 had ended with, he told the Journal of
Commerce’s TPM conference.
The chances of going “back to normal” in 2021
remained low, and volatility would be the key factor
facing the sector for the remainder of the year.
“At some point in 2021 vaccination programmes will
allow normal life to resume and that means funds
allocated to moving goods go back to services,” he
said. “That doesn’t mean demand will collapse, but it
will go back to a more normal level.”
The speed at which this happened could cause a
wave motion, where the boom is replaced by a
short-term bust, before returning to normal.
“But it impossible to predict when this will happen.
The changes in demand pattern last year were
beyond anything in the history of box shipping so
there is a significant amount of uncertainty.”
The current problems were not caused by a lack of
physical supply, however, and the sector had moved
almost as many containers last year as it had in
2019. The issue had come with the concentration of
those volumes into the second half of the year.
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“Supply right now has a problem in that all the
physical supply has been activated,” Mr Jensen said.
“Alleviating the bottlenecks will take time. But once
things go back to normal, we will still have the
supply we have now.”
Any downturn in volumes in the second half of the
year would be managed with blankings in an effort
to maintain freight rates, a manoeuvre that carriers
used to great effect during the first half of 2020.
Box lines had largely absorbed the excess capacity
supply that had been a feature of the market for the
past decade.
“Normally at this point in time, carriers would go
out and order massive amounts of vessels,” said Mr
Jensen.
But carriers were not heading to the yards in any
great rush this time, which would keep capacity
constrained.
“Until we see more big ship orders, we are still
looking at an upcycle in the coming years,” he said.
“That is good news if you are a carrier. If you are a
shipper it might not be seen as such good news as it
means higher prices.”
Contract freight rates had gone through a “level
shift” downwards in 2016 and remained at low
levels, but 2021 and beyond was likely to be a trigger
point to raise rates again.
A more consolidated market, with a far better ability
to flex capacity due to alliance partnerships, meant
that the pricing power balance had changed back in
the carriers’ favour, Mr Jensen said.
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“In the past it was a market where the normal state
of affairs was a price war, with at a few festive events
where they could turn up the prices and make
money,” he said. “Now we have to think of the
market as having reversed that situation.”
If this were not enough to concern shippers, Mr
Jensen warned that emerging environmental
regulations were on the horizon that would make
the low-sulphur regulations pale into
insignificance.
“There is an even larger change looming in the form
of a CO2 tax,” he said. “How it will happen remains
undecided, but it would appear that the EU will be
the first to implement something. . It could be 2023
or 2025, but it will come.”
The magnitude of the cost of this would vastly
exceed what was expected for IMO 2020.

“We should already start thinking about how to deal
with this. It will result in an increase in supply chain
costs.”
For now, that meant shippers needed to keep one eye
on the near-term issues and another on the longterm outlook.
“One part of your brain should be parked in 2021
and an entirely different part of your brain parked
beyond 2021,” said Mr Jensen. “The part that is in
2021 has to be extremely flexible and agile. This is
about being resilient.
“Beyond 2021 you should start to plan for an
environment where we are in a structural upcycle and
are at a point where there will be more pricing power
moved to the carriers. We are going to head into an
environment where environmental concerns, especially
over CO2 will take more and more prominence.”

MARKETS:

Norden warns of lower earnings in 2021
on weak tanker market
NORDEN, a Danish shipowner and operator,
expects a weak tanker market to weigh on its fullyear 2021 earnings.
The company expects an adjusted result in the range
of $20m-$60m, it said in its annual report.
Its adjusted profit in 2020 came to $106m, in line
with guidance, from $23m in 2019, mainly boosted
by its dry operator unit, which rose by $51m. Net
profit climbed to $86m from $19.2m.
“Norden delivered an outstanding performance in
challenging and volatile markets,” said chief
executive Jan Rindbo.
The adjusted result was the best in a decade and
reflects the company’s strategy of being asset-light,
using data and strengthening customer focus.
It set up a handysize team in Singapore to capture
market opportunities in the Pacific and moved its
Mumbai office to Dubai.
The company’s board is recommending a dividend of
DKr9 ($1.45) per share in line with its policy to
distribute a minimum of 50% of its annual adjusted
result back to shareholders.
Lloyd’s List | Daily Briefing Friday 5th March

