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IMO tricked into assigning 
numbers for fake shipowners 
shipping Iran and Venezuelan 
oil

THE INTERNATIONAL MARITIME Organization has been tricked 
into assigning unique identification numbers to fake shipowners, 
technical and ISM managers, in an alarming new sanctions-evading 
shipping tactic uncovered by Georgia.

Checks by Georgian government maritime officials discovered 10 
tankers engaged in Iranian, Russian and Venezuelan oil trading had 
falsely claimed they would set up single-ship companies in Tbilisi or 
Batumi as registered owners, technical or ISM managers.

Georgia this week requested the United Nations agency cancel the 
numbers assigned to 10 companies linked to three very large crude 
carriers, three suezmax and four aframax tankers, after its Ministry of 
Justice confirmed they were not incorporated there.

The republic’s shipping officials were first made aware of the tankers 
after Lloyd’s List published a story on November 7 identifying a 
Seychelles-to-Georgia nexus for tankers solely deployed in US-
sanctioned Venezuelan and Iranian trades.

The IMO confirmed the fake companies indicated a new type of 
fraudulent activity that would be raised as a topic discussion by the 
IMO’s legal committee when it next met in March.

The practice shows how substandard shipowners have found new ways to 
exploit the regulatory gaps provided via the scant technical oversight and 
poorly resourced flag registries in Africa and Caribbean and Pacific islands.
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The 10 tankers are part of an underbelly of some 250 
anonymously owned elderly tankers currently 
engaged in high-risk, profitable trades and remain 
one step ahead of the regulators.

The IMO has also uncovered about 80 tankers 
falsely claiming they are flagged in smaller 
registries.

In 2015, the IMO’s legal committee began to 
examine fake flag registries and fraudulently 
authorised flag certificates.

This has now expanded to cover forged documents, 
fake classification societies and registries, 
illegitimate marine insurance clubs and other 
illegitimate, “authorised” certificates.

A report is due in 2024.

The 10 tankers were aged over 15 years and sold 
within the past two years to owners that could not 
be traced. All but one was flagged by the Cameroon 
registry. All were engaged in shipping Venezuelan, 
Iranian and now Russian oil. The other registry 
involved was Tanzania.

The tankers had complicated and ever-changing 
byzantine corporate structures spanning Georgia, 
the Seychelles, the Marshall Islands and India, 
alongside frequent ownership and name changes.

“We do not, by any means, want to be affiliated with 
these wrongdoers,” said Ivane Abashidze, Georgia’s 
IMO representative and deputy chair of the IMO 
legal committee.

“Nobody exists under such companies. Somebody is 
just using the street numbers and street addresses to 

indicate that they are somehow connected here in 
Georgia.”

Last year, a UN report found that the IMO had been 
tricked into mistakenly issuing IMO numbers for 
new vessels that did not exist that were swapped to 
existing ships that plied North Korean trades.

The laundering of the IMO numbers was used to 
conceal shipments of coal and oil into North Korea 
in contravention of UN sanctions.

IMO numbers are meant to be with the vessel for its 
life. They do not change over its lifespan, no matter 
how many flag or ownership changes.

Any company requiring a unique identifier for an 
ISM manager, technical manager or registered 
owner would need the flag state to apply on their 
behalf to the IMO, said Mr Abashidze.

Mr Abashidze said he has contacted S&P Global, 
which has the contract to assign numbers on behalf 
of the IMO and asked whether the flags involved had 
provided any underlying documents related to the 
vessels, or if there were any contact details.

“There needs to be more diligence in how we are 
assigning the numbers to companies and the rights 
to assign them by flags,” he said.

The IMO said members had been “raising awareness 
of such tactics and have been discussing this in the 
legal committee”.

“Member states are encouraged to bring such 
matters to the attention of the legal committee under 
the relevant agenda item,” the statement said.

WHAT TO WATCH

COP 27 offered dialogue and promises but 
progress remains to be seen
AS an exhibition of shipping’s non-binding ambition 
and aspiration to cut greenhouse gas emissions at 
some point in the future, COP27 can be considered a 
resounding success.

In most other respects, the two-week climate 
summit has failed to offer much in the way of 
perceptible progress.

But that is not as damning an indictment as it may 
first appear.

