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European green technology 
funding for shipowners is a 
gift for Chinese shipbuilders

EUROPEAN SHIPBUILDING ASSOCIATIONS are demanding that the 
European Union and governments pay more attention to localised 
shipbuilding before it disappears entirely. While, at the same time, 
they want greater scrutiny of “green” funding provisioned to 
shipowners ordering “green” newbuildings — a subsidy which has 
benefited Chinese shipyards.

“With European elections in June, which will see new commissioners 
appointed to the European Commission, we have been busy building 
our case. We want the new Commissioner for Industry to ensure we 
regain shipbuilding capability and view the sector as critical for 
economic security,” Vincent Guerre, director of trade and 
competitiveness at shipyards and marine equipment association Sea 
Europe, told Lloyd’s List.

Guerre says that a long-term lack of understanding at both national 
government level, and at the EU, about shipbuilding has been a boon for China.

“The EU doesn’t understand there is shipbuilding in Europe — it 
focuses on shipowners. So, subsidies are being paid to shipowners for 
‘greening’ their fleets.”

The decades-long decline of shipbuilding production in Europe is a 
complicated subject involving many factors. A glance at shipbuilding 
output data provided by Sea Europe confirms how globally 
uncompetitive the sector has become.

So given the seemingly insignificant shipbuilding production of 
European shipbuilders, why should politicians care?
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Western politicians have woken up to the risks of a 
more belligerent China and Chinese manufacturing 
dominance. Therefore, Guerre is more confident the 
EU will listen to concerns about the lack of support 
for European shipbuilding.

“Sea Europe didn’t manage to be very visible in the 
past but many things have changed over the past five 
years. For example, economic security was never 
seen in EU papers before, but it is now. Nevertheless, 
the EU is slow moving and likes to do a lot of 
papers.”

With no demands on where a shipowner orders its 
newbuildings to benefit from green subsidies, which 
include the European Green Deal, the situation 
remains a gift to China.

In addition to EU funding, national governments are 
also paying out to European shipowners for the 
construction of “green” vessels with alternative fuel 
propulsion systems.

A newbuilding project for dual-fuel chemical tankers 
for operation in European coastal waters, won a 
green subsidy of $1.7m per ship for their German 
owner from the Federal Ministry for Digital and 
Transport Affairs.

With average newbuilding pricing 40% cheaper in 
China compared with Europe, unsurprisingly the 
entire order was won by a Chinese shipyard.

“European shipyards don’t even try to compete now 
for most cargo vessel newbuilding contracts, which 
is why we are out of the market for bulk carriers, 
containerships and tankers. Europe may still be 
strong in cruise for example, but we need to 
consolidate what we have.

“We want the EU to help us consolidate a business 
case for vessel segments where China is not yet 
dominant, but we have to acknowledge we won’t get 
the big volumes and instead concentrate on high 
value ships.”

Earlier this month, European shipbuilding received 
a boost when the two world’s largest cruiseship 
operators, Carnival Corporation and Royal 
Caribbean Group, each placing orders for mega 
cruiseships at Germany’s Meyer Werft and France’s 
Chantiers de l’Atlantique. They were the first ships to 
have been ordered by the US-listed companies since 
2019.

When considering the eye-watering contract price of 
the vessels, upwards of $1bn apiece, the importance 

of European shipbuilding makes more sense than if 
looking at mere tonnage output data.

Reinhard Lüken, managing director at Verband für 
Schiffbau und Meerestechnik (the German 
Shipbuilding and Ocean Industries Association) says 
that when cruiseship orders hit their peak between 
2016 and 2018, European shipyards won orders 
valued at a combined $20bn. This order in value was 
at the same level as China and South Korea.

“While our market share of global shipbuilding went 
up this was distracting as we were still losing 
shipbuilding capacity.”

Lüken cites the loss of valuable orders for passenger 
ferries and ro-ro cargo vessels to China as an 
example of where European shipbuilders have gone 
from world dominance to almost insignificance.

“Ferries had been chiefly a European business and 
one of our biggest markets but now that’s almost 
gone. What is the reason? Shipbuilding nations in 
eastern Europe such as Romania could easily 
compete with China on labour cost, but at the end of 
the day it comes down to government policies.

