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IMO ‘defrauded’ by North 
Korea vessel identity 
laundering scheme

VESSEL IDENTITY LAUNDERING claims are under review at the 
International Maritime Organization after a study claimed the United 
Nations agency was defrauded and mistakenly issued as many as 11 
false registrations for ships engaged in sanctioned North Korean 
trades.

The actions threatened the integrity of the IMO system, said C4ADS, a 
Washington, DC-based non-profit group that investigates how data 
impacts security and international conflicts.

It published a report that found the IMO was tricked into assigning 
IMO numbers for newly built ships that did not exist over 2018 and 
2019.

Instead, the numbers were taken over and used by vessels already 
engaged in sanctioned trading. Some of these ships traded undetected 
for as long as three years and were discovered as recently as mid-2021.

The seven-digit numbers, assigned, validated and administered by IHS 
Markit on behalf of the IMO when a ship’s hull is first built, stays with 
the vessel throughout its lifetime.

“The world relies upon [IMO numbers] in order to identify, track and 
interact with the 60,000 vessels that travel the world’s oceans,” said 
the C4ADS report.

“At least 11 ships engaged in elaborate schemes to create fraudulent ship 
registrations with the IMO which are subsequently used to ‘launder’ the 
identity of vessels that have been associated with illicit activities.”
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The IMO secretariat is updating the IMO Legal 
Committee about the report’s findings, as part of the 
committee’s work to address fraudulent practices in 
registering and flagging of ships, a spokesperson 
told Lloyd’s List.

“We are aware of this report — of course it would 
need to be brought to the attention of relevant IMO 
committee by a member state or non-government 
organisation in consultative status in order for it to 
be formally looked at by IMO member states,” the 
spokesperson said.

She referred further questions on issuing of IMO 
numbers to the maritime and trade division of IHS 
Markit, which has the contract to issue the numbers 
on behalf of the IMO.

The C4ADS report outlined how shipyards in 
Indonesia, Thailand and China extensively modified 
the physical characteristics of a number of tankers 
either sanctioned or identified by the UN as engaged 
in North Korea ship-to-ship transfers or oil shipping.

After obtaining an IMO number under false 
pretences, these modified vessels stopped emitting 
Automatic Identification System signals via their 
own IMO number original identities, and assumed 
the identities of the new numbers.

Vessel identity laundering is a sanctions evasions 
tactic that does not appear to be restricted to just 
North Korea, with evidence the practice was also 
being used for Iran and Venezuela, one of the report 
authors, Lucas Kuo, told Lloyd’s List.

The sophisticated and hard-to-detect practice was 
seen across other regimes, he said.

In one case, ship spotters in Bangkok foiled one 
vessel identity laundering attempt despite the ship’s 
outward appearance having been modified, because 
the original IMO number had not been painted over.

“Vessel identity laundering is a very serious, but 
fortunately rare event amongst the over 100,000 
ships with IMO numbers,” IHS Markit said in an 
emailed response.

“The IMO numbers are checked and correct at the 
time of registration, relying on information supplied 
by the flag administrations and other authoritative 
sources deemed to be reliable.”

Flag administrators have a duty to ensure the 
information about the vessels under their flag 
remains up to date, according to IHS Markit.

“There are a number of ‘warning signs’, for instance 
a vessel being de-registered and not re-registered 
elsewhere, which should raise concern and require 
further detailed due diligence for anyone wanting to 
do business with these operators.

“When we are made aware of any updates or 
incorrect information this will be checked and 
reflected in our records.”

Mr Kuo said entities such IHS Markit were operating 
“with one hand tied behind their back”.

“Some of the information asked for from shipowners 
is not required so they can get away with just 
submitting the bare minimum,” he said.

Documents from multiple countries across many 
languages such as a radio certificate from China 
written in Mandarin was difficult to authenticate 
and check.

Flags involved in the cases cited by C4ADS included 
Mongolia, Togo and China.

The IMO needed stricter checks including 
resubmission of photographs which were used to 
support applications for IMO numbers, the report 
concluded.

