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Greek shipping on high alert
after Iran hijacks second
tanker in a week
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IRAN SEIZED ITS second tanker in seven days in an alarming
escalation of risk for Greek shipowners with vessels traversing the key
energy commodities chokepoint of the Strait of Hormuz.

The Panama-flagged very large crude carrier Niovi (IMO: 9292498)
owned by Athens-based Altomare, was located north of Larak Island
10 hours later, according to satellite imagery provided by United
Against Nuclear Iran.

There are 29 crew on board from Sri Lanka and the Philippines,
sources told Lloyd’s List.

The US Navy said the Islamic Revolutionary Guard Corps Navy seized
the tanker at 0620 hrs local time on May 3 as it sailed in international
waters in the Strait of Hormuz, after a swarm of 11 small boats forced it
to change course as it sailed southwards to Fujairah from Dubai.

The hijacking comes a week after the IRGC used helicopters to board
and intercept the Marshall Islands-flagged suezmax Advantage Sweet
(IMO: 9587192) on April 27 as it sailed through the Gulf of Oman for
Houston laden with 750,000 barrels of Kuwaiti oil.

The action was widely viewed as retaliation for the US Department of
Justice’s seizure of a cargo of Iran-origin oil aboard Greece-owned
suezmax tanker Suez Rajan (IMO: 9524475).

The tanker, controlled by Stamatis Molaris’ company Empire
Navigation, had sailed from its southeast Malaysian anchorage on
April 9 westward towards Houston, signalling a probable civil
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forfeiture action by US courts was in place to
confiscate the cargo, with the cooperation of the
shipowner.

Suez Rajan was laden with Iran-origin oil and had
remained at the anchorage for more than 12 months
amid court action in the US on behalf of 9/11 victims
seeking to take over the cargo in line with
compensation payout rulings.

That action, a restraining notice to garnishee, was
dropped in November court documents show.

The US legal tactic, civil forfeiture in rem, has been
used previously to seize Iranian cargoes, triggering
Iran to retaliate with corresponding seizure of
Western-linked tankers.

The State Department has declined to comment.

Vessel-tracking shows Suez Rajan reappeared after
traversing the Cape of Good Hope following an
11-day gap in its Automatic Identification System
signal as it sailed past Madagascar.

The Greek Shipping Ministry has yet to reveal its
response to the two events. The ministry warned
shipowners of increased risk from Iran when
transiting the Middle East Gulf in a circular
published before the Advantage Sweet hijack.

The latest incident returns geopolitical risk in the
Middle East Gulf waters to the fractious and
uncertain climate of 2019, when the UK-flagged
product tanker Stena Impero (IMO: 9797400) was
hijacked for 10 weeks.

The action obtained leverage for Iran authorities as
they negotiated the release of Iran oil on board the
Iran-controlled Grace I, detained by Gibraltar’s
government en route to Syria for breaching
European Union sanctions.

Iran has targeted Eastern Pacific tankers in two
drone attacks and hijacked other tankers over the
past three years in a number of retaliatory responses
to US pressure on its oil and shipping sector, which
have been subject to extraterritorial sanctions for
more than four years.

Niovi’s technical and ISM management is Piraeus-
based Smart Tankers Incorporated with the
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beneficial owner tracked to Altomare, according to
Lloyd’s List Intelligence. It is believed to be
ultimately controlled by Dimitris Bakos and Capt
Ioannis Kaimenakis families’ interests.

The company has been approached for comment.
The insurer, West of England P&I Club, declined to
comment.

Advantage Sweet remains in Bandar Abbas, with 23
Indian nationals and one Russian national aboard.
The crew have made contact with the operator,
Advantage Tankers LLC and said they are “safe and
okay”, according to a spokesman.

Unlike the prior seized tanker, Niovi does not appear
to be carrying any oil, as its last call was a drydock
at Port Rashid, in Dubai. The AIS draft signal when
contact was cut off on May 3 did not indicate that it
had taken on any cargo since then.

“Things are changing fast in MENA, and the sudden
escalation in seizures without the escalation in
rhetoric is unusual,” said Kais Makhlouf, an analyst
for Middle East and North Africa at Risk
Intelligence.

Iran’s media has said little about the incident,
referencing the statement issued by the US navy.
Advantage Sweet was taken because it collided with
a vessel and injured the Iranian crew, the country’s
media previously reported.

“Tehran’s public and revolution prosecutor’s office
said the tanker was seized because of a private
compliant and a subsequent order by relevant
judicial authorities,” said the Islamic Republic News
Agency.

“Iran’s continued harassment of vessels and
interference with navigational rights in regional
waters are unwarranted, irresponsible and a
present threat to maritime security and the global
economy,” the US Navy said in reference to the
Niovi incident.