“The Chinese government has a very clear strategy 
about shipbuilding, but we didn’t understand what 
was behind it. At first we believed it was about 
employment and development, but we now think 
there is a substantial security component to it.”

In the past decade China has built the world’s largest 
naval force as it sought greater influence on the 
world stage.

“The expansion of China’s navy was an aspect we 
hadn’t seen coming but there is also an argument 
that low Chinese shipbuilding prices for merchant 
vessels have kept global transport costs lower 
— China’s low-cost export manufacturing model 
only works when transport costs are low.”

Lüken argues that the lack of support from the EU 
and governments, and little effective scrutiny of 
unfair competition by Asian shipbuilders has not 
been very smart.

“Europe’s coastline is twice as long as China and the 
US put together. We have so much maritime trade 
but it seems we have given up on shipbuilding 
almost voluntarily. This needs to be revisited. 
Technical sovereignty is very important.”

Lüken noted the example of British shipbuilding. 
Until the 1960s, the UK was the world’s leading 
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shipbuilding nation but was largely nationalised in 
the late 1970s, with ultimately disastrous 
consequences.

“It takes some determination to go from global 
market leader to practically zero within 50 years. In 
the UK it had a lot to do with too much focus on 
service industries — financiers in London are just 
not interested in manufacturing.”

Despite accusations of unfair Chinese competition 
and complaints to the World Trade Organisation, 
there is little evidence that China’s shipyards are 
receiving any direct state subsidies.

“It’s difficult to trace subsidies to Chinese shipyards. 
While we haven’t been able to prove it there are 
many ways the sector can be subsidised via the 
supply chain.”

US think tanks evaluated Chinese state subsidies to 
shipbuilding and estimate that around $200bn has 
been provided to the sector over a 15-year period.

Meanwhile, incentives for European shipowners to 
order in China include not just low pricing but 
financial incentives from Chinese state banks, 
which provide tax-based leasing on very 
competitive terms.

The world’s second-largest shipbuilding nation, 
South Korea, has made no secret of its fight back 
against what it perceives to be unfair competition 
from China.

In November, South Korea’s Ministry of Trade, 
Industry and Energy launched its “K-Shipbuilding 
Strategy for Next-Generation Market Dominance”, 

which will provide $547m over five years. It appears 
to be a clear move by the South Korean government 
to protect its shipbuilders’ technological edge over 
China.

“The South Korean government has been putting a 
lot of money into its industry, but this is transparent 
since South Korea is a democracy.”

Billions of dollars are understood to have been 
poured in to South Korean shipbuilding over the 
past 15 years as most shipyards have been unable to 
turn a profit.

“Even if there were no subsidies provided to Chinese 
or South Korean shipbuilders would Europe be 
competitive? No, because we don’t have their 
economy of scale. The damage has been done.”

Lüken said that rather than trying to recapture 
market sure, European shipbuilders should continue 
to focus on certain high value, complex, vessel types 
and on domestic demand.

“I believe we can be successful with optimised 
production. With big enough numbers of vessels of 
the same design we can close the gap. We won’t be 
building super-large cargo ships but we can remain 
competitive for small and medium-sized cargo 
vessels and of course ferries – i.e. everything that 
supplies services for European services. Renewable 
energy also needs a huge number of offshore vessels 
to service it in the future.

“I think we can organise the shipbuilding industry 
much better than today. But to be successful, 
European policy makers need to understand we 
should not make the mistakes of the past.”

WHAT TO WATCH:

Ghost of US government ship 
turns up at Novorossiysk
A US government-owned tanker has recently 
broadcast its location at a very unlikely place: the 
Russian port of Novorossiysk.

Petersburg (IMO: 6329044), registered to the US 
Maritime Administration and formerly part of 
Military Sealift Command, appears to have called at 
the Black Sea port on February 18, according to its 
Automatic Identification System.

However, the 1963-built was sent for scrap in 2021 in 

SteelCoast Recycling’s facility at the port of 
Brownsville. Its last piece was taken off the water 
the following June, according to SteelCoast, 
suggesting its recent revival could be a case of AIS 
manipulation, or “spoofing”.

