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Latin American Bulletin

In this third Latin American special edition of The
Standard Bulletin, we wanted to focus on a common
theme that we believe is affecting many countriesin the
region: shipping legal updates and reforms.
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Latin Americanjurisdictions are
undergoing some legal changes. Many
countries are trying to update and
strengthen their legal institutions and
regulations to align them with
international practices, focusing on
integration, security and certainty:

— integration-atregional
and international levels;
security —by havinga more
robust legal system;
certainty —by developing
and improving the laws to
be applied by judges.

In this bulletin, we focus on Chile, Brazil,
Uruguay and Argentina, as these are
some of the countries that are making
changes.

For example, Brazilian Congress is
revising the Commercial Code that has
beenin existence since 1850. The code
may be amended to include a chapter
on carriage of goods by seaand would
also allow the right to limit in Brazil,
amongst other reforms. Likewise,
Uruguay has enacted a new 2014 law,
which has reduced time bars from 20 to
twoyears.

The articles in this bulletin look at these
developments and others that aim to
align Latin American jurisdictions with
the rest of the world.

However, these legal updates are yet to
be tested by the local courts, and they
cover only a small part of the region,
which, as a whole, requires substantial
changes to be implemented if Latin
Americais to maximise its potential.



Arbitration: a solution to Brazilian

judiciary crisis?

Osvaldo Sammarco

Head Partner, Sammarco e
Associados (Sammarco Law Office)
+55133219 4329
sammarco@sammarco.com.br

Inlight of the difficulties that Brazilian courts are facing,
arbitration seems to be the best method of dispute
resolution to reduce time and costs, and to obtain

soundjudgments.

Brazilian courts are overloaded
because of the delay in

solving claims

Brazil has introduced Act 9307
dated 1996 for conflict resolution
through arbitration, but some

obstacles still need to be tackled
forits usein sea carriage

This article makes some
recommendations for the
application of arbitration

in disputes connected

to seacarriage

The currentissue

Brazilian courts are congested to the
point that a dispute often lasts for
between five and seven years —and
sometimes even longer —before a final
judgmentis reached. During this time,
the claim could be increased by
indexation of approximately 12% per
annum. The defendant (owner/carrier)
may therefore feel pressure to solve
the dispute through settlement due to
the punitive cost of defending a claim
for thislength of time. Thisis
emphasised by the fact that, since
Brazilian courts are not specialised in
maritime law, decisions in favour of the
defence are not guaranteed, regardless
of the strength of their argument.

Several steps are being adopted to
reduce the duration and cost of
disputesin court. One exampleis anew
Civil Procedural Code, which was
recently approved and will come into
force on 1 March 2016. Unfortunately,
the steps taken suggest that greater
importance has been placed on
speeding up the resolution of claims
rather than onimproving the quality
and/or correctness of the judgments.

The case for arbitration

In September 1996, Act 9307/96 was
enacted in Brazil to regulate the
resolution of disputes through
arbitration. The Brazilian arbitration
modelis similar to other international
models. Brazil has also joined the 1923
Geneva Protocol, which makes
arbitration clauses binding on the
parties, rendering them unable to
submit their dispute to judicial
proceedings.

In 2002, Brazil joined the 1958 New York
Convention, recognising the validity
and accepting enforcement of arbitral
awards rendered abroad.

The new Civil Procedural Code
emphasises that an arbitration clause
shall prevail, preventing the parties
from filing ajudicial dispute.
Additionally, it establishes that those
claims filed in courts will need to have a
preliminary hearing to attempt an
agreement before filing the defence.



However, although arbitration seems
to be the right choice for dispute
resolution in Brazil, there are still some
barriers preventing wider use of it,
especially related to sea carriage.

Difficulties of arbitration

Brazilian law establishes that parties
should clearly agree to an arbitration
clause signed by all parties. However,
this does not happen when the clause is
introduced through a bill of lading (BL)
or without the signature of cargo
interests, either of which would cause it
not to be accepted by Brazilian courts.