Vessel-tracking shows that there are 37 tankers
beneficially owned by Greek shipowners over 15,000
dwt within the Strait of Hormuz and the Middle
East Gulf, Lloyd’s List Intelligence data show. There
were 34 in the area 24 hours ago.
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WHAT TO WATCH

Iranian oil keeps flowing despite sanctions

CHINA’s demand for Iranian oil is providing
Tehran with a vital economic lifeline despite a US
bid to choke off its oil revenues, according to
analysis.

Preliminary data from United Against Nuclear Iran
showed Iran exported more than 1.2m barrels per
day in April, almost 900,000 of which were destined
for China.

Export figures in recent months show how the US
has continuously fallen short in its bid to curb the
steady flow of Iranian crude to China.

The US has pledged to crack down on Chinese
imports of Iranian oil, but the data suggest it has not
been able to curb Beijing’s appetite for sanctioned
crude.

Already Iran’s most enthusiastic oil buyer, China’s
thirst for Iranian barrels has been especially strong
in the last few months.

The share of China-bound cargoes stood at 68.8% in
the first quarter of last year and 60.5% in the second
quarter; it has increased to 86.8% in the fourth
quarter and averaged 81.6% in the first three months
of this year.

The number of barrels exported to China also
increased, reaching a three-month average of about
985,000 bpd in the first quarter, up almost 14%
from the year-earlier period, although down from
the fourth quarter peak when it averaged about
1.12m bpd.

“China has proven the saviour of Tehran by
continuing to import millions of barrels of oil every
single day,” UANT’s chief of staff Claire Jungman and
research director Daniel Roth said in a blog post.
“Chinese imports have likely exceeded those made
when the trade was not subject to US sanctions.”

While the US appears to have been so far
unsuccessful in curbing Iran’s oil exports, Lloyd’s
List understands that the so-called dark fleet* of
tankers ferrying sanctioned cargoes has come
within US officials’ sights.

Although sanctions are a political matter, experts
have long warned of the safety and environmental
risks posed by these mostly elderly dark fleet tankers
which operate outside of shipping’s regulatory
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scrutiny and often use deceptive and unsafe
shipping practices to obfuscate their activities.

Those warnings have come to pass this week when
the Gabon-flagged, 1997-built aframax Pablo (IMO:
9133587) caught fire in the South China Sea after
reportedly suffering an explosion.

Three of the Pablo’s crew members are still missing,
while 25 others were rescued by nearby ships. The
vessel was in ballast, and no pollution has been
reported.

Pablo was deflagged by Panama in 2020 for
suspected ties to Iran, and was later removed by
Cameroon, Cook Islands and Tanzania after UANI
alerted the registries that the vessel was ferrying
Iranian cargoes and was manipulating its AIS
signal. It reflagged with Gabon six days before the
explosion.

After seizing the Marshall Islands-flagged suezmax
Advantage Sweet (IMO: 9587192) in the Gulf of
Oman last week, Iran’s armed forces seized the very
large crude carrier Niovi (IMO: 9292498) yesterday
as it transited the Strait of Hormuz. Its last AIS
signal was broadcast at 0235 hrs GMT.

The Advantage Sweet seizure was apparently in
retaliation to the US government’s seizure of the
Marshall Islands-flagged Suez Rajan (IMO:

9524475).

US court documents linked to a lawsuit brought by
victims of the September 11, 2001, terrorist attacks
show the Rajan was suspected of loading Iranian
cargo via ship-to-ship transfer in February last year,
according to data from UANI.

The US State Department has been approached for
comment.

* Lloyd’s List defines a tanker as part of the dark
fleet if it is aged 15 years or over, anonymously
owned and/or has a corporate structure designed to
obfuscate beneficial ownership discovery, solely
deployed in sanctioned oil trades, and engaged in
one or more of the deceptive shipping practices
outlined in US State Department guidance issued in
May 2020. The figures exclude tankers tracked to
government-controlled shipping entities such as
Russia’s Soveomflot, or Iran’s National Iranian
Tanker Co, and those already sanctioned.
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Shell companies obfuscate details behind
class society for Iran-linked tanker that

exploded off Malaysia

THE class society responsible for the inspection and
safety management of dark fleet* aframax tanker
Pablo (IMO: 9133587) uses a brass plate address in
Singapore and an anonymous British Virgin Islands
company to obscure discovery about its
management, vessel oversight and ownership, a
Lloyd’s List investigation has found.

Foresight Ship Classification was listed as the
provider of class when Pablo reflagged to Gabon on
March 23, six days before explosions throughout
tank holds in international waters off southeast
Malaysia left three crew missing and the remaining
25 to abandon ship.

The 1997-built tanker which had been shipping
Iranian-origin oil to China over the past three years,
had switched flags, class, and names as many as four
times in four years, amid multiple changes in
registered ownership.

The flag cancellations and class details were among
a multitude of red flags that signalled the highest
compliance risks for Pablo, which was in ballast and
had sailed to the anchorage only days before the
explosion.