Any improvement in the tanker market will be
contingent on the gradual recovery of the world
economy and relaxing of lockdown measures,
according to Norden.
“With uncertainty on both the seasonal
developments and the ongoing effects of coronavirus
as vaccines are distributed throughout 2021, the
global recovery in demand is expected to be slow
and gradual,” it said.
“Therefore, a tough first half of 2021 is expected,
with tanker rates continuing to remain at low levels,
anticipating an improved second half of the year.”
In the dry bulk market, the underlying demand “is
substantial and continues to move in the right
direction” with the Chinese economy continuing to be
driven by strong stimulus packages, infrastructurebuilding and agricultural demand, Norden said.
In the event that the pandemic gradually is
downgraded at the end of the first half of 2021, the
dry operator unit expects an improved second half
of the year, it added.
Norden owns 23 dry bulk vessels and 21 tankers. It
had an operated fleet of about 420 ships.
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Baltic Exchange to launch new handysize
futures contract
THE Baltic Exchange is preparing to launch a new
handysize freight derivatives contract in response to
market demand.

index based on 28,000 dwt vessels. A year ago the
BHSI, as the index is known, shifted to reflect only
the larger, more modern ships.

The forward freight agreement contract will be based on
the 38,000 dwt vessel, which is growing in popularity.

Handysizes in the 35,000 dwt to 38,000 dwt
category make up almost one third of the overall
segment, with 50 new vessels to be delivered,
according to Mr Langstan.

The Singapore Exchange (parent of the Baltic) will
start clearing the contract from April 19, while the
European Energy Exchange is planning to launch its
clearance service for the new contract from early May.
“Everything is in place to trade this index,” said the
Baltic’s European Advisory Council’s chairman
Hans-Christian Olesen. “The fundamentals are good
for the market for some time to come and players
need to support this.”
“The market is growing,” said EEX’s senior manager
for global commodity markets Richard Heath.
He said the clearing house had received
“resounding” feedback from clients, 60% of which
trade supramaxes, for a tradeable handysize FFA
based on this size category.
“There is room and need for this contract,” he told a
webinar to launch the product.
It will bring in more new counterparties, which will
lead to even more growth in dry bulk FFAs, which
have increased by 10% year on year.
Open interest is already 30% higher now than at the
start of 2020, he added.
Simpson Spence Young head of research Derek
Langstan said it was a good time to launch the
contract given that the spot market for the 38,000
dwt handysizes was at record highs.
The 38,000 dwt Baltic Handysize Index went live in
March 2018 in parallel with the previously used

“The start of the year saw an extraordinary market,”
he said, adding that the usual seasonal trough before
Chinese New Year has been broken and the market
has surprised to the upside.
Fleet growth in the handysize segment is pegged at
1.4% this year versus 2.2% in the supramax segment,
he noted.
Handysizes were also the top performer several
times during 2020, he said, adding that the type
outperformed supramaxes for more than 100 days
last year versus 57 days in 2019. In 2018, it
surpassed supramaxes for 33 days.
Since handysizes carry a broad range of dry bulk
commodities, they are considered an overall
barometer for the health of the seaborne market, he
noted.
“This unique new forward curve is exciting.”
Separately, the Baltic Exchange has added a new set
of independent indices for liquefied natural gas
seaborne trade.
The BLNGg, which went live this week, will be
published twice weekly alongside the current LNG
indices which are based on LNG carriers burning
very low sulphur fuel oil.
Historical data for the new indices will be available
dating back to January 2020.

