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Daily Briefing
Leading maritime commerce since 1734

Thursday August 25, 2022

Rhetoric vs reality: Shipping 
finance approaches an 
inflection point

ENOUGH COMPANIES ARE making good money, paying down debt 
and holding back on orders, and the record low point of outstanding 
shipping debt across the industry is barely noticeable. For now.

The availability of financing, however, is about to become a defining 
issue of an industry that is already fragmenting into tiered markets 
defined by scale, efficiency and climate ambition.

At the most public, visible end of the market, environmental, social 
and governance criteria have now become the defining acronym of an 
era.

ESG-fuelled hesitancy is restricting the orderbook, holding back 
investment and leading many of the advance guard of bankers to 
become deeply concerned that they are going to become the greenest 
bank with the fastest-declining loan book.

At this top tier of the industry, the focus is on alignment to the 1.5°C 
climate goals of the Paris Agreement.

The strategic objectives are about funding the fuels and infrastructure 
of the future, rather than worrying about the growing concern in some 
quarters that not enough attention is being paid to funding the 
transition of the existing fleet.

Debt equity for genuine green finance may be plentiful, but the existing 
$1.8trn fleet tends not to fall into such colour schemes. Most financing 
in shipping remains a defiantly unattractive and expensive sludgy hue.
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Yet if there is a looming debt equity crisis, then there 
are no signs of it yet at the other end of the market, 
where the retrenchment of banks is old news and the 
more expensive ‘alternative’ financing options — as 
they remain quaintly known — have become 
business as usual for the perennially squeezed 
middle of shipping’s small to medium-sized 
backbone of owners and operators.

In the Greek market, for example, activity has been 
at record levels when it comes to shipping finance 
since the beginning of Covid — and all with barely a 
mention of ESG at any stage of the transactions.

Greece, of course, has what the rest of the world 
lacks: a local banking sector that is both focused on 
lending to shipping and understands the shipping 
markets.

The Greek banks — and the four key Cypriot banks 
focused on maritime that largely service the Greek 
market — are more aggressive than ever, 
particularly given the reduced margins with which 
they operate.

The global story of how banking stepped back from 
shipping in the wake of the financial crisis and 
Chinese lessors and alternative funding stepped in, 
is well understood.

The German banks that disappeared from shipping by 
and large were never replaced and, while everybody 
still wants to finance the top 10% of the market, the 
reality is that — historically speaking — banking’s 
commitment to shipping is not what it used to be.

Not so in Piraeus, though, where banks gradually 
filled the void left by other Western banking exits to 
dominate the market that serves second- and third-
division owners with expensive debt.

Ship finance teams in the major law firms report 
that they have never been busier and activity has 
been building for the past two to three years.

Availability is everything and, in the current climate, 
the more expensive money is being snapped up at 
margins of 9%-11% in order to take advantage of the 
market and buy tonnage.

Agile funds are quick to step in where owners are 
unable to raise the quick cash required, but most are 
now finding additional alternative funding and 
re-financing within a year.

At no point are any of the actors in these deals 
pausing to reflect on the portfolio implications of 

efficiency — and ESG is not an acronym that tends to 
trouble completion.

Nor is it much of an issue in China, where the 
dominant lessors remain conspicuous by their 
absence in the list of signatories to programmes 
such as the Poseidon Principles.

“We certainly like to finance cleaner ships, but we 
also need to engage in the less-clean ones,” 
explained one leasing executive recently, neatly 
summing up the distance between rhetoric and 
reality in the ship finance sector currently.

The lower tiers of the industry, it seems, are fully 
focused on the immediate market and happy to 
leave climate finance questions to the blue-chip 
owners and their corporate cargo interest 
partners.

Yet at the top of the industry, there is a very different 
battle raging when it comes to ship finance.

The reality is that for all the best efforts of those 
committing their portfolios to meeting climate 
change goals, investors are not looking at shipping 
as a home for ESG capital right now.

As one Asia-based chief financial officer of a listed 
company put it when asked whether they were 
receiving a lot of ESG questions from equity 
investors: “Are you joking? Those guys left the table 
a long time ago.

“They left shipping and they left Asian stock-listed 
companies. Maybe some are left looking at Europe 
or North America, but that’s not something we get 
asked.”