It is one of the 450-plus anonymously owned, elderly
tankers that comprises the dark fleet* engaged in
shipping Russian, Iranian and Venezuelan oil, many
of which exploit regulatory gaps in international
maritime conventions to circumvent safety and
technical rules and avoid expensive operational costs.

New York-based non-government organisation
United Against Nuclear Iran uncovered multiple
examples of deceptive and evasive shipping practices
by Pablo since 2020 and had campaigned for the
vessel to be removed from Cook Islands, Cameroon
and Tanzania registries.

While the tanker’s beneficial owner remains hidden
behind byzantine layers of single-purpose companies
across multiple jurisdictions, it has now emerged that
the recognised organisation said to provide technical
and safety oversight for the tanker on behalf of the
flag state is equally difficult to locate.

Foresight Ship Classification was listed on
provisional six-month registration documents for
Gabon’s international ship registry, managed by
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UAE-based Intershipping Services, documents
sighted by Lloyd’s List show.

Foresight’s website, powered by an Alibaba domain
address, indicated that it is based in Singapore but
does not list any physical address.

Its registered address is with Singapore’s Accounting
and Corporate Regulatory Authority business
registry at 112 Robinson Rd, #03-01 Robinson 112,
Singapore 068902.

Foresight Ship Classification Pte Ltd was
incorporated in Singapore in July 2019, documents
show, listing the British Virgin Islands-incorporated
Max Shepherd Management Ltd as one of the two
shareholders.

The other, Zhang Yingfeng, holds a 75% stake in the
Singapore company with another Chinese national
listed as a director and one Singapore national as
secretary.

Numerous attempts to contact Foresight have been
unsuccessful. The company’s main point of contact
provided to an International Maritime Organisation
database of recognised organisations listed Peter
Zhang at a Shanghai address.

The telephone number provided does not answer,
nor is there any response to the email address given
for the IMO GSIS database. A separate email
address from Foresight’s own website also did not
respond. The address in Shanghai did not match to
any company by the name of Foresight.

Mr Zhang is one of two supervisory personnel at
Foresight’s headquarters, the IMO website said. All
up, there were seven employed at the headquarters
and another seven in the field.

Foresight is only authorised to provide class services
for Mongolia and Sierra Leone, further underscoring
the irregularities in Pablo’s management.

Intershipping Services did not respond to emails to
check whether Gabon authorised Foresight, and
whether the IMO database was accurate.

The Amjan-based flag registry previously told
Lloyd’s List that “all the paperwork was in order” for
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Pablo, but declined to provide any details about
class, insurance or ownership.

Pablo’s registered owner was Marshall Islands
incorporated Pablo Union Shipping Inc, established
earlier in March and just weeks before the flag
change.

The three missing men, presumed dead, were
identified as two Indian nationals and one

Ukrainian according to reports in Malaysia’s English
language New Straits Times newspaper.

The IMO’s legal committee is currently
investigating how to combat false and fraudulent
practices in shipping, which include fake flagging,
unchecked assignation of numbering schemes, and
proper due diligence for recognised organisations
and registries.

Flawed Cll rating complicates charterparty

talks and trade designs

ONE trending topic during Singapore Maritime
Week was how the carbon intensity indicator is
complicating charterparty negotiations and may
have a more profound impact on shipping markets.

Calculated as grams of carbon dioxide emitted per
dwt nautical mile on an annual basis, the
operational efficiency measure gives ships a rating
from A-E. Tonnage rated D for three consecutive
years or E in one year, will be required to submit a
“corrective action plan” to improve its performance.

Data collection started at the beginning of 2023 to
make the first ratings available from next year. But
concerns surrounding the imperfection of the rating
system already abounds.

Negotiations on charter contracts, in particular long-
term time charterers, are getting difficult, according
to Gao Dehui, chief executive of SDTR Marine,
which operates a fleet of 19 young kamsarmax dry
bulkers.

Shipowners want a ship, when returned, to have a
rating similar to that upon delivery, but charterers
will not commit to this aim, citing commercial
reasons or factors beyond their control, he said.

“This is a dilemma where we cannot reach an
agreement. And it’s difficult to insert the BIMCO
clause when we negotiate time charters with
charterers.”

The shipping association’s clause, adopted late last
year, triggered an immediate backlash from a group
of major firms representing a substantial share of
chartering demand. They protested that BIMCO had
placed disproportionate compliance obligations on
charterers.

The CII clause is the longest one that the shipping
association has ever produced, deputy secretary
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general Soren Larsen told a Blue and Safe Shipping
forum held by the Asian Shipowners’ Association.

And the “biggest sticking point” is that it grants the

owner a right to request that the charterer adjust its
voyage orders — to reduce speed or switch to a more
fuel-efficient route — if there is a likelihood that the

vessel’s CII rating will be below the agreed levels, he
added.