Shipping will not feature directly in the final draft of 
COP27’s cover decisions, currently running at 20 
pages riddled with caveats, compromise and 
placeholder texts yet to be agreed. That is because, 
along with aviation, shipping falls under the purview 
of the International Maritime Organization.
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COP27 was an opportunity to position shipping into 
the wider energy transition discussions and ensure 
that governments were appraised of, and aligned 
with, shipping’s decarbonisation strategies.

Arguably that has been achieved, at least partially.

The success of COP27 therefore, as far as shipping is 
concerned, will only really be visible when those 
governments which have been making pledges at 
COP clarify their intentions at the IMO next month.

Translating COP’s rhetoric into hard action at the 
IMO rarely aligns directly, not least because the 
ministerial mix of officials promising progress at 
COP are different to those attending IMO, even if 
they do technically represent the same government 
strategies.

There are, however, optimistic signs to take away 
this year.

When the industry’s progress report on Green 
Corridors — maritime routes between major port 
hubs where zero-emission solutions are supported 
and demonstrated — was unveiled on Thursday, it 
exceeded expectations, at least in terms of ambition 
if not actual progress.

One year ago, the target was set for six projects to be 
operational by 2025. With more than 20 initiatives 
now under development and 110 stakeholders from 
all main shipping segments involved, including 24 
governments, the project has managed to coalesce a 
much broader level of support than expected.

Embedding policy
While most of these initiatives remain at a very early 
stage of development, with only a handful reaching 
the feasibility and planning stages so far, a positive 
reading of the COP effect can at least now show 
government backing for shipping as part of the 
wider energy transition.

There has been a marked shift this year in the 
nature of the conversations shipping is having at 
COP. Gone are the siloed approaches to green 
shipping as a stand-alone sector — this is now about 
engaging energy ministerial dialogue and 
embedding shipping within zero carbon fuel offtake 
agreements as part of a wider energy systems shift.

“I think shipping is finally realising that its 
transition is intimately linked to transition in the 
broader energy system,” said Faïg Abbasov, shipping 
programme director at the non-governmental 
organisation Transport & Environment.

“I would even go as far as to say that shipping has 
realised that the type of fuel that ships will use to 
decarbonise will not be decided by the shipping 
industry, but by the energy system,” said Mr 
Abbasov.

The high-profile deal to explore large-scale green 
methanol production signed between Maersk and 
Spain was inevitably touted as an example of the 
way that shipping and governments are now working 
together in the right direction.

Although as Maersk itself has pointed out, the pace 
of progress is nowhere near being on track.

For all Maersk’s ambition, current production of 
green methanol equals 30,000 tonnes per year. That 
is less a green fuel revolution, more of a short vessel 
voyage.

The latest report out from the University of 
Manchester’s Tyndall Centre, via a commission from 
the International Chamber of Shipping, set out the 
full extent of the yawning gap between announced 
government led projects and what is required.

The world needs 50m-150m tonnes of low-carbon 
hydrogen by 2030, but there is a major gap between 
this and what is planned to date: already-announced 
projects will only produce 24m tonnes by 2030, 
according to the International Energy Authority. 
Worryingly, just 4% of these projects have a final 
investment decision.

The report identifies a major role for the shipping 
sector in this global energy transition, transporting 
bioenergy, and hydrogen converted into ammonia. It 
found that the sea-transport of ammonia and 
bioenergy in the coming decades could match 
shipments of gas and coal today. However, this would 
require about 20 large new ammonia carriers a year 
to link green hydrogen producers with consumers.

The ‘would’ and ‘could’ caveats in statements at COP 
about what is needed were inevitably audible and 
plentiful, but from a technology perspective the 
industry was at least able to showcase a readiness to 
the governments.

“From an engine perspective, the technology is 
there,” insisted Uwe Lauber the chief executive of 
MAN Energy Solutions when he joined energy 
representatives for one of the many showcase panel 
sessions.

“The question is how quickly you can ramp up green 
hydrogen,” he challenged those joining him.
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Signalling demand was a major part of the shipping 
strategy for COP this year, but without regulatory 
progress, the push will be undermined. Here, it is 
more difficult to see whether progress has been 
made.

When Maersk’s chief executive of fleet and strategic 
brands Henriette H Thygesen sat down for her 
high-profile pitch at the table with governments 
listening. She pulled no punches in explaining that a 
strong regulatory framework was key.