That needs to change, of course, but the speed at 
which shipping can manage that change is a major 
concern for the finance community.

Inside shipping’s flagship climate finance 
programme, the Poseidon Principles, there is a 
schism emerging between those pushing to 
accelerate towards more ambitious climate goals and 
those looking at the reality of their portfolios and 
arguing for a more pragmatic approach.

Those inside the Poseidon Principles — which 
provide a framework for integrating climate 
considerations into lending decisions to promote 
international shipping’s decarbonisation — have 
been clear for some time that their targets will 
accelerate to net-zero emissions by 2050, although 
no official announcement has yet been made.
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The implications of this are clear: net-zero 
commitments by banks and investors mean that 
their capital will ultimately be directed into the 
net-zero club of shipping businesses.

That means climate change is effectively becoming 
the filter through which investment is being 
considered, so there will be increasingly less capital 
for those industries and assets exposed to carbon 
risk.

The only question is the pace and the uniformity of 
the decisions ahead.

Those at the vanguard of climate alignment are 
understood to be considering adopting the more 
aggressive ‘well-to-wake’ measurements (that is, the 
entire process of fuel production, delivery and use 
on board ships, and all emissions produced therein) 
on net zero.

Depending on which interpretation those banks are 
considering adopting, that could imply a 50% cut in 
emissions by 2030 across portfolios — a pill that is 
going to be hard for many banks to swallow 
immediately.

“We are trying to balance our hopes and dreams 
here with the reality of our loan books,” explained 
one Poseidon banking insider.

The tension here is that the banks know only too well 
that the large corporate entities and many of the big 
brands they deal with are already demanding 
significantly more progress on climate alignment than 
is offered by the Poseidon Principles as they stand.

A more aggressive trajectory for the Poseidon banks 
implies that there will be a significant hit on what 
the banks are going to be willing to finance.

Then the alignment reports, which place banks’ 
shipping portfolios on one side or the other of the 
emissions curve, start to matter.

This is not a matter of idle speculation from 
armchair environmentalists. Members of the net-
zero banking alliance are going to have to begin to 
forecast emissions in their portfolios, broadly 
speaking, by the end of 2024.

For those banks exposed to liquefied natural gas fleets 
— which are going to have an interesting discussion 
when it comes to well-to-wake measurements — the 
decisions that follow are going to be difficult when it 
comes to their annual ESG reports.

The question of what is pragmatic and achievable as 
opposed to idealistic but over-ambitious then 
becomes a live debate not just for the banks, but the 
entire supply chain.

WHAT TO WATCH:

Somali piracy additional premiums 
set to stay for time being
ADDITIONAL war risk insurance premiums on 
vessels transiting the Indian Ocean are likely to stay 
for the time being, despite the decision of six leading 
shipping organisations to end the region’s high-risk 
area designation from the start of next year.

The move has been occasioned by the dramatic fall 
in pirate attacks over the last decade, with none at 
all for the last four years.

But the insurance response to the move has not been 
deemed sufficiently important to interrupt holidays 
in mid-August, and will not even be debated until a 
meeting of the Lloyd’s and London companies’ 
market Joint War Committee can conveniently be 
convened, say market sources.

The JWC’s power to specify any given waters as a 
so-called listed area that attracts additional 

premiums for those purchasing cover — known as 
APs in sector jargon — is entirely independent of the 
deliberations of shipowner groupings.

The feeling from underwriters still at their desks 
this week is that the Indian Ocean will probably 
remain a listed area for the time being until insurers 
can see how the situation pans out.

Levying APs is optional, and over a time span of 
three to six months, market pressures will probably 
mean they wither on the vine. Providing there is no 
further piracy upsurge, the listing itself will 
probably be scrapped in the medium term.

The high-risk area status was bestowed in response 
to the Somali piracy crisis in the 2000s, when attacks 
on shipping occurred several times a week, with 
frequent hijackings that sometimes necessitated the 
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payment of double-digit million dollar sums to 
secure the release of vessels and crews.

Many of the issues facing the impoverished Horn of 
Africa nation remain unresolved and the official 
government’s writ still does not run in many parts of 
the country.

However, the situation has eased dramatically over 
the last decade, following the widespread 
introduction of armed guards provided by private 
security contractors and a substantial intervention 
from European Union and other navies.