“And that was completely no-go seen from the
charterer’s point of view, because what they said is
‘hang on, we paid high for the ship, it is our ship for
all commercial purposes and the owners should not

2%

interfere in what we are doing’.

But the clause was built on a rating mechanism used
to measure carbon intensity from commercial
activities without factoring in many important
aspects of the business, he said.

For example, the formula of CII does not take
account of the type of cargo on board and weather
conditions during the services, nor is it friendly to
vessels travelling on short routes or getting stuck at
ports.

“If you take an oil tanker, load it up in Europe and go
to West Africa and you do all your STS operations or
oil storage, that could definitely ruin your ship’s
rating in one year,” Ralph Juhl, executive vice-
president at tanker operator Hafnia, told Lloyd’s
List. “If the vessel gets an E rating, I can be sure that
oil majors like Shell, BP, ExxonMobil will not touch
that ship.”

He said tonnage rated D could also be excluded from
their candidate lists when the freight market is
weak.

A very large crude carrier owner from Hong Kong
said his company had already begun to assess the
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ratings of its fleet using data collected from last year.
But the results of discussions with charterers will
depend on many factors, such as the size and strength
of counterparties as well as market conditions.

And the two sides may choose to use “home-grown”
CII clauses to strike a deal.

“Rates are relatively strong now, so that’ll give us a
bit more bargaining power,” said the owner.

Instead of asserting their largely unfettered right to
employ the vessel, some charterers may now be
forced to sit down with owners and pre-determine
the voyage and the resulting CII performance.

The problem is, however, there has yet to be a
regulated penalty put in place that will help
compensate the potential earnings loss resulting
from slower steaming or changes of voyage.

Caroline Yang, president of the Singapore Shipping
Association, warned that the lack of enforcement
and sanctions on the breach of CII rules could lead
to risks of non-compliance or the input of inaccurate
data.

“I don’t think the shipping community is going to
stand idly by and just do whatever necessary to
ensure compliance, as [there is] a huge risk of losing
business and actually affecting the world available
tonnage for global trade,” she told the ASA forum.

The International Maritime Organization will review
the effectiveness of CII rules by January 2026. That
provides time to collect more data and improve the
metrics of the measure, according to Intertanko
senior technical manager Wong Kai Cheong.

What was important in the next two and half years
was to generate validate data points that could be
standardised, so that the vessel carbon intensity
could be measured in a more thoughtful way, he
said. “For example, when do you start counting the
time of idling, and the reason why the ship is idling?
Is it the owner’s decision, charterer’s decision or
terminal’s decision?”

Some believe the implementation of CII may alter
trade patterns in the near future, when maintaining
a decent rating becomes a priority in commercial
decision-making.

“Smart” shipping companies, especially those in
tramp trade, would have to start planning their
routes on a different setting as the CII requirements
get more stringent each year, said Susana Germino,
head of sustainability and decarbonisation at Swire
Bulk Logistics.

Designing slick triangulation voyages would be a tall
order for bulker operators as chasing the cargo was
no longer the only primary concern, she argued. The
next trick would be maximising benefits from the
combination of different ratings on different routes.

“If your first voyage gets a B rating, and then you
have an E and then you have an D... at a certain
point you think okay, now I have to do an A in order
to benefit. So I think that is what is going to be the
difference, and [will] require planning.”

The CII, as it gains momentum, could lead to a
multi-tier freight market with modern eco-
designed tonnage enjoying premiums particularly
in the West, where the European Union is including
shipping into its emission trade system due to take
effect next year, said BRS in a report published
earlier this year.

And there are possibilities that the speed reductions
of older vessels, such as those rated D, would
increase inefficiencies and thereby tighten effective
fleet supply, according to the shipbroker.

While the methods by which owners and charterers
settle their CII disagreement remain to be seen, Mr
Larsen said Bimco would not revise the clause — at
least for now.

“The documentary committee, the overarching body
dealing with contacts and clauses within Bimco, has
decided to instigate an automatic review of the
clause once the first ratings come in 2024.”

ANALYSIS

Changing lanes: Growing independence

as alliances evolve

IN March 2020, the European Commission
extended, without modification, the Consortia Block
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Exemption Regulation to April 2024. Ahead of the
renewal, MDS Transmodal looks at how much
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capacity is offered by consortia now compared with
2019 on deepsea services.

Before presenting the results of our analysis, it is
worth noticing that the share of capacity offered by
the top nine shipping lines operating in alliances
increased from 83.5% in the first quarter of 2019 to
84.4% in the first quarter this year.

Some shipping lines have grown faster than others
during this three-year period. Mediterranean
Shipping Co has experienced the greater relative
growth, while Maersk has reported the biggest
decline, as shown in the following chart. MSC has
since usurped Maersk to take the crown as the
world’s largest container shipping line.

