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C.I.S.C.O. NEWS 
 

 
 

 
 

TRAINING COURSE "THE CONTAINER REEFER AND THE NEEDS OF THE 

GOODS" 
 

A training event organized by C.I.S.Co. is taking place from September 10th last 
to the end of the following October, dedicated to the reefer container and the 

needs of the goods. 
 

The course provided by C.I.S.Co. is reserved for maritime agency employees 
and is financed by the bilateral category body. 

 
28 hours of teaching are provided, divided into 

14 lessons of two hours each. 
 

The topics of the course are the following: 
 

 introductory notes 

 
 technical aspects 

 
 the goods 

 
 logistics and containerized transport 

 
 container logistics actors 

 
 legislation and legal aspects 

 
 container logistics documentation 

 
 insurance aspects 

 

 new technologies 
 

The lessons are taking place at the Assagenti Genova headquarters and by 
videoconference at the headquarters of the federated associations (Ancona, Bari, 

Cagliari, La Spezia, Leghorn, Naples, Ravenna, Rome, Savona, Trieste, Venice). 
 

The detailed program of the course is shown below. 
 

 
 



4 
 

 
 C.I.S.Co. Newsletter  October 15th 2019 

 
 



5 
 

 
 C.I.S.Co. Newsletter  October 15th 2019 

 
 



6 
 

 
 C.I.S.Co. Newsletter  October 15th 2019 

 

 
PORTS AND TERMINALS 

 

 

 
 

 

DOVER AS PREPARED AS POSSIBLE FOR A NO-DEAL BREXIT 
 

Port of Dover is as prepared as possible for the logistical challenges of Brexit, 
but chief executive Doug Bannister has warned that there would still be 

congestion and disruption, and the UK and European freight transport industry 
and its traders need to know the “rules of the game”. 

 
Bannister told a Freight Transport Association (FTA) conference in London that 

Dover and its opposite number ports of Calais and Dunkirk, plus Eurotunnel, are 
“100% prepared for Brexit”.  

 
But he cautioned: “That is not a 100% guarantee that there is not going to be 

any congestion; that would be foolish.  
 

Of course, there is going to be friction and there will be some congestion; that 

is a fact. 
 

Although we and the industry are 100% prepared, we will only know the rules 
of the game when we know what kind of Brexit we are going to have.  

 
Is it a deal, no-deal or a no-Brexit? 

 
If it is a deal, is it a trade agreement or a Customs union?  

 
Is it a Norway plus or Canada minus?  

 
Until we know what the rules of the game are it is very difficult collectively to 

invest in the resources, the systems, the people and the processes we need to 
make trade happen effectively.” 

 

UK government estimates of a no-deal Brexit on 31 October, when the UK is 
scheduled to leave the European Union, suggest that the value of goods passing 

through the UK’s major ferry gateway would fall by around £1.2 billion per week, 
or a 40% to 60% drop in volumes. 

 
Adding context to those stark numbers, Bannister reminded the audience that 

the UK government has said there will be no incremental controls on inbound 
freight entering the UK and that around 30% of the trailers passing through 

Dover are empty, with “no paperwork required”. 
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FTA deputy chief executive James Hookham had opened the conference by 
saying that it was “a critical time in the Brexit process”, with less than four weeks 

to go before a potential no-deal UK exit from the EU. 

 
Hookham said that a no-deal Brexit posed a “very real risk” to UK businesses 

and their supply chains from the changes in procedures for logistics managers. 
 

There would be a “collapse of transport and trading relationships” and a 
reversion to World Trading Organisation and pre-

1993 terms and conditions. 
 

Responding to the message from rival ports that 
they can deal with a diversion of ro-ro traffic from 

Dover, Bannister said: “There is no other place for 
that trade other than Dover and there is 

insufficient ferry capacity for it to be lifted into 
other ports in any significant numbers.” 

 

He said that “there are not enough ferries in the 
world” to replace the current Dover-Calais just-in-

time “conveyor belt” for UK trade to the continent that amounts to £122bn per 
year or 17% of the country’s total trade. 

 
Bannister, speaking at the one-day ‘Ready for a No-Deal?’ conference, added 

that even a £2.5 billion investment in new ferry ro-ro capacity would handle just 
10%-20% of the 10,000 trucks transiting Dover every day on 120 ferry 

movements. 
 

He added: “And so you would have to ask yourself, what happens to the other 
80%?” 

 
The Dover boss told the audience of UK logistics professionals that the UK and 

its “sister French ports” are prepared for any change in operations due to Brexit, 

while the ‘to do’ box includes finalising Customs processes and opening inland 
customers office, and trader readiness where the port is ready to help. 

 
Bannister reiterated the point that Dover has services from 12 ferries with “high 

frequency and significant capacity” amounting to 180km of lorries passing 
through every day. 

 
As the UK and the European Commission in Brussels wrestle with the issue of 

the Irish backstop and London’s new proposals for seamless trade on the island 
of Ireland, Bannister continued: “We are also Ireland’s just-in-time conveyor 

belt, with over 40% of Irish exports leaving for the EU going through Dover due 
to reliability of our port operation.” 

 
He added Dover “has not waited for Brexit” but have made constant investments 

to improve the reliability of its operation, including £85 million spent two years 
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ago on the ferry terminal to create more capacity for managing the flow of traffic 
into the port “so we can handle the peaks and troughs more easily”. 

 

Also nearing completion is the first phase of a £250 million investment to create 
more capacity on the western side of the port for cargo, with Dover already 

handling some 30% of bananas for UK fruit bowls. 
 

Hammering home his point about the estimated fall in Dover’s volume 
throughput, Bannister stated: “Traders in Britain and Europe stand to lose 1bn 

in trade every week and that focuses attention.  
 

I take great comfort in the dialogue I have been having, not only with the British 
government officials, but also with colleagues in the French ports who equally 

want the border to work, and business wants the border to work.” 
 

The port boss reassured the audience that Dover can handle disruption and has 
to do so, whether there is a road traffic collision on the M25 or “something more 

substantial” such as a security alert. 

 
“If there is a disruption, Dover has the proven ability to recover the situation 

swiftly in the event that Stack or Brock [trucks parked on motorways to ease 
congestion] gets deployed and we are able to crank up the volume or the velocity 

of trade at the border.  
 

We can process 500 to 600 lorries every hour after congestion somewhere else.” 
 

(from: lloydsloadinglist.com, October 8th 2019) 
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MARITIME TRANSPORT 
 

 
 

 
 

CHINA’S SHIPPING: 70 EVENTFUL YEARS 

 
Amid celebrations for the 70th anniversary of the founding of the People’s 

Republic, China has attained a prime position in many maritime activities.  
 

One of the most prominent is the fleet of merchant ships owned by companies 
based in China, which is now the world’s second largest.  

 
Seventy years ago in 1949 participation in international shipping was minimal.  

 
Progress in building up the fleet since then has been remarkable, especially 

during the present century. 
 

Just over a year ago, following rapid enlargement in the previous decade, China’s 
fleet reached a larger capacity than that of Japan, which had been in the number 

two position after Greece for an extended period.  

 
During the past twelve months the China-owned fleet has continued growing 

vigorously, reducing the distance behind the number one country in the ranking 
of national fleets.  

 
Currently the China fleet’s capacity is one-seventh of the world total. 