There has now been no recorded Somali pirate 
attack since 2018, leading six major industry 
organisations led by the International Chamber of 
Shipping and BIMCO to declare earlier this week 
that the HRA designation will end on January 1.

Other backers include the International Marine 
Contractors Association, Intercargo, Intertanko and 
the Oil Companies International Marine Forum.

However, ships are still advised to follow the 
security guidelines set down in the fifth edition of 
the best management practices document, known as 
BMP5, and to voluntarily report their presence in 
the area.

Owners are also advised to report their ship’s 
presence in the area to a voluntary reporting scheme 
run by United Kingdom Maritime Trade Operations.

One war risk underwriter said that his 
recommendation to the JWC would be that the 
current exclusion be kept, leaving individual 

underwriters to decide if they still want armed 
guards to accompany transits.

“Obviously the individual markets can choose if they 
charge an AP or not. It is highly likely that any APs 
will drop to zero over the next few months.

“After, say, three or six months with no — or many 
fewer — armed guards on the transits, if there are 
no piracy attacks, I would expect the JWC to remove 
the HRA.

“The JWC will not remove the area immediately, 
primarily to demonstrate that they make their own 
decisions and do not blindly follow advice from 
others.”

An underwriter at a specialist war risk mutual said 
that his club would make its determination in due 
course and in line with its own criteria, and would 
not be influenced by the actions of others.

More broadly speaking, reported piracy is in decline 
across the planet, with incidents reaching their 
lowest levels since 1994, according to statistics 
produced by the International Maritime Bureau last 
month.

The IMB recorded 58 cases of piracy and armed 
robbery against ships in the first half of 2022, 
compared with 68 during the same period in the 
past year. Fifty-five vessels were boarded, two were 
attempted attacks, and one vessel was hijacked.

The Gulf of Guinea and the Singapore Strait are the 
two areas most prone to attacks, together accounting 
for almost half of the incidents.

Carrier price competition intensifies 
on transpacific trade
DECLINING spot rates on transpacific trade have 
yet to find the floor, with the lowest price reported 
to be at $3,700 per feu on routes to the US west 
coast.

The price, if true, indicates another sharp fall of the 
market from last week which has already been 
spiralling downwards for several months.

The industry grapevine suggests the offer was made 
by China’s BAL Container Line, which only entered 
the long-haul trade last year, although some have 
raised doubts over the authenticity of the extent of 
the discount.

The company, part of Qingdao-based e-commerce 
logistics firm LC Group, operates a fleet of seven 
ships with a combined capacity of just above 19,000 
teu. It ordered a pair of 14,000 teu-class 
containerships, plus options for two more with 
Jiangnan Shipyard in June this year.

One Shenzhen-based freight forwarder said the 
reported rate was substantially lower than the 
current market average and far from sufficient to 
cover the cost of the Chinese carrier.

A BAL executive, when approached by Lloyd’s List, 
denied the speculation. “It’s not us,” he said, without 
commenting further.



Lloyd’s List | Daily Briefing Thursday 25th August Page 5

Booking data show that Maersk on August 23 
charged just shy of $4,500 per feu, including ocean 
freight costs and surcharges, for an expected 
departure from Yantian, China on September 6 to 
Los Angeles in the US.

Some smaller carriers, such as Taiwan’s Wan Hai 
Lines, are offering prices at about $4,400 per feu for 
similar services, according to the first forwarder.

These are down from the rates of about $5,000 per 
feu on the China-USWC trade last week and remain 
well below the assessments of various public rate 
indices.

Drewry’s Hong Kong-Los Angeles container rate 
benchmark reported a 5.2% drop this week to 
$4,949 per feu, following a 7.4% slide last week.

The weekly index retreated 37.8% from the 
corresponding week last year.

Carriers’ efforts in capacity reduction seem to have 
failed to lift the market, according to container 
shipping consultancy Linerlytica.

Total vessel departures to the US west coast slipped 
to a two-month low, with 20 regular services to the 
destination missing their sailing slots last week, it 
noted in a report. “Further sailing slippages are 
expected in the coming week, but the lower capacity 
available is having very little impact in curbing the 
spot freight rates from declining further.”