There should be a list of vessels purged from the 
global fleet, cancelled IMO numbers and rescinded 
vessel registrations, while the Maritime Safety 
Committee should work to coordinate greater 
screening processes, C4ADS added.

The tankers included Xin Sheng Hai (IMO: 
9485617), which used the fraudulent identity of 
Togo-flagged cargo ship Talent Ace (IMO: 8793873), 
Kingsway (IMO: 9191773), which morphed into 
Mongolia-flagged Alpha (IMO: 8529583) and Twins 
Bull (IMO: 9106340), which became Uni Wealth 
(IMO: 8528864).

Subblic (IMO: 8126082), also known as Xin Yuan 18, 
was already known after delivering oil to North 
Korea 17 times in 2019 and 2020 had the identity of 
a ship called Hai Zhou 168 (IMO: 8514045) which 
the original vessel, C4ADS said, “vacated” its digital 
identity.

Earlier, Subblic was using the AIS to signal its 
location and identity as a Thailand-flagged tanker 
Smooth Sea 28 (IMO: 8514045). The tanker had 
its deck completely reconstructed and repainted 
over a 20-month period in Bangkok ending in late 
2018.
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It then sailed to another shipyard owned by Fujian 
Yihe Shipbuilding Industry Co, according to the report.

There, the Smooth Sea 28 assumed the identity of a 

supposedly newbuilding ship called Smooth Sea 22 
(IMO: 9870991) which the shipyard claimed it had 
launched at the same time, but which the report said 
did not really exist.

WHAT TO WATCH:

China’s overseas coal power 
retreat not a threat for bulkers
BEIJING has announced that China is to stop 
building new coal-fired power plants overseas, 
marking a historic shift away from the fossil fuel.

“China will step up support for other developing 
countries in developing green and low-carbon 
energy and will not build new coal-fired power 
projects abroad,” President Xi Jinping told the 
United Nations General Assembly this week.

The decision by the world’s second-biggest economy 
sent a shiver through the dry bulk shipping market 
amid wider jitters over the state of the property sector 
in China, which is the largest domestic producer as 
well as importer of coal and also the largest financier 
of coal-fired power plants around the world.

But analysts believe that the move is a chronicle 
foretold and will have little impact on trade flows in 
the long term.

“For shipping, the new Chinese policy is unlikely to 
change much in the short to medium term, but it is 
likely to accelerate the decline of seaborne coal 
volumes in the longer term,” said Ulf Bergman, 
founder of Ocean Analytics. “That the global trade 
in seaborne coal is gradually entering its terminal 
decline has long been clear, but the exact timing has 
been more elusive.”

With the new Chinese initiative, the timing looks 
somewhat more precise, he said, pointing out that 
given “the importance coal still has for the energy 
mix in many countries, the phase-out process is 
nevertheless likely to be gradual and drawn out.”

While the announcement is a milestone, said 
Banchero Costa head of research Ralph Leszczynski, 
there have been very few, if any, Chinese 
investments in overseas coal power plants or coal 
mines since the past year.

He thinks that the lack of interest in new coal 
projects is economically driven, due to the limited 
prospects rather than for political purposes.

“The economics of investing in new coal projects are 
probably no longer there, given all the policy 
pressure worldwide against coal, especially as such 
investment need to be long term and would hardly 
repay themselves in a short time.”

Indonesia is China’s largest coal mining partner, 
with 21 projects and about $9.3bn in investments, 
followed by Vietnam, which has 13 projects.

Other countries with coal power plants funded by 
China include Pakistan, South Africa, Ukraine, 
Bangladesh, Russia and Turkey.

Still, there are new coal-fired power plants under 
construction in China and other parts of the world, and 
coal consumption is still growing, albeit at a lower rate.

Despite the Chinese announcement, the concept of 
peak coal still looks as if it will be reached only during 
the second half of the decade, said Mr Bergman.

BIMCO’s chief shipping analyst Peter Sand feels that 
the pledge would dent demand for thermal coal 
going forward, as compared with what would 
otherwise have been the level of demand.

“But to what extent it will impact Belt and Road initiative 
investments is not clear in details,” he said. “Will it stop 
now? Or will already-approved plants get built?”

