
Lloyd’s List | Daily Briefing Friday 29th September Page 1

Daily Briefing
Leading maritime commerce since 1734

Friday September 29, 2023

Shipping sees second ‘prexit ’ 
wave amid windfall pandemic 
shipping profits

SCORPIO TANKERS CHIEF executive Robert Bugbee takes credit for 
inventing the word ‘prexit’ to describe the departure of private equity 
firms from shipping investments.

There have been two ‘prexits’ over the past decade, since the 2008 
financial crisis saw private equity pick over the carcasses of distressed 
debt and assets held by some of the world’s biggest marine banks.

The first occurred when those private equity firms that had placed 
newbuilding orders then had trouble getting out after calling the 
market wrong.

The second is under way now.

Cashed-up shipowners pocketing windfall pandemic profits amid 
booming shipping markets of the past two to three years provided 
an opportunity for many funds to gracefully take the money and 
run.

Higher interest rates now make it harder to fund speculative 
projects, while new entrants have a different mindset from previous 
funds.

Recent high-profile ‘prexits’ include Oaktree Capital Market’s 
departure from New York-listed Star Bulk Carriers in the past month; 
and BW Group’s tanker company Hafnia in late 2022.

Oaktree aborted a planned sale of its 63% stake in Danish shipowner 
Torm earlier in 2023.
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Robert Burke, chief executive of private equity-
backed Ridgebury Tankers, sold the company’s last 
tanker in August. He is now assessing where the 
funds that back him should invest next.

“I probably talked to 200 equity investors before I 
found somebody to put some money out,” Burke said 
of a three-year period between 2010 and 2013 as he 
looked to start Ridgebury Tankers.

“The problem I found was that most of the private 
equity groups wanted to buy newbuildings, which 
never seemed to make a lot of sense to me, [as] they 
wanted to really control the purchase of every single 
ship.”

Riverstone offered to fund $225m of equity and the 
relationship evolved to “buying two or three ships at 
a time, like a real shipowner, not just turning up at 
the yard and buying a bunch of newbuilds”, he said.

The management team also contributed and, after 
buying a product tanker, eventually settled on 
focusing on the crude tanker segment.

Over the past 10 years, as many as seven or eight 
private equity groups have been involved in 
Ridgebury, said Burke.

“With the market as it is, they all wanted to get out; 
we wanted to get out — and with a profit share that’s 
worked quite well,” he said of his own ‘prexit’.

Most of the funds that invested in tankers during 
2020 and 2021 have sold out, with investments 
purely a cyclical asset play and the market recovery 
arriving sooner than expected.

Varying strategies
Private equity encompasses a number of investor 
types with different strategies. Finding reliable 
figures that reflect the size of funds’ investment in 
global shipping is difficult to establish. At one point, 
the figure was estimated to be as high as $12bn.

Even so, that collective figure is substantially less 
than the size of the $17bn portfolio of just one 
Chinese leasing house, Bocomm Financial Leasing.

Funds interviewed by Lloyd’s List discussed an 
evolution in private equity in shipping and a more 
‘industrialised’ approach to investment.

These deals typically partner up with larger end-
users of vessels alongside some form of abatement or 
‘green’ emission-lowering technology or propulsion.

Those with a shipping-specific interest felt that 
there were advantages for them to focus on a sector 
where traditional private equity firms had been 
burned.

Those loss-making investments were often linked 
to the biggest promises rather than focusing on 
trust, reliability and market reputation, said one 
manager.

Besides investing in assets, private equity has 
focused on technical management, with two of the 
world’s biggest shipmanagers, Synergy and V-Ships, 
seeing new investors over the past two years.

Many are also taking small positions in 
manufacturers of new abatement technologies 
reaching the market, and related information 
technology companies that can be used 
alongside regulatory demands to lower carbon 
emissions.

Infrastructure funds have also seen related 
opportunities in liquefied natural gas and offshore 
wind, while high-net-worth investors are going 
directly to limited partnership companies and 
bypassing funds.