“We urge the IMO to secure real progress on 
lowering greenhouse gas emissions; to implement a 
global carbon price of at least $150 per tonne of CO2 
emitted and to set measures based on lifecycle 
analysis covering a full well-to-wake approach,” she 
said.

It is worth noting that the word “real” in her talking 
notes, seen by Lloyd’s List, were highlighted and in 
capital letters for emphasis.

By June 2023, the IMO must revise its current 
initial strategy, which aims for a minimum of 50% 
GHG reduction by 2050 on 2008 levels. While there 
is some confidence that it will increase the detail of 
that, increased ambition matters.

COP has been about maintaining government 
alignment with the Paris Agreement, which aims to 
limit global warming to well below 2°C above pre-
industrial levels. Ideally to 1.5°C.

Unaligned ambition
For all the ambition on display over the past two 
weeks, the IMO revised ambition is unlikely to 
emulate that.

“There is zero chance that the IMO adopts a new 
revised strategy that is compatible with a 1.5°C 
temperature goal,” said Transport & Environment’s 
Mr Abbasov.

“The 1.5°C temperature goal is not only about the 
end date of decarbonisation — it is also about the 
shape of the curve. It is about what you are going to 

do by 2025 and the question of whether you are 
peaking emissions by 2030. There is zero chance for 
the IMO to have a strategy that is compatible with 
that.”

There is, however, a high likelihood that the new 
targets for 2050 will reflect some version of zero, or 
net zero emissions goal.

And here is where the success of the discussions 
being held at COP will start to translate into detail.

The aviation sectors “net zero by 2050” ambition 
adopted by the IMO’s equivalent body, the 
International Civil Aviation Organization, in October 
has been roundly criticised for leaving open the 
likely offsetting out of the sector to meet the targets.

It is also worth noting that the 2050 target was only 
narrowly adopted by ICAO’s 193-member-state 
governments, with China and many of the states 
pushing back in the IMO arguing for a 2060 end 
date, while Europe is gunning for the more 
ambitious 2040.

The gold standard ambition that would reflect the 
pledges being made at COP would require the IMO 
to agree at the very least a zero-emission target on a 
lifecycle basis to ensure that the industry is not 
simply shifting emissions from vessels to land. 
Second, the contentious word ‘net’ needs to be 
eliminated, meaning that all emission reductions 
should take place in sector and offsetting is off the 
table. And finally, in addition to 2050, it will need to 
include specific targets along the way for 2030 and 
2040.

The question of whether shipping has made progress 
towards its climate ambitions at COP27 will 
therefore not be visible in the final document that 
emerges with a call reiterating the “urgency of action 
to keep 1.5°C in reach”.

The real litmus test will be seen next month in the 
intersessional working group of the IMO and then in 
the next two crucial editions of the Marine 
Environment Protection Committee.

The View: Don’t treat ships like chess pieces
IT WAS bad enough when the only people who 
routinely seized ships just because they felt like it 
were Somali pirate gangs. Sad to say, governments 
are increasingly muscling in on the act.

The good news on this front is that last week finally 
saw the release of two Greece-flagged suezmaxes, 
Delta Tankers’ Delta Poseidon and Polembros 
Shipping’s Prudent Warrior, which had been held 
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for months by Iran, as well as Iranian-flag aframax 
Lana, which had been held by Greece for even 
longer.

No such luck for Ray Car Carriers’ Heroic Idun, 
which was handed over by Equatorial Guinea to 
Nigeria after an enforced three-month detention in 
Malabo and a $2m fine, on equally unreasonable 
grounds.

Frankly, international shipping is not some glorified 
game of chess, with players exchanging pieces in the 
hope of securing decisive end game advantage. 
Capturing a tanker is not the maritime equivalent of 
white triumphantly winning a rook for a bishop.

Delta Poseidon and Prudent Warrior were held in 
what was blatantly tit-for-tat retaliation for a US 
attempt to confiscate an Iranian oil cargo from Lana 
while in Greek waters.

A farcical climbdown followed, with the US putting 
the oil back on board. But that was insufficient to 
appease Tehran.

That all three ships were allowed to sail at the same 
time seems to point to some kind of diplomatic deal. 
This was, in other words, a tanker swap, much in the 
manner of the old Cold War spy swaps across 
divided Berlin’s Glienicke Bridge.