Another grey area that needs to be
clarified by Brazilian courts is when
acting as subrogated to the insured's
rights. Cargo underwriters have been
successful on many occasionsin
making an arbitration clause not
applicable to them, since they are
neither party to the contract nor have
they signed any agreement for
arbitration.

Conversely, it has been alleged that
subrogation entails a conveyance of
rights and commitments between the
insured and the carrier. Thisis anissue
under dispute at the Superior Courts
thatis awaiting a final interpretation.

Finding a way to validate an
arbitration clause containedina BL
Firstly, itis necessary thataBL covering
cargoes bound for Brazilincludes a
Brazilian arbitration clause, where
specialised maritime arbitration
associations already exist. Itis not
advisable to elect arbitration abroad,
since Brazilian laws and courts stipulate
that Brazilian jurisdiction and laws will
apply to claims involving obligations
performed in Brazil (discharge or
loading in Brazilian ports). Mention of
arbitration abroad might render the
clause nulland void.

In order to offset the shipper’'s missing
signature, itisrecommended that the
shipper provides a signed letter with an
express agreement to the arbitration
clauseinsertedin the BL and that such
undertakingis also passed on to the
consignee/receiver as well as to the
subrogated insurer upon transference
of the original BL.

Following this process means that
there will be a good chance of enforcing
the arbitration clause, which also binds
the cargoinsurers.

New Maritime Cargo chapter under
discussion

Thereis aproposed billunder
discussionin the Brazilian Congress to
implement the new Commercial Code,
which would include a specific chapter
on the carriage of goods by sea. This
specific chapter was amended by a
specialised commission within the
Brazilian Maritime Law Association
(ABDM) and the adjustment aims to
make Brazilian legislation comparable
with other nations.

The amendment contains arule
regarding arbitration in Brazil, which
sets out that, when paying the insured,
the insurer will subrogate not only to
theinsured's rights, but also to his
obligations and commitments.
Amongst other commitments, the
insurer would be bound to the
arbitration clause.

Conclusion

The measures adopted so far in Brazil
have not been sufficient to reduce the
duration of the disputes in the judicial
courts pertaining to cargo claims,
whichresults in alarge number of
claims with several years of indexation
andinterest.

Arbitration seems to be the best way
forward and all efforts should be
concentrated to that end.
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Introduction of a new right to limit liability in
Brazil —-implications for the offshore sector

Itisimportant for shipowners to be able to rely upon the
maritime right to limit liability, especially for those
operatingin the offshore sector where they can face
potentially onerous financial exposures. We expect our
members to rely upon the right to limit, in jurisdictions
whereitis available, as a condition of P&l cover.

Introduction

A new Commercial Code which will
introduce the right to limit liability

in Brazil is currently being considered
by the Brazilian Congress. Ifitis
introduced, it will make Brazil a

more attractive market for offshore
contractors and theirinsurers, as it
will protect shipowners from unlimited
exposure to liability following a casualty
and provide greater legal certainty. It
will also mean that Brazil is aligned with
international maritime practice.

Current law

Thereis, infact, already aright to limit
liability in Brazil, under the 1924
Limitation Convention’ (which is based
on the principle of abandonment, i.e.
the value of the vessel plus freight
post-casualty), but it has very limited
application as it can only be invoked by
shipowners from a country whichis a
party to the Convention.?

