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Thursday April 4, 2024

Capesize correction  
gathers steam as spot  
rates and FFAs fall

CAPESIZE spot rates are sliding back toward their historical averages 
after an unexpectedly robust first quarter. Market sentiment is 
worsening, with FFAs posting steep losses on Tuesday.

Clarksons Securities put average capesize spot rates at $19,900 per day 
on Tuesday, down 9% from the previous close and a fall of 43% from 
the recent high of $34,900 per day on March 4.

“The correction in dry bulk is here as spot rates look for a bottom,” said 
Breakwave Advisors.

“Our view is that the correction has yet to reach a bottom. A sequential 
upswing in the summer might play out, subject to real demand coming 
out of China, a normalisation in inventory levels and the continuing of 
recent disruptions in vessel availability,” it said.

According to Clarksons Securities analyst Frode Morkedal, “Although 
the freight market has corrected quite heavily, it’s difficult to explain it 
by shipments. Total iron ore shipments posted a yearly high last week, 
with Brazilian shipments rebounding and Australian consignments 
posting a yearly high. Similarly, bauxite exports also posted a yearly 
high last week.”

The first quarter is typically very weak for capesizes. During Q123, 
spot rates sank to a mere $2,200 per day, according to Clarksons 
Securities data. Executives of publicly listed capesize owners attributed 
this year’s unusual Q1 strength to a confluence of iron ore and bauxite 
shipments in the Atlantic basin.
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Lars-Christian Svensen, CEO of Golden Ocean, said 
during his company’s latest quarterly call that 
bauxite exports from Guinea “have become a new 
structural trade in the capesize segment” that is 
“inversely seasonal”.

“The bauxite high season is in the first quarter, 
whereas Brazil [iron ore] traditionally enter a slow 
season in the same quarter. This year, because of dry 
weather in Brazil, we have seen both export routes 
active in large volumes.”

Those dual commodity flows persist, yet they’re no 
longer boosting capesize spot rates, with analysts 
voicing varying theories on the disconnect.

“One potential explanation for the weakness could 
be the increased number of valemax vessels arriving 
in Brazil over the past two weeks, decreasing the 
demand for capesize vessels in the region,” said 
Morkedal.

“The news flow from the iron ore market has also 
been less positive. Chinese iron ore inventories 
posted an increase last week — opposite of the 
seasonality — which seems to stem from a slowdown 
in steel production,” he added.

Breakwave Advisors attributed the capesize 
correction to vessel supply.

“The fundamentals of the dry bulk sector did not 
warrant the recent elevated spot rate levels. It was 
the disruptions in vessel supply, especially in the 
Atlantic market, which led to the recent strength in 
spot rates, especially in such a counter-seasonal 
way,” it maintained.

“The market has now rebalanced, and the supply-
demand equilibrium has tilted the other way, with 
the capesize market facing headwinds from 
increasing vessel supply in the Atlantic market.”

The Baltimore bridge collapse is a negative, said 
Breakwave Advisors. 

The blockage of Baltimore coal exports “has released 
a number of pre-committed capesize ships”.

Simultaneously, “whispers of delays and potential 
force majeure in Guinea are putting additional 
pressure on future bauxite-led demand”.

Big decline for capesize FFAs

“Turns out we don’t know where the bottom is,” said 
FIS of Tuesday’s capesize FFA trading activity. “The 
close saw the market activity… at the day’s lows, 
leaving everyone scratching their heads.”

Thurlestone Shipping said, “The day began with the 
paper recording significant losses and this set the 
tone for the rest of the day.”

According to Braemar, FFA contracts for April 
settled at $21,000 per day on Tuesday, plunging 
15.6% from the prior close, with May contracts at 
$24,750 per day, down 12.4%.

Q2 contracts fell to $23,934 per day, down 5.7% 
from the previous close. Q3 contracts were at 
$25,625 per day, down 6.4%, and Q4 contracts were 
at $25,250 per day, down 6%.

Dry bulk was the best performing segment among 
US-listed shipping companies in Q1, with many dry 
bulk owners hitting new 52-week highs during this 
period.

Shares of listed capesize owners have lost ground, 
but not to the extent of spot rates or FFAs over the 
same period. Bulker owner shares have still retained 
most of their 2024 gains.

On Tuesday, shares of Golden Ocean — the most 
heavily leveraged to capesize spot rates — were 
down 9% from their March peak but still up 32% 
year to date. Genco Shipping and Star Bulk shares 
were down only 6% compared with March highs and 
were still up 23% and 14%, respectively, year to date.