The practice has become part and parcel in 
sanctioned oil trades as vessels obfuscate their 
illicit activities to avoid regulatory wrath, but the 
case of Petersburg is perplexing as the intent is 
unclear.
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Petersburg’s AIS data since late 2020, when it last 
continuously broadcast its location in Benicia, 
California, contains several anomalies, including a 
sporadic ping in December 2021 and several others 
between May and November last year.

Vessel-tracking data from Lloyd’s List Intelligence 
shows that aside from a single AIS ping caught on 
satellite on December 4, 2021, the ship did not 
broadcast an AIS signal in years — likely because it 
ceased to exist.

Each of the scarce AIS broadcasts between May and 
November last year signalled the ship’s destination 
as Benicia SBRF — the Suisun Bay Reserve Fleet in 
Benicia, California, an anchorage for the National 
Defence Reserve Fleet.

However, the vessel broadcast its AIS twice in New 
York on February 9, before reappearing in 
Novorossiysk on February 17, with its destination 
now changed to the Black Sea port. Its last signal, at 
2207 hrs GMT on February 22, showed its 
destination as Klang, Malaysia.

A Marad spokesperson said the agency “can 
unequivocally confirm the vessel in question is not 
the US tanker Petersburg, which no longer exists.”

The increasingly audacious nature of AIS spoofing 
operations has been evolving over recent months 
across the dark fleet and operators try new methods 
of hiding their trading patterns, while signs of AIS 
jamming have also been increasingly evident in the 
Black Sea.

A jam would entail a third party broadcasting a 
powerful GPS signal which then overrides the GPS 
from satellites in orbit, affecting vessels in the 
vicinity.

The Djibouti-flagged tanker Coatlicue (IMO: 9235000) 

has been sporadically signalling its location as 
Moscow’s Sheremetyevo Alexander S. Pushkin 
International Airport ever since arriving at the Kavkaz 
anchorage on January 25.

The Panama-flagged product tanker Cheetah II 
(IMO: 9222560) similarly called at Novosibirsk 
International Airport on February 14. Novosibirisk 
is located (on dry land) over 3,500 km from the 
Black Sea.

That unlikely port call was made on the same day 
that another Panama-flagged tanker, Linda I (IMO: 
9262924) also called in Moscow, according to its AIS 
signal.

In a more “classic” yet perplexing incident of 
spoofing earlier this month, the location of a tanker 
seized by Iran, the ST Nikolas (IMO: 9524475), was 
manipulated to show it in Türkiye while the vessel 
was in Bandar Abbas.

Vessels can send a signal using another vessel’s AIS 
and/or identity. The practice of pretending to be a 
tanker that was already scrapped was first observed 
in Venezuelan trades in 2020-2021.

About 10 tankers were identified, all calling to load 
Venezuelan crude, while broadcasting their AIS as 
the “dead” tankers.

This was done by connecting a software defined 
radio to the vessel according to reports at the 
time. The radio communication system can be 
bought online and used to generate false position 
and time information for the Global Navigation 
Satellite System. AIS satellite signals are not 
encrypted and send out static (dimensions and 
name), voyage-related (inputted by master such as 
destination and arrival) and dynamic data (i.e. 
latitude and longitude) with 27 defined types of 
messages.

Price cap ‘phase II’ was spurred by 
Russia selling ‘large amounts of oil’ 
above the cap
THE US Treasury has defended the effectiveness of 
the G7 price cap on Russian oil but said the dark 
fleet* has let Moscow export “large amounts of oil” 
at prices above it.

In a statement released alongside 500 sanctions marking 
the two-year mark of Russia’s invasion of Ukraine, the 
officials defended the effectiveness of the price cap 

regime, adding that the crackdown on violations is 
forcing Russia to sell its oil at a “steep” discount.

The price cap has been criticised as ineffective 
because Russia has found other buyers for its oil 
using the dark fleet. But the Treasury said its 
crackdown since October on price cap breaches was 
having an impact.
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Russia’s invasion sparked a surge in global oil prices 
and a large discount between the price of Russian 
Urals and the global benchmark Brent, but those 
discounts narrowed as the year progressed, until the 
price cap was announced.