The Heroic Idun (IMO: 9858058) case is being 
painted as a matter of oil theft and thus an insult to 
Nigeria’s national dignity, as it was in a navy press 
conference last week, which can be seen on YouTube.

British oil major BP last week confirmed that it was 
the subcharterer of the vessel and insisted that it 
had all necessary clearances to lift a part-cargo of 
crude at Akapo last August.

Heroic Idun’s main offences seem to have been 
mistaking an unannounced Nigerian patrol boat for 

a possible pirate approach, and failure to fly the 
Equatoguinean flag in Equatorial Guinea’s exclusive 
economic zone. Any appropriate penalties for either 
misdemeanour have been fully discharged by now.

The arbitrary arrest of ships is even more 
outrageous when it entails the arbitrary arrest of the 
seafarers who serve on board them.

These are ordinary men and women who sign up to 
get vessels from A to B, not to spent months on end 
confined on board or locked up in a local hellhole 
prison while politicians try to clear up messes that 
are obviously of political creation.

Shipping, more than any other industry, depends on 
governments observing legal norm to ensure the 
normal flow of world trade. Not for nothing is the 
right of innocent passage enshrined in the law of the 
sea.

The actions of the countries concerned in these twin 
fiascos — and we include the US in this stricture 
— reflects no credit on any of them. This is not how a 
rules-based international order works.

Delta Poseidon, Prudent Warrior and Lana have all 
now resumed their original voyages. Heroic Idun 
should immediately be allowed to join them. The 
diplomatic lessons should be learned, the better to 
avoid any repeat.

The normally sedate world of professional chess has 
lately been rocked by allegations of cheating at the 
elite level.

Captured tankers don’t tend to get the same level of 
publicity as US grandmaster Hans Niemann’s 
$100m defamation suit against Danish world 
champion Magnus Carlsen, with the owners simply 
happy to get their ships back. But what has 
happened is cheating just the same.

OPINION

The Lloyd’s List Podcast: Why shipping’s 
asset play model may be heading for 
extinction
THE introduction of greener fuels at scale is some 
years ahead of us, but the race to zero it is already 
shaping the strategic outlook of companies.

We have made the argument several times over on 
previous podcast editions that shipping’s traditional 
business models are not necessarily going to survive 
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this transition and that’s because they simply bring 
too little volume to the table. Only the largest 
shipowners with strong balance sheets seem to be 
battle-ready for an energy systems shift.

Digitalisation, standardisation and economies of 
scale — these are all well-established topics for this 
podcast. But they imply long-term changes for the 
industry that are perhaps not being thought about in 
terms of strategically changing business models.

One person who has been thinking about these 
changes for some time is an old friend of the 
podcast, Christopher Rex, who is the head of 

innovation and research at Danish Ship Finance.

What started as a thought experiment around the 
Fourth Industrial Revolution and how that might 
affect the business of shipping and future trade 
patterns, has evolved over the years into a much 
more considered view of what happens next.

The latest Danish Ship Finance report came out last 
week and, given the context of COP27, we thought it 
would be an opportune moment to get Christopher 
back on to the podcast to explain why he thinks that 
many shipowners are not going to be winning the 
industry’s race to zero.

COP27: It’s time for IMO to deliver on shipping 
decarbonisation
COP27, dubbed the “Implementation COP”, saw 
shipping’s climate actions highlighted beyond our 
expectations. As the inevitable shift away from fossil 
fuels takes another leap forward, it is no longer a 
question of the direction of travel, but rather one of 
how fast the industry can move and, in doing so, 
inspire other sectors.

Our message going into COP27 was clear, the world 
cannot keep 1.5°C alive without decarbonising 
shipping and now is the time to put shipping on a 
1.5°C-aligned trajectory as well as set ambitious 
2030 and 2040 targets.

Over the past two weeks, leaders from across the 
maritime and energy sectors showed that a 
1.5°C-aligned transformation is possible, 
demonstrating solutions in zero-emission fuels and 
technologies, a smooth transition and port 
resilience, and that scaling and acceleration requires 
radical collaboration across all parties.

Shipping is no longer a “hard to abate” sector but 
one that acts as a climate solution, not only by 
decarbonising its own emissions but also providing 
solutions and resilience benefits to wider 
communities, cities and countries — as exemplified 
with the launch of the maritime resilience 
breakthroughs.