 
From minuscule to gigantic 

 
After the epic voyages of the famous Ming era explorer Admiral Zheng He in the 

fifteenth century, when China was one of the foremost maritime countries, 
involvement in international long-distance sea trade ceased almost entirely for 

five hundred years.  
 

In 1949 when the PRC was founded the national fleet was minuscule. 

 
In the early 2000s the China-owned fleet had grown to 5-6 percent of the world’s 

total, and by mid-2019 the proportion was approaching 14 percent.  
 

Over the past decade, since the end of 2009, capacity rose from 74.4 million 
gross tonnes to 189.3m gt at end-August 2019, an increase of 115m gt or 154 

percent, according to Clarksons Research statistics.  
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Within the past five years, as shown by the graph below, the total rose by 63m 
gt or 50 percent, from 126.1m gt at end-2014.  

 

The more rapid growth in China’s fleet than seen in those of other top owner 
nationalities is clearly illustrated. 

 
Annual growth rates in the 

China-owned fleet (which 
includes all vessels of 100 gt & 

over but excludes Hong Kong-
owned ships) averaged 7.9 

percent in the past five complete 
years, 2014 to 2018.  

 
The annual pace of expansion 

varied widely, from a relatively 
slow 2 percent (in 2014) to a fast 14 percent (in 2018).  

 

In these statistics gross tonnes is used as a convenient common measure of 
capacity.  

 
Ownership country is defined by the location of the company owning and 

controlling a vessel. 
 

Fleet expansion principally reflected the many new tankers, bulk carriers – 
including a specialised sub-category, ore carriers – container ships and gas 

carriers added within this period.  
 

But several other influences also contributed to fleet evolution.  
 

Second-hand ship purchases on the international market provided more 
additions.  

 

Conversely deletions – ships sold for recycling (scrapping), or sold on the 
second-hand market – were a partial offset. 

 
Driving forces 

 
What has driven this strong expansion of the China-owned fleet in the twentieth 

century?  
 

Growth in the country’s seaborne trade flows, both inwards and outwards, clearly 
has been influential.  

 
In particular, China’s rising commodity imports which in several sectors grew to 

become either the world’s largest or one of the largest import movements, 
provided incentives to seek greater involvement in sea transport activity. 

 

https://www.hellenicshippingnews.com/wp-content/uploads/2019/10/thtrdxhrrxthrth.jpg
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Extensive exports of manufactured goods motivated participation in container 
shipping services. 

 

Enhanced control over supply routes, providing tighter security of transport 
services and reducing dependence on foreign carriers has been an intensifying 

motivation to expand cargo-carrying capacity.  
 

The potential for gaining substantial profits, by owning and operating shipping 
assets, was significant as well. 

 
Soon after the People’s Republic of China was founded, Chairman Mao Zedong 

declared in 1953 that “(we) must work hard to develop our shipping industry.  
 

We must endeavour to build more ships and to create our ‘railway’ at sea”.  
 

This prescription, with varying emphasis in policy and practice, has been broadly 
adhered to over the past seventy years. 

 

In the first decade of this century, when China’s greater presence in global 
seaborne trade was emerging after joining the World Trade Organization in 

December 2001, fleet growth was lagging well behind trade expansion.  
 

Compared with the development cycle of the European and Japanese economies 
several decades earlier, when transport capacity for imports of raw materials 

and other cargoes was carefully planned by industrial users, China’s approach 
was different.  

 
Chinese importers relied more heavily upon the international ocean freight 

market and foreign shipowners to provide transport, mainly under short-term 
charter arrangements. 

 
By the end of the first decade investment in new ships by shipowners in China 

was gaining momentum.  

 
But research by economists reportedly emphasised weaknesses among Chinese 

shipping companies in an international context.  
 

Analysis pointed out that under government policy, operating or shipbuilding 
subsidies were not provided, nor were there advantageous shipbuilding loan 

rates, taxes, depreciation or other preferential measures available. 
 

During the current second decade the progress of the China-owned fleet can be 
interpreted as being effectively in a ‘catch-up’ mode.  

 
Even so, early in this phase, rapid expansion was not always seen universally as 

a sound strategy.  
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Long periods of weak global freight markets in the 2010s prevented or restricted 
attempts to achieve adequate profitability on shipowning activities.  

 

Yet still the underlying trade movement security motive for expanding China’s 
share of its seaborne trade remained intact. 

 
An extra incentive to promote fleet development applied over a period of four 

years from 2013 to 2017.  
 

Amid subdued global shipping markets, the Chinese government unveiled a new 
scrapping subsidy scheme which was introduced at the end of 2013, initially for 

two years duration, to encourage investment.  
 

The scheme, available only for China-flagged vessels, stipulated that the 
tonnage of a newbuilding order should exceed that of the vessel sold for 

recycling.  
 

Subsequently this subsidy was extended for a further two years, ceasing at the 

end of 2017. 
 

A notable enlargement 
 

In the past few years several high-profile additions boosted the China-owned 
fleet’s growth.  

 
Numerous large newbuilding tankers in the vlcc size group were delivered from 

shipbuilders’ yards.  
 

Shipowners in China acquired from Brazilian mining company Vale 20 existing 
giant ships built in the first phase of valemax ore carriers.  

 
A takeover of the Hong-Kong based container service operator Orient Overseas 

Container Lines (OOCL), one of the world’s largest operators, by COSCO was 

completed.  
 

More recently last year the second phase of massive valemax ore carriers began 
to be delivered together with further large tankers and mega container ships. 

 
Looking at the main vessel type categories and how these evolved during the 

past five years, 2014 to 2018, the fleet enlargement pace varied.  
 

The container ship fleet was by far the fastest growing of the three main 
segments, expanding from 12.4m gt to 36.2m gt, a 191 percent increase.  

 
Tankers saw a 41 percent increase from 22.0m gt to 31.1m gt.  

 
In the biggest category, bulk carriers, the fleet expanded by 24 percent, from 

73.9m gt to 91.7m gt.  
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Gas carriers, a relatively small segment, saw 210 percent growth from 1.1m gt 

to 3.5m gt. 

 
China-owned fleet capacity is being further expanded in 2019.  

 
Shipowners have been taking delivery of many newbuilding vessels from 

shipbuilders’ yards within an extensive orderbook schedule.  
 

Particularly noteworthy features are the volumes of large-capacity tankers, bulk 
carriers and ore carriers, and container ships joining the fleet.  

 
Smaller ships also are an element. 

 
Large vessels scheduled for 2019 delivery (as scheduled at the beginning of this 

year) to shipowners in China, were numerous.  
 

Tanker deliveries included 16 suezmax tankers of 150-158,000 deadweight 

tonnes (dwt), and 9 very large crude carriers (vlccs) of 300-319,000 dwt.  
 

Within the bulk carrier segment, deliveries scheduled included 3 newcastlemax 
vessels of 208-209,000 dwt, 2 guaibamax 325,000 dwt ore carriers, and 8 

valemax 400,000 dwt ore carriers.  
 

Among container ships, 4 of 13,500 teu (twenty-foot equivalent units), plus 6 
ulbcs of 19-21,000 teu were due for delivery.  

 
Many ships have been delivered in this year’s first nine months. 

 
Capacity additions ahead 

 
Orders for new ships to be delivered into the China-owned fleet stretch out 

through the next two years and beyond.  

 
Clarksons Research data, at end-August 2019 shows that (using a common 

measurement of gross tonnage) the entire newbuilding orderbook for delivery 
to shipowners in China totals 486 ships of 19.4m gt.  