“G7 finance ministers committed to imposing a price 
cap in September 2022, and the discount returned 
to historically high levels in December when the 
crude oil cap and EU import embargo were 
implemented,” the officials said.

The discount narrowed again as global prices rose 
towards the second half of last year. Both Russian 
Urals and diesel were assessed at prices above their 
respective caps of $60 and $100 per barrel in the 
summer.

“At that point, the discount narrowed as Russia 
shifted significant volumes of its oil exports into a 
shadow fleet that operated without G7 service 
providers,” the officials said.

“While this strategy was costly to Russia, the ability 
to sell oil without coalition service providers or by 
providing false attestations to Coalition service 
providers allowed it to sell large amounts of oil 
above the price cap.”

The coalition in October began targeting ships, 
companies and oil traders for the first time since the 
regime was implemented for crude oil in December 
2022 and refined products in February 2023.

More than two dozen tankers were blacklisted by the 
US since the crackdown began. Twelve tankers laden 
with cargoes believed to be sold above the price cap 
were reported in late January to be stranded off 
India, seemingly unable to find buyers.

“Since October, the discount on Russian oil has 

increased meaningfully: from that low of $12-13 to a 
peak of $20 in January, and stabilising around $19 
as of late February,” the Treasury said.

“The market dynamics that drive that discount are 
complex and identifying specific causal drivers must 
be done with care. But the outcome here is 
consistent with the goals of the price cap’s second 
phase: to force Russia to discount its oil further 
(whether under the cap with coalition services or 
without them).”

500 sanctions
Twelve Russia-flagged vessels and two Russian 
shipping companies were among the 500 entities 
sanctioned by the US today for reasons unrelated to 
the price cap.

The list includes drill ship Bavenit (IMO: 8406573); 
General cargoships Skif-V (IMO: 8858087), 
Baltiyskiy 111 (IMO: 7612448), Alireza- 1 (IMO: 
6703769); and eight research vessels.

The two companies are Dalir Limited, which owns 
Alireza and Baltiyskiy, and Ladoga Shipping 
Company Limited, which owns Skif-V.

* 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 Sovcomflot, or Iran’s National Iranian 
Tanker Co, and those already sanctioned.

Download our explainer on the different risk 
profiles of the dark fleet here

CMA CGM falls to fourth quarter 
loss on lower rates
CMA CGM fell into the red in the final quarter of 
last year, despite what it described as a “solid” 
performance across 2023 as the market normalised.

The collapse in freight rates from their pandemic 
highs saw full-year group revenues slide by over a 
third to $47bn. In the ocean segment revenues fell 
47% to $31.4bn, despite a slight uptick in volumes 
carried.

“For the maritime shipping industry, 2023 was a year 

of contrasting halves,” CMA CGM said in a statement.

“Behind the relative stability in volumes transported 
by the group over the full year – up 0.5% – lay major 
disparities between the first and second halves, as 
well as among the main shipping routes.

In the first half, volumes carried fell by 2.7% due to 
sluggish demand for consumer goods and the impact 
of inventory drawdowns, it said. This then weighed 
on freight rates.
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By the second half, however, a rebound in demand 
pushed volumes up 3.8% over the period.

“Nevertheless, freight rates remained under 
pressure due to an influx of new shipping capacity, 
which maintained the imbalance between supply 
and demand,” CMA CGM said.

This led to the group as a whole reporting a $90m 
loss in the fourth quarter.

Improved performance in its logistics business 
helped keep CMA CGM out of a bigger hole. Despite 
revenues falling 5% over the year to $15.2bn, 
earnings before interest, tax, depreciation and 
amortisation were up 12.5% to $1.4bn.

Ebitda margin came to 9%, reflecting a turnaround 
in contract logistics and a good performance in 
finished vehicle logistics, CMA CGM said.

The logistics division last year contributed 15% of 
the company’s ebitda compared with just 4% in 
2022, and this is set to grow further when CMA 
CGM completes its acquisition of Bolloré this year.

“Shipping market conditions deteriorated 
progressively during the year,” said CMA CGM chief 
executive Rodolphe Saadé.

“Our results are down as we expected. Logistics, on 
the other hand, is proving more resilient, and 
accounts for a significant part of our business.”