WHAT TO WATCH 

Baltimore bridge collapse vessel owners could 
still claim general average
THE owners of the vessel that brought down a 
bridge in Baltimore last week have the option to 

declare general average to help cover salvage cost, 
even though that might not be immediately obvious 
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in terms of the popular understanding of how GA 
works.

Most maritime professionals knows that general 
average kicks in when owners are forced to jettison 
cargo to save a vessel. At that point, all parties to a 
“maritime adventure” chip in proportionately to 
share the expense.

But — as shipping lawyers are keen to clarify — GA 
can be declared after “any extraordinary sacrifice or 
expenditure… intentionally and reasonably made or 
incurred for the common safety for the purpose of 
preserving from peril the property”, to use the 
wording set down in the York Antwerp Rules.

In this context, “extraordinary” is defined in the 
dictionary sense of “other than ordinary”, which 
basically means any outlay that has not been 
factored into the cost of the voyage.

It is not known whether Grace Ocean and Synergy 
Marine — the owner and manager respectively of 
10,000 teu boxship Dali (IMO: 9697428) — intend to 
go down this route.

But their actions to date, as witnessed by their legal 
attempt to deny liability for the casualty altogether, 
suggest that that they will be minded to minimise 
insurance exposure.

Cargo claims consultants such as WK Webster have 
suggested that declaration is imminent, and indeed, 
local loss adjusters are already on the case. 

But cynical observers have been dismissive of the 
idea, arguing that it is in the commercial interest of 
such firms to talk up the chances.

That said, there are no good reasons to rule the 
prospect out. What is more, the owners have a 
remaining window of several weeks to decide one 
way or the other.

The broad concept of general average has been 
around for well over 2,000 years, and was in place 
when reed-hulled Phoenician vessels sprang a leak 
in the Mediterranean and needed to lighten their 
load to preserve the ship and remaining cargo.

But in its modern format, GA is widely disliked by 
cargo underwriters, who regard it as unfairly 
shifting payouts that are properly the province of 
hull or liability cover onto their tab.

It has been a longstanding bête noire for the 

International Union of Marine Insurance, which has 
campaigned against it for decades.

On IUMI’s account, GA can increase the cost of 
maritime casualties by between 10%-30%. This is 
largely due to the 7% interest and 2% commission 
charged on nearly all expenses and sacrifices, and 
the imposition of adjusters’ fees.

To add to the headache, security has to be collected 
from all cargo interests, which potentially number 
thousands in the case of large boxships.

There are already multiple complications to the 
Baltimore bridge casualty. Tot up the replacement 
value of the bridge and what is now looking like six 
lives lost, not to mention cargo, delay and business 
interruption claims, and the total payout is heading 
inexorably beyond the billion-dollar mark. It will 
take years of legal wrangling to determine the final 
bill.

The salvage efforts will entail untangling huge 
chunks of mangled bridge girder from the deck of a 
thrashed boxship and is understandably shaping up 
as a complex task.

But set against the big picture, the cost of the effort 
– currently estimated at $19.5m – is small beer. 
Even so, going for GA would inevitably be unpopular 
in some quarters.

“It is difficult to say at this stage whether the owners 
of Dali will declare GA,” said Mark Meredith, a 
partner with law firm Roose+Partners.

“There are casualty cases where we do not expect 
owners to declare GA and they do, and cases where 
we think owners will declare GA and they do not, 
possibly for commercial reasons.”

Broadly speaking, general average will be declared 
“in the face of a peril” for which an extraordinary 
sacrifice or expenditure has had to be made. For 
instance, it can arise from casualties that have 
suffered a fire on board with significant damage to 
both cargo and vessel, as seen in the Yantian 
Express (IMO: 9229831) and Zim Charleston (IMO: 
9461506).

Sacrifice of cargo is often an element, but significant 
expenditure borne by owners can also persuade 
them to declare GA.

“On Dali, it is difficult to say. When this first 
occurred, I thought, ‘I doubt it’, the numbers are not 
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going to be that high. Looking at the damage to the 
vessel and the cargo and the cost of freeing this 
vessel from the steel superstructure of the bridge, it 
will come down to how much this is going to cost.”

Everything will very much depend on the owners’ 
exposure to costs that can be claimed in general 
average.