A more interesting issue, though, is when and if 
China will extend this pledge to its mainland, 
according to Mr Sand.

Wood Mackenzie says projects that are not 
financially committed and rely heavily on foreign 
investment such as the ones in Indonesia and 
Vietnam would be most affected.

In particular, the 29 gigawatt generic coal projects in 
Indonesia after 2025 could be at risk due to China’s 
pledge, forcing more Indonesian coal supply to the 
export markets, which is likely to be a good news for 
bulker owners.
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Liabilities could break retailers that 
charter boxships, experts warn
RETAILERS chartering boxships in the hope of 
escaping pandemic-driven supply chain disruption 
will not jump the queue where there is port 
congestion.

They are also likely to expose themselves to 
potentially ruinous charterer liabilities to boot, 
industry sources have told potential first timers.

The warning from Marsh comes after reports that 
US shippers, including supermarket giant Walmart 
and DIY materials vendor Home Depot, have been 
driven to the containership spot market in their 
determination to keep goods on their shelves.

The words were echoed by Mike Phillips, senior 
disputes partner at the London office of law firm 
Watson Farley & Williams.

“Those thinking about entering this world should be 
under no misapprehension, the risk is of a scale and 
magnitude capable of breaking even the biggest of 
businesses,” he said.

The concerns are especially pressing at this time of 
year, when the so called ‘big box’ store chains are 
stocking up for the Christmas season consumer 
bonanza, but are faced with limited available slots at 
all-time high rates.

Effectively, the virgin charterers are banking on 
everything going smoothly, with ships getting 
handled efficiently at both load and discharge ports. 
That is hardly a given in the current context, experts 
point out.

“If the port where the goods are to be discharged is 
suffering chronic delays — whether due to the 
pandemic or any other reason — the chartered vessel 
may be stuck outside the port, along with others. 
Chartering the vessel will not enable queue 
jumping,” senior vice-president Steve Harris wrote 
on Marsh’s website.

The six-day closure of the Suez Canal last March, 
which led to a 400-vessel tailback, should also serve 
as a reminder that simply chartering tonnage does 
not come with a guarantee of control over events.

As reported by Lloyd’s List, capacity has never been 
tighter, and chartering a boxship right now will in 
any case be the exclusive preserve of those with the 
very deep pockets.

Even where money is no object, availability may well 
be. Where a boxship does come up for spot, brokers 
may well favour established ‘relationship’ clients 
over newcomers.

On top of the vessel charter, containers will also 
have to be chartered, and they too are at a premium 
right now. Then there are add-on costs, such as fuel 
and port charges, which will add further millions to 
the bill.

Mr Harris says while major corporates with huge 
in-house legal departments presumably know 
exactly what they are doing, smaller concerns 
considering chartering a ship for the first time 
should go in with their eyes open in terms of what 
they could be letting themselves in for.

First-time charterers will need expert guidance on the 
considerable range of standard voyage charterparty 
agreements available, all of which place obligations on 
the charterer and the risk liability if that obligation is 
badly discharged or not discharged at all.

For example, charterers are normally expected to 
designate a “safe” port to which the vessel is to sail 
with the goods. If a port is not deep enough for a 
vessel to enter safely, or political or weather 
conditions expose a vessel to unacceptable danger, a 
port may be deemed unsafe.

Legal decisions have found charterers expensively 
liable after the nomination of unsafe ports, for 
instance in the Ocean Victory case, when a capesize 
bulker broke up after leaving Kashima in a severe 
storm, and in the Athos oil spill.

Many standard charterparty agreements make 
loading and unloading of goods the responsibility of 
the charterer, with penalties for undue or excessive 
delay under demurrage clauses. In practice, retailer 
charterers will need to appoint port agents to look 
after their interests.

Potential pitfalls here include industrial action or an 
outbreak of coronavirus, resulting in inadequate 
numbers of dock workers being available to 
discharge a ship.

Ensuring that there is no leakage or spillage of goods 
at the time of loading, or that could be reasonably 
expected during a voyage, is again often the voyage 
charterer’s responsibility.
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The costs of any spillage and consequential clean-up 
expenses — especially if this causes contamination 
of other cargoes on board or damages the vessel 
— could expose the charterer to liabilities.

