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Alang, the lost one

Hoegh Cape, future Kota Tanjong, Vancouver (Canada), March 11, 1960 © Paul Willis
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States, the United Kingdom, France, Spain, Hong Kong and South Korea.

The first ship to be broken up arrived on the Alang-Sosiya beaches on February 13, 1983. It was the
Kota Tanjong, a 151 m long general cargo carrier with a 10,400 t deadweight, built in 1956 by Deutsche
Werft at Hamburg as the Norwegian Hoegh Cape. In 1967 she became the Hong Kong-flagged Eastern
Cape and then in 1972 the Singapore-flagged Kota Tanjong owned by Pacific International Lines. She
was delivered to the Alang breaker SS Jain & Co.

The section of shoreline designated as beaching area is 14 km long and covers 67 m2. It is divided into
110 plots, from 30 to 120 meters large and 50 to 240 meters long in the intertidal area. The ships are
broken up parallel to each others.

Many factors contributed to the site selection:

- The Gulf of Cambay is generally spared by storms, even during the monsoon season. However, this
does not exclude extreme weather conditions.

- The tidal range is deep, about 13 meters, and the intertidal zone may be used as a work and transit
zone for the materials and waste from ship demolition.

- The coast is not silted, and sand covers a hard geological base that facilitates and stabilizes the
grounded ships.

- There was a relatively small population on the spot at when this new activity started abruptly. The
majority come from the Kolis community and were unable to resist through legal means or by rallying
national or international public opinion.

In 1983, 5 ships were broken up on site, up to 361 in 1998. In 1984, the total lightweight of the
destroyed ships was 259,000 tons, and in 1998 it was 3 million tons. In 2016 it was 3,2 million tons This
swift colonization upset the local way of life, the terrestrial environment, and the marine ecosystem.
Statistical and photographic data collected by State authorities on the disturbances and pollution of the
environment are not accessible to the public. All the mangroves above the beach have disappeared in a
handful of years. Eyewitness reports from inhabitants and elected officials are the only thing to show
some of the truth. Twelve villages were directly affected. Hundreds of unauthorized dumps have
appeared in the backcountry, on agricultural land or pastureland. This shift happened relatively easily;
some farmers became daily workers at the demolition sites over time. Animals died after having eaten
or walked on waste. Dairy and vegetable cooperatives and horticulture have disappeared little by little.
The villagers complain of a horrible noise, respiratory and skin disease, and open air burning.
Groundwater has been overused for the past 30 years because of the 20,000-30,000-person influx of
immigrants working in the shipbreaking sites. Wells and drilling sites have been closed and freshwater
has been degraded by saltwater. The groundwater table level was at 15 meters deep in 1983 i today it
is at 120 meters deep. Like in other territories around the world brutally overwhelmed by a new and
invasive industry, the neighboring lands have become less fertile and more expensive.
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The impact on fishing communities and halieutic resources has been even more violent. 2,500
fishermen have been hit at full force. On fifty km of coastline, both east and west of the Alang and Sosiya
demolition yards, shrimp and lobster catches, the most popular species at the local and Mumbai
markets, fell in. This is shown by statistics. In Ghogha, from 1991 to 1995, shrimp offloading has
dropped from 1 ton to 500 kg, and in Bhavnagar, lobster offloading have dropped from 3 tons to 100 kg.
The same thing has happened to the Bombay duck (Harpadon nehereus), mullet and alose locally
known as hilsa. Catfish have disappeared from the nets. The concentration of metallic micropollutants in
seafood has risen so much that they are unfit for consumption but they are still eaten frozen or dried by
fishermen, their families and shipbreaking yard workers.

On 14 km of beach, the intertidal zone sand serves as a sponge for heavy metals, hydrocarbons,
polymers, and fecal coliforms. All these contaminants come from pumping of liquid waste, extracting
engines, breaking down sewage networks, and cutting into slices and then into 2m x 2m x 1,5 cm sheets
100,000 square meters of metal, taking a 10,000 t hull as reference. This cocktail of pollutants from
shipbreaking is consumed by the environment and workers in the form of dust, splashes, pools, and
shredded fragments.

The Indian scientific reports on the chemical, biological and bacteriological condition of the Gulf of
Cambay are only a few. It is not possible to define with accuracy the migration of the pollutants from the
scrapping industry and the preferential areas where they are piling up. Meanwhile, from these studies, it
emerges that at least along a 100 km long shoreline and up to 10 km off, the contamination is strong or
very strong. On the global shipscrapping yard covering 67 km?, the tidal sediments made up of fine and
coarse sand grains are heavily burdened with pollutants originating from the breakage of ships built and
painted and daubed between the years1950 and 2000. If we refer to the French rules in the matter and
truly they are not very stringent, all tidal sediments along the western coast of the Gulf of Cambay are
likely to be considered as dangerous waste. Concerning mercury, zinc, nickel, copper, chromium,
cadmium and lead, the grades are so high that in case of dredging Alang and off, the sand would have to
be stored on earth in some water-tight pits. It is not useless to say that the available Indian reports don't
waste time and lines on arsenic, PCB's and oil residue.

As the Indian Supreme Court order on the demolition of the Blue Lady, ex-Norway, ex-France stated in
September 2007, i Wh en a commerci al busi ness i s i
popul ation, the difficulties faced by a smal/l numb

In this context, it is vain to underline the sad fate of shrimps, lobsters and fish eggs.

Alang, December 15, 2002 - Google Earth
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Alang, October 28, 2013 - Google Earth
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Alang and the Gulf of Cambay.