“Trading slots is like trading stocks while most 
people just follow the herd,” said the first 

Shenzhen-based forwarder, adding that the effect on 
prices in the former case was even stronger.

That is because “unlike a stock which you can still 
hold for a long time, a slot is just valid for a few days 
whether you sell it for $5,000, $4,000 or $3,000,” 
he said. “But if you can’t sell before the deadline, it 
becomes worthless.”

The widely quoted Shanghai Containerised Freight 
Index also saw the rate to the US west and east 
coasts down 6% and 1.3%, respectively, to $5,782 
and $8,992 per feu in the past week.

“In August, although the back-to-school shopping 
season started in the US, demand is only being lifted 
for certain types of products,” said the index 
composer Shanghai Shipping Exchange in a report. 
“Meanwhile, with the increase of service reliability 
and the release of congested capacity, vessel 
utilisation has declined.”

The utilisation on Shanghai-US west coast and US 
east coast dropped to 90% and 95%, respectively, 
from the previous peak of nearly 100%, it added.

In Ningbo, another major Chinese port near 
Shanghai, the local shipping exchange reported a 
similar dip in rates.

“The shipping capacity of the routes was still in 
excess, and the spot market booking prices of the 
East America and West America routes have 
continued to decline, and the decline has further 
expanded.”

ANALYSIS:

Demand surges on Ukraine grain corridor
THE maritime corridor set up by the United 
Nations to allow the release of grains from war-
torn Ukraine is getting busier as demand and 
confidence grow.

A total of 34 vessels carrying 723,886 tonnes of 
grains and sunflower oil have left the three ports of 
Odesa, Chornomorsk and Yuzhnyi since August 1, 
official data shows.

While the volumes are a fraction of the usual pre-
invasion levels, progress is being made to export the 
grains stuck in silos to make way for the new wheat 
harvest.

Most of the vessels traversing the passage are bulk 
carriers — eight handysizes, five panamaxes and 
three supramaxes — while 13 general cargoships 
and five chemical tankers have also passed 
through.

About 20 of the ships had been stuck in ports when 
the war broke out.

According to data from the Joint Coordination 
Centre in Istanbul and Lloyd’s List Intelligence, 
another 20 ships are making their way to Ukraine 
for the grain trade.
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The JCC was set up in late July after the signing of 
the Black Sea Grain Initiative, which was brokered 
by the UN and Türkiye, and involves Ukraine and 
Russia.

The opening of the corridor was seen to lend a bit 
more support to the dry bulk market, when at full 
tilt, especially for the smaller sizes.

However, dry bulk rates have been weakening of 
late, given bearish views on the global economy, bar 
supramaxes, which have been on the rise due to 
increased activity in Asia, namely steel exports from 
China, and expected strong volumes of corn from 
Brazil and wheat from Canada.

According to ship brokerage Braemar, a two-tier 
market is emerging in the Mediterranean — those 
willing to call in Ukraine or Russia for a premium, 
and those who are not.

London-based consultancy Maritime Strategies 
International echoed the view, saying ships open for 
time-charter are increasingly being offered with 
exemptions for calling Russia or Ukraine, which may 
result in high freight rate premiums from the Black 
Sea, while also “increasing the pool of ships outside 
the region, undermining market balances elsewhere”.

“The impact on dry bulk carrier demand and 
earnings has, to date, been minor, but has obvious 
upside implications,” ship brokerage Simpson 
Spence Young said.

“The size and frequency of shipments will likely 
accelerate as confidence in the export corridor 
increases,” it said in a report. However, the 
reported target of 5m tonnes per month “looks 
ambitious”.

Ukrainian grain exports averaged 4.2m tonnes per 
month in 2021, peaking at 6.6m tonnes in 
November.

“The successful passage of the first ships will 
provide encouragement to others but war risks, plus 
the premium cost of freight and insurance remain 
obstacles to trade,” SSY said.

While the opening of the grain export corridor and 
the potential for shipments to be scaled up in the 
coming months put downward pressure on wheat 
and corn prices, strong global grain demand and 
reports of hot and dry weather damaging crops in 
France, Romania and the US kept them elevated 
compared to recent years, it said.

While global supply tightness means demand for 
Ukrainian grain will persist, there remain 
uncertainties about the corridor deal, given that it is 
only initially valid for 120 days, and will need to be 
renegotiated before the end of November, it added.