 
The tonnage volume is equivalent to 10.2 percent of the existing fleet’s 189.3m 

gt capacity.  
 

Within this orderbook, 3.2m gt is scheduled for the remaining four months of 
2019, followed by 8.4m gt due in 2020 and 7.8m gt in 2021 and later years. 

 
A comparison with the other two largest shipowner nationality countries shows 

that Japan has a more extensive orderbook, at 29.1m gt, equivalent to almost 
17% of the existing Japan-owned fleet.  
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The orderbook for Greece is lower than China’s, at 16m gt or 7% of existing fleet 
capacity.  

 

These differences imply potential for varying future fleet expansion rates.  
 

But these are only tentative indications, because actual fleet growth will be 
determined as usual also by how much scrapping of existing capacity occurs, 

and the extent of second-hand vessel transactions, whether purchases or sales 
to owners of other nationalities. 

 
Among newbuilding deliveries scheduled to be delivered into the China-owned 

fleet over the next couple of years are a number of suezmax and vlcc tankers. 
 

Many newcastlemax bulk carriers and also guaibamax and valemax ore carriers 
have been ordered for delivery in the year or two ahead.  

 
By contrast, the mega-size container ship building schedule awaits further 

activity. 

 
The current (as at end-August) orderbook shows 11 vlcc tankers of 310-319,000 

dwt on order, for delivery up to and including 2021.  
 

In this year’s remaining months and next year, 10 guaibamax 325,000 dwt plus 
3 valemax 400,000 dwt ore carriers are scheduled.  

 
In the bulk carrier sector the principal focus is now on the newcastlemax 200-

220,000 dwt category where the orderbook extends to 31 ships for delivery 
before end-2022. 

 
Only one ulbc 21,000 teu container ship is currently on order, although 10 of 

15,000 teu are scheduled for delivery by end-2022. 
 

Employment potential 

 
How and where will future new China-owned capacity, as well as recently-

delivered vessels, be used?  
 

A large proportion seems destined for employment wholly or mainly on trade 
routes where China is at one end.  

 
For tonnage carrying bulk commodities, tankers and bulk (including ore) 

carriers, these routes will be predominantly those where China is an importer.  
 

A proportion of the new capacity probably will at least occasionally seek 
employment in trades where China is not a destination or origin, the traditional 

international ‘cross-trades’. One striking illustration is a multiple order reported 
a few months ago.  
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COSCO Shipping Bulk ordered 18 (including 2 options) 210,000 dwt 
newcastlemax bulk carriers from several Chinese shipbuilding yards for delivery 

in 2021 and 2022, a 3.4 million dwt or higher total.  

 
These ships are intended for employment in the long-haul bauxite trade from 

Guinea, West Africa to China.  
 

Large-scale aluminium production in China needs massive imports of raw 
material for processing into alumina and then aluminium.  

 
Mines in Guinea have expanded with Chinese investment boosting supplies, 

necessitating more transport capacity for this route, facilitated by port upgrades 
allowing use of bigger bulk carriers than previously employable. 

 
Continuing upwards trend? 

 
Indications point to continued enlargement of the China-owned fleet over the 

years ahead, and probably a rising proportion of the world fleet capacity which 

it represents.  
 

Various statements by or attributed to the Chinese government, or people with 
connections, have created an impression of a broad strategy to reduce reliance 

on the international freight market, particularly the ‘spot’ market for individual 
voyage and short-term charters. 

 
A greater uncertainty is what will be the pace of the advance. Even in the 

relatively short term, predicting China’s fleet development and that of the world 
fleet as a whole, is an exercise in speculation.  

 
It may be a ‘clear’ idea that many more newbuilding ships of various types will 

be ordered by shipowners based in China, enabling the fleet to continue growing. 
 

Beyond this broad notion, however, which arguably seems likely to prove 

correct, there is a wide range of outcomes both of timing and of capacity volume. 
 

Many factors, including some which may not have been anticipated, will affect 
future decisions by shipowners in China about extending fleet capacity with 

newbuildings.  
 

There are also the significant aspects of how much of the existing fleet will be 
scrapped, and whether and to what extent second-hand vessel purchases and 

sales may be an important influence.  
 

These are not elements which can be forecast precisely with any degree of 
confidence, especially in the longer term: only general assumptions can be 

made. 
 

(from: hellenicshipping news.com, October 4th 2019) 
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RAIL TRANSPORT 

 

 

 
 

 

FROM ATLANTIC TO PACIFIC BY RAIL AND STILL FRESH 
 

The Eurasian railway corridor must be extended to the Norwegian port of Narvik, 
where it marks the final departure for long-haul transport to the US.  

 
It would make the Nordic Silk Road complete.  

 
This was the main takeaway at the RailGate Kouvola conference, held on 26 

September in the Finnish city. 
 

The Nordic Silk Road is the route from China to Europe via the Trans-Siberian 
railway, but rather than entering the EU via Poland its first call in the continent 

is Kouvola.  
 

From here, other Scandinavian destinations can be reached.  

 
Such as the port of Narvik, the most northern end of the railway network in 

Norway. 
 

Not just a wish 
 

The railway line connecting the Atlantic port to the Trans-Siberian railway is 
already there.  

 
It has been for the last 100 years, points out Rune J. Arnøy, Director of the port 

of Narvik.  
 

His presentation was themed ‘Norway – Gateway to North America’.  
 

“Kazakhstan has expressed its ambition to turn to Narvik as its port to the 

Atlantic. 
 

The same can apply to China”, he said. 
 

It is not just a wish of some beneficiaries.  
 

The plan was included in an agreement signed in June 2018, says Nancy Li, 
General Director of the Scand-China International Link.  
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The train service that currently connects the Central Chinese city of Xi’an to 
Kouvola will eventually run to Narvik via Haparanda, the Finnish-Swedish border 

crossing.  

 
And it only makes sense, believes Arnøy.  

 
“Why would we ship a product to Europe in order to transport it to China?” 

 
Fresh salmon 

 
With this last remark he refers specifically to the Norwegian salmon, the 

frontrunner that is 
currently waiting to be 

shipped by train to 
China, all the way 

through Russia.  
 

What was still 

unthinkable a year ago 
is now close to possible.  

 
Fresh goods may be moved overland through Russia, since President Vladimir 

Poetin issued a decree on 1 June 2019.  
 

Previously, the only option was the airplane. 
 

“It is ridiculous.  
 

We cannot do that any longer.  
 

It is too costly and not sustainable.  
 

Now we can move overland we must realise the shipment of salmon by train”, 

says Ola Strand, CEO of Norway BluWrap.  
 

His company has developed a way to do this.  
 

With a special packaging the shelf life of fish is doubled to 30 days.  
 

“For pork the results are even more astonishing: the meat stays good for 90 
days.  

 
With this technology these products can easily be shipped to China by train.” 

 
Transit conditions 

 
However, the wrapping of the product is not all that remains to be done.  

 

https://www.google.it/url?sa=i&rct=j&q=&esrc=s&source=images&cd=&ved=2ahUKEwji6oOjy_DkAhULMewKHYKYBnsQjRx6BAgBEAQ&url=https://www.railfreight.com/beltandroad/2019/09/27/from-atlantic-to-pacific-by-rail-and-still-fresh/&psig=AOvVaw3LOJSalOYTukzqRItzsDQU&ust=1569659452090965
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Although the Russians have lifted the ban, the practical details of the shipment 
remain to be disclosed.  