New Commercial Code

The right to limit which willbe
introduced under the new Commercial
Code in Brazil will be similar to the
system that already applies under the
1957 Limitation Convention® and the
1976 Limitation Convention* (as
amended by the 1996 Protocol),
whereby the limitation figure is
calculated according to the tonnage of
the vessel, and the unit of
measurement is the Special Drawing
Right (SDR), whose value is basedona
basket of international currencies. The

limits that shall be applied in respect of
SDRs will be similar to those provided
under the 2012 amendment to the 1996
Protocol (to the 1976 Limitation
Convention). Thisamendment
increased the limits under the 1996
Protocoland cameinto force on

8 June 2015.

The original draft bill for the new
Commercial Code, which was
submitted to the Brazilian Congress for
consideration, provided that
shipowners shall be able to limit their
liability for maritime casualties that
involve loss of life/personal injury or
loss/damage to cargo or other
property. It also contemplates that the
owners of offshore vessels such as
drilling rigs and floating production
storage offloading units shall be able to
rely upon theright to limit. However,
amendments to the bill are currently
under discussion, which will mean that
loss of life/personal injury is excluded
from limitation. Itis also evident that it
will not apply to wreck removal or
pollution claims. This is because both
are viewed as public policy issues under
Brazilian federal law, whose central aim
is protection of the environment.

Environmental concerns

Although Brazil has ratified the
International Convention on Civil
Liability for Oil Pollution Damage

1969 (CLC), which applies to ships that
carry oilin bulk as cargo and allows
shipowners to limit their liability based



on the gross tonnage of the vessel,

it has never been applied by the
Brazilian courts. The new Brazilian
Constitution dated 1988 stated that
the environment was a public asset that
must be preserved for present and
future generations, which allowed
strict environmental legislation to be
passed at federal and state level. This
has resultedin the 'polluter pays’
principle being applied under Brazilian
civillaw, i.e. anyone who contributes,
evenindirectly, to the occurrence of
environmental damage is considered to
be a polluter and consequently is liable
to pay compensation for damage to
the environment (Federal law no.
6.938/1981, article 3, IV). Shipowners
are therefore strictly liable for any oil
pollution that escapes oris discharged
from their vessel. Thisincludes the
pollution clean-up costs and any
property damage claims (which may
include loss ofincome/business
interruption type losses) that arise

as aresult.

Conclusion

Oil pollutionis the most onerous
potential exposure faced by our
members who operate offshore Brazil
in terms of the value of environmental
damage claims (apart from the level of
financial penalties that may be imposed
by the federal or state authorities).
Although theright to limit liability will
offer our offshore members some level
of protection, in terms of reducing their
potential exposure inrelation to cargo
or other property damage claims, they
will still face unlimited liability for
pollution. At this stage, it is still unclear
when the right to limit will come into
effect (orif it will come into effect) and
how wide-rangingit shall be in terms of
the types of claims that may be subject
to limitation. We must await the
outcome of the deliberations of the
Brazilian Congress, but hopefully
Congress will decide in favour of its
introduction under the new
Commercial Code, which will update
Brazilian maritime law and bringitinline
with international practice.

1 The 1924 International Convention for the Unification of Certain Rules relating to the Limitation of

Liability of Owners of Sea-going Vessels.

2 Itisstillinforce in Belgium, Dominican Republic, Hungary, Madagascar, Poland, Portugal and Turkey.
Although these states have adopted subsequent Limitation Conventions, they have not denounced

the 1924 Limitation Convention.

3 The Convention Relating to the Limitation of the Liability of Owners of Sea-Going Ships 1957.
4 The Convention on Limitation of Liability for Maritime Claims (LLMC) 1976 as amended by the

1996 Protocol.



Leslie Tomasello Weitz
Tomaselloy Weitz
+56(32) 2252555
ltomasellow@tomasello.cl

Latest developments in Chilean
Shipping Law

Chilean maritime law is essentially contained in Book Ill of
the Code of Commerce andin Decree Law N° 2,222
enacted on 31 May 1978 (the ‘Law of Navigation’).
Irrespective of the 2013 update, the whole body is in need

of substantial reform.

An update to Chilean insurance law
ActN° 20,665, enacted on 9 May
2013, involved a major update in
respect of Chilean insurance law.