It could take only one incident to “derail the 
agreement and break confidence in the safety of the 
corridor,” SSY said.

Ship carrying coal to Germany 
runs aground in River Waal
A GENERAL cargoship laden with coal en route 
from the Netherlands to Germany ran aground on 
the River Waal on Wednesday morning.

Germany-flagged Harley left Antwerp on August 23 
and was travelling from Nijmegen, in the Netherlands 
to Karlstadt when it got stuck on the bottom of the 
Waal near the Waalhaven harbour on August 24, 
according to a Lloyd’s List Intelligence casualty report.

The vessel then drifted perpendicular to the fairway 
before being secured in the Weurt West Canal at 
1045 hrs.

Patrol boat RWS 44 was deployed to the scene to 
investigate.

The water levels in the Waal, which is a branch of 
the River Rhine, have been low because of drought.

According to the Netherlands’ Ministry of 
Infrastructure and Water Management, Harley was 
carrying too much cargo to travel that area of the 
river, which caused it to run aground.

Vessels are required to assess the water levels and 
depth of the route they are taking before starting 
their journey, the ministry added.

Heatwaves have resulted in droughts and have led to 
draught restrictions for vessels travelling by river 
through Europe’s hinterland.

Analysis of commercial vessel traffic to ports along 
the Rhine has showed activity to be stable, but port 
authorities and government officials said vessels 
were travelling light out of necessity.

Hugo du Mez, an adviser for the Port of Rotterdam, 
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told Lloyd’s List in early August that the Rhine’s low 
water level was making it more difficult to get coal to 
German power stations.

There have been regular services transporting the 
coal from terminals to the rivers, but barges are 
taking less cargo. Rail is an alternative option, but it 
is limited due to a lack of train capability, according 
to Mr du Mez.

A total of 373 individual vessels have passed 
Nijmegen port on the Waal between August 17 and 
August 23, according to Lloyd’s List Intelligence 
vessel-tracking data. During the same period in 
2021, 335 individual ships transited the route.

It is likely that operators have deployed extra 
capacity to make up for the fact that the maximum 
draught is much lower.

MARKETS:

StealthGas agrees to buy two 
LPG carriers for $120m
STEALTHGAS has said it will acquire two medium-
sized liquefied petroleum gas carrier newbuildings 
from affiliated parties as it unveiled higher-than-
expected earnings for the second quarter of 2022.

The Nasdaq-listed owner will pay about $120m for 
the pair of 40,000 cu m vessels that are under 
construction in South Korea for delivery in the third 
and fourth quarters of 2023, it said.

Brave Maritime, a privately controlled company 
belonging to the family of StealthGas’ chief executive 
Harry Vafias, has several LPG carriers of this size on 
order at Hyundai Mipo Dockyard, according to 
previous reports.

Meanwhile, the company said that there had been 
“robust demand” for its gas carriers during the first 
half of the year, enabling it to post its most profitable 
six months for more than a decade.

StealthGas posted net income of $19.8m for the first 
half, up from $2.4m in the same period last year.

Second-quarter revenues of $39.3m were 
fractionally up from the same period in 2021 despite 
the reduction of the fleet from 42 to 34 vessels, 
thanks to improved market conditions.

The Greece-based owner posted second-quarter net 
income of $12.2m versus $1.6m last year.

A 59% reduction in spot market days as more vessels 
were time chartered led to a $1.4m decrease in voyage 
expenses, while the reduction in the fleet saved $2.5m 
in operating expenses, the company said.

“All vessel sizes in our fleet showed improving 
results and particularly the handysize vessels 
boosted our bottom line,” said board chairman 
Michael Jolliffe.

He said that the company planned to continue its 
strategy of placing vessels on period charters and 
expected “increasing opportunities” for this in the 
coming months.

StealthGas maintained a healthy capital structure 
that “allows for investments and moderate fleet 
renewal for example with the two newbulding 
medium gas carriers that we expect to take delivery 
of next year,” Mr Jolliffe said.

“It is important that we maintain a modern high-
quality fleet that allows us to offer our services with 
reliability and safety to our customers,” he added.

StealthGas had total cash of $100m on its balance 
sheet at the end of June, up from $45.7m at end-
2021.