 

The decree sets the condition that trains as well as trucks should be traceable 
during the entire journey across the country.  

 
A control system involving the use of identification tools must be in place.  

 
In Kouvola, nobody seemed to be able to answer how these tools must be 

applied. 
 

Similarly, the Chinese authorities are working out the practicality of the new 
transport possibility.  

 
Currently the only cities in China with the facilities to handle conditioned cargo 

are Chengdu and Chongqing, pointed out Li.  
 

Hence, it is these cities that will be the end destinations for the fresh new 

products from Europe for now.  
 

It remains to be seen whether hubs as Xi’an will follow. 
 

Kouvola to China 
 

If it is up to the forwarder of the Kouvola train to China, the train follows the 
trend.  

 
Although Kouvola Cargo Handling Oy offers the service to Xi’an at the moment, 

it is investigating the possibilities to call on other Chinese destinations as well. 
 

Chengdu and Zhengzhou are among the options, said Anu Kujansuu, Marketing 
Director at the company.  

 

Furthermore, it is preparing a regular westbound trip on the route Xi’an-Kouvola. 
 

“Last year, there were some delays in Xi’an due to congestion.  
 

Therefore, we had to wait with this service.  
 

But we can confirm that it will start this year.” 
 

Meanwhile, Kouvola is gearing up for the rising volumes with the expanded Rail 
Road Terminal.  

 
This should turn the city’s rail facility in a large-scale intermodal terminal, the 

largest in the Tehola-Kullasvaara area.  
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This project was launched in 2015 and is now gaining momentum, as it has 
received an EU fund of 9 million Euros.  

 

In 2022 the terminal will be operative, while the surrounding area will turn into 
a logistics park in the months after. 

 
“It will be able to handle trains of 1.1 km in length, Petteri Portaankorva, 

Development Director of the City of Kouvola said. 
 

Scandinavian link 
 

In the meantime, improvements must be made in the Scandinavian countries.  
 

“If we really expect volumes along this stretch to rise, we must increase the 
capacity of the railway lines between Norway and Finland, said Arnøy. 

 
Fortunately, also this is a project on the agenda.  

 

The Iron Ore Line is upgraded, as well as the Haparanda Line.  
 

While the first runs from Narvik to Lulea in Sweden, the second connects the 
Swedish cities of Boden and Haparanda, all on the route to Finland. 

 
“The Iron Ore Line will get a double track”, says Mona Mansour, Senior Adviser 

of European Affairs for North Sweden European Office.  
 

“The capacity that this generates should be available in 2020.”  
 

According to Arnøy, a double track enables the handling of 40 trains per day, 
whereas it now allows for 26 per day.  

 
“It is mostly about the stretch from Narvik up till Kiruna, this is the most 

congested part.” 

 
Finally, the Haparanda Line needs upgrading on the Finnish side of the border, 

such as electrification of the track.  
 

Also this is in the pipeline.  
 

“If all this is done, we can use the full potential of the railways”, added. 
 

International trade 
 

Of course, all these works are not done just for salmon.  
 

A year ago there was not even a possibility to ship salmon by train, but the 
mentioned projects were already in place.  
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The north of Sweden is an important export region to Europe, with billions of 
tonnes of iron ore moved across the seas, in addition to minerals, fisheries and 

other industrial goods.  

 
Likewise, the ice-free port of Narvik is already an essential gateway on the 

Atlantic Ocean.  
 

As Mansour puts it, the connection between Narvik and the north of Norway and 
Sweden form a vital route of international trade. 

 
But she also adds: “The BRI certainly plays a role in shaping these transport 

policies, especially due to the huge potential of train shipments of salmon 
towards the east.”  

 
And it is not only the Chinese or Russians anticipating the opportunities.  

 
Kazakhstan wants a piece of the pie.  

 

It sees possibilities in a smooth transit to the Atlantic port.  
 

It already has good relations with Finland and a record of 5,170 units shipped to 
the country by train in 2018, according to Zhanna Sartbayeva, Kazakh 

Ambassador to Finland.  
 

And if all goes to plan, Narvik is only 26 hours away from Kouvola. 
 

(from: railfreight.com, September 27th 2019) 
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Numero del 15 Ottobre 2012 

 
ROAD TRANSPORT 

 

 

 
 

 

FRENCH TRUCK PARK GAINS FIRST TAPA LEVEL 1 SECURITY 
CERTIFICATION 

 
The Transported Asset Protection Association’s (TAPA) programme to tackle the 

biggest cause of cargo crime in Europe has completed another significant 
milestone with the Delta Park Truck Secure Parking in Dourges, France, 

becoming the first site in the entire Europe, Middle East and Africa (EMEA) region 
to achieve the highest Level 1 certification for the association’s new Parking 

Security Requirements (PSR).     
 

Since launching PSR earlier this year, TAPA has added nearly 5,000 parking 
places in 10 countries in the Europe, Middle East and Africa (EMEA) region to its 

secure parking database as part of its initiative to increase the supply chain 
resilience of its Manufacturer and Logistics Service Provider members.  

 

PSR is a TAPA EMEA initiative in response to the level of attacks on trucks in the  
region, most notably in Europe.  

 
There are other PSR partners and lower level certifications already in the 

programme but this is the first operator to achieve the highest Level 1 
certification. 

 
Delta Park’s Dourges site in Hauts-de-France provides 146 parking spaces for 

logistics operators looking for a secure and comfortable parking place in this high 
traffic area near the A1/E17.  

 
It is located just 1km from the junction of the A1 and the A21, the busiest road 

hub in Europe with more than 25,000 heavy trucks passing daily. 
 

TAPA said parking in unsecured locations – such as roadside laybys, motorway 

service stations and industrial estates – is now the biggest threat to drivers, 
trucks and loads of high value, theft targeted goods.  

 
Most often, this choice is simply down to the severe lack of secure parking sites 

in the region which meet the security standards industry needs. 
 

In 2018, a 22-year record high for incidents of cargo theft in EMEA, 2,342 or 
58.8% of crimes involved attacks on trucks parked in unsecured locations.  
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And, France is now a particular hotspot for incidents in Europe, which are 
reported to the Association’s Incident Information Service (IIS) database. 

 

In the first half of 2019, TAPA recorded 1,220 cargo crimes in 12 regions of 
France.  

 
Losses reporting a value – which included a single theft of goods worth €3.4 

million – averaged nearly €100,000 per crime in this period.  
 

Most significantly, 1,025 or 84.8% saw criminals targeting vehicles which had 
stopped in unclassified parking places.    

 
Delta Park’s achievement was recognised by a special certificate presentation to 

Didier Felice, Vice President of TIP Trailer Services for the Mediterranean region, 
by TAPA EMEA Board Member, Rein de Vries, and the Association’s PSR 

Marketing Coordinator, George Wiessing. 
 

In addition to providing secured parking spaces for drivers and their goods, TIP 

has built a complex of facilities for drivers, which 
are available 24/7.  

 
These include free showers, free wi-fi, laundry and 

snacks vending machines.  
 

A restaurant located at the entrance of the parking 
completes this offer of services. 

 
Didier Felice commented: “Faced with the 

demands of our customers and associations like 
TAPA, we wanted to provide a solution to the 

problems of securing the flow of goods, with our main concern being the safety 
of goods and drivers.  