Well-known salvor Resolve Marine has been 
retained to lead the initial salvage effort. The longer 
it takes to free Dali, the higher the bill will be, and 
thus the more likely it will be that GA is declared.

It is normal to declare quite late and the owners still 
have a window of several weeks in which to do so.

Just to make things even more complicated, many 
hull & machinery policies — and very rarely, P&I 
policies — contain “GA absorption clauses” under 
which the hull or P&I underwriters agree to pay out 
for GA, at least up to a point. It is unknown whether 
Dali has such cover.

In theory, any party to a maritime adventure can 
declare GA, said Stephen Askins of Tatham & Co. 
But in practice, the onus is on the owners.

“It’s not just about jettisoning [cargo], it’s also about 
spending money. It looks from the papers filed in the 
US that the salvage is going to cost around $19m. In 
those circumstances, the salvage costs are an 
extraordinary cost.”

GA has even been applied in hijack cases, as 
demonstrated by the Supreme Court ruling in 
Herculito Maritime v Gunvor International this 
year, in which judges ruled that even ransom 
payments to pirates are subject to general average 
contributions.

GA falls outside the general contractual framework. 
But there are avenues for legal contestation if there 
has been a breach of the contract of carriage.

For instance, where a ship is shown to have been 
unseaworthy, cargo interests who make a GA 
contribution can either decline to contribute or pay 
and then seek recovery for breach of contract.

Where the contestation is successful, the ship’s 
proportion of GA is paid by the P&I club.

It is known that Dali lost power prior to the allision, 
and there are reports that the generators were being 
worked on while Dali was in port. 

The test will be whether the vessel was seaworthy 
when it left Baltimore.

John Woods is a partner at the New York office of 
Clyde & Co. 

He is also past chair of the Association of Average 
Adjusters of the United States, although he stresses 
that he’s a lawyer by trade rather than a hands-on 
adjuster.

“Any expenses that need to be incurred to save the 
adventure become general average expenses once 
general average is declared,” he said.

“All of the costs involved in preserving the voyage, 
allowing the voyage to complete, are then shared 
rateably by those interests whose goods were saved. 
That’s principally the ship and the sound cargo.”

To use the Dali casualty as an example, the costs of 
removing the span of the collapsed bridge, freeing 
the ship and allowing it to get to a port of safety, and 
transhipping its containers on other ships will all be 
classic GA expenses.

“Most people in the industry understand that 
general average is very complicated. That much they 
know, and there are rules that have been fine-tuned 
over the centuries,” Woods said.

“There is a lot of debate that goes on among experts, 
outside the view of the general public and even most 
of the maritime community, over what is and is not a 
general average expense.”

Take, for example, crewing costs. Seafarers still have 
to be paid while they wait around for repairs to be 
completed. Then there is the cost of ancillary 
services such as tugs or fuel.

Working out rateable shares can be the hard part. 
Inevitably, there will be thousands of cargo interests 
on a ship the size of Dali, each of which will have to 
contribute. It falls to the average adjuster to do the 
maths.

“It sounds complicated. And it is. You have to ask 
each owner of cargo in a container to contribute 
some amount and take security for that before the 
container can be taken off the ship.”

Woods thinks, on balance, that Dali will declare GA. 
Whether or not an absorption clause is operative is 
not known.
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Shipping’s choke points at risk from  
cyber attacks
ONE of the initial conspiracy theories to emerge 
from the Dali (IMO: 9697428) casualty at the port of 
Baltimore was that the vessel was a victim of a cyber 
attack.

While the real cause of the loss of power and 
steering will only emerge following investigations by 
the National Transportation Safety Board and other 
responsible bodies, the truth may end up being more 
prosaic.

This does not mean, though, that this type of 
incident that could not be caused by a cyber attack.

A simulation of an attack conducted by the 
University of Plymouth’s CyberSHIP laboratory 
describes a similar event carried out on a vessel 
entering the Kill van Kull channel leading into the 
port of New Jersey.

Using known attack vectors on proven 
vulnerabilities in ships’ navigation and control 
systems, the simulation show the effect of a simple 
power surge and loss of steering control in a narrow 
channel.

Following an attack triggered by passing a GPS 
location, it takes less than two-and-a-half minutes 
before the containership has drifted out of channel 
into the bank and its stern has been propelled 
around to wedge against the opposite bank, blocking 
the channel.