Many of the funds have a generic focus, such as 
‘energy’ or ‘consumer durables’ or ‘health care’, 
according to Burke.

“A lot of money has been lost to PE over the past 10 
years and those folks either got fired or moved 
along,” he said.

“But the folks who took their place don’t have any 
interest in stepping up to the plate, because they saw 
what happened last time.”

Another fund noted that shipping opportunities 
tended to come very quickly, which meant the 
company had to be up and running with capital 
ready for deployment. There is often little time to 
fundraise.

“Private equity does what it’s meant to do, as it does 
in many other industries,” said one executive,

“It comes in as a last resort of capital and sells at the 
top, putting some sort of lid on values and buys at 
the bottom, putting a floor in the values.

“That’s typically the role of private equity, as they do 
in most industries... that’s actually worked pretty 
well for shipping.”
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WHAT TO WATCH:

QatarEnergy orders 17 LNG carriers 
from Hyundai Heavy Industries
QATARENERGY ordered 17 LNG carriers with 
South Korea’s Hyundai Heavy Industries Group in a 
shipbuilding programme it calls the largest in the 
industry’s history.

The new order is valued at QR14.2bn ($3.9bn), or 
$229m for each 174,000 cu m ship, significantly 
below the current price of $250m per LNG carrier, 
since QatarEnergy secured shipbuilding slots in 
China and South Korea in 2020.

State-owned QatarEnergy and affiliates have 
confirmed orders for 77, with more to follow, the 
energy company said.

The order starts the second phase of an ordering 
spree designed to bolster growing production from 
the Qatar’s North Field and Golden Pass export 
projects, while also renewing its fleet long term, the 
energy giant said in a press release.

“The vessels are designed to achieve optimal fuel 
efficiency and significant reduction in carbon 
emissions,” said Qatar energy minister and 
QatarEnergy chief executive Saad Sheriba Al-Kaabi.

QatarEnergy said its LNG shipbuilding programme 

is the biggest in the LNG industry’s history and will 
“play a pivotal role in meeting its future shipping 
requirements.”

The LNG fleet expansion plan was announced in 
2020, with a projected delivery of more than 100 
newbuildings over the next decade.

The first phase saw QatarEnergy order 60 ships 
from yards in Korea and China, including 12 from 
CSSC Group’s Hudong Zhonghua Shipbuilding.

QatarEnergy is said to be mulling an order for 15 
supersize LNG carriers with shipyards in China and 
Korea to replace its 266,000 cu m Q-Max, as part of 
the upcoming third phase of the fleet expansion.

During Gastech 2023 in Singapore in early 
September, China’s Hudong Zhonghua Shipbuilding 
received approval in principle for its 271,000 cu m 
LNG carrier design from classification societies 
Bureau Veritas, DNV, Lloyd’s Register and ABS. 
There was speculation it would pave the way for the 
Chinese yard to win more deals from Qatar.

QatarEnergy and Hudong Zhonghua Shipbuilding 
have been contacted for comment.

Ex-banker Dikaios takes reins 
at beleaguered Attica
ATTICA Group has confirmed Panos Dikaios as its 
new chief executive, succeeding Spiros Paschalis 
who stepped down after the company was hit by a 
public furore over the death of a passenger earlier 
this month.

Paschalis, who led Greece’s largest ferry-owning and 
operating group for nearly 12 years, quit within days 
of the incident that shocked the country.

Crew on the stern ramp of the ferry Blue Horizon 
(IMO: 8616336) pushed a 36-year-old passenger 
to his death in the waters of Piraeus port as he 
was attempting to board the vessel seconds 
before it left the quayside on an evening sailing.

Four crew members face criminal charges in the case.

Dikaios, who has served as the group’s chief financial 

officer for the past decade, was appointed as interim 
chief executive in the wake of Pascalis’ departure.

He joined Attica in 2012, initially as corporate 
development officer, after a career in finance.

He was formerly a senior relationship manager in 
the shipping department of Marfin Egnatia Bank 
and later shipping finance manager for the 
Investment Bank of Greece.