The group now stood on “two solid pillars”, which 
would enable it to weather cyclical changes more 
efficiently, he added.

The year ahead is also likely to be challenging with 
global growth remaining sluggish, although trade is 
expected to rebound from the low point seen in 2023 
as consumer confidence improves and inventories 
are run down.

“Volume growth should remain strong in the first 
half, buoyed by prior-year comparatives, but the 
second half looks more uncertain,” CMA CGM 
said.

“In addition, new container shipping capacity is 
expected to come into service, pushing global supply 
in excess of forecast demand, with an adverse 
impact on freight rates.”

The disruptions in the Red Sea came too late to have 
a material impact on CMA CGM’s fourth quarter 
results, but it warned that increased geopolitical 
uncertainties were creating risks and major 
uncertainties.

“In this environment, the group is paying close 
attention to the changing economic and 
geopolitical situation, while remaining confident 
in its ability to weather the cycle thanks to its 
business diversification drive and financial 
strength.”

Separately, CMA CGM announced on Thursday that 
George Goldman will replace Peter Levesque as 
president and chief executive of CMA CGM America 
effective April 1, 2024.

Levesque, who took the top job late in 2022, will be 
leaving the company to pursue personal projects, 
CMA CGM said.

OPINION:

Sanctioning Russia is one thing, making 
restrictions stick is another
THE UNITED Kingdom recently became the first 
country to sanction the officials at the Polar Wolf 
prison camp in the Russian Arctic, following the 
murder in captivity of leading dissident Alexei 
Navalny.

Just how concerned the six middle-ranking bully 
boys in President Vladimir Putin’s Gulag archipelago 
will find themselves at this unmistakeably mark of 
strong disapprobation from Lord Cameron remains 
to be seen.

Asset freezes will mean little to them. As humble 
provincial level thugs, they will be insufficiently 
wealthy to possess London bank accounts, let alone 
Georgian townhouses in such select enclaves as 
Belgravia.

They have also been banned from entering the UK, 
and it is true that a handful of Russian state 
employees periodically undertake day trips to 
Wiltshire, apparently to savour the beauty of 
Salisbury’s fine, early Gothic cathedral.



Lloyd’s List | Daily Briefing Monday 26th February Page 7

But the goons in question may not have been 
planning to treat their families to two weeks off 
season at Blackpool Pleasure Beach this year.

Elsewhere, further restrictions tightening the vice 
on the Kremlin have been coming thick and fast, 
designed to mark the second anniversary of the 
invasion of Ukraine, which falls on Saturday.

Britain topped the Navalny sanctions with a fresh 
round a further 50 measures, with UAE-based 
Fractal Marine and Türkiye’s Beks Ship 
Management officially described as “in the Russian 
energy sector as part of Putin’s shadow fleet”.

In addition, we got the 13th sanctions package to 
emanate from the European Union in the past 24 
months. The strictures highlight Chinese and Indian 
companies accused of supporting Moscow’s war 
effort, but stop well short of the sweeping curbs 
directed against crucial industrial sectors some had 
demanded.

We can all applaud the intent. But the last dozen 
packages have been overwhelming in their detail, 
often rendering compliance complicated even for 
those who positively want to comply.

For instance, it has taken Brussels until recently to 
give us important clarifications on the last package, 
emanating from before Christmas, which required 
EU tanker transactions that have ended up in the 
dark fleet* to be retrospectively unveiled.

While the spirit of these laws has been embraced by 
governments publicly insisting that Putin must be 
held accountable, due diligence from some member 
states has been less than searingly proactive.

The European Commission has stated that the 
information provided by the 13th package will help 
it gather more information on the shadow fleet 
currently used by Russia to get around the oil and 
products price cap imposed by earlier sanctions 
packages still, and so bring more transparency to 
this market.

They should probably take out a subscription to 
Lloyd’s List. We’ve even offered to walk them 
through the details.

But instead of focusing on the specifics of who is 
circumventing what and how — all well-known facts 
on which we could educate them — the focus has 
been on introducing successive rounds of ostensibly 
ever-tougher new sanctions, buttressed by the 
promise of tougher sanctions ahead.