 

TIP has ensured that our Delta Park site uses the latest technologies available 
in terms of thermal camera video surveillance and access control as well as 

secure perimeter fencing and a 24/7 security guard.  
 

We are thrilled to have PSR1 certification from TAPA EMEA, as it was our target 
from the beginning to provide the best security conditions to our clients.” 

 
Thorsten Neumann, President and CEO of TAPA EMEA, said: “Our members will 

be delighted to see Delta Park’s commitment to meeting the highest standards 
of our Parking Security Requirements (PSR) and we hope this will inspire more 

and more Parking Place Operators (PPOs) to join our secure parking programme, 
which is based on several tiers of participation.  

 
Delta Park is demonstrating the commitment and professionalism our 

Manufacturer and Logistics Service Provider members want to see, and I am 
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confident their investment in secure parking will be rewarded with new parking 
bookings from companies intent on protecting their drivers, vehicles and 

cargoes. 

 
The TAPA PSR Security Standard makes sense to PPOs because they know it has 

been created by their customers and, therefore, meets their requirements. 
 

This is reflected in the increasing number of PPOs working with us. 
 

We expect this to grow to 20,000 to 30,000 secure parking places in the EMEA 
region by the end of 2020 because the demand for secure parking far exceeds 

the current level of supply.”      
 

TAPA believes there are hundreds of professional parking sites in Europe that 
can meet its self-certification PSR Level 3, a free of charge certification for 

Parking Place Operators (PPOs).  
 

The programme also includes higher Level 1 and 2 certifications, which require 

sites to be audited by TAPA-approved Independent Audit Bodies (IABs). 
 

(from: lloydsloadinglist.com, October 8th 2019) 
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NO XXX 

 
INTERMODAL TRANSPORT 

 

 

 
 

 

CARGO-PARTNER ADDS RAIL-SEA SOLUTION FOR WESTERN CHINA-
EUROPE FREIGHT 

 
Austrian freight forwarder Cargo-partner has introduced a new intermodal option 

for shipments between Europe and western and central China, using a new rail-
sea solution via a land-sea corridor. 

 
With the rail connection from Chongqing to Qinzhou Port, Cargo-partner said it 

could cover 16 provinces in China’s western and central regions “to reach all 
major production areas in the country’s hinterland.  

 
The new transport service is up to twice as fast as barge transport at around 

30% of the cost of road transport.” 
 

It highlighted that the western and central regions of China “are home to a 

multitude of manufacturing hubs of international 
companies serving a range of industries such as 

automotive, electronics, pharmaceuticals and 
foodstuffs.  

 
Until recently, however, connections to China’s 

main sea ports in the east of the country have 
been limited to road or barge transport. 

 
While road transport is associated with high costs, 

barge transport comes with long transit times, 
restricted availability of space and equipment, and 

complete suspension of services during the winter season.  
 

With China’s development plans for a new land-sea corridor, new and more 

convenient options are now opening up.”  
 

It continued: “Cargo-partner now offers its customers a significantly more time- 
and cost-efficient alternative to road and barge transport by making use of the 

block train from Chongqing in southwest China to Qinzhou Port in the south.  
 

The route spans 1,200 km, and transit times amount to two days, with daily 
departures. 
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The new service covers 16 provinces in China’s western and central regions and 
is connected to cargo-partner’s rail transport service across the New Silk Road 

to provide access to numerous destinations in Europe, with comprehensive 

distribution options.” 
 

With the new rail-sea transport solution, Cargo-partner said it “achieves the 
same lead times as with combined road and sea transport, at roughly a third of 

the cost.  
 

From Chongqing to Hamburg, for instance, lead times by road and seafreight via 
Shanghai currently amount to approximately 35 days. 

 
“With combined rail and sea transport via Qinzhou, cargo-partner can offer lead 

times of approximately 33 days.  
 

Despite the fast speed, the rates per container differ only slightly from those for 
combined barge and sea transport, which comes with lead times of 45 to 47 

days.”  

 
Gill Wu, Managing Director Central China, confirmed: “With our new rail-sea 

service from Chongqing via Qinzhou, we provide a highly beneficial solution for 
international shipments from and to the hinterland area of China.  

 
We are glad to offer this new advantage to our customers and we are closely 

following the further developments along the new land-sea corridor so that we 
can keep providing the most efficient intermodal transport solutions.”  

 
Cargo-partner has been represented in China since 2004 and currently operates 

16 offices with 284 employees across the country.  
 

Cargo-partner in China offers a comprehensive range of air, sea, land transport, 
warehousing and info-logistics solutions for various industries.  

 

With its rail transport solutions via the New Silk Road, the company provides 
weekly consolidation services with full coverage throughout Europe and China. 

 
(from: lloydsloadinglist.com, October 7th 2019)  
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TRANSPORT & ENVIRONMENT 

 

 

 
 

 

TIMMERMANS GETS BROAD SUPPORT AT PARLIAMENT HEARING: THE 
MAIN POINTS 

 
Frans Timmermans passed his European Parliament hearing with flying colours 

on Tuesday evening (9 October) and was confirmed the following day as Ursula 
von der Leyen’s climate paladin.  

 
Here are the main talking points. 

 
The Dutchman was questioned for nearly three hours on all aspects related to 

his future climate and Green Deal duties by the Parliament’s environment 
committee, with MEPs from the energy and transport committees also in 

attendance. 
 

Committee chair Pascal Canfin later welcomed the candidate’s approach to 

various issues and the Parliament formally confirmed the green light for 
Timmermans on Wednesday (10 October). 

 
The decision was announced after a meeting of coordinators from the 

Parliament’s political groups who said he was “the right man for the job”. 
 

The centre-right European People’s Party (EPP), the Socialists and Democrats 
(S&D), the centrist Renew Europe and the Greens all voted in favour of 

Timmermans, according to the committee’s spokesperson. 
 

By contrast, the conservative ECR, the leftist GUE/NGL and the far-right ID 
group, voted to reject the Dutchman. 

 
Von der Leyen made a number of green pledges after her selection by the 

European Council in July in an effort to win enough votes to be confirmed and 

Timmermans has been entrusted with enacting a significant number of those 
promises. 

 
50 or 55%? 

 
One of those pledges, specifically aimed at securing the green vote, was to 

increase the EU’s current overall emissions reduction target for 2030.  
 

Currently fixed at 40% cuts, von der Leyen teased an increase to 50% or even 
55% if possible. 
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That two-stage approach was also mentioned in the mission letter she sent to 

Timmermans and the Dutchman was asked more than once to explain why the 

Commission would go for 50% first. 
 

“Our arguments will be more convincing if we can back them up with research 
and facts,” Timmermans said in reply to S&D lawmaker Jytte Guteland, adding 

“I would be extremely surprised if that information and analysis would lead to 
any other conclusion than 55%.” 

 
Other MEPs including the Greens’ Bas Eickhout and EPP’s Peter Liese both pushed 

Timmermans on the issue but he held firm in his insistence that the Commission 
will have to do a thorough analysis on the larger target before signing up to it. 

 
“I agree that we will not have time to do two approaches,” he added and 

suggested that the process should 
be completed ahead of next year’s 

UN climate summit in Glasgow, 

although environmental groups 
warned that it will leave little time 

for the EU to agree on a position. 
 