He is a graduate of the Rotterdam School of 
Management, Erasmus University.

Dikaios has also been appointed to the company’s 
seven-person board. In addition to Dikaios, who 
took Paschalis’ spot on the board, one new non-
executive director was elected with Ioannis Voyatzis 
replacing George Efstratiadis.
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The other five members of the board were re-elected, 
including Kyriakos Mageiras who remains company 
chairman and Loukas Papazoglou who was elected 
vice-chairman.

Attica operates a fleet of 36 ferries including ropaxes 
and high-speed catamarans on domestic and 
international routes.

The company condemned the actions of crew 
members towards the passenger who was killed and 
pledged a robust internal investigation in addition to 
co-operation with police inquiries.

Industry representatives and seafaring unions have said 
the incident was unprecedented for the sector and have 
cast it as unrepresentative of Greek-seafaring culture.

OPINION:

World Maritime Day ambitions 
must match the rhetoric
JUST in case it’s not in your festive calendar, 
September 2 marked World Coconut Day, held 
annually since 2009 under the auspices of the Asian 
and Pacific Coconut Community. This year the 
theme was Coconuts: Transforming Lives.

The event trumpets the benefits of growing and 
eating the outsized seed of the tropical palm tree, 
including its contributions to the economy and 
agriculture of regions where coconuts grow.

Mild levity aside, we’re not being snotty here. There 
are some 16m coconut farmers, making the industry 
responsible for many more livelihoods than 
shipping, and it is as entitled to celebrate its 
endeavours as any other.

Our point is rather that those who proclaim 
“International Days of This, That and The Other” do 
well to step back from a purely internal frame of 
reference and ask themselves whether these 
occasions serve the stated purpose of raising 
awareness.

In the case of Thursday’s International Maritime 
Organization-backed World Maritime Day, the frank 
answer is no. It typically achieves far less reach than 
an ephemeral scratch-your-eyes-out celebrity social 
media spat.

Those who have even heard of it all probably assume 
it’s something of an also-ran adjunct to last week’s 
“International Talk Like a Pirate Day”.

All of this is unsurprising, and perhaps even 
unavoidable. The IMO is one of the smallest United 
Nations agencies.

It probably doesn’t have the budget to undertake any 
real promotion of occasion, although as what must 
be among the largest entities in Britain exempt from 

any requirement to publish financial statements, 
who can say for certain?

Nevertheless, since WMD’s inauguration in 1978, 
the last Thursday of September has seen maritime 
publications carry obligatory dutiful editorials 
noting shipping’s unsung role in helping global 
trade and lamenting its almost horizontal low 
profile.

Good form also necessitates commending the efforts 
of seafarers, who would presumably prefer greater 
efforts to ensure an end to abandonment to a verbal 
pat on the back.

Finally, such pieces usually conclude with a nod to 
the official theme, which this time round is ‘Marpol 
at 50 — Our commitment goes on’.

The International Convention for the Prevention of 
Pollution from Ships was indeed adopted half a 
century ago, in response to the Torrey Canyon 
(IMO: 5365352) oil spill of 1967.

But it took a further decade to enter into force, 
making it only 40 in reality. Moreover, it has been a 
work in progress ever since, with ongoing updates 
including the Annex VI provisions on air pollution, 
which came into force as recently as 2005.

Marpol now has 160 state signatories, accounting for 
99% of the global fleet by tonnage. Its stated aim is 
to preserve the marine environment through the 
complete elimination of pollution from oil and other 
harmful substances and the minimisation of 
accidental discharges.

But once you get to 50, you are officially middle-
aged, and it is customary to reflect on your progress 
and how close you are to fulfilling your life goals. Or 
not.
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That the world’s seas remain filthy, and not least 
beset by vast islands of plastic debris, is beyond 
dispute. Prosecutions for magic pipe cases — 
sometimes perpetrated by reputable companies that 
should know better — are regrettably not 
uncommon.