When Ever Given (IMO: 9811000) ended up in a 
similar position in the Suez Canal in 2021, it took a 
week to clear the casualty and caused major 
disruptions to international trade. While the 
incident described in the simulation would be less 
critical, the effective closure of New Jersey’s 
terminals would have far more impact that what has 
happened in Baltimore, for example.

“We need to talk about whether this is really 
possible and how can traditional cyber threat 
intelligence that is focused on IT help in this type of 
scenario,” said Ismael Valenzuela, vice-president of 
threat research and intelligence at technology firm 
BlackBerry CyberSecurity.

“Before the disaster in Baltimore, this was not 
something that was really discussed a lot in the 
cyber security community. But we have seen 
scenarios that are similar to this one.”

Preventing this sort of attack from taking place was 
increasingly difficult and would require a level of 
cyber resilience that the industry has not yet 
accounted for, he said.

“Cyber resiliency is not just the ability to prevent 
bad things from happening; that is not possible,” 
Valenzuela said.

“You cannot defend all of your assets against all of 
the threats. You have to prioritise. The goal is to 
anticipate the threats that can cause an impact and 
defend against those. Defence here means to 
withstand and recover and to adapt. The attacks will 
happen, no matter what.”

And when considering what sort of attack to 
prioritise and protect from, it was not enough to 
think that because something has not happened 
before, it was not a risk.

“The closest we have come in the shipping sector is 
the NotPetya attack on Maersk from 2017,” said 
University of Plymouth lecturer Rory Hopcraft.

“It was not targeting maritime, but it showed the 
fragility of the system. Because of the 
interconnectivity, when one system gets hit it can 
spread quite rapidly.”

Key vulnerabilities in shipping came from a ship’s 
systems’ interconnectedness and from bad security 
practices from crew on board.

Hopcraft pointed out it can be five years between a 
vessel’s systems being designed and that vessel 
hitting the water, and then those systems can be in 
place for another 25 years.

“The systems are designed at day one, which means 
they can be five years out of date before they even hit 
the water,” he said. “With 25 years’ worth of life 
expectancy you have 30-year-old systems. That 
legacy problem is still going to be around for decades 
to come.”

Moreover, the minute a crew take over a ship, 
systems begin to change from their original design 
specification as updates are made and new devices 
added.

But technology was only one part of protecting ships 
from attack. Training was important to prevent 
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vulnerabilities emerging in the first place, then to 
know how to respond when an attack took place.

“These are all skills that we need to learn,” he said. 
“If we are going into narrow waters with shallow 
draught we need to ensure we have someone 
manning the manual overrides. Reducing a response 
time by 30-40 seconds could make all the 
difference.”

Corey Ranslem, chief executive of security 
consultancy Dryad Global, warned that attacks were 
likely to become more targeted on shipping in the 
future.

“The maritime industry is probably 10-15 years 
behind the rest of the world when it comes to 
recognising the problem of cyber security, and that 
there is the potential for attacks,” he said.

In an increasingly fragmented world, vessel owners 
and managers needed to understand what was 

behind the threats.

“Cyber threat intelligence is about knowing the 
motivation and that often has a lot to do with 
geopolitics,” said Valenzuela.

“What is happening around the Red Sea is very 
particular to that region. What you see from a 
physical perspective in that area corresponds to 
what we see in the cyber world. It mirrors the threat 
landscape.”

The Red Sea, like the Suez Canal before it, showed 
the vulnerability of maritime choke points as high-
risk areas for the sort of attacks that could have 
maximum impact.

“What we have seen from Baltimore, the Suez Canal 
and the Red Sea is that targeting single, communal 
choke points are the ones that will have the most 
impact,” Hopcraft said.

Ship carrying Russian timber held at  
Rostock in sanctions probe
GERMAN authorities are holding a general 
cargoship at Rostock in a sanctions probe over its 
cargo of Russian timber. 

The 2003-built, 30346 dwt, Marshall Islands-
flagged Atlantic Navigator II (IMO: 9231145) was 
heading from St Petersburg to Baltimore, before 
diverting to Rostock on March 1 to repair a damaged 
propeller. It arrived at Rostock on March 3.

“German customs subsequently placed a hold on the 
vessel, preventing its departure pending a review of 
the cargo on board,” owner CISN Shipping Group 
said in a statement.

The Rostock public prosecutor’s office told German 
public broadcaster NDR the vessel is carrying 251 
containers of birch plywood from Russia, worth 
about €40m. It said the timber could not be shipped 
from Rostock under EU sanctions.