It plans to fund the new vessels with existing cash 
and arrangement of a new bank facility.

Carriers still focusing capacity 
on more lucrative trade lanes
HIGH demand on main lane trades is continuing 
to suck capacity from lower volume regional 
trades as tonnage is directed to more lucrative 
services.

“Despite a year-on-year cellular fleet growth of 3.8% 
as of August 1, three trades have shown a significant 
reduction over the past 12 months,” analysts at 
Alphaliner said.
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“The intra-Europe trade was the worst hit as the 
total capacity of cellular ships deployed in dedicated 
intra-European services was down 14.2% on August 
1 compared to last year.”

The large intra-Asia trade saw a fall in deployed 
capacity of 10.3% while services to Africa were down 
4.3%, it added.

Much of that capacity has found itself redeployed on 
the transatlantic and Middle East/Indian 
subcontinent trades, which had seen increases of 
8.5% and 8.6% respectively in the past year.

“The withdrawal of nearly 150,000 teu slots from 
intra-European services can only partly be 
explained by the Ukraine conflict and the closure of 
many regular services to/from Russia,” Alphaliner 
said.

“It is obvious that carriers have continued to shift 
relatively small vessels from regional trades to 
east-west or big north-south services to take 
advantage of the high freight rates.”

Some of that intra-regional cargo in both Europe 
and Asia would have transferred to the intra-
regional legs of deepsea routes, however.

The largest trade in terms of capacity deployment, 
the Asia-North America trade, has seen little growth 
this year, after a massive increase in 2021.

“After an impressive capacity build-up of 31% in 
2021, only 62,500 teu slots were further added in 

the first seven months of this year,” Alphaliner 
said.

“This represents a moderate growth of 1.1%, but the 
overall capacity at 661 ships comprising 5.5m teu 
was still 10% higher on August 1 on a year-on-year 
basis.”

Just under half of the world’s containership capacity 
remains deployed on the three main east-west legs, 
Alphaliner said.

“The 12% capacity rise on the transatlantic in the 
first seven months of the year had little effect on the 
overall cellular fleet deployment as it is by far the 
smallest of the three main east-west trades,” 
Alphaliner said.

But the 120,500 teu expansion of the transatlantic 
trade made sense for carriers, who had seen freight 
rates between Europe and the US east coast rise to 
$7,000-$8,500 per teu.

“This is four to five times higher compared to 
pre-pandemic levels and very tempting for the 
carriers in terms of revenue per nautical mile in 
view of the relatively short sailing distance,” 
Alphaliner said.

But port congestion at both ends of the transatlantic 
voyage was also leading to an increased demand for 
capacity for the same amount of cargo. Average 
round trip times on northern Europe-US east coast 
and US Gulf services had increased to 52 days, 
Alphaliner said.

Boxship charter market boosted 
by The Alliance members
MAJOR liner operators have been active recently in 
extending the charters of large non-operator owned 
tonnage, which is helping to keep charter rates 
relatively strong in spite of jitters in the freight 
markets. There are signs, however, that rates for 
vessels of below 5,000 teu capacity are finally 
starting to weaken.

“The container charter market is slowly coming out 
of its lethargy of the past weeks,” said analysts at 
Alphaliner.

“The large sizes in particular have seen a lot 
happening with forward fixtures of at least a 
dozen 10,000 teu container vessels privately 
concluded in the early summer now coming to the 
surface. This rally demonstrates a confidence 

from carriers in the long-term solidity of demand, 
despite the current weaker sentiment in the 
market, fuelled by macroeconomic and 
geopolitical uncertainties.”

It believes that the persistent shortage of ships 
across most vessel sizes driven by continued port 
congestion should support high charter rates, at 
least until the end of this year.

The charter market for ships of between 9,500 teu 
and 14,000 teu capacities has been particularly 
brisk during the summer, with Alphaliner 
recording at least 19 ships in this size range being 
either opted, extended, or newly fixed for forward 
period employments from 2023 stretching out to 
2025.



Lloyd’s List | Daily Briefing Thursday 25th August Page 9

Recent fixtures for large ships have been dominated 
by The Alliance member carriers and included five 
Seaspan-owned 10,100 teu units that have been 
extended by Hapag-Lloyd for up to 78 months from 
2024 at a rate of $35,000 per day. Hapag-Lloyd is 
also understood to have secured additional ships of 
the same design from this owner for longer periods.