EU environment ministers agreed 
last week “to update” the so-called 

nationally determined contribution 
in 2020, which provoked the ire of 

NGOs and indeed some member 
states, who wanted a commitment 

to an increase there-and-then or at least more explicit language in the official 
summit conclusions. 

 
Biodiversity 

 

“One million species out of around 8 million are at threat of extinction,” 
Timmermans warned and pledged to work on a broad Biodiversity Strategy for 

2030 from the start of his mandate.  
 

He told MEPs it will be ready before or after a UN summit in October next year. 
 

The Dutchman added though that biodiversity policy is more complex than 
emissions cuts, which are more simple to measure and quantify, and that in-

depth research will be done in preparation for the strategy’s release. 
 

But his intentions in this policy area were dismissed as “vague” by WWF Europe, 
which warned that although he appreciated the scale of the problem, he still 

lacked specific policies to address it. 
 

http://www.google.it/url?sa=i&rct=j&q=&esrc=s&source=images&cd=&ved=&url=http://www.wwf.eu/?uNewsID%3D328532&psig=AOvVaw0SrU_TtAPnASuzzH0-qThB&ust=1570868867966978
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“Biodiversity took a back seat to climate in tonight’s hearing, but we cannot 
protect one without acting on the other. 

 

It is time to act on the shocking loss of wildlife in the EU, put in place strict and 
binding commitments, and penalise those countries which do not respect them,” 

said WWF’s Andreas Baumüller. 
 

No carbon price floor 
 

Bas Eickhout tweeted during the hearing that “Timmermans is replying to most 
questions without looking at his notes.  

 
He really masters many topics already of his portfolio.” 

 
Indeed, MEPs quizzed Timmermans on the nitty-gritty of climate policy and he 

was able to give in-depth answers to all queries, even if some lawmakers did 
not like the content of those replies. 

 

One of the more technical aspects of the portfolio is the notion of a carbon floor 
price for the EU’s emissions trading scheme.  

 
Currently, the price fluctuates according to market forces but there have been 

pushes, especially by France, to install a minimum value. 
 

But Timmermans revealed he is not a fan of the idea.  
 

“I don’t see the merits of introducing a carbon price floor,” he replied to Green 
MEP Michael Bloss. 

 
“The price is going in the right direction and I’m pretty confident it will continue.” 

 
The price of carbon has indeed increased over the last 18 months and is currently 

hovering around the €25 mark.  

 
But climate experts insist that it must reach at least €45 or even €50 to start 

seriously pushing dirty energy supplies out of the system. 
 

Without more safeguards, the trading scheme could be a victim of its own 
success, as the more coal power is driven out, the more free carbon allowances 

are left unused.  
 

That has proved to have a negative effect on the carbon price. 
 

Timmermans also acknowledged that he and other Commissioners will have to 
work on a carbon border tax, a proposed levy that will tax imports from third-

party countries that do not meet EU environmental standards. 
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Commissioners Paul Hogan (trade) and Paolo Gentiloni (economy) will be tasked 
with ensuring the new tax does not fall foul of World Trade Organisation rules. 

 

“We have to make sure it doesn’t get punished for doing the right thing,” 
Timmermans reiterated. 

 
Convincing the rest of the world 

 
The current climate Commissioner, Miguel Arias Cañete, has spent much of his 

time visiting other parts of the world in an attempt to convince other countries 
to join Europe in its green drive. 

 
That commitment to getting other big emitters on the same page looks set to 

continue under Timmermans’ watch, as he told MEPs that “a big part of my job 
will be trying to convince others”.  

 
“It’s a huge challenge,” he acknowledged but added that China wants to mirror 

Europe’s approach and that “a deal can be done there”.  

 
On the US, he also said a distinction must be made between what happens at 

federal and state level on climate policy. 
 

US President Donald Trump has notified the UN that he intends to withdraw his 
country at the earliest possible time (November next year) but several states, 

notably California, have promised to stick to the climate deal’s targets. 
 

Climate neutrality 
 

Von der Leyen has tasked Timmermans with proposing a ‘Climate Law’ within 
the first 100 days of her European Commission, which means the Dutchman will 

have until the beginning of February to do his homework. 
 

MEPs pushed him on what will actually be in the legislation and it became clear 

that the headline inclusion will be the EU’s pending commitment to climate-
neutrality by 2050. 

 
The current Commission’s plan has the backing of 25 member states but the 

Czech Republic, Hungary and Poland are still unconvinced.  
 

As there is little room for manoeuvre at the October summit, December’s 
meeting of leaders will be crunch time. 

 
Eickhout suggested that wide-sweeping transport measures like mass zero-

emission car roll-out, massive maritime emission cuts and aviation measures 
should be included in the law but Timmermans said his services will have to do 

their research first. 
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He concluded that “it will go as far as it can” and that “it can’t be an empty 
shell”. 

 

Spider-Timm 
 

It also emerged that Timmermans is a superhero movie fan.  
 

At the beginning of the hearing, committee chair Pascal Canfin quoted from the 
Spider-Man film series, insisting that “with great power comes great 

responsibility”. 
 

Timmermans replied that he would “not end up like Uncle Ben, getting killed off 
at the beginning of the movie”.  

 
The Dutchman also closed the hearing with a cultural reference, quoting from 

Winston Churchill’s The Gathering Storm. 
 

(from: euractiv.com, October 10th 2019) 
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l 15 Ottobre 2012 

 
 INDUSTRY 

 

 

 
 

 

THE ROUTE AHEAD - MULTI-TRAILER DEMAND CONTINUING 
 

Findings from a recent Transparency Market Research report backs up the 
continuing demand for multi trailer tractors.  

 
The 'Global Trailer Terminal Tractor Market - Global Industry Analysis, Size, 

Share, Growth, Trends, and Forecast, 2019–2027' report makes for interesting 
reading with regards to the current and future status of this sector. 

 
One of the main headlines of the report is a projected figure of more than $650 

million attributable to the global trailer terminal tractor market by 2027.  
 

In fact, there is an expansion rate during the 2019 to 2027 period that is forecast 
to be above 3% per annum, with continued orders from specific regions, such 

as North America which has an expected growth rate of more than 2% per 

annum between the specified time-frame. 
 

Another area is ability to constantly innovate the equipment by the major 
manufacturers, such as Kalmar, Mol CY and Terberg, while the development of 

the electric trailer terminal tractor is also crucially important because it is a trend 
that is firmly in line with the burgeoning growth in alternative solutions over 

traditional fuels. 
 

The Transparency Market Research report highlights two important advantages 
of electric trailer terminal tractors, low emission levels and easy maintenance 

(due to fewer moving parts).  
 

As a result, not only is the electric trailer tractor expected to see continuing 
demand growth in the 2019 to 2027 period, it is also expected to further ensure 

interest in this type of product increases. 

 
A notable case in point is Kalmar's recent fully electric version of the Kalmar 

Ottawa T2 terminal tractor.  
 

Utilising modern lithium-ion battery technology and a fully electric power train, 
this electric terminal tractor is a vehicle that is proven to be easy and cheap to 

maintain – while of course, producing zero emissions. 
 

For periods in between use, the machine can be charged by an on-board inverter 
unit, plus the tractor driver can tell when the battery needs to be charged, thanks 
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to a battery monitoring system that shows the exact status of the battery 
charge. 

 

Gina Lopez, Kalmar's Vice President, Terminal Tractors, offered further insight.  
 