Shipping was high on the agenda of more than just 
the maritime leaders; shipping for the first time was 
included in a world leader’s statement by way of a 
mention from US President Joe Biden. Many now 
recognise that we cannot decarbonise our economies 
and ensure resilient societies without decarbonising 
shipping. Shipping clearly is being seen as a source 
of climate solutions and a key sector to lead the way.

So, what can we take away from our time in the 
desert?

A 1.5°C-aligned transformation is possible, but the 
window of opportunity is closing fast. What we 
witnessed on the ground in Sharm el-Sheikh was 
promising —governments, maritime industry 
leaders and private companies made many 
commitments to accelerate shipping’s transition to 
zero-emission fuels and vessels, facilitate green 
shipping corridors, and align the sector to limit 
global temperature rise to less than 1.5°C.

The world’s largest green hydrogen producers and 
maritime leaders came together and signed a joint 
statement committing to the rapid adoption of green 
hydrogen-based fuels this decade to get on track for 
full decarbonisation by 2050, with the intent to 
demonstrate that there will be a sufficient supply of 
green fuels and demand for zero-emissions shipping.

In addition, the Clydebank Declaration celebrated its 
first birthday and provided an opportunity to 
demonstrate progress in the implementation of 
green corridors with more than 20 Green Corridor 
consortia announced in just 12 months — many 
more than were expected by mid-decade. If these 
corridors succeed, zero-emission shipping will be a 
commercially viable option anywhere by 2030.

Another takeaway is that COP27 achieved putting 
people and communities at the centre of climate 
action. The Just Transition Maritime Task Force 
launched a 10-point action plan to address and 
breakthrough that 800,000 seafarers need to be 
upskilled and retrained by the mid-2030s. Seafarers 
also took the lead in shipping discussions, as did 
stakeholders from the Global South.



Lloyd’s List | Daily Briefing Monday 21st November Page 7

A new analysis from the Africa Green Hydrogen 
Alliance showcased that green hydrogen could 
sustainably industrialise Africa and boost GDP by 
6% to 12% in six African countries. Africa could be a 
continent to spearhead shipping’s decarbonisation, 
and if its potential is unlocked, green hydrogen 
could increase GDP by 12% by 2050. This has set the 
standard and the new norm to ensure that there are 
no representation gaps related to gender, age, and 
geographical location. We must leave no one behind 
and include developing and vulnerable countries in 
the transition process.

The maritime sector announcements at COP27 
demonstrate that 1.5°C-aligned transformation is 
only possible if pledges and climate commitments 
are converted into concrete actions now. This will 
require a whole-system approach and radical 
collaboration, as well as corresponding policies and 

regulatory clarity from the International Maritime 
Organization.

We are at a critical point in the GHG negotiations at 
the IMO, which is set to adopt a revised GHG 
strategy in July next year and agree on details of 
policy measures to price emissions and develop a 
GHG fuel standard. As a sector, we thus have a 
unique window of opportunity to engage with 
countries, communities and policy makers to raise 
the ambition and shape the policy. The opportunity 
is now — and we must seize this.

Looking ahead to COP28 in UAE next year, there 
should not be any doubt that the IMO has heeded 
our call for 1.5°C and maritime resilience. The 
maritime industry is ready to lead the way in our 
transition to a clean, just, and resilient zero-carbon 
world.

ANALYSIS

Cargo volumes out of Ukraine down more than 
60% on last year
DEPARTURES from Ukraine’s ports, as measured 
by dwt, totalled 15.74m from August to October, 
down over 60% from 46.3m last year.

Outbound sailings of vessels that typically carry 
Ukrainian agricultural products, such as bulk 
carriers, general cargoships and chemical tankers, 
were almost completely wiped out in the immediate 
aftermath of Russia’s incursion, Lloyd’s List 
Intelligence data shows.

This includes vessels travelling domestic and 
international routes.

The sheer volume of ships leaving Ukraine started 
growing in April as the country’s small Danube 
River ports ramped up operations to make up for the 
operational loss of major ports like Odesa.

Sailings in terms of dwt remained muted despite the 
ports of Reni, Izmail and Kiliia being exceptionally 
busy. This is because export volumes are limited by 
infrastructure and vessel capacity.