Meanwhile, Ocean Network Express (ONE) has 
extended the 9,500 teu capacity Seaspan Adonis 
(IMO: 9468293) for three years. This 2010-built 
vessel secured a rate of $67,500 per day, effective 
from next year.

Hapag-Lloyd and ONE’s The Alliance partner Yang 
Ming is understood to have declared a series of 
forward options of 24 months on five 14,000 teu 
vessels, also controlled by Seaspan, at a rate bracket 
of between $28,355 and $36,695 per day.

Alphaliner said that the market for medium-sized 
and smaller sizes had also returned to life, though 
many of the periods agreed were much shorter than 
a few months ago.

“Twelve months is now the typical maximum 
duration offered by charterers though some owners 

occasionally still manage to obtain 24 months or 
longer for certain vessels, but this is usually driven 
by the ship’s specifications or because of other 
reasons such as the vessel’s position,” it said.

Recently reported fixtures in the feedermax sector 
included the F. Laeisz-controlled 2,700 teu capacity 
Posen (IMO: 9349887) which was fixed to Jin Jiang 
Shipping for two years at $58,500 per day. Periods 
for this ship category are becoming shorter while 
charter rates, down by an average of 10% in the past 
few weeks, continue to lose ground.

In the regional feeder sector, DKT Allseas has fixed 
the 1,700 teu capacity A Daisen (IMO: 9433066) for 
one year at $50,000 per day. Due to a rising supply 
of open ships in this category charter rates are also 
heading downwards from a rate benchmark of 
$54,000 per day one month ago for 12-month 
charters.

However, in the sub-1,000 teu small feeder sector 
charter rates are continuing to be concluded at 
impressive levels demonstrated by the fixture of the 
Hans-Peter Wegener-owned Nova (IMO: 9250098) 
which has been sublet to ONE for six months at 
$31,000 per day.

FSL Trust to expand business 
into offshore and renewables
FIRST Ship Lease Trust is to expand its business 
beyond tankers to include the offshore energy 
sectors.

The Singapore-listed trustee-manager obtained an 
approval from its unitholders for a change in its 
deed management to include the new business areas 
in an extraordinary general meeting held yesterday.

Volatility, cyclicality, market structure and fierce 
competition in its existing shipping markets made it 
difficult for the company to develop a competitive 
advantage, FSL Trust had said earlier in a proposal 
to unitholders.

Broadening of the business scope to invest in 
other areas in the maritime space which were less 
volatile and cyclical might offer a more attractive 
reward, particularly in light of the changing 

environmental regulations and global energy 
transition, it said.

The new business scope includes other maritime and 
offshore energy infrastructure assets, such as gas or 
floating solar photovoltaics projects.

FSL Trust said it would be able to leverage its 
management expertise and experience in operating 
its existing vessel business to manage the new 
sectors, since the company’s senior management had 
substantial experience in maritime assets beyond 
shipping, including offshore energy.

Its non-executive chairman Stathis Topouzoglou is 
also the founding partner, non-executive director 
and substantial shareholder of Energean, an 
independent exploration and production company 
listed on the London Stock Exchange.
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Kazakh crude pipeline outage to have 
mixed effect on tanker rates
AN OUTAGE at the Caspian Pipeline Consortium’s 
marine terminal in the Black Sea is expected to have 
a mixed effect on crude tanker rates.

The terminal, which moves about two-thirds of 
Kazakhstan oil along with crude from Russian 
fields, has had two single point moorings, SPM-1 and 
SPM-2, in operation since 2002, and another, 
SPM-3, which has been running since 2014.

“While performing scheduled maintenance on 
SPM-1 and SPM-2, divers discovered cracks in 
subsea hose attachments to buoyancy tanks,” CPC 
said, which has led to the temporary closure of these 
pipes.

Following consultation with relevant parties, 
operations should be suspended until the buoyancy 
tanks were replaced, it said, adding that, according 
to the ABS classification society, adverse weather 
conditions, which had been observed during the 
2021-2022 winter season, could have caused the 
damage.