Focusing on the top nine shipping lines, MDST
estimates that since 2019 the volume of capacity
offered by consortia has declined significantly. This
is evident considering both consortia within the
same alliance, consortia with members of other
alliances or consortia with shipping lines that are
not part of any alliance. Conversely, capacity offered
by the individual shipping lines has increased.

The results derived when looking at all top nine
shipping lines taken together, however, are quite
different when we drill down to an individual
shipping line level — or at least for some shipping
lines.

Capacity offered by A.P. Moller Holding AS alone has
increased from 57% in 2019 to 75% in 2023, while
the capacity offered with the shipping line’s
members of other alliances has increased from 10%

to 13% during the same period. This suggests that
the announced termination of 2M does not mean
termination of agreements with other shipping lines,
at least not for now.

As for shipping lines not operating in alliances, the
percentage of capacity offered by independent
carriers has remained stable since 2019. However,
while the capacity offered in consortia by shipping
line members of alliances has gone down from 28%
to 20%, capacity offered in consortia with shipping
lines not in alliances has increased from 7% to 15%.
This trend is an indication of the intention of smaller
players to reinforce their collaboration to compete
with the biggest players.

Given the significant level of capacity on order for
the biggest players, especially for larger vessels (as
illustrated in figure 4), alliances appear an almost
superfluous tool for the biggest players, which,
overall, are increasingly operating independently
from each other. Meanwhile, the smaller players able
to operate as part of an alliance is an important
survival mechanism in a very concentrated market.

One take on the implications of the changes
identified could be that with the intensification of
vertical integration along with the hub-and-spoke
networks increasingly adopted by the main players,
consortia between smaller participants might cover
the gaps for direct coverage between non-hub ports.

Antonella Teodoro is a senior analyst at MDS
Transmodal. “Changing lanes” is a regular Lloyd’s
List commentary

MSC sells more boxships for recycling

as scrap prices drop

MEDITERRANEAN Shipping Co has committed
three more boxships for Hong Kong Convention-
compliant recycling as it clears out older tonnage
following the purchase of many modern secondhand
units.

Brokers report the sale of the 1985-built MSC Lucia
(IMO: 8413887) to Indian recyclers for $530 per
light displacement tonne, or a sale price of $4.7m.
The 1,900 teu vessel is one of four built for Norasia
Lines in Germany and purchased by MSC in the
mid-1990s.

MSC this year sold MSC Lucia’s sister vessel MSC
Floriana (IMO: 8521397) to Indian buyers for $520
per ldt.
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The world’s largest operator of containerships
recently sold the 4,814 teu capacity MSC Pilar (IMO:
8715871), a 1990-built vessel, which has been
committed to Indian recyclers for $544 per ldt, and
its 1989-built sister ship MSC Veronique (IMO:
8618293), which was sold for scrap in March.

Both vessels were part of a series of 12 M-class
containerships built for Maersk at its own shipyard
in Odense, Denmark, which was closed down 11
years ago after it became uncompetitive against
Asian shipbuilders.

The third recent sale of an MSC containership was the
1999-built MSC Nora II (IMO: 9163207), which was
sold for $592 per Idt, also to Indian ship breakers.
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The company has now sold six elderly containerships
for recycling since January, having not previously
sold any boxships for scrap since 2018.

In February, it sold the 1987-built, 2,098 teu MSC
Giovanna (IMO: 8505836) for HKC recycling in
Alang, India, for $500 per Idt.

A total of 32 containerships have now been sold by
several shipowners for recycling since December last
year following a 12-month period in which no
containerships had been committed for scrap.

Cash buyer GMS reports that recent pricing levels
being offered for demolition candidates have reduced,
although they remain at relatively high levels.

“Rates have taken somewhat of a battering off the
back of declining steel plate prices and volatile
currencies. It has also become increasingly difficult
to get vessels delivered into Bangladesh and
Pakistan, with all parties waiting on central bank
approvals for letters of credit to open.”

It said that Pakistan continues to be “largely absent”
from buying ships due to unworkable bank limits

and US dollar reserve restrictions, while
uncompetitive pricing has placed the country at the
bottom of the Indian subcontinent demolition
rankings.

Due to an upturn in both dry cargo and
containership charter rates earlier this year there
has been a relative slowdown in the number of
available recycling candidates, added GMS.

“We have witnessed a slight increase in the inflow of
Hong Kong Convention-compliant tonnage in the
past fortnight with India the chief beneficiary of
this.”

Other recent sales for recycling to buyers in Alang,
India included Gearbulk’s 38-year-old 42,850 dwt,
forest products carrier Kumul Arrow (IMO:
8316704) for $560 per 1dt.

A rare sale in the tanker sector was confirmed by
brokers which comprised the 1999-built, 45,000
dwt, medium-range unit Maritime Lira (IMO:
9188477), which was sold by Singapore-based IMC
Holdings for $515 per 1dt.