Operations at three Ukrainian ports, Odesa, 
Chornomorsk and Yuzhnyi, restarted in August 
following the implementation of the Black Sea Grain 
Initiative.

The agreement, which was brokered in July between 
the United Nations, Ukraine, Türkiye and Russia, 
allows for the export of specific agricultural 
commodities from the three designated ports.

Departures, as measured by dwt, swung upwards as 
ships began moving under the deal.

Still, outbound sailings from Ukraine to 
international markets from August to October in 
terms of dwt are 71% lower than during the same 
period in 2021.

Export volumes via the grain corridor further 
stalled in early November over uncertainty whether 
the deal would continue.

During the first two weeks of November, some 
985,791 tonnes of Ukrainian cargo was lifted from 
the greater Odesa ports, half the total volume that 
travelled during the same period in October.

The grain deal was renewed last week for another 
120 days.

There were no amendments to the original 
document despite negotiations between the relevant 
parties to expand the deal.
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Comments made by Ukrainian and Russian officials 
indicate changes to the initiative could be coming, 
suggesting the renewal is a temporary measure to 
keep vessels moving while further details are ironed 
out.

The Kremlin said it had received assurances that 
barriers to the trade of its own agricultural products 
would be removed.

The UN statement announcing the rollover of the 
initiative seems to reinforce this, stating that it was 
“committed to removing obstacles to exporting food 
and fertilisers from the Russian Federation”.

Meanwhile, Ukraine minister of infrastructure 
Oleksandr Kubrakov, said in a tweet that an appeal 
was made to extend the initiative for one year and to 
include the port of Mykolaiv.

He followed this up by saying, “We are waiting for 
official announcement from the leaders of the United 
Nations and Türkiye.”

The extension of the agreement for a year would 
guarantee the export of Ukraine’s next year’s 
harvest. It would also prevent the cyclical slowdown 
in exports with the agreement potentially expiring 
every 120 days.

Some 21% of all vessels that carry agricultural 
products leaving Ukraine in 2021, in terms of dwt, 
departed the port of Mykolaiv and its subport 
Oktyabrsk.

As many as 26 commercial vessels are still thought 
to be stranded in the Mykolaiv region, according to 
vessel-tracking data.

MARKETS

Retrofitted China Merchants car carrier 
launches Middle East service
THE first ro-ro ship retrofitted by China Merchants 
Energy Shipping to expand into international car 
shipping services has started operation.

The 4,872 ceu Chang Tai Hong (IMO: 9382102) left 
Nansha port in Guangzhou on November 18 for the 
Middle East Gulf, said the Shanghai-listed company 
in a stock exchange filing.

It has about 3,200 cars on board, mostly electric 
vehicles, produced by leading Chinese auto makers, 
including GAC Motor, Geely and SAIC Motor.

The vessel was built by Croatia’s 3 Maj shipyard in 
2009. It served long-haul trades under a time 
charter agreement until 2016 and was then switched 
to China’s coastal routes.

The project was first unveiled by CMES last month, 
when the company said it was retrofitting more 
ro-ro ships to help secure the export supply chain for 

China-made vehicles and enhance the company’s 
profitability.

The second vessel, Chang Da Long (IMO: 9471197), 
has completed its retrofitting and is pending 
necessary certificates before setting sail. The third 
ship Chang Sheng Hong (IMO: 9177040) being 
worked by a shipyard is expected to enter service at 
the end of this year.

The move comes as China’s auto industry has been 
experiencing fast growth in exports in recent years, 
while domestic players are seeking to control more 
carrying capacity to cater to the trend.

Chinese auto group BYD was recently said to have 
ordered two 7,000 ceu class pure car and truck 
carriers at Guangzhou Shipyard International, 
which represent the start of the company’s plan to 
extend its reach into the shipowning sector by 
building six to eight ships of the same size and type.

Angelicoussis Group advances first bulk 
carrier design to exceed IMO 2050
ANGELICOUSSIS Group subsidiary Maran Dry 
Management has teamed up with class society Rina 
and Shanghai Design and Research Institute to 

design the first bulk carrier capable of exceeding 
IMO 2050 compliance.
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The projected 210,000 dwt newcastlemax vessel 
design will use a propulsion system which reduces 
the running machinery at sea and combines the 
ship’s liquefied natural gas fuel with steam to 
produce hydrogen and CO2 on board.