Similarly, the charterer is responsible for any goods 
loaded that could endanger the vessel, for example, 
through fire or explosion. The master must be made 
fully aware that such goods are on board and agree 
to continue with the voyage.

Taking out marine charterers’ legal liability cover 
and damage to hull insurance, known as DTH in 
industry jargon, may be a sensible precaution, 
Marsh advises.

Mr Phillips said that retailers who hand goods to a 
carrier to take them from A to B have risks 
essentially limited to the cost of the freight and 
insurance, and any loss suffered if the cargo 
becomes an uninsured loss.

Charterers, on the other hand, take on legal 
responsibility for ship and cargo operations.

“The liability incurred, as a matter of routine, will 
likely be measured in the millions of dollars. And 
only sometimes will that liability be insured or 
insurable,” he said.

This will be entirely new territory for many big 
retail names, despite their often world class 
experience of road and rail logistics. The nature 
and scale of maritime risk is something different 
altogether.

“Retailers’ plans to move in to chartering represents 
big change and a bold move,” he said. “If they are 
able to hire in big talent, capable of managing the 
operational, legal and insurance risks to a high level, 
they might just win big.

“But the chartering market is one of the oldest and 
most sophisticated commercial markets in the 
world. It’s a jungle. If they get the right talent early, 
they may survive. If they don’t, we might soon be 
hearing the plaintiff cry ‘I’m a retailer, get me out of 
here’.”

ANALYSIS:

Maersk Tankers agreement opens 
door for rapid expansion
MAERSK Tankers’ agreement for Singapore-
headquartered shipmanager Synergy Marine to take 
over the technical management of its ships came 
after discussion lasting more than six months.

The Danish operator will retain the commercial 
management business, the companies said in a joint 
statement.

“Our view has been that those businesses require 
scale to succeed,” said Maersk Tankers chief 
executive Christian Ingerslev. “All the challenges 
faced by shipping — decarbonisation, the energy 
transition, digitalisation, and financial viability 
— for all these the key component for success is 
scale.”

The company currently has 82 vessels in technical 
(including crew) management but this is not 
considered large enough to succeed in tackling these 
key challenges.

Maersk Tankers has been providing technical 
management to its ships since 1928, so it was dear to 
the company’s heart, Mr Ingerslev said.

“We looked for a manager who already had scale and 
a track record of delivering high quality and safe 
performance for our customers,” he said.

Synergy is taking over Maersk Tankers’ entire 
technical organisation including a number of 
employees in support functions. About 3,300 
employees — including all seafarers and 90% of the 
onshore staff — will transfer to Synergy; 15 
employees will leave the business because of 
overlapping competencies or where tasks cease to 
exist.

“Our customers will to a great extent deal with the 
same people. To me, the fact that Synergy is taking 
over so many of our employees is a real testament to 
the quality of our organisation.”

The company is divided between an asset vehicle, 
known as Maersk Product Tankers, and Maersk 
Tankers, which offers commercial management as a 
service.

Mr Ingerslev said the latter had grown in a few years 
from 150 vessels under management to 230 vessels 
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through attracting other owners to place their ships 
in a pool.

“We see a pool as a service by which owners improve 
their earnings, utilise data, decarbonise the 
industry, and optimise the use of their assets. That is 
the path we will continue to go down in future.”

He said there are technical managers with between 
400-800 ships, but 230 ships under commercial
management makes Maersk Tankers the market
leader.

“The scale benefits apply equally, whether you are a 
technical manager or commercial manager.”

He pointed out that the container industry is much 
more consolidated than tankers. “They have 
progressed much faster in providing digital 
interfaces and optimised solutions to the benefit of 
their clients. That is our goal in the future.”

Maersk Tankers anticipates other companies will 
sign up for the commercial management service.

Cargill was attracted to participate in the MR 
tankers side in 2019, followed by Team Tankers in 
2020 with around 30 vessels in total.