As far as maritime insurance is
concerned, the most significant
changes brought by the Act are:

— thereinforcement of the duty
of utmost good faith;

— theinclusion of areference to
the principle of 'lost or not lost’;

— thefactthata H&M policy will
be presumed to be ‘valued’
simply because the parties have
stated aninsured amount;

— thatthe meaning of marine

insurance now includes ‘installations

and machinery gear to perform
loading, unloading and stevedoring
operations and any other property
that the parties believe is exposed to
risks associated with marine risks';

— that the definition of ‘constructive
totalloss' includes the word ‘finally’,
which should mean that the

abandonment of the vessel now has
to be both reasonable and definitive;

— thefactthatall disputes
between theinsured (or their
beneficiary) and the insurer will
beresolved by an arbitrator;

— aslightamendmentto Article
1201, which continues to state
that, in the case of marine liability
insurance, there will be no direct
action against theinsurer unless
theinsurer has issued a guarantee
(normally, an LOU) to cover the
liability of the insured; and

— thatthe new Article 584 should be
seen as a favourable development
towards adopting English case
law regarding the meaning of
reinsurance clauses such as claims
control/co-operation clauses,
following the settlement clauses,
aggregation of losses, etc.




The 'pay to be paid’rule continues
to exist

The Actalso eliminated the insured’s
obligation to pay compensation

for damages to a third party in

order to claim compensation and

reimbursement of expenses incurred.

In other words, the new Article 1200
of the Code of Commerce eliminated
the ‘pay to be paid' rule, which lies
atthe heart of P&l insurance.

Despite this, thereality is that the
Chilean marine insurance norms
only apply in a suppletory capacity.
As aresult, provided the contract of
marine insurance incorporates this
‘pay to be paid' rule, then such rule
will continue to existamong marine
insurance contracts, especially
inrespect of P&l insurance.

Limits of liability for marine pollution
under the CLC 92 have increased
Chile has been a state party to the
1992 Civil Liability Convention
covering liability for marine pollution.
However, very recently, Chile enacted
the amendments of the limitation
amounts adopted by the IMO on 18
October 2000, thereby amending
Article 6 (1) of the 1992 CLC Protocol
and increasing the limitation amounts
inline with the amendment.

Conclusion

Chilean maritime law has not changed
significantly and is in need of more
substantial and internationally aligned
reform, which raises questions about
the possibility of comprehensively
reviewing both Book Il of the Code of
Commerce and the Law of Navigation.
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Uruguayan Shipping Law update

Recent legislative initiatives aim to bring the maritime
legal framework of Uruguay in line with the needs of the
shippingindustry. This article looks at the introduction

of Law No 19.246.

Thank you for the assistance of
Florencia Sciarra Marguery of Sciarra
of Sciarra & Asociados and Captain

Alejandro Laborde of Chadwick
Weir in preparing this article.

Maritime law in Uruguay

As part of the Mercosur trading bloc (as
discussed in Standard Bulletin, Latin
America Special Edition, July 2015) and
soon to be atrade partner of the EU,
Uruguay is a key maritime playerin
Latin America. Itis one of the most
attractive locations for investmentin
Latin America since, by and large, it
enjoys freedom from corruption, a
relatively stable economy and
constant growth.

Maritime law in Uruguay has been
regulated by its Commercial Code,
which dates back to the 19* century.
The Uruguayan Maritime Law
Association (MLA) has been engaged
inlegislative initiatives to update the
maritime legal framework and bring it
in line with the needs of the shipping
industry of today.

Uruguay is not a party to major
conventions thatregulate the
limitation of a carrier’s liability and,
therefore, major aspects of maritime
law are regulated by national law.

Recently, the MLA concluded a project
that was the driving force behind the
passing of Law No 19.246 (September
2014), which deals with four key
aspects of maritime law:

— cargoinspection;

— expertsurveys;

- timebars;

— security andinjunction bonds.