The only real counterargument is that without 
Marpol, things would be much worse. But the 
convention is not in any position to rest on its 
laurels.

Moreover, Marpol is the high-water mark for the 
IMO’s green credentials. Opinion is more divided on 
MEPC80, which Lloyd’s List described as “a 
credible, if unfinished, pathway to decarbonising 
shipping.”

But the loose and non-binding wording fall some 
way short of what is needed to meet the Paris 
Agreement’s target of limiting climate change to 

1.5%, and offers scant comfort to those countries 
who stand to be flooded out of existence if the goal is 
not met.

It is easy to criticise the IMO. As the rules-based 
international order begins to fragment — look no 
further than the travails of the World Trade 
Organisation for proof of that — the need for a 
worldwide multilateral maritime regulator has 
arguably never been greater.

But WMD will soon be over and humanity will be 
gearing up for International Rabbit Day on Saturday 
and dusting off the requisite pink wardrobe items 
for next month’s rapidly approaching Mean Girls 
Day.

For the IMO’s proceedings to represent anything 
more than a drinks reception accompanied by a 
press release, shipping’s contribution to the fight for 
a better environment needs to be stepped up.

ANALYSIS:

Does net zero leave shipping facing 
a capital-constrained future?
THE prospect of capital steering clear of projects 
and assets unaligned to the raft of green policies 
towards which Western financiers have been 
gravitating over recent years, has been little more 
than mood music for shipping.

The increasing requirements of transparency have 
generated an audible background hum of concern, 
certainly — but the focus has largely been forward-
looking.

However, that is about to change — and the volume 
is being turned up to a level that is going to be much 
harder to ignore.

By April 24 next year, the lenders representing 
two-fifths of global banking assets who have signed 
up to the Net-Zero Banking Alliance will have 
formally completed their forecasts for 2030.

In this way, they are effectively committing 
themselves to a climate trajectory that will require 
hard decisions about what stays in their portfolios.

This week, the signatories to the Poseidon 
Principles — the climate alignment agreement 
among financial institutions whose members are 
committed to measuring and reporting the carbon 

intensity of their loan portfolios — are due to vote 
to formally up their trajectory in line with the new 
International Maritime Organization emissions-
reduction targets.

This is no longer simply a question of transparent 
reporting of environmental, social and governance 
ratings; shipping’s emissions are already affecting 
access to capital.

“The industry should be much more concerned than 
it is right now about where its capital is coming 
from, because we work with a lot of institutional 
capital providers and we have definitely seen 
significant diversions of capital away from shipping,” 
said Christophe Toepfer, chief executive of the 
maritime investment firm Borealis Maritime.

Once providers have to include so-called Scope 3 
emissions — essentially the emissions for which a 
company is indirectly responsible up and down its 
value chain — then shipping immediately becomes a 
very unattractive asset class in which to invest.

Toepfer recalls a recent lunch with a banker who 
reported that he would love to lend to shipping, but 
doing so would have tipped his bank into the red 
when it came to its decarbonisation targets.
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And this was far from being an isolated case of a 
banker becoming wary of shipping’s ‘difficult’ status 
in the green transition.

“Capital is already struggling to continue investing into 
shipping on the debt and equity side,” said Toepfer.

“And, at the same time, we have a mountain to climb 
ahead of us as we try to rebuild the fleet over the 
next 10 or 15 years, with new technology and new 
propulsion systems. There are significant challenges 
ahead of us.”

When the 30 signatory banks to the Poseidon 
Principles vote this week to align their targets with 
the IMO’s recently increased ambition to reduce 
greenhouse gas emissions in the industry to between 
20% and 30% by 2030 — and 70% to 80% by 2040 
— that will have a tangible impact on lending 
decisions and strategy.

The Poseidon members collectively represent about 
65% of global ship finance, but lending decisions to 
shipping are not being taken in isolation.

Banks have to balance shipping’s decarbonisation 
trajectory against other asset classes, while also 
considering their wider commitments to climate 
frameworks.