“I think the logic applies even though you are large,” 
said Mr Ingerslev. “Just because you have a certain 
scale that allows you to manage ships yourself does 
not mean that you maximise the value and reduce 
your carbon footprint.

“I think 200 ships is better than 50 — but I also think 
400 is better than 200 to help solve the industry 
challenges. I am frequently asked if we are getting too 
big. It’s a valid question but we are far away from that.

“With 230 vessels we have about a 5% market share. 
In other industries, people with a 5% market share 
are hardly known for being too big.”

Shipowners at risk if they ignore 
carbon pricing, says Trafigura
WHEN Trafigura proposed a $250-$300 per tonne 
of CO2 equivalent levy on shipping last year, the 
commodities trader faced a significant backlash 
from partners and politicians, particularly delegates 
inside the International Maritime Organization.

Twelve months on, Trafigura’s global head of fuel 
decarbonisation Rasmus Bach Nielsen says there 
has been a rapid mindset shift among key politicians 
and many of the IMO delegates.

“There was a huge amount of scepticism when we 
initially proposed the levy, particularly from inside 
the IMO where a lot people had seen the market-
based measures discussions fail in 2013 and did not 
think it was going to work this time round,” said Mr 
Bach Nielsen.

“We’re still facing resistance from some who believe 
that the pace of change we are talking about is 
unfeasible, but generally speaking over the past year 
there has been a change of mindset both within the 
IMO and across the industry as everyone realises 
that the requirements to change are moving faster 
than ever.”

On Wednesday, Mr Bach Nielsen joined a high-
profile panel of Global Maritime Forum’s Getting to 
Zero Coalition in calling on governments to 
collaborate with industry to generate the necessary 
policies and investments that can power the energy 

transition over the next few years. The signatories 
are specifically targeting key countries with 
influence inside the IMO to ensure that the body’s 
current target of 50% decarbonisation by 2050 is 
dramatically accelerated to full decarbonisation by 
the same point.

Trafigura has consistently argued that the cost 
differential between conventional fuels and zero-
carbon options cannot be bridged by individual 
companies without regulatory intervention, and 
without an appropriate price on carbon shipping 
decarbonisation will be significantly delayed.

“We need governments and politicians to give us a 
framework so we can make it happen. The key 
message here is that without that regulatory 
framework we cannot decarbonise shipping at the 
pace that is required,” Mr Bach Nielsen told Lloyd’s 
List.

The list of over 150 signatories to the latest Getting 
to Zero call for action includes some of the most 
influential institutions across the maritime supply 
chain. However, even their combined size represents 
a fraction of the global fleet characterised by 
fragmented sectors and small owners with an 
average of just 5.5 ships per company.

Despite the flurry of activity from GMF members at 
the top of the industry, the vast majority of 
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shipowners are taking a more passive stance on 
looming regulatory changes. That, argues Mr Bach 
Nielsen, is a risk.

Trafigura’s size and exposure to the market has 
effectively driven the company’s proactive stance 
and engagement. But even those companies not 
running $61bn of credit lines should realise that 
they cannot avoid this debate and sooner or later 
their clients will be demanding change from them, 
argues Mr Bach Nielsen.

In his view, any shipowner who is prepared to 
simply wait for regulation is likely to end up footing 
the bill.

“The risk is that regulation does not become global, 
it doesn’t become a fully transparent regulation, and 
if that happens it will be the shipowners who are 
forced to pay because the charters will not be 
competing on a level playing field because we don’t 
have appropriate regulation. At that point I would 
argue that it is the shipowners who have a high 
probability of paying the bill. So, sure, they can sit 
back and wait for others to deal with it, but that’s 
very significant risk that they’re running.”

Elsewhere in the slew of pledges and commitments 
issued to bolster the Getting to Zero Coalition call to 
action, came the first indication that banks will also 
be accelerating the pace of decarbonisation by 
tightening the emissions compliance standard of the 
so-called Poseidon Principles.

Speaking alongside Mr Bach Nielsen, Michael 
Parker, chairman of global shipping, logistics and 
offshore business at Citi, said the Poseidon 
Principles would align its emission reduction targets 
with the Paris Agreement rather than its current 
alignment to IMO targets.