Cargo inspection

Accordingto Article 1, thereisa
presumption that the carrier has
delivered the goods in accordance with
thebill of lading, irrespective of whether
thereisloss of or damage to the goods.
However, there are two exceptions
where the presumption shall not apply:

a) Ifthe goods have been directly
delivered to the consignee and the
consignee makes note of the defect
at the time of receipt of the goods
(in the same way as an LOP).

b) Ifthe goods were not delivered
directly to the consignee and the
consignee notifies the carrierin
writing of the loss or damage the
day after they receive the goods.

Inboth of the above cases, when the
damage is not easily ascertainable, the
consignee s entitled to notify the
carrier within five business days of the
day of the delivery of the goods.

Notice of loss of or damage to goods is
not necessary where a joint inspection
isarranged. Joint surveys are
mandatory if requested by any of the
involved parties.

Expert surveys

Private experts' findings can be usedin
trials as evidence when defending a
claim (confArt 2). Foreign experts’
reports are admissible with the
assistance of alocal surveyor.


http://www.standard-club.com/media/1813954/standard-bulletin-latin-america-special-edition-july-2015.pdf
http://www.standard-club.com/media/1813954/standard-bulletin-latin-america-special-edition-july-2015.pdf

Timebars

The mostrevolutionary change
brought by the new legislation is that
relating to time bars. Previously, under
article 1018 of the Commercial Code,
all claims that derived from commercial
obligations had a 20-year time bar.
Hence, a carrier remained exposed for
averylongtime after theincident
occurred. This led to uncertainty and
unfairness, and a demand for change.

According to the new Article 3 of Law
No 19.246, the time bar has been
reduced from 20 years to two years for
allactions, including:

— cargo claims;

— collision;

— assistance and salvage;
- towage contracts;and
— General Average.

Cargo claims

The two-year time counts from the date
the goods were delivered or should have
been delivered (in case the goods are
lost). The recovery action of the carrier
or of the vessel against the shipper,
subcontracted operators or third
parties may be brought even after the
expiration of that term, within six
months of being notified of the lawsuit or
of having paid either in court or out of
court.Insuchacase, acarrier canfilea
recovery action in two ways:

— Whenresponding to the plaintiff's
claim, the carrier can also include
the recovery action (30-day period).

— Afterthe proceedings have been
concluded and indemnity has been
paid, the carrier can file arecovery
action within a six-month period.

The purpose behind this provision,
which uses the wording of article 3(6) of
the Hague-Visby rules and article 294
of the Argentinean Law of Navigation,
is twofold:

— Toprotectthe carrierincasea
claim/lawsuit is pursuedin a foreign
jurisdiction and either the lawsuit
against the carrier is served, or
a settlementis made after the
caseis time barred in Uruguay.

— Togive the carrier the opportunity,
when proceedings take placein
Uruguay, to file a new recovery
actionin case they omitted
toincludeinthe same writ
the response to the plaintiff's
claim, within six months after
the trial has finished and
indemnity has been paid.

Other claims arising from maritime
law

Any other claim arising from maritime
law, from navigation or assistance
services in connection thereto, shall
also expire two years from the moment
it becomes enforceable (confArt 3).

Security and injunction bonds

Article 4 makes clear that a P&l club's
letter of undertaking (LOU) will be
sufficient for releasing a vessel's arrest.
However, the security must be subject
to Uruguayan jurisdiction to allow
enforcement, and the club should fixa
domicile in the country for such a
purpose.Ifavesselisarrestedata
Uruguayan port, local courts will have
authority to adjudicate on the primary
cause of the lawsuit, although the
defendant canrequest to bring the
lawsuit to another jurisdiction,
provided sufficient security is being
issued. Thisisregulatedinlaw 18803,
which came into force in September
2011.