MARKETS

Containership charter rates continue

to edge upwards

BOXSHIP charter rates have increased by an average
of 20% since they bottomed out in February,
following the normalisation of container freight rates
last year, according to shipbroker Braemar data.

At the same time, daily rates having risen by around
$500 in the past fortnight across most vessel size
ranges.

“The containership charter market is continuing its
strong activity with vessels disappearing quickly and
the tonnage lists getting shorter weekly. Periods as
well as rates are as a result also moving further up
in nearly all segments,” said Braemar.

It noted that the supply of boxships coming open in
the panamax and above sectors is already thinning
out for the remainder of this year with few vessels of
above 5,000 teu capacity expected to be available for
upcoming charters in 2023.

CMA CGM continues to be the most active liner
operator in the market currently while Alphaliner
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also noted that charter periods are getting longer
with an increasing number of fixtures being
concluded for two, three, and even four years.

“Only seven charter market vessels are in ‘spot’
position around the globe and a very low number of
ships are coming open by the summer. This
tonnage squeeze guarantees healthy charter rates
for non-operating owners in the short term,” said
Alphaliner.

“However, this bonanza is taking place on fragile
ground, with weakening fundamentals raising
serious questions about the sustainability of the
current charter market rally. The orderbook remains
the principal threat to the market.”

Some 2m teu of newbuilding capacity is due to be
delivered in 2023 while a further 2.9m is set to hit
the water in 2024. The containership fleet has
usually received around 1m teu of newbuilding
tonnage per annum over the past decade, according
to Alphaliner.
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“The differential in extra newbuild capacity is all the
more critical as cargo demand is currently weak on
the main trade lanes. Reflecting this, spot freight
rates are down again, after a short-lived rally, while
long term rates continue to fall with April seeing an
accelerated drop.”

Recently reported fixtures in the post-panamax
sector comprised Zodiac Maritime’s 6,600 teu
capacity Cap Andreas (IMO: 9629445), which has
been fixed to Ocean Network Express for 30 months
at a daily rate of around $39,000.

The same carrier has also fixed the Ernst Russ-
owned, 4,178 teu capacity, panamax boxship Venetia
(IMO: 9400203), in this case for two years at a rate
of $22,000 per day.

CMA CGM has reportedly fixed, or extended the
charter, of at least eight ships in the past week
including Global Ship Lease’s sub-panamax GSL Alice
(IMO: 9509164). This 3,400 teu capacity vessel was
extended for two years at a daily rate of $20,500.

In the regional feeder sector, CMA CGM has secured
one-year charters for the 1,800 teu capacity
newbuilding Viking Orca and the 2013-built, 1,728
teu, Cerinthus (IMO: 9596301) for daily rates of
$18,000 and $17,000 respectively.

Alphaliner said that high demand for vessels of
between 1,500 teu and 1,900 teu capacities
remained, with fixtures being concluded for most
regions while periods have increased to two years
for the best vessels.

“The interest from carriers for modern, energy-
efficient ‘Bangkokmax’ tonnage remains very strong
due to, among other things, their carbon intensity
indicator-friendly profile.”

It noted open newbuildings in this category were
being delivered from shipyards and immediately
securing well-paid employment at daily rates of
around $18,000 for one-year fixtures.

LNG and methanol vessel orders

picked up in April

ALTERNATIVE fuel vessel orders rebounded in
April as more companies ordered methanol and
liquefied natural gas dual-fuel ships compared with
a month earlier, according to DNV’s monthly
analysis.

The classification society has reported nine new
methanol dual-fuel vessel orders, compared with
none in March. It takes the total number of
methanol dual-fuel ships on order to 115.

Containerships continued to account for the
majority of methanol vessel orders, as 76 out of 115
were from that segment, with companies such as
CMA CGM and HMM ordering vessels this year.

The number of methanol dual-fuelled vessel orders
could keep rising in the coming months, as J
Lauritzen has recently ordered two kamsarmaxes
from the Tsuneishi yard in Japan.

The bulk carrier pair will be operated by Cargill,
after the chartering giant became the first mover in
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its segment to order methanol-fuelled bulk carriers
earlier this year.

Companies from segments other than
containerships have been reluctant to order
methanol dual-fuel vessels so far, as there are still
questions around availability of green methanol,
which is produced by electrolysis of renewable
energy.

Grey methanol, derived from natural gas or coal, is
currently available, but it is not zero-emission unlike
green methanol.

Maersk has been rushing to secure supply for its
upcoming 19-strong methanol dual-fuel fleet. The
first vessel of that group is set to hit the water in the
coming weeks, although it is not clear if it will be
able to find green methanol supply this year.

LNG was the most popular choice for newbuild

orders in April with 10 new vessels, compared with
eight in March, according to DNV.