So, if shipping cannot align with these upped goals, 
that capital that will go to another industry.

“There is finite capital that the bank has — and it 
will be given to those businesses that can align 
themselves with the wider targets that the parent 
bank is giving,” said Paul Taylor, global head of 
maritime industries at Société Générale and vice-
chair of the Poseidon Principles.

“If they can’t do that, it will be invested in other 
industries, not the shipping industry.”

Ultimately, that will result in a cutback in shipping 
finance.

“It is going to drive capital towards the green 
projects — and not just the green assets, but those 
shipowners who commit, those who actually have a 
strategy towards 2050,” said Taylor.

Here, the details are another concern for 
shipping.

One problem for financial institutions is that so few 
of the companies to which they provide services 
have credible decarbonisation plans, making it 
difficult for them to cut their financed emissions 
— particularly those that fall under Scope 3 
emissions.

According to a recent report from EY, only 5% of 
FTSE 100 companies have disclosed detailed, 
actionable net zero plans, though 80% have 
committed to becoming net zero by 2050.

While such considerations have been quietly tying 
European bankers up in knots as they consider the 
implications of their green commitments, rivals in 
Asia have proved to be less concerned.

Western banks ceased being the dominant providers 
of shipping finance several years ago. Last year, the 
European share of bank lending to shipping fell 
below 50%.

“The banks might be restrained by regulation, but 
actually, there will always be some form of 
alternative finance available; it just comes at a 
price,” noted Kavita Shah, a partner in the asset 
finance group at Watson Farley & Williams.

While efforts like the Net-Zero Banking Alliance and 
the Poseidon Principles promise to align portfolios 
to net-zero emissions by 2050, they can only tackle 
part of the equation.

As long as demand exists and institutions can make 
a profit from investing in shipping, someone, 
somewhere will provide funding — with or without a 
credible ESG rating.

MARKETS:

Box spot rates slump as Golden 
Week begins
CONTAINER spot rates have closed out the month with 
new lows, as the weak peak season drifts to an end.

Spot rates reported by the Shanghai Containerised 

Freight Index show a continued slide as carrier efforts 
to maintain rates through capacity cuts fail to suffice.

The overall index fell a further 2.8% to reach 886.8, 
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its lowest point since May 2020, when the sector was 
only just beginning to emerge from the shock of 
initial pandemic lockdowns.

Falls were seen across all trades. The Asia-Europe 
headhaul dipped under $600 per feu for the first 
time since October 2019, and the more resilient 
Asia-Mediterranean trade fell by another 4%.

Transpacific rates were also down, losing 3.4% to the 
US west coast and 5.4% to the east coast.

“The early end to the summer peak season has 
brought the container market back to reality, with 
the SCFI retesting fresh lows even before September 
is over,” said analysts at Linerlytica.

“Further rate declines in October will follow despite 
the reduction in capacity next month, with carriers 
unable to generate any significant cargo roll pools 
ahead of the Golden Week holidays in China.

“Severe rate discounting especially on the Asia-
Europe route has already brought rates to below 
2019 levels with the risk of a further slump to 2016 
levels a real possibility in the absence of immediate 
capacity reduction measures.”

Linerlytica added that the SCFI figures may not yet 
reflect the scale of the collapse in rates.

Jefferies analysts noted that the tight capacity 
controls at the start of the peak season had led to 
rates rises in July and August, but subdued 
demand in the face of high inventories had had an 
impact.

“Carriers have responded recently with aggressive 
blank sailings, but rates remain very soft,” it said.

“The pull back in freight rates has come suddenly 
on the transpacific and Asia-Europe trades as 
carriers had secured gains gradually starting in 
early July. Carriers reduced services going into 
peak season, leading to the gains, but even 
aggressive blank sailings recently has done little to 
support rates.”

The decline in both demand and rates is likely to 
lead carriers to seek to blank even more capacity in 
the weeks ahead.

Recent figures from Sea-Intelligence suggest this is 
already happening.