“With the regulations relating to vehicle emissions becoming increasingly strict, 
more and more businesses are seeking alternatives to diesel-powered container 

and trailer-handling equipment,” she confirmed. 
 

The most notable technological innovations and developments of multi trailer 
tractors have, according to Ms Lopez, 

been: “The commercialisation of the 
fully electric drive-trains, 

demonstrations of advanced charging 
technologies like DC fast-charge and 

inductive charging and demonstrations 
of automated tractors.” 

 

Terberg multi trailer tractor engines 
also carefully consider impact on the 

environment, with the current 
implementation of the Stage V engine 

range, as Frank Oerlemans, Terberg's Export Manager, confirms.  
 

“As we build our multi trailer tractors (based on our normal range of tractors), 
they always profit immediately from the continuous improvement in our product 

range.  
 

At this moment we are implementing the Stage V range of engines, which we 
believe is the best solution for our environment.” 

 
In more detail, Terberg uses the Buiscar heavy duty draw bar coupling to connect 

the trailers with an automatic connection for the brake system and the electrics. 

 
The driver can stay in the cabin when he connects to a MTS train. 

 
“This connection has been renewed recently,” explains Mr Oerlemans.  

 
“The renewal can be found in the way the coupling is mounted to the tractor 

chassis. 
 

This allows for a better alignment with the trailer drawbar for a problem-free 
connection and disconnection of the trailers at all times.  

 
Furthermore, the electric part is now connected to the Canbus technology in the 

tractors.” 
 

The multi trailer tractor offers a wide choice of benefits for ports.  
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The Transparency Market Research report notes that trailer terminal tractors 

have a number of advantages, including good visibility, drive-line layout and 

manoeuvrability.  
 

With benefits like these, ports can gain considerably during daily operations of 
cargo transportation. 

 
The Mol CY Multi Trailer Truck, for example, affords greater levels of efficiency.  

 
Designed to pull up to five trailers, the Mol CY Multi Trailer Truck can 

accommodate a maximum weight of 350 tonnes, saving port operators extra 
time when transporting cargo.  

 
The truck also benefits from automatic coupling, which allows for mechanical, 

pneumatic electrical coupling with trailer trains. 
 

Gina Lopez of Kalmar says that the main port-related benefits of multi trailer 

and trailer train tractors are flexibility and cost savings, especially “in use of the 
equipment and cost of a tractor relative to more expensive Over-the-Road 

vehicles and mobile cranes.” 
 

Frank Oerlemans explains that the more trailers there are connected to the 
tractor, the more containers one driver can transport – meaning that the same 

job can be achieved but with less people.  
 

As well as this, Mr Oerlemans observes that MTS trains become more interesting 
when the distances are longer. 

 
“There is always an optimum in the amount of TEUs to be handled per location. 

 
There are MTS trains from four up to 10 TEU available.  

 

In the Rail Service Centre in Rotterdam, they have used these MTS trains with 
four trailers (8 TEU) since 1993.  

 
They uncouple the trailers under the crane, so the driver does not have to wait 

for his MTS train to be loaded.  
 

This results in the best efficiency of the tractors and the drivers.” 
 

With respect to safety benefits, multi trailer and trailer train tractors mean that 
there is no need for interaction with cranes.  

 
“The main benefit is that inland transportation modes do not need to interface 

with the cranes which keeps non-port operated equipment outside of the quay,” 
says Gina Lopez. 
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Frank Oerlemans adds that the main safety benefits of today's multi trailer 
tractors are that there are a lot less people then working in the terminal.  

 

“With less people, the risks of accidents or injuries are also smaller.  
 

Driving with an MTS train does not allow for fast accelerations, thus making the 
job safer.  

 
"This means that the job is always done with more care, especially because 

rushing and fast cornering is not possible.  
 

The steering system of our tractors is automatically limited when an MTS train 
is connected. 

 
The driver cannot steer by mistake into a corner that's too tight.  

 
All trailers have brakes, so emergency stops do not require more distance, 

compared to a normal short tractor trailer combination.” 

 
With the Transparency Market Research report forecasting a positive future for 

the trailer tractor, it is unsurprising that these units continue to be popular. 
 

Electrical power and low-emission solutions, along with high pulling weight 
capabilities and extra comfort and space for the driver, all contribute to 

continuing popularity.  
 

The potential for further development such as automation (see Box: Automatic 
Responses) affords further interest, as Gina Lopez concludes. 

 
“Commercialisation of advanced charging technologies and automation are very 

clearly coming in our industry in the near future.” 
 

“For sure, in the case of Terberg, ports will keep on benefiting from the latest 

developments in the normal tractor range,” adds Frank Oerlemans. 
 

“Furthermore, it is likely that automated solutions will also find their way to the 
MTS tractors.” 

 
Automatic responses 

 
Interest in automated trailer vehicles is growing.  

 
Several ports around the world have trialled driver-less trucks and tractors.  

 
For example, Chinese robotics company, TuSimple, is planning to have 20 self-

driving vehicles in operation at the Chinese Port of Caofeidian, home to a 
300,000 TEU container terminal. 
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TuSimple is developing self-driving software and equipment which can be used 
with other manufacturers' trailer tractors and trucks, with the system capable of 

managing most driving tasks both independently and on a controlled-access 

freeway. 
 

Meanwhile, Volvo's autonomous vehicle, a fully electric tractor unit called 'Vera', 
has been used to transport cargo from the DFDS logistics centre to the APM 

Terminals’ facility at the Port of Gothenburg in Sweden. 
 

The ‘Vera’ vehicle operates via a central control centre, with links to a Cloud 
interface that can monitor important aspects of location, battery power levels 

and load content.  
 

The vehicle is designed to be compatible with other trailers.  
 

However, the ‘Vera’ unit is only capable of driving at a speed of around 25 mph, 
and has been designated to handle more repetitive tasks over a shorter distance. 

 

Clearly, automation continues to help drive the trailer vehicle sector forward.  
 

Driver-less vehicles can offer advantages for ports, such as higher safety levels, 
convenience and flexibility and with online access to the Cloud, a port’s 

operational team can monitor the vehicle's progress from a remote, safe, 
location. 

 
(from: portstrategy.com, September 27th 2019) 

  



36 
 

 
 C.I.S.Co. Newsletter  October 15th 2019 

 

 
STUDIES & RESEARCH 

 

 

 
 

 

DREWRY DOWNGRADES OCEAN FREIGHT GROWTH FORECAST AGAIN 
 

Container shipping analyst Drewry has further downgraded its ocean freight 
growth forecast for this year, as new global risks “heap more pressure on 

beleaguered container market”. 
 

Drewry noted: “The mood-music surrounding the container market has 
deteriorated further in the last three months, resulting in Drewry downgrading 

its outlook for world container port throughput for the current year and the rest 
of the five-year horizon in the Container Market Annual Review and Forecast 

2019/20, recently published by Drewry Shipping Consultants. 
 

Drewry now expects global port throughput to rise by 2.6% in 2019, down from 
the previous 3% expectation. 

 

This latest downgrade follows a previous lowering of its growth expectations in  
July to 3%, from its previous prediction of 3.9%, 

due to as trade and geopolitical tensions 
threatening a further slowing to global economic 

growth, and the regionalisation of manufacturing 
supply chains and environmental concerns adding 

further uncertainty.   
 