All told, Britain is now targeting 2,000 Russian 
individuals, companies and groups. Globally, Russia 
is subject to 16,587 specific sanctions, in addition to 
the 2,695 that existed before the tanks rolled over 
the Ukrainian border.

At the time of writing, the US was on Friday set to 
publish another 500. The relevance for shipping will 
only be clear once there has been a chance to 
analyse them.

Meanwhile, however rapidly the blacklists grow, the 
unspoken reality is that much of the world’s 
population lives in countries in which the West’s 
writ does not run.

There is little to stop new shipping entities popping 
up and setting up shop in these jurisdictions. This is 
not, in the strict sense, sanctions busting so much as 
sanctions evasion. But these efforts has robbed the 
cap of much of its force, and sometimes rendered it 
entirely irrelevant.

Some of the tanker companies that are doing so will 
freely admit to acting opportunistically and happy to 
turn a buck from the situation, but remain on the 
right side of the local law. Let them be at pains to 
make sure this remains the case.

The decision to single out named shipping 
companies shuts down some of the options of those 
seeking to swerve the sanctions and could even start 
to chip away at the dark fleet.

What we do know is that if sanctions were intended 
to drive Russia’s economy into recession, they clearly 
have not had the desired impact. Real GDP grew at 
3.6% last year, rebounding from a 2.1% fall in 2022.

That’s a healthy enough performance compared to 
sanctioning countries, where growth ranged from 
the anemic to the negative.

If they have not crippled Russian industry by now, 
the probably has to be that they never will. The pace 
of events will now be dictated by what happens on 
the battlefield.

Militarily the situation remains a stalemate, and 
pressure is ramping up on Ukraine President 
Zelenskyy to reach a negotiated settlement. If US 
Republicans continue to block aid to his country, 
that pressure will become stronger; if Donald Trump 
returns to the White House, it will become 
irresistible.

The provisional conclusion for our industry has to be 
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that we are not suffering from a dearth of rules. The 
number of applicable sanctions is irrelevant.

If they are to be anything more than decorative 
gestures, more attention might be paid to making 
the ones we have already actually hit home.

* Lloyd’s List defines a tanker as part of the dark 
f leet 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 
Sovcomflot, or Iran’s National Iranian Tanker Co, 
and those already sanctioned.

Download our explainer on the different risk profiles 
of the dark fleet here

The Lloyd’s List Podcast: What this year’s 
P&I renewals mean for shipping
TUESDAY this week marked P&I renewal day. 
That’s the name given to the annual hard deadline 
for some 90% of the world fleet by tonnage 
entered with International Group P&I clubs to 
renew their liability insurance for the following 
year.

Historically, the date was considered the first on 
which Baltic ports were sufficiently ice free to be 
navigable. That looks rather quaint in these days of 
global warning. But February 20 is now hallowed by 
tradition, and doing things on January 1, just like 
everybody else, would be boring.

So this week, as is now tradition, we are dedicating 
the podcast to examining the fallout from the 
annual P&I renewals.

In 2024, things have been rather quiet by previous 
standards, as it goes. No major fleets are thought to 
have changed hands in search of better insurance 
deals.

The number of owners opting to do so has been in 
decline for some time. Clubs actively disincentivise 
such behaviour with a mechanism known as release 
calls. In plain English, that’s a penalty imposed for 
switching.

Premium increases were modest. Clubs were officially 

looking for general or target increases in the 5% to 
7.5% range. But those headline rate hikes should be 
seen as opening bids in negotiations with brokers. In 
practice, most deals were settled at about two thirds 
of that.

We recorded this podcast on the afternoon of 
Thursday, February 22, by which point several clubs 
had made preliminary announcements about how 
well they have done. Five said that had gained 
tonnage. To name-check them, they were Gard, 
NorthStandard, Skuld, West of England and 
Steamship Mutual.

As subscribers know, Lloyd’s List offers readers 
easily the best marine insurance coverage available 
anywhere, and naturally we asked insurance editor 
David Osler to round up a cross-selection of the P&I 
people to discuss the latest developments.