Conclusion

Law No 19.246, which was introduced
on 9 September 2014, is a promising
piece of legislation aiming to reduce
bureaucracy, delays and costs, and to
increase the competitiveness of
Uruguayan trade. It remains to be seen
how the courts will interpret the new
provisions, in particular, in relation to
time bars and provision of security.
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New Argentinian Civiland Commercial Code

On 1 August 2015, the new Argentinian Civiland
Commercial Code (the ‘New Code’) cameinto force. The
New Code contains a chapter that covers the carriage of
passengers and goods in general terms, without making a
specific reference to the mode of transport, i.e. by sea,
road or air. Below, we consider how the New Code might
affect maritime law in Argentina and, in particular,
shipowners' rights, defences and liabilities.

Thank you for the assistance of
Gustavo Ruggiero and Ramiro
Fernandez Llorente of Ruggiero

&Fernandez Llorente Abogados
in preparing this article.

The Navigation Act

Shipping mattersin Argentina are
regulated by the Navigation Act (Law
20,094) of 1973 (the ‘Navigation
Act’), which incorporates the
International Convention for the
Unification of Certain Rules of Law
relating to Bills of Lading 1924 (the
‘Hague Rules’) into national law.

The Navigation Act establishesinits
first section that all shippingissues
will be regulated by its provisions,

by complementary laws, by use and
practice, and, finally, by general civil
and commercial law. The relevant
chapter of the New Code, in turn,
sets out that the principles contained
therein will only apply where ‘special
laws’, such as the Navigation Act,
are silent. It also expressly sets

out that multimodal carriage will
beregulated by special laws.

It therefore appears that the
Navigation Act, being a ‘special law’,
will continue to apply to the carriage
of goods and passengers by sea.

Argentinais also a party to the Athens
Conventionrelating to the Carriage
of Passengers and their Luggage by
Sea 1974. Where the Navigation Act

is silent and no other complementary
laws or use and practice apply,

the provisions of the new Civil and
Commercial Code will apply.

Althoughitis unlikely that the New
Code will apply to carriage by sea,
members should be aware of the
changes introduced by the New Code
that may potentially affect their liability,
limitation of liability and time bars.

Liability

According to the provisions of the New
Code, the liability strictly lies with the
carrier for any passengers or for loss
of ordamage to goods during carriage.
This is the opposite of the Navigation
Act, where liability is fault-based.

Limitation

Under the New Code, the carrier
cannot limitits liability for carriage
of goods and passengers, and any
contractual clauses that purport
to limit the carrier’s liability will

be deemed as never written.

Timebars

The time bar introduced by the New
Code for contractual claims is two
years as opposed to the one-year
time bar in the Hague Rules and as
per the Navigation Act. While the
one-year time bar will continue to
apply to maritime claims, itis yet to
be seen whether ajudge may decide
to apply a more favourable time
barin case of dispute between the
parties as to the applicable time bar.



Conclusion

The provisions of the New Code
on liability, limitation and time bars
are more stringent for carriers
than those of the Navigation Act.
However, it appears that shipping
matters will continue to be regulated
by the Navigation Act, which
incorporates the provisions of the
Hague Rules, including allits rights
and defences, into domestic law.

As the New Code has only recently
come into force, it remains to be seen
how the courts will interpret certain
provisions, in particular, in relation to
liability, limitation and time bars. We
will continue to update members on
any developments in this regard.
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Property cover from The Standard Syndicate

The Standard Syndicate offers property cover as one
of its six main classes of business. This article explains
more about the cover available.

The
Standard
Syndicate

o
~7

14

Introduction

The Standard Syndicate was launched
on 1 April 2015 and operates at
Lloyd'sin London as well as having
direct access to Europe, Asia and

the USA via International Service
Companies. Standard Club members
and non-membersin Latin America
can approach the Rio de Janeiro office
directly to be putin touch with the
correct contact at the syndicate.