The Poseidon Principles commit signatory banks 
and ship lenders to measure the carbon intensity 
and assess climate alignment (relative to established 
decarbonisation trajectories) of their shipping 
portfolios on an annual basis.

While aligning Poseidon Principles with Paris has 
long been mooted as a logical change, the decision 
has not yet formally been agreed by the participating 
banks.

According to Mr Parker, the decision will not be 
formally discussed until after the COP26 climate 
change summit and the next IMO Marine 
Environment Protection Committee in November, so 
that any changes can be made in response to the 
outcome of those key meetings. Any changes would 
also have to remain consistent with the Net Zero 
Banking Alliance goals.

“Decarbonising shipping will decarbonise global 
supply chains, helping reduce emissions in every 
sector, and that’s why it is so essential that COP26 
give priority to this, and encourage the International 
Maritime Organization to raise its ambition and 
accelerate its policies and actions,” said Mr Parker.

US port congestion ‘will take months to clear’
IT WILL take several months at least before the 
queue of containerships waiting outside the ports of 
Long Beach and Los Angeles will be reduced.

The total capacity of vessels waiting to berth equated 
to nearly 440,000 teu, according to Vessels Value 
head trade analyst Charlotte Cook.

“That is more than Long Beach imported in the 
whole of August and is double the number of vessels 
waiting at the start of September.”

Ms Cook said the rate at which vessels were arriving 
versus the rate of vessels clearing the port was 
unbalanced, suggesting congestion will continue to 
build at Long Beach for some time.

“Port call duration increases as we have more vessels 
heading into port, which is putting pressure on the 
import infrastructure and terminal operations,” she 
told a webinar hosted by BIMCO. “Ultimately it is 

causing further tightening of vessel supply and 
disruption to port turnaround times.”

BIMCO chief shipping analyst Peter Sand said that 
the number of ships in San Pedro Bay illustrated 
that liner shipping was not the weakest link in the 
supply chain.

“They are perhaps even too good at getting cargos 
out of Asia into the US,” he said. “It is all the 
hinterland connectivity that is the issue.”

But he too warned that it would take time to clear 
the backlog.

“What needs to change for things to return to the 
market we used to know? A lot. The sheer number of 
boxes waiting off Los Angeles and Long Beach 
means that they should not receive another ship for 
around 50 days, just to run down the number of 
ships waiting, but that won’t happen.”
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When container yards reached above a certain level 
it became less efficient to move the boxes around 
within them or to remove them, he added.

With a situations like now, where you are 
overwhelmed and overworked, work slows down,” 
Mr Sand said.

“Even if there were no more containers to handle, 
there would be a month of slower than normal 
movements.”

But with retail sales continuing at pace and 
inventories in need of restocking, this would not 
happen quickly.

Vessel levels had previously peaked in early February 
when there were 50 ships waiting for berths.

“It took half a year for this to fall back to only a 
handful, and this was without peak season 

demand,” said Mr Sand. “Demand from US 
consumers needs to come down in order to make a 
change.”

Ms Cook was also pessimistic over the length of time 
it would take to clear the backlog.

`̀ A few months ago I would have expected there to 
be a slowdown following Chinese New Year as we 
have seen in previous years, but in the past couple of 
months that has changed,” she said. “No one 
expected these vessels drifting in the Pacific to be 
adding to the congestion.

“When we get down to a normal number of vessels 
waiting in the anchorage the port will start to 
handle things more efficiently, but Long Beach 
handles 40% of all containerised goods that head 
into the US. It is vital for getting goods into the US 
for Christmas and Christmas demand will go 
through the roof.”

MARKETS:

Bulker congestion off China 
boosts dry bulk rates
ELEVATED congestion off China is causing dry bulk 
freight rates to skyrocket as capacity is constrained.

According to Lloyd’s List Intelligence data, 679 
bulkers are caught up in the logjam, which is about 
5.5% of the dry bulk fleet, or 1 in 17 vessels.

That compares with 599 vessels, or 5.7% of the fleet 
above 15,000 dwt, in August.