Page 9



Rotterdam's quarterly bunker sales boosted
by high-sulphur fuel demand

PORT of Rotterdam’s marine fuel sales were higher
in the first quarter, driven by rising demand for both
high and very-low sulphur fuel oil.

Sales at Europe’s largest bunkering hub reached
2.63m tonnes in the three months ending March 31,
compared with 2.5m tonnes in the year-earlier
period, official figures from the port authority
showed.

Lower prices likely boosted demand, with crude oil
futures dropping to 15-month lows mid-March.
Outright fuel oil prices typically track crude futures.
VLSFO prices in Rotterdam fell by $20 per tonne in
the first quarter to average $562, data from price
reporting agency Argus Media showed.

The biggest increase came in HSFO sales in the
first quarter from a year earlier, pointing to
firmer demand from scrubber-installed vessels.
Another driver of HSFO demand was higher
throughput of liquid bulk vessels in Rotterdam,
as that segment has one of the highest uptakes of
scrubbers. Liquid bulk throughput rose by 5.6%
to 54.3m tonnes.

Marine fuel oil prices have come off in recent weeks,
following crude futures lower.

Values could drop further in the coming days, as
benchmark Ice Brent crude closed at the lowest level
in over a month this week. Weaker prices could lift
demand, although subdued shipping demand could
cap buying interest. VLSFO prices fell to $523 per
tonne at the end of last week, after rising as high as
$590 in early April, according to Argus Media.

Liquefied natural gas bunkering rebounded this year
in Rotterdam, as prices fell to become more
competitive with fuel oil. LNG bunkering volumes
reached 86,000 cu m across January-March, up from
just 59,000 cu m, which was the lowest in two years.

LNG bunker prices in Rotterdam dropped to $609
per tonne on a VLSFO equivalent basis last week,
from above $1,100 at the end of December,
according to Argus Media. Some LNG dual-fuel
vessels could prefer LNG at these values, although
refuelling with LNG requires significantly more
planning at this stage because of limited supply
infrastructure.

IN OTHER NEWS:

AD Ports invests $260m in tankers
and bulkers to expand fleet

AD Ports has acquired three
crude oil tankers and five bulk
carriers as it continues to expand
its shipping capabilities and
diversify its business.

The identity, size, and price for
each individual vessel were not
disclosed, but the five bulk
carriers were purchased for a
combined AED459 ($125m), while
the tankers were acquired for a
combined AED496, according to
a statement.

The deal "will further enable us to
equip our business with the right
assets and logistics capabilities
to adapt to the evolving global
demand within the industries in
which we operate”, said group
chief executive Mohamed Juma
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al-Shamisi. “The vessel
acquisitions are part of a larger
expansion strategy aimed at
broadening our portfolio of
services and taking our
experience and service
excellence to the wider bulk
shipping and offshore oil
markets."

Norden revenue boosted by strong
market and asset disposals
NORDEN, the Danish owner and
operator of bulkers and tankers,
declared an interim dividend
following “the strong start” to the
year.

"Our asset-light freight service
and high-contract cover adds
stability in earnings in volatile
spot markets,"” said chief
executive Jan Rindbo. “We also
captured significant profits from

vessel sales, while widening our
portfolio to cover all dry cargo
segments with the purchase of
capesize vessels."

Net profit in the first quarter was

$150m, compared with $117m in

the year-earlier period, according
to a statement.

The profit was driven by its
assets and logistics unit which
made $83m, due to gains of
$42m from the sale of four
bulkers and two tankers, while its
freight services and unit made up
the rest.

Singapore's bunker ammonia timeline
not realistic, says MPA

THE Global Centre for Maritime
Decarbonisation's plan to carry
out an ammonia bunkering pilot
in Singapore this year has met a
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regulatory stumbling block after
the Maritime and Port Authority
of Singapore said the timeline
was “not realistic.”

“There were recent media posts
and reports suggesting that
Singapore was ready to conduct
the first transfer of ammonia in
Singapore's port waters before
end-2023," the MPA said in a
statement. “These articles also
highlighted that ‘the risk identified
for conducting (@mmonia-related)
pilots in the Port of Singapore were
found to be low or mitigable, thus
paving the way for a pilot project to
take place at three identified sites.'
These views do not represent the
assessment of MPA and other
government agencies.”

The MPA did not name the centre
in its statement.

The Singapore-based GCMD said
it had completed a nine-month
study, outsourced to DNV, on

ammonia bunkering safety
procedures in Singapore.

Malta to expand container terminal
capacity

MALTA Freeport Terminals has
announced plans for its first
expansion in two decades in an
agreement with the government.

The two-year project involves an
extension of the north quay by
176 metres and the west quay by
195 metres at container terminal
two at Marsaxlokk port,
according to a statement.

The aim is for the facility to
handle new and future LNG-
powered mega containerships,
which are already more than four
football pitches in length and
carry up to 23,000 teu.