Speaking on this year’s P&I round up:

Alex Vullo, divisional director of Gallagher’s P&I 
practice

Anna Vourgos, a director of Cyprus-based 
Aphentrica

William Beveridge, chief underwriting officer of the 
UK Club

MARKETS:

Shippers call for transparency 
over Red Sea surcharges
SHIPPERS are increasingly concerned over the 
levels of surcharges applied to Red Sea cargoes and 
are seeking additional transparency from carriers.

“A big concern for transport users is the increased 
costs,” European Shippers’ Council secretary-
general Godfried Smit said in a webinar.
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“We fully understand as shippers that a longer 
voyage results in higher costs. In the present 
situation we see that the voyage of up to 10-15 days 
longer, resulting in higher fuel and personnel costs.”

An ESC study, however, showed that the actual costs 
incurred by carriers were as little as €200 ($216) per 
teu.

“But price increases in the form of surcharges peak 
at around €1,000 per teu,” Smit said.

“Surcharges, in our view, should only cover 
unexpected events and should be maximised at the 
cost increase which is incurred. It should also be 
transparent how the income from the surcharge will 
be spent by the carriers to take into account the 
higher costs.”

He warned that if surcharge increases were higher 
than was strictly needed it was important to realise 
that the extra costs, if too high, would damage 
economic development in the EU.

“Already we see in some sectors that ship low-value 
goods freight, rates and surcharges are becoming 
prohibitive to conduct international trade,” Smit 
said.

He also called on the EU to follow the footsteps of 
the US Federal Maritime Commission in keeping a 
closer regulatory eye on freight costs.

“For us it is very important that the EU coordinates the 
military actions, but at the same time keeps an eye on 
the functioning of the transport market,” he said.

“The legacy of the US administration in this respect 
is a bit stronger, especially in monitoring the 
competition rules.”

But DG Move head of maritime transport and 
logistics Annika Kroon, said that European policy 
was designed to rely on the market, to the extent 
that the market functions properly.

“DG Comp can intervene when there are signs of 
anti-competitive behaviour, but we have not 
detected that.

“The FMC has further powers to ask for information, 
which we don’t unless we have a strong reason to 
intervene.

“In light of the current crisis, the question of 
whether the commission should intervene has 
emerged a couple of times, but during normal 
times we see that the market works. It is not 
guaranteed that intervention would result in a 
better situation.”

Kroon also said that the economic impact of the Red 
Sea crisis were far less severe than those seen during 
the port congestion of the pandemic.

“Rates are less elevated and there is no capacity 
crunch,” she said. “That means there is still 
bargaining ongoing in the market and rates can not 
increase unconditionally because shippers can still 
switch to other operators.”

Freight also remained a relatively small amount of 
the landed cost of  most goods, so the inflationary 
pressure from the crisis was negligible at around 
0.2-0.3 percentage points, although this could rise 
to 0.7 percentage points if the situation was long-
lasting.

Smit said the ESC has sought to discuss the 
transparency of surcharges with carrier 
representative groups such as the World Shipping 
Council and the European Community Shipowners’ 
Association, but to little avail.

“In general terms we say the current surcharges are 
too high still,” he said.

“We would like more discussion on the structure of 
surcharges, if not the overall level. But there is 
overcompensation that we would like to see that 
monitored.”

Diana sells another bulker as profits dip
DIANA Shipping has agreed to sell another of its 
dry bulk carriers, in a deal disclosed as it posted 
reduced profits for the fourth quarter and full-year 
2023.

The 2009-built capesize Houston (IMO: 
9539602) will go for a sale price of $23.3m and 
will be delivered by mid-September this year at 
the latest.

The vessel is earning $13,000 daily on hire to EGPN 
Bulk Carrier in a charter that is due to expire at the 
end of August at the latest.

The Greece-based owner sold a 2007-built capesize 
last December for $18m and another sold vessel, the 
2006-built panamax Artemis (IMO: 9335989), 
which is due to be delivered to buyers no later than 
March 8.
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The two departures would reduce the current fleet of 
40 vessels to 38 on the water.

In addition, Diana this month inked a final 
newbuilding contract for two methanol dual-fuel 
kamsarmaxes, its first vessels built for an alternative 
fuel.

They are scheduled for delivery in the second half of 
2027 and the first half of 2028.