Supramaxes are the most affected by the pile-up by 
number of vessels, at 175 for 9.9m dwt, followed by 
panamaxes and kamsarmaxes at 169 for 13.2m dwt, 
and handymaxes at 119 for 5.1m dwt.

In terms of capacity, capesizes were the most 
affected, at 20m dwt, or 108 vessels.

Northern Chinese ports have been the worst-hit, 
with 263 bulkers for 16.9m dwt tied up in anchorage, 
waiting to load or discharge cargoes, the data 
showed.

The issue has been brought about by Covid-19 
restrictions caused by the pandemic and weather-
related disruptions, which are likely to continue for 
some time yet. Analysts cite port congestion as one 
of the primary reasons for the strong freight rates, 

which have been unfazed by weaker economic 
indicators coming out of China in recent weeks.

Iron ore prices have fallen to about $120 per tonne 
from a high of around $230 per tonne earlier in the 
year as China’s steel production starts to fall 
sharply.

According to estimates, China’s steel output fell to 
83.2m tonnes in August, a drop of more than 12% 
from the same month in 2020, marking the biggest 
year-on-year slump since the financial crisis, 
according to brokerage Braemar ACM.

Economic indicators such as industrial output, 
infrastructure investment, retail sales and floor 
space under construction all registered the slowest 
levels of growth since the pandemic hit China in 
early 2020, it said, which raises questions over 
China’s long-term dry bulk demand prospects.

However, even the possibility of debt default by 
China’s largest property developer Evergrande failed 
to detract from the dry bulk market rally, with 
capesizes setting new records.

The average weighted capesize time charter surged 
to $61,683 per day at the close on Thursday on the 
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Baltic Exchange, the highest level for the 180,000 
dwt assessment, which launched in 2014.

The Baltic Capesize Index reached 7,438 points, the 
highest since November 20, 2009.

Braemar said both the Atlantic and Pacific basins 
had tightened at a time when Brazilian iron ore 
volumes were ramping up, with the elevated 
congestion at Chinese ports leaving a “severe 
shortage” of available vessels.

In addition, a 14-day quarantine requirement at 
Australian ports has extended the ballast leg of a 
typical Australia-China voyage, helping to push 
capesize utilisation close to levels seen on the geared 
ships this year, it said.

At these sorts of levels, the market becomes 
“extremely sensitive to small changes in the balance 

of cargoes and tonnage, and volatility becomes even 
more extreme”.

It expects that, in the short term, Covid-related 
factors, continued tightness in the coal market and a 
continued recovery in Brazilian iron ore exports will 
keep rates strong.

“However, the apparent slowdown in China’s 
economy, along with instability in the property 
markets, present a significant risk for the longer 
term,” according to Braemar.

Forward freight agreements for capesizes have failed 
to react to the same extent as the spot market, with 
gains muted, according to GFI brokers.

At the close on September 22, October was priced at 
$47,400, while November was at $40,500, and the 
fourth quarter at $39,930, its figures show.

Inland port could solve US 
west coast congestion
SPACE is in high demand as the US year-long buying 
surge brings more and more containers into the 
country, swamping warehouses, slowing marine 
terminals, and keeping ships at anchor.

The Marine Exchange of Southern California, which 
manages vessel traffic through the ports of Los 
Angeles and Long Beach, reported 61 container ships 
at anchor or drifting and awaiting orders or a berth 
on September 22.

Jack Hedge, director of the Utah Inland Port 
Authority and former director of cargo and 
industrial real estate for the Port of Los Angeles, 
believes his facility offers a way forward — a state-
wide system that can help speed boxes through west 
coast ports and end the crisis over empties.

“That is exactly what it allows us to do is really start 
to address that problem,” he said, referring to the 
currently contentious issue of repositioning empty 
boxes for the benefit of agricultural exporters.

As loaded import containers are emptied out in 
Utah, they would not have to be repositioned 
anywhere else and could be reloaded on the spot 
with agricultural commodities brought in from 
other parts of the country.

That would be a welcome development for US 
agricultural exporters, who have long complained 
that shipping lines won’t allow them to load empties, 

preferring to return them overseas for more 
lucrative imports.