The syndicate provides a broad range
of covers to clients in the marine and
energy industries, with a particular
focus on six main classes: Hull and
Machinery, Energy, Cargo & Specie,
Marine and Non-Marine Property,
Liability and Corporate lines. One

of the most valuable aspects of The
Standard Syndicate model is our
ability to develop complementary
packages of cover across classes.

Vision for the syndicate

Our aimis to develop products and
services that will benefit existing
members of The Standard Club as
well as attracting new opportunities.
This will be implemented by leading
placements so that we can drive
service, handle claims and influence
risk management to develop
long-standing relationships.

Focus on Property

Marine Property

The Standard Syndicate offers ‘all risks’,
including Natural Catastrophe, cover
for physical loss or damage to port and
terminal operations, including handling
equipment and business interruption
or the increased cost of working
following a physical loss, vesselimpact
or port/berth blockage. Typical
requests are for container terminals,
dry bulk terminals, wet bulk terminals
(including pipelines and loading/
unloading facilities) and shipbuilders/
dry-docks located either on the coast
oroninland waterways and lakes.
Commercial exclusions will apply.

Non-Marine Property

The Standard Syndicate now also offers
cover for physical loss or damage to
non-marine property, including
business interruption, machinery
breakdown and equipment damage.
Typical accountsinclude, but are not
limited to, manufacturing plants,
refineries, mining and forestry
products as well as head office
premises. Commercial exclusions

will apply.



The Standard Syndicate has the
ability to offer both Marine and Non-
Marine Property cover under the
same policy for those risks that have
exposure on the seafront as well as
inland, for example, storage facilities
away from port areas, which has
proved successful in Latin America.

The Team

Tom Graham (Marine Property) and
loanna Romanou (Non-Marine
Property) have seven years of relevant
underwriting experience of various
types of property in South America,
with most success in Brazil, Chile,
Ecuador, Mexico, Panama and Peru.

Robert Dorey
Active Underwriter & Class
Liability Underwriter

T:+44 20 3320 8831
M: +44 7775 515 878
robert.dorey@syndicate1884.com

loanna Romanou
Marine Property
Underwriter

T:+44 207767 2763
ioanna.romanou@syndicate1884.com

Nick Holding
Cargo Class Underwriter

T:+44 207767 2034
M: +44 7984 801733
nick.holding@syndicate1884.com

Gillian Musgrave
Head of Claims

T: +44 20 7767 2750
M: +44 7824 300 028
gillian.musgrave@syndicate1884.com

How dolaccess The Standard
Syndicate?

To access The Standard Syndicate,
you can call your club relationship
manager who will be able to help
set up aninitial meeting with the
syndicate underwriters to discuss
your needs. Alternatively, if you
have an existing relationship with a
Lloyd's broker, please ask them to
visit us at the box: 4th Gallery, Lloyd's
of London, Boxes 435 and 436. To
find out more about Property cover,
contact Tom Graham directly.

Tom Graham
Marine Property Class
Underwriter

T:+44 207767 2033
M: +44 7825 087 891
tom.graham@syndicate1884.com

Kate Butlin
Marine Hull Underwriter

T:+44 20 7767 2885
M: +44 7825 087 888
kate.butlin@syndicate1884.com

Oliver Paine
Energy Class Underwriter

T:+44 207767 2731
M: +44 7917 147 940
oliver.paine@syndicate1884.com
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Web alerts The Standard Club issues a variety of publications and web alerts on topical issues and club updates.
Keep up-to-date by visiting the News section on our website www.standard-club.com

@StandardPandl
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Regulation Authority and regulated by the Financial Conduct
Authority and the Prudential Regulation Authority.

The Standard Club Asia Ltd is regulated by the Monetary
Authority of Singapore.

The Standard Syndicate 1884 is managed by Charles Taylor
Managing Agency Ltd. Charles Taylor Managing Agency Ltd is
alLloyd's managing agent andis authorised by the Prudential
Regulation Authority and regulated by the Financial Conduct
Authority and the Prudential Regulation Authority.

Charles
Taylor
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