This will be its first potential application on a bulk 
carrier, following the concept’s initial launch on a 
medium range products tanker design earlier this 
year.

In February, Rina conceived a concept for the 
50,000 dwt medium-range tanker with ship design 
provided by Swedish naval architects FKAB.

Utilisation of this system enables hydrogen fuel 
usage to be progressively increased to maintain a 
grade A carbon intensity indicator rating throughout 
the life of the ship, as regulations move forward.

The design for the bulk carrier uses a pre-
combustion carbon capture principle, which 
captures CO2 from splitting LNG molecules before it 
is combusted in the engine, rather than from 
exhaust gas emissions.

This reduces fuel storage space requirements on 
board as it involves lower mass flows and is a 
scalable installation so it can progressively keep up 
with the pace of emissions reduction requirements 
up to 2050.

The concept does not require any portside hydrogen 
infrastructure as hydrogen is created on board the 

ship while any necessary equipment can be fitted on 
deck.

Commenting on the joint development project, 
Captain Babis Kouvakas, managing director at 
Maran Dry Management said: “Maran Dry 
Management is committed to embracing the energy 
transition and working towards net zero shipping 
solutions.

“Working with Rina and SDARI, this JDP agreement 
will give us a highly competitive bulk carrier design 
that will exceed IMO’s current 2050 targets and 
ultimately get to near-zero emissions.”

Mr Kouvakas said the design would allow Maran 
Dry Management to run the vessel on increasing 
percentages of hydrogen, lowering emissions over 
time, to meet increasingly stringent rating 
thresholds.

The vessel can be built as a conventional dual fuel 
vessel with the additional equipment installed later 
once regulations make the investment viable.

Rina chief executive Paolo Moretti said that the 
concept was conceived to be used on a wide range of 
vessel sizes. “This is a practical solution and a 
practical application.”

As a class society, Rina will review calculation and 
design drawings submitted by SDARI to ensure they 
meet the latest statutory and Rina rules.

IN OTHER NEWS
Yildirim pledges long-term 
commitment to CMA CGM
CMA CGM shareholder Robert 
Yildirim has pledged long-term 
support for the French shipping 
and logistics group, having had 
second thoughts about a 
possible sale of his 24% stake.

In recent years, the Turkish 
industrialist has said he would 
consider offers for his 
shareholding in order to raise 
finance to fund numerous 
expansion projects on the 
drawing board within the 
diversified Yildirim Group of 
Companies.

Now, though, Mr Yildirim says he 
no longer wants to sell his shares 
in CMA CGM, which is controlled 
by the Saadé family.

AD Ports acquires Noatum
RAPIDLY expanding AD Ports has 
acquired Spanish logistics and 
terminal operator Noatum for 
$660m as it continues to 
diversify its business.

“This value and earnings 
accretive acquisition, which 
significantly broadens AD Ports 
Group’s global footprint and 
positions it among the leading 
logistics and freight forwarding 

companies in the world, will be 
fully funded through a new 
acquisition loan,” AD Ports said 
in a statement.

Hope Hicks and Maersk resolve 
sexual assault and harassment 
litigation
HOPE Hicks and Maersk Line 
Limited, Maersk’s US subsidiary, 
have resolved the sexual assault 
and harassment litigation 
brought by Ms Hicks against the 
company, the parties said in a 
joint statement.

Ms Hicks filed a lawsuit earlier 
this year against Maersk for 



Lloyd’s List | Daily Briefing Monday 21st November Page 10

failing to prevent her rape by a 
senior officer on board Alliance 
Fairfax (IMO: 9303546).

She revealed the incident in the 
past year in a blog post that sent 
shockwaves throughout the 
maritime industry and prompted 
the US Department of 
Transportation to suspend the 
Sea Year programme.

Vafias extends spree in 50th year as 
owner
VETERAN shipowner Nicholas 
Vafias has continued a 
remarkable expansion of his 
diversified shipping operation in 
its 50th anniversary year with the 
purchase of a tanker and two 
more bulk carriers.

They bring the acquisition spree 
by his Brave Maritime company, 
which can trace its origins to 
1972, to 22 vessels in the past 12 
months, purchased for a total of 
about $700m.

Mr Vafias has been keeping a 
balance between the dry and wet 
markets, with nine bulkers and 
eight tankers, including five crude 
carriers and three clean product 
tankers, being added over the 
past year.