Mr Hedge said that process would aid shipping lines 
to get “out of the firing line for just loading the 
empties back on the vessel to head back out. They 
can load them just as fast, but they’re full loads this 
time.”

Meanwhile, he sees the inland port as a model to 
reduce congestion.

“What an inland port brings to the table, whether it’s 
Utah or anywhere else, is that ability to provide that 
relief, that ability to get boxes away from the dock 
faster and improve the fluidity of the marine 
terminal,” he told Lloyd’s List.

Inland ports such as Utah achieve that by serving as 
sorting centres far from the docks. Ports can offload 
boxes from ships and rail them directly to an inland 
port for sorting.

“We’ve just got more room to work,” he says, freeing 
up space on marine terminals to move containers 
instead of just storing them.

Mr Hedge has already signed up Oakland and 
Long Beach to his cause, but he believes that the 
Utah Inland Port has sufficient capacity to handle 
all of the cargo coming from all of the west coast 
ports.
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“Our inland port, the way we’re situated, the 
distance inland, the amount of space that we’ve got, 
we should be able to support, frankly, all three major 
west coast gateways in that regard: San Pedro Bay, 
Oakland and Seattle/Tacoma.”

He says Utah can give those ports “a place to send 
cargo” enabling them to get it “off the dock and out 
of there” to “free up space and create capacity in the 
system.”

He also believes that those ports have increasing 
need due to the demand for space near them and the 
rising costs for it, a point supported by the industrial 
real estate firm JLL, which says the Los Angeles 
industrial market recorded another strong quarter 
to close out the first half of 2021.

“Tenant demand in the region continues to be 
dominated by logistics and port-related companies, 
which leased the bulk of the 9.8m sq ft that was 
signed in the second quarter of 2021,” it said. “This 
amount of activity has brought the market back to 
the tight conditions that were seen pre-pandemic. As 
a result, rents and absorption have been elevated.”

In Oakland, tenant demand for space across the East 
Bay has “steadily soared to new heights” while the 
Seattle submarket is “balanced” between supply and 
demand for space but the area has experienced 
“positive absorption” for the first time since 2019.

Things could tighten even more, according to JLL, 
which said the Pacific Northwest region is “heavily 
dependent on the ports” which continue to “bolster 
the industrial sector’s growth.”

IN OTHER NEWS:
Synergy takes over Maersk Tankers’ 
technical management business
SYNERGY Group’s marine unit 
says it has signed a deal to take 
over technical management of 
the entire fleet of Maersk 
Tankers.

Under the agreement, Synergy 
Marine will take over the 
management business of Maersk 
Tankers which includes customer 
and supplier contracts, as well as 
the technical management of 82 
vessels, including the vessels in 
Maersk Product Tankers.

More vessels mean access to 
more data, which Synergy will 
use to optimise vessel 
performance and reduce the 
environmental impact of 
shipping, the companies said in a 
joint statement.

Portchain turns to investors to fund 
growth
PORTCHAIN, a terminal and 
carrier optimisation software 
developer, said it has raised 
$3.2m in a funding round from 
investors and added two new 
names to its list of backers.

In addition to current investors 
Klaus and Morten Eldrup-
Jørgensen, Tommy Thomsen, 
Michael Hassing, Jesper 
Kjaedegaard and Tom Behrens-
Sørensen, it has also welcomed 
Klaus Holse, former chief 
executive of Danish software 
developer SimCorp and 
McKinsey senior partner Kim 
Baroudy.

The funding comes at a time of 
strong growth for the company, 
which has added nine additional 

terminals to its customer base 
this year.

Attica glimpses gradual 
‘normalisation’ of operations despite 
loss
GREECE’s largest ferry owner 
said operations are “gradually” 
returning to normal after first-
half results were badly scarred by 
the coronavirus pandemic for a 
second consecutive year.

Attica Group managed to curb 
consolidated losses for the first 
six months to €34m ($40m), 
compared with a €41m loss in the 
year-earlier period.

The Athens-listed group 
increased revenues by 4.4% to 
€122.2m despite an “adverse 
business environment,” it said.

Classified notices follow
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