Commenting on this latest downgrade, Simon 
Heaney, senior manager for container research at 

Drewry and editor of the Container Forecaster, 
said: “The weight of risks pressing down on the 

container market seems to be getting heavier by 
the day.  

 

The situation has been exacerbated by a brace of new problems that cloak the 
market in further layers of concern and uncertainty over those that previously 

existed. 
 

“There is a danger that this stream of negative news creates a self-fulfilling 
prophecy that might run contrary to the facts on the ground.  

 
First-half port statistics were reasonably strong and consumer demand had been 

fairly resilient, all things considered; but some key indicators have more recently 
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taken a sharp decline and we feel it is right to adopt a slightly more cautious 
attitude.” 

 

One of the major risks identified in the report is the impact of IMO 2020 on 
containership supply, Drewry highlighted, noting: “There is still no clear 

guidance on just how much additional cost it will land on the industry and the 
recent drone attacks on Saudi oil facilities muddied the waters when it caused 

oil prices to spike.” 
 

Drewry’s current estimate is that operators will next year be faced with an 
additional $11 billion fuel bill related to the switchover to low-sulphur fuel oil and 

the degree of compensation that carriers receive will dictate the level of supply 
disruption next year. 

 
“Our working assumption is that carriers will have more success in recovering 

that cost than previously, to the point that there will be no major disruption to 
supply,” said Heaney. 

 

“However, if they fall short by a significant margin, we think that lines would 
quickly dust off the decade-old playbook that was used to see them through the 

global financial crash.  
 

There will be much less focus by carriers on service quality and more on cost 
cutting. 

 
In that scenario, carriers will try to protect cash flows by restricting capacity as 

best they can, through a combination of measures, including further slow-
steaming, more blank sailings, and off-hiring of chartered vessels,” Heaney 

added. 
 

Failure to recover more of the larger fuel bill is also likely to push more carriers 
or owners to either have more ships fitted with exhaust scrubbers to be able to 

continue running on the cheaper high-sulphur oil, and/or to ramp-up 

demolitions, he noted. 
 

“If events follow this path the supply-demand balance will look very different 
from our current forecast,” Heaney added.  

 
“The worst-case scenario, when most shipping lines cannot operate close to 

breakeven and some potentially face bankruptcy, would actually be a far quicker 
route to rebalancing the market than the current plodding track. 

 
It would take a very brave carrier to want such a turn of events, but for those 

that could be sure of coming through the other side, after some initial pain the 
rewards would be far greater,” said Heaney. 
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“Most shippers accept that they will have to pay more but they rightly expect 
any increase to be justified with a credible and trusted mechanism – in other 

words the ball is very much in the carriers’ court.” 

 
(from: lloydsloadinglist.com, October 9th 2019) 
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REEFER 

 

 

 
 

 

A CHILL SETTLES OVER PERISHABLES SHIPPERS AS REEFER SHORTAGE 
PERSISTS 

 
Concerns over a shortage of reefer containers are still riding high, amid fresh 

warnings that supply is due fall well short of demand towards the end of the 
year, and into 2020. 

 
The warning came from global head of seafreight reefer logistics at Kuehne + 

Nagel Frank Ganse, while Thomas Eskesen, founder of Eskesen Advisory, also 
envisages no improvement next year. 

 
He pointed to the fact that orders for new reefer containers currently stand at 

about 60,000 – against a need for 
140,000. 

 

The problem is not new.  
 

Alarms bells sounded more than two 
years ago as production levels of 

reefers in 2016 and 2017 fell 50% 
on previous years. 

 
Sohrab Kazerooni, vice-president of 

ocean freight at Canadian 
perishables specialist Flying Fresh Air Freight, believed the problem was largely 

due to lack of investment on the carrier side, caused by insufficient profitability. 
 

With a few notable exceptions, such as Maersk, Hapag-Lloyd and CMA CGM, 
most shipping lines have neglected investment in reefer containers for years. 

 

Lately more lines have ordered new reefers, but it will take some time for 
production to catch up with demand. 

 
“Some pundits say it will be 2023 or 2024,” Mr Kazerooni said. 

 
Drewry’s Reefer Shipping Annual Review & Forecast 2019/20, this month notes 

production of new equipment has recovered over the past two years, and that 
growth of 4.5% over the next five years will be slightly ahead of demand, but 

“will not be sufficient to bring supply back into equilibrium”. 
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Thus some shippers and forwarders have scrambled to find enough boxes, a 
problem exacerbated by the outbreak of African swine fever in China, which has 

wiped out a large proportion of the country’s pork stock, precipitating a surge in 

imports to make up the shortfall. 
 

According to Seabury Consulting, China has been the biggest driver of a 7% rise 
in demand for reefer containers this year.  

 
In the first eight months of 2019, China has taken 60,000 teu of a total of 84,000 

teu of frozen meat shipped in containers.  
 

Pork exporters in Europe and Latin America have registered growth of 26% and 
27%, respectively, to China this year.  

 
The country also accounts for 25% of the global containerised trade in beef this 

year. 
 

While demand for reefer capacity has increased, the share of this traffic carried 

by reefer vessels is on the decline, a trend threatening to further aggravate the 
shortage of reefer containers. 

 
Drewry notes in its report that the increasing reliance on containers raises the 

possibility of further capacity constraints. 
 

And trade conflict has also played into this.  
 

As US soybean farmers saw their exports to China shrink alarmingly, they have 
been trying to develop new markets, like Indonesia, and found that container 

operations offer a good route into markets where volumes at this stage do not 
justify a reefer vessel. 

 
Concentrating reefer containers at major gateways should help boost utilisation 

– which is rather low to begin with.  

 
According to one report, most reefer containers are currently used for a 

maximum of three moves in a year. 
 

“In Canada, reefer supply has not been a problem,” said Mr Kazerooni. 
 

“We’ve not run into any issues with container availability.” 
 

The only bottleneck he has seen is for 20ft reefer containers, adding: “Some 
lines don’t operate 20ft reefers at all.” 

 
Some markets require some juggling with the standard 40ft units, though.  

 
To serve shippers in locations like Winnipeg or Calgary, Flying Fresh has to dray 

reefer units from Vancouver. 
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“The lines don’t like to leave empties in Calgary,” Mr Kazerooni said. 

 

(from: theloadstar.com, September 30th 2019)  
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Numero del 15 Ottobre 2012 

 
ON THE CALENDAR 

 

 

 
 

 
 15-18/10/19  Oslo   15th GreenPort Congress and Cruise 2019 

 

 15-15/10/19  New York  11th Annual New York Maritime Forum 

 

 21-21/10/19  Atlantis  The Maritime Standard Awards 2019 

 

 22-22/10/19  Atlantis  The Maritime Standard Tanker Conference 2019 

 

 23-23/10/19  Parma   Logisticamente On Food 

 

 06-06/11/19  Abu Dhabi  The Maritime Standard Ship Finance and Trade  

      Conference 2019 

 

 27-28/11/19  Madrid  International Cruise Summit 2019 

 

 03-05/12/19  Pordenone  Navaltech 2019 - Marine Technologies Expo 

 

 04-05/12/19  Barcellona  Cruise Ship Interiors Expo 

 
 

 
 

 

 
 

 
 

 

 

 

 

 

 

 

  

The Secretariat of C.I.S.Co. is able to communicate 

detailed information on the programs of all the 

events and how to participate. 

 