US continues to crack down on Iran’s 
oil exports
THE US has blacklisted an 
international network of 13 
companies it says facilitated 
sales worth hundreds of millions 
of dollars of Iranian crude and 
refined products to buyers in East 
Asia.

This is the fifth round of 
sanctions levied on Iran’s illicit 
petroleum and petrochemical 
trade in as many months, 
demonstrating Washington’s 
resolve on the matter.

“The designations we have seen 
over the past few months have 

targeted companies and 
individuals located in China, 
Hong Kong, the United Arab 
Emirates, Switzerland, Ukraine, 
Lebanon and more,” said Claire 
Jungman, chief of staff at United 
Against Nuclear Iran.

Inchcape appoints new chief 
executive
INCHCAPE Shipping Services, a 
global port agency and marine 
services provider, has shaken up 
its management team.

It has appointed Philippe 
Maezelle as chief executive, 
effective from December 1, 
replacing Frank Olsen, according 
to a statement.

GoodBulk declares largest 
shareholder payout
CAPESIZE owner Goodbulk has 
made the largest payout to 
shareholders since its inception 
after vessel sales shored up third 
quarter of the year profits.

The Monaco-based owner drew 
close to the past year’s third-
quarter result, with $31.2m in net 
income, of which $30.8m came 
from gains on vessel sales.

The dividend of $2.25 per share 
brought cumulative shareholder 
distributions by GoodBulk to 
$392m, or $13.09 per share.

According to the company, the 
founding investors in GoodBulk 
have now been fully repaid and 
have so far made a return of 
nearly 31%.

MISC doubles third-quarter profits on 
booming tanker rates
MALAYSIA’S MISC rode the 
tanker boom to higher third 
quarter profits, with the increase 
in freight rates for mid-sized 
tankers especially helping to 
more than double net profit to 
MYR822.4m ($180.6m) on a 35% 
rise in revenue to MYR3.6bn.

The major oil and gas shipper 
said in a regulatory filing that 
revenue from its petroleum and 
products shipping segment rose 
63% to MYR1.3bn from 
MYR775.9m in the previous 
corresponding quarter, mainly 
from higher freight rates and a 
one-off compensation for a 
contract renegotiation in in the 
mid-sized tanker segment.

Odfjell focuses on muti-fuel engines 
to meet future fuel challenges
THE Norway-based chemtanker 
company Odfjell will use multi-
fuel burning engines on board its 
vessels to meet future fuel 
challenges.

“Only by having multi-fuel 
engines in place, can we 
[guarantee] the future of our 
vessels for the next 25 to 30 
years of their lifetime,” said 
chairman Laurence Odfjell.

“The multi-fuel or dual-fuel 
engines are not much more 
expensive, but they give us 
flexibility on fuels used in the 
future,” Mr Odfjell told Lloyd’s 
List on the sidelines of the 
Singapore Norway Innovation 
Conference on Friday.

Singapore Registry of Ships attracts 
more than 94m gross tonnage
THE SINGAPORE Registry of 
Ships continues to rank in the top 
five globally, recording 94.2m 
gross tonnage as of October 
2022.

Taiwanese shipping firm 
Evergreen Marine clinched the 
SRS Top Net Tonnage 
Contributor Award 2022 with a 
contribution of 1.02m gross 
tonnes.

“Singapore’s efficient 
infrastructure and business-
friendly environment continue to 
attract shipowners worldwide to 
register their vessels under the 
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Singapore flag,” said Maritime 
and Port Authority of Singapore’s 
chief executive Teo Eng Dih.

Register now for the Lloyd’s List 
Outlook Forum: 2023 and beyond
2022 was meant to be the year 
that shipping and global trade 
was put back on an even keel 
post-pandemic but instead it 

faced a series of Black Swan 
events.

Add to the mix the ongoing 
concerns with decarbonisation, 
digitalisation and innovation, the 
challenge for the experts at this 
year’s Lloyd’s List Outlook Forum 
will be to turn trepidation into 
preparation for what can be 

expected next year and further 
into the future.

To watch and participate in the 
live event, or view later on 
demand, at lloydslistintelligence.
com/knowledge-hub/focused-
webinars/outlook-forum-2023-
and-beyond.

For classified notices please view the next page.
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