CPC is only loading crude from SPM-3 at this stage, 
it said, adding that it would be able to meet shipper 
nominations, but with reduced volumes, while the 
issue is rectified.

According to Lloyd’s List Intelligence data, there is 
one vessel currently loading — the Malta-flagged 
product tanker Searanger (IMO: 9759800).

So far this year, the terminal has exported 1m bpd, 
with the biggest volumes moving to Italy, South 
Korea and France, the data show.

According to Oslo-based Arctic Securities, the 
terminal will have to undergo substantial repairs 
and may be partially shut for a month or longer.

Since the terminal has an average throughput of 
1.3m barrels per day, if two of three moorings are 
out of action, it could mean a loss of some 1m bpd, it 
said, hitting suezmaxes and aframax demand in the 
region.

However, the disruption could put upwards pressure 
on long-haul exports from the Middle East and the 
US Gulf to replace the lost volumes, making the “net 
impact difficult to quantify,” it added.

Adverse weather conditions had damaged some 
sections of floating hoses in March this year, but 
the length of the outage was shorter than 
anticipated.

IN OTHER NEWS:
Höegh Autoliners buys another leased 
PCTC
HÖEGH Autoliners has confirmed 
that it has declared a purchase 
option for a large pure car and 
truck carrier which it has 
operated on lease from a 
Norwegian lessor since its 
delivery from a Chinese shipyard 
in 2016.

The 8,500 car capacity Höegh 
Tracer (IMO: 9684990) has been 
purchased for $53.2m from 
Ocean Yield and is part of a 
series of ‘Horizon-class’ PCTCs 
operated by the world’s fifth 
largest vehicle carrier operator.

Höegh Tracer, together with five 
sister vessels that make up the 

Horizon-class series, was built by 
Xiamen Shipbuilding in 2016. Two 
ships, Höegh Tracer and Hoegh 
Trapper (IMO: 9706918) were 
ordered by Ocean Yield against 
12-year bareboat charter 
contracts, with purchase options 
after six years, for service in 
Höegh Autoliners’ global 
network.

One dead in accident in Keppel 
Shipyard’s Tuas site
A FALLING crane at Keppel 
Shipyard’s site at Tuas, 
Singapore, on August 22 has 
resulted in the death of a worker 
at the yard.

The body of the missing 
subcontractor who fell into the 

sea following the incident was 
found this morning, a Keppel 
Shipyard spokesperson in 
Singapore told Lloyd’s List.

The Bangladeshi worker fell when 
the pier he was standing on 
collapsed after a crane fell on it.

“Keppel Shipyard values the 
safety and life of every worker 
and we deeply regret this tragic 
incident,” the spokesman said. 
“We are working closely with the 
authorities to conduct thorough 
investigations and review.”

ZPMC president named as outgoing 
Zhuhai port chairman
ZHUHAI Port Group chairman Ou 
Huisheng has moved to 
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Shanghai Zhenhua Heavy 
Industries (ZPMC), the world’s 
largest manufacturer of port 
cranes, where he will serve as 
president.

The appointment was officially 
announced on August 23, 
according to people familiar with 
the matter.

That came after the port group’s 
Shenzhen-listed Zhuhai Port Co, 
where Mr Ou also held the 
chairmanship, confirmed his 
resignation from the company 
earlier this week, citing “job 
change” reasons.

The 52-year-old became the 
president of Zhuhai Port Co, 
known as Fuhua Group before 
September 2010, in January 2007, 
and was promoted as the 
chairman in June 2013.

Clyde & Co relocates two London staff 
to Singapore
CLYDE & Co partner Andrew 
Bicknell is relocating from London 
to Singapore to strengthen the 
firm’s energy, marine and natural 
resources practice in the Asia 
Pacific region.

Industry veteran Mr Bicknell has 
worked in the shipping and 

marine insurance sector for over 
three decades, and was previously 
one of the founding members of 
Clyde’s Singapore office.

He has experience of 
representing clients in a wide 
range of international shipping, 
trading and marine insurance 
disputes.

Also relocating to Singapore is 
associate Callum Gerrish, who 
has a focus on shipping and 
trade, and will grow the firm’s 
Asia Pacific marine insurance 
recovery claims and casualty 
practice.

Classified notices follow

www.tamilship.com
www.tn.tenders.gov.in
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