Diana has also invested in newbuilding wind farm 
vessels through a German-led joint venture.

The New York-listed dry bulk carrier owner, that 
fixes its fleet primarily on short and medium-term 
time charters, saw fourth-quarter revenues dip by 

20.7% to $60m, despite increased ownership days 
from vessel acquisitions.

Net income attributable to common stockholders 
fell by 63.4% to $9.4m and the company declared a 
cash dividend of $0.075 per share on its common 
stock.

This was half the dividend of $0.15 paid out to 
shareholders for the third quarter of last year.

For the full year, Diana’s net income of $44.1m 
attributable to common stockholders was a sharp 
fall from $113.3m in 2022.

Revenues for the 12 months came to $262.1m, 
compared with $290m for the previous year.

Dry bulk’s 2024 to be ‘one of the best years 
in recent memory’, says Breakwave
DRY bulk will have one of its best years in recent 
memory in 2024, according to Breakwave Advisors, 
citing Panama and Suez disruptions and signs China 
may want to cut coal production.

A midweek report said the best February in 15 years 
raised hopes for a solid full year.

The Baltic Dry Index has shown signs of recovery 
from a mid-January slump, surpassing 1800 by the 
end of last week. Freight futures have also 
demonstrated optimism, as the nine-month forward 
curve for capesizes now exceeds $25,000.

If capes could average $20,000 in February, the 
worst month of the year, Breakwave said, then “the 
rest of the year should clearly be priced higher.”

Canal problems would tighten vessel availability 
mainly in the Atlantic basin and “provide 
considerable psychological optimism to owners”.

The same was true for smaller ships, with the nine-
month forward curve for panamaxes remaining 
above $16,000.

There was no sign of strong demand with China’s 
moderate at best, but supply constraints had been 
enough to tighten the market balance.

Breakwave said as a result “2024 is shaping up to be 

one of the best years for dry bulk in quite some 
time”.

“There is no reason to doubt the current argument 
for a particularly strong year, and it will take a 
considerable spot market correction to change the 
mind of freight traders and analysts alike, a scenario 
that for now seems remote.”

Breakwave said in a separate post that reports China 
will toughen a mining safety campaign in three 
leading coal provinces, with stricter supervision by 
officials over production, could bode well for its dry 
bulk demand by reducing local output.

Breakwave cited media reports that officials in 
Shanxi province would review “rampant” 
overproduction, while a governor from the province 
has called for cutting coal production by 50m-70m 
tonnes.

A note from Kaiyuan Securities estimated that 
Shanxi’s coal production will decrease by 
approximately 50m tonnes this year, a 3.6% drop 
from last year’s output.

A Braemar report said domestic production cuts 
may enhance import prospects. But a repeat of last 
year’s record coal imports would depend on the 
weather, economy and industrial performance, as 
well as competition from alternative fuel sources.
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IN OTHER NEWS:

Chairman Mao Jianhong steps down 
from China’s Ningbo-Zhoushan port
NINGBO-Zhoushan port 
chairman Mao Jianhong has 
resigned.

The Shanghai-listed firm, 
operator of the world’s third-
largest container port, said in a 
stock exchange filing that the 
resignation was due to “work 
reasons”, without providing 
further details.

Eastern Pacific Shipping enters 
wind-assisted propulsion space with 
bound4blue deal
DIVERSIFIED shipping giant 
Eastern Pacific Shipping is 

entering the wind-assisted 
propulsion space in a deal with 
rigid suction sail developer 
bound4blue.

Three of bound4blue’s 22-metre 
sails will be installed on board 
the 50,000 dwt product tanker 
Pacific Sentinel (IMO: 9862932) 
later this year.

Hanwha Ocean wins big VLCC 
newbuilding contract
SOUTH Korean shipbuilder 
Hanwha Ocean has won its first 
very large crude carrier 
newbuilding contract in three 
years with a Won342bn ($256m) 
deal for two very large crude 

carriers from a company in 
Oceania.

The shipyard formerly known as 
Daewoo Shipbuilding & Marine 
Engineering announced that the 
VLCCs will be built at its Geoje 
yard and are scheduled for 
delivery by the end of 2026.

For classified notices please view the next page.
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