“Absent any real peak season in 2023, and with the 
freight rates where they are right now, there is more 
onus on the carriers this year to make sharp 
adjustments to the capacity for the expected 
additional slump in demand during Golden Week,” 
said chief executive Alan Murphy.

VLGC rates ease from record-shattering 
highs
US propane exports reached a record of over 2m 
barrels per day last week, as spot rates for very large 
gas carriers’ shipping propane and butane soared to 
new highs.

Exports are up 20% year to date, according to 
Jefferies, helping offset the “relatively high” VLGC 
newbuilding delivery schedule, which has increased 
by 30 ships, or 9%, since 2022.

“US propane inventories continue to build 
seasonally, as stockpiles tend to rise during 2Q and 
3Q on softer US consumption,” the analysts said in a 
note.

“According to the [US] Energy Information 
Administration, US propane inventories are up to 
101m barrels, up from 95m barrels one month ago 
and the 55m barrels at the start of 2Q.”

Surplus US propane production had continued to widen 

the price arbitrage relative to Europe and Asia, the 
analysts aid.

The price differentials and Panama Canal 
congestion propelled VLGC spot rates to record 
levels earlier this week, although they have eased 
slightly since.

“VLGC spot rates remain elevated though they have 
eased from their recent highs and are currently 
assessed at just below $150,000/day (non-eco) 
worldwide,” Jefferies said.

The cost of shipping 44,000 metric tonnes of LPG 
from the US Gulf to Japan peaked at $253.71/tonne 
on September 22, according to data from the Baltic 
Exchange, translating to a daily time charter 
equivalent rate of $157,228.

These were assessed at 243.28/tonne, for a TCE rate 
of $148,986/day on September 27, the data show.
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Retail pendulum swings as New York 
volumes fall in August
RETAIL imports that boosted the port of New York 
and New Jersey volumes in July were behind its soft 
figures in August.

The east coast’s largest gateway handled 662,740 
teu last month, down 21.4% from the same period 
last year, which was its strongest month on record.

Imports were down 18.6% year on year, and a near 
100,000 teu decline in empties handled further 
pushed down total throughput.

Compared with 2019 levels, throughput 

was down 2.5% while imports were up 1.9%.

“Ahead of preparation for the holiday shopping 
season, US retailers continued to draw from their 
overstock of inventory that was delivered during the 
record cargo surge over the past two years,” the port 
said in a statement.

“Cargo activity was down 8.6% compared to July 
2023.”

Year to date, cargo levels are down 21.4% year on 
year, and 2.7% above the same period in 2019.

IN OTHER NEWS:
Quality of life and safety at sea top 
priorities for US seafarers
PRIORITIES for US seafarers have 
changed in the aftermath of the 
lockdown era, according to US 
Maritime administrator Ann 
Phillips.

A working group of industry 
stakeholders convened last year 
by MARAD to tackle the US 
seafarer shortage found that 
seafarers want a better quality of 
life, including improved internet 
access and more predictability 
and control over their schedule, 
Phillips said.

‘Hard part’ begins now for box sector, 
Jefferies warns
OVERSUPPLY of vessels and 
weakening demand is putting 

downward pressure on the 
boxship charter market, which 
had help up ‘remarkably well’ 
despite the plunge in freight rates 
that began last year, Jefferies 
said.

Charter rates nudged up in the 
beginning of the year as carriers 
continued renewing agreements, 
but their appetite has fallen 
ahead of newbuilding deliveries 
accelerating and with freight 
demand looking increasingly 
grim.

Grieg green shipping joint venture 
pens MPV newbuilding contract
NORWAY’s Skarv Shipping 
Solutions has ordered its first 
newbuildings, which will be used 
to develop a sustainable shortsea 

shipping service in northern 
Europe.

Four firm 7,000 dwt ships have 
been ordered from China’s 
Huanghai Shipbuilding Co, with 
the first in the series expected to 
be delivered in the third quarter 
of 2025. The remaining ships are 
set for delivery at four-month 
intervals.

For classified notices please view the next page.
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