Robin des Bois -4 - Shipbreaking # 477 May 2017



Overview of the first quarter of 2017

recycled tonnage ships

1 India, 719,000 t (31%) 1 India, 79 (34%)

2 Bangladesh, 618,000 t (27%) 2 Bangladesh, 47 (20%)

3 Pakistan, 399,000 t (17%) 3 China, 34 (15%)

4 China, 301,000 t (13%) 4 Turkey, 32 (14%)

5 Turkey, 108,000 t (5%) 5 Pakistan, 31 (13%)
240 ships. The convoy of ships to be broken
up stretched for 42 kilometers (it was 39 km Market shares, 1st quarter
long the previous quarter). The total scrap Unknown 5% (tonnage)
tonnage was 2.3 million tons. The growth of _\Othersz%

Turkey 5%

the activity compared to the previous quarter
is 7%. Despite the accident on January 9 of , Bangladesh
the Greek gas tanker Gaz Fountain (5 ~ China 139 2w
fatalities) and the beaching ban for all
tanker s, Paki stanos r
3% and it is staying at No. 3. Their prices are
attractive; ships positioned in the Far East
make the way to Gadani. India remains in
first place this quarter, followed by
Bangladesh.

Pakistan 17%

225 ships (92%) were demolished on the Indian subcontinent, in China, and in Turkey. Of these
225ships, 76 (32%) were built in Europe and 92 (38%) belonged to shipping companies established in
the European Union or in the European economic region.

Cash

Prices by ton stayed stable during the first part of the quarter: around $300 US on the Indian
subcontinent, $250 US in China, and $200 US in Turkey. From mid-February on, the rise was significant
on the subcontinent, with certain ships reaching almost $400 US at the end of March.

China and Turkey could not follow the rhythm of the trio India-Bangladesh-Pakistan. Purchase price is
lower by 35% in China, by 55% in Turkey.
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The most expensive ship of the quarter was the Pacific Stream, a chemical tanker that was bought for
$540 per ton by an Indian shipbreaking yard, a higher price than its sister ship, the Pacific Lady, ex-Bow
Eagle, got the previous quarter (cf. "Shipbreaking # 46", p. 1 and 61). Stainless steel makes the
difference.

Flags of the last voyage

At least 44 ships (18%) were deflagged just prior to their departure for scrapping. St. Kitts and Nevis

and the Comoros archipelago respectively adopted 15 and 14 last minute nationals. Palau (5 ships),
Togo (4 ships), and Niue (2 ships) stayed in the ranks of the welcoming

' countries. 62% of the ships fleeing regulatory constraints belonged to a

ship-owner established in Europe.

St Kitts & Nevis Comoros
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http://www.robindesbois.org/wp-content/uploads/shipbreaking46.pdf

After detention, demolition

80% of the ships demolished in the first quarter of 2017 were controlled by a classification society
belonging to the IACS (International Association of Classification Societies). Despite this quality label, at
least 133 ships (55%) were detained in ports worldwide. All categories of ships are struck by defiencies.
The detention rate prior leaving for demolition was 100% for livestock carriers, 82% for car carriers and
general cargo carriers, 75% for reefers and cement carriers, 70% for bulkers, 44% for tankers, and 41%
for container ships.
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Three general cargo ships stand out for substandard ships. With 21 detentions in Mediterranean and
Black Sea ports, the Noor S and the Piano, demolished in Turkey, both hold the record of detentions
tracked by "Shipbreaking" for the last 11 years. They outdistanced the sulfurous Majesty, demolished in
China, with 16 detentions, considered a black sheep by maritime security inspectors all over the world 1
from Liverpool (United Kingdom) to Vladivostok (Russia), and also Séte (France), Newport News (United
States) and Alexandria (Egypt).
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and her detentions - Robin des Bois

“Majesty, in Vladivostok (Russia)
January 2016 © Sergei Skriabin
Four ships have been banned in recent years from European ports for chronic deficiencies and multiple

detentions. The Atesbey (p 64), Trader (p41) and Sormovskiy-54 (p 40) were demolished in Turkey, and
the gas carrier Maria (p 28) was demolished in India.

The demolition of this fleet of defective ships is good news for maritime safety.

Container ships

recycled tonnage ship

1 : container ship, 926,000 t (40%)
2 : bulker, 687,000 t (30%)

3 : tanker, 291,000 t (13%)

4 : general cargo, 173,000t (7%)

1 : container ship, 66 (28%)
2 : bulker, 53 (22%)
3 : general cargo, 45 (19%)
4 : tanker, 25 (10%)

Container ships remains the number 1 category of scrapped ships. Their convoy would stretch out on 15
km and would carry 207,000 boxes. 42 (64%) were over 200 m long, 27 (41%) had a teu capacity over in
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4000. The deflagging rate among container ships is 38%. 42,5% are less than 20 years of age, 45,5 %
from 20 to 25 years, 12% over 25 years. Their average age is 20 years.

repartition by age repartition by capacity

Years and meters

The age of scrapped ships ranges from 7 years for the container ship Hammonia Grenada (p 48)
equalling the previous record with regard unplanned obsolescence set by the India Rickmers (Cf.
"Shipbreaking #46" p) and 58 years for the ex Brazilian tanker Presidente Juscelino converted to FPSO
P-34. The average age for all categories is 28 years.

Hammonia Grenada, 7 year-old. Petrobras XXXIV, alias P-34, 58 year-old
© James Horan/G Captain © W Rodrigues Moreiro

90 ships are less than 150 m in length, 73 between 150 and 199 m and 77 over 200 m.

The heaviest ship this quarter is the Marlim
Sul (p 21), ex-Alexander S Onassis built in
Saint-Nazaire (France) : 40 year-old, 343 m in
length, 297,237 DWT, for a lightweight of
53,000 t after conversion to FPSO. She is
awaited in Alang

FPSO Marlim Sul. © Rutger Hofma
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