Global Ship Lease posts increased profit
amid ‘dramatic chartering successes’
GLOBAL Ship Lease has said it is eyeing further
growth in a “highly supportive” market for
containerships after posting an increased profit for
the fourth quarter of 2020.
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Net income of $10.8m, up from $8m in the yearearlier period, pushed annual met income to $37.6m,
a slight increase compared with 2019.
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Since the second half of 2020, New York Stock
Exchange-listed GSL had taken “decisive action in a
uniquely strong market in ways that will benefit the
company for years to come,” said chairman George
Youroukos.
Citing a rapid rebound in containership demand
fuelled by tight supply and port congestion on the US
west coast and China, Mr Youroukos said that the
company has been able to secure and extend charters
across its fleet at rates and for durations “well beyond
what has been available in recent years.”
Not counting a recent acquisition and charter-back
deal with Maersk for seven post-panamax vessels,
since mid-2020 GSL had agreed 22 new charters or
charter extensions, adding about $264.5m in
contracted revenue.
The “dramatic chartering success” had played a role,
along with deleveraging and “game-changing

capacity discipline” by liner companies, in enabling
GSL to successfully refinance its 2022 notes on
better terms, Mr Youroukos said.
“We continue to see a highly supportive
environment,” he said. “This is driven by both a
sustained high level of containership demand and a
restricted near term supply of ships, reinforced for
the mid-term by a negligible orderbook for midsized and smaller vessels, constrained in part by
uncertainty over future fuel and propulsion
technologies.”
Last month’s $116m deal with Maersk will see GSL
acquire seven 6,008 teu vessels, bringing the
company’s fleet to 50 boxships.
“We believe that GSL is well placed to continue
executing our accretive growth strategy and taking
full opportunity of the attractive opportunities
ahead of us,” Mr Youroukos said.

IN OTHER NEWS:
EU faces call to back green hydrogen
and ammonia for shipping
THE European Union is being
urged by the maritime sector to
stimulate the development and
use of green ammonia and
hydrogen by shipping.
Commodity trader Trafigura has
joined a group including the
Hydrogen Europe association
and the Transport & Environment
lobby in writing to the bloc
advocating support for the
deployment of the zero carbon
fuels.
Other signatories involved are
shipping companies DFDS, CMB,
Torvald Klaveness, Viking Cruises
and classification society Lloyd’s
Register.
Pandemic reveals gaps and
opportunities in US trade
THE pandemic revealed three
major changes in world trade:
diversification of retail sourcing
away from China, the explosive
growth of e-commerce retail, and
the need for a digitised
technology-driven supply chain.
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Ports America president Peter
Levesque also said the health
crisis showed the US is suffering
from “third world infrastructure”.

letter to Congressman Peter
DeFazio, who chairs the
Committee on Transportation
and Infrastructure.

“The sourcing shift away from
China actually began with the
tariffs imposed at the start of the
US trade war, but as the
coronavirus outbreak spread
across China, it took the global
sourcing community by surprise,”
he told the Journal of Commerce
TPM21 conference.

In a 44-page report
accompanying his letter, Mr
Behm said the Justice
Department’s criminal and public
integrity divisions each declined
to take up the matter in the
closing weeks of the Trump
administration.

Trump’s transport chief used role to
promote family shipping business,
report finds
THE Trump administration
suppressed a criminal
investigation into allegations that
former Transportation Secretary
Elaine Chao misused her office to
help promote her family’s ocean
carrier business, the Foremost
Group.
“A formal investigation into
potential misuses of position was
warranted,” Department of
Transportation deputy inspector
general Mitch Behm said in a

Star Bulk acquires kamsarmax
resales
STAR Bulk Carriers has said that
the global crackdown on emission
levels from shipping contributed
to its decision to acquire a pair of
kamsarmax bulkers under
construction in China.
The vessels, which will take the
Nasdaq-listed owner’s fleet to
128 bulkers, are described as
‘eco-type’ ships of 82,000 dwt
that are on order at Jiangsu
Yangzi-Mitsui Shipbuilding, the
joint venture between Yangzijiang
and Mitsui, for delivery later this
year.
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Greece-based Star Bulk did not
identify the seller or say how much
the vessels will cost. However, the
company was “in advanced
discussions” with institutions to
finance the transaction.
Seadrill writes down $2.9bn on rigs
SEADRILL announced a $2.9bn

non-cash impairment on its
assets amid a poor offshore
drilling outlook until at least next
year.
The Oslo-listed group,
controlled by Norwegian
billionaire John Fredriksen, filed
for Chapter 11 bankruptcy last

month for the second time in
four years.
Seadrill said the write-down
reflected the likelihood of more
rigs being sold or scrapped, with
19 of its 34 rigs idled without
crew, or “cold-stacked” at the
end of 2020.

Classified notices follow
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