The extension is expected to cost
€89m ($98m), taking investment
in the facility since privatisation
beyond €400m.

West Pl appoints Paulson as Asia
head

West P&I has appointed
corporate director Tony Paulson
as head of Asia.

The appointment reflects the
continued growth of Asia as a
shipping centre and the region's
importance to the club, according
to a statement.

“Tony knows the region well,
having previously lived in Hong
Kong and travelled extensively
throughout since then, so I'm
confident that he will have an
immediate impact,” said group
chief executive Tom Bowsher.

Mr Paulson, who will relocate to
Singapore later this year, will
provide strategic support to the
Singapore and Hong Kong offices
and ensure West's development
of innovative products and
high-quality service, the
company said.

For classified notices please view the next page.
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OCIMF

Environmental Adviser

Oil Companies International Marine Forum (OCIMF)

Based: UK (Must have right to work in the UK, as no sponsorship provisions)
Salary: Competitive, depending on experience

This is a new and challenging role within the OCIMF Secretariat assigned to strengthen OCIMF’s
technical capability to engage across the industry on environmental matters and broaden advocacy
and external collaboration activities related to the environment and energy transition.

This position requires a subject matter expert who will represent OCIMF as an industry thought
leader, championing safety in the climate agenda. The role will support the Environmental
Functional Committee to deliver on their multi-year strategic plan.

This role will build OCIMF inhouse expertise and knowledge related to the environmental agenda,
with specific relevance to our member’s needs.

The successful candidate will support the OCIMF Strategic Objectives, Mission, and Vision by:
e engaging and learning with industry organisations and academia on environmental issues,
e influencing conversations through advocacy with EU and USA, and preparing submissions for
advocacy at the IMO, and
e working with expert groups and industry stakeholders to develop best practice guidance.

The successful candidate should demonstrate prior understanding and knowledge of existing and
potential environmental issues impacting the maritime industry, especially with regards to tankers,
inland barging, terminals and offshore.

The candidate will embed OCIMF values in their work by treating others with respect and working
collaboratively across the Forum. They will also support OCIMF’s Strategy by delivering valuable
outputs through efficient work solutions and identifying opportunities for continual improvement.

Main duties?
While reporting to the Publications & Advocacy Director, day-to-day duties will include:

Support IMO discussions on the environment and share relevant information and knowledge
internally with other advisors. Work with internal colleagues and members to support OCIMF’s
effective engagement at the International Maritime Organisation (IMO).

Monitor internal and external industry activities related to the energy transition that are necessary
to develop and manage OCIMF’s environmental strategy. Determine gaps in the strategy where

OCIMF requires more member support on environmental matters.

Represent OCIMF in a technical capacity in global arenas on environmental and marine industry
sustainability issues.

Network effectively and collaborate with key industry stakeholders. Strengthen OCIMF’s advocacy,
technical and external collaboration activities related to the environment and energy transition.

Ensure OCIMF and its members are aware of emerging technologies.
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Partner with the Engineering Advisor and Environmental Functional Committee on common work.
Serve as an SME on environmental science topics and issues, when needed.

Track and monitor trends and developments related to the energy transition.

Support members by studying and understanding the safety and operational issues they are facing
related to decarbonisation.

Assist in developing publications which support the data collection and interpretation, data, carbon
footprint calculation and associated risks.

Gather the short-, medium- and long-term legal framework on environment matters, as available.
This is an opportunity for someone with technical expertise.

Candidates for this role should have advanced technical specialist knowledge in the maritime field and
an awareness of international maritime legislation, including the workings of International Maritime

Organization (IMO).

This is a standalone role, but the candidate must be a collaborator. They must demonstrate excellent
organisational skills and diligence.

This is a fantastic opportunity to become part of an exciting, diverse, and inclusive team, and to
collaborate with experts from across the membership to help improve safety, health, and
environmental performance for the global marine industry.

The successful candidate will be offered a permanent employment contract.

For more information about OCIMF, visit www.ocimf.org.
How to apply

Visit https://www.ocimf.org/about-ocimf/vacancies-list for full details of the role, including the
essential requirements and instructions on how to apply.

The closing date is 5pm Wednesday 17 May, with interviews planned provisionally for week
commencing 5 June 2023.

Applicants must be legally permitted and able to prove their eligibility to work in the UK as OCIMF is
not a sponsor organisation.

OCIMF Vision: A global marine industry that causes no harm to people or the environment.

OCIMF Mission: To lead the global marine industry in the promotion of safe and environmentally
responsible transportation of crude oil, oil products, petrochemicals, and gas, and to drive the same
values in the management of related offshore marine operations. We do this by developing best
practices in the design, construction and safe operation of tankers, barges and offshore vessels and
their interfaces with terminals and considering human factors in everything we do.
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