German customs would not confirm details to 
Lloyd’s List, but said: “The ship or the cargo, like all 
goods brought into the EU, are subject to customs 
supervision.

“As part of this monitoring, customs in particular 
checks compliance with the restrictions on foreign 
trade, such as the sanctions against Russia.

“If prohibitions and restrictions prevent the import 
of goods, appropriate customs/criminal law 
measures can be taken.”

Atlantic Navigator II operates on Atlantic Ro-Ro 
Carriers’ transatlantic service and is licensed to 
carry Class 7 radioactive goods, such as low enriched 
uranium and the isotope Cobalt-60, between Russia 
and the US.

Montreal-based CISN said it and US subsidiary 
Atlantic Ro-Ro Carriers, which operates the ship, 
are “deeply committed to quality of service and 
robust compliance with the law, including Canadian, 
American, European, and UK sanction laws.”

“CISN and ARRC Line are working closely with 
German authorities on a positive resolution of the 
matter to ensure the Atlantic Navigator II is 
permitted to continue on her planned voyage to 
ports in the United States as soon as possible,” a 
spokesperson told Lloyd’s List. 

CISN said continuing on to the US as planned with 
the propeller fault would have presented “a serious 
danger to the safety of the vessel, crew and cargo on 
board.”
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MARKETS 

Containership S&P market heats up
MEDITERRANEAN Shipping Company continues 
to dominate the secondhand containership market 
with brokers reporting that the world’s largest 
operator of boxships has purchased five vessels in 
the past week alone.

MSC has secured the 6,700 teu sister vessels Buxcliff 
(IMO: 9221815) and Buxcoast (IMO: 9221827) from 
German tonnage provider NSB Niederelbe 
Schiffahrtsgesellschaft in an en bloc deal for $45m, 
according to brokers.

The purchase of the 2001-built pair brings the total 
number of ships bought by MSC from this owner to 
eight vessels in the past year, said Alphaliner.

Buxcliff and Buxcoast were built by South Korea’s 
DSME for NSB against a long-term charter to CMA 
CGM, but have more recently been serving in the 
general charter market.  

In March, MSC purchased the similarly sized 6,627 
teu Paris II (IMO: 9222273) and Lyon II (IMO: 
9222285), also from NSB, for $40m en bloc.

According to data tracked by Lloyd’s List, MSC has 
bought almost 60 secondhand containerships since 
January 2023 as it has a strategy to reduce its share 
of chartered tonnage.

The company is also said to have tied up deals in the 
past week to acquire the 2006-built, 2,800 teu 

Odysseus (IMO: 9315824) from Greek non-
operating owner Cosmoship for $16m and a pair of 
2,478 teu, 2004-built ships from Maersk.

Shipbroker Braemar reported an uptick in S&P 
activity and enquiries, with Chinese buyers 
continuing to try to acquire secondhand boxships 
for Red Sea trading.

It said that Chinese owners will only consider 
candidates with early delivery as they seek to take 
advantage of high Red Sea freight rates.

However, ships with early laycan dates are in short 
supply as tonnage providers have taken advantage of 

longer charter periods from major operators.

One broker reports that sellers are obtaining their 
desired prices for most candidates due to stronger 
demand for secondhand tonnage following Red Sea 
diversions.

Other recent secondhand sales included the resale of 
a 1,900 teu newbuilding to French operator Marfret.

According to Alphaliner, the vessel is part of a series 
ordered at China’s Guangzhou Wenchong Shipyard 
in 2023 by Germany’s Reederei Nord. Marfret is 
said to have purchased the ship for $30m for 
delivery in 2025.

Marooned vehicle carrier at Baltimore to hit 
Wallenius Wilhelmsen earnings
WALLENIUS Wilhelmsen said it expects 
disruptions caused by the Baltimore bridge disaster 
will cost it $5m-$10m in operating earnings should 
its services be impacted for up to a month.

“The suspension of all vessel traffic into and out of 
the port of Baltimore until further notice has 
obvious implications, both operational and financial 
for the company,” said Oslo-listed Wallenius 
Wilhelmsen Logistics.

WWL’s 5,200 car capacity pure car and truck carrier 
Carmen (IMO: 9505027) was alongside at the 
Mid-Atlantic Terminal, located north of the Francis 
Scott Key Bridge at Dundalk, when the 

Maersk-chartered containership Dali (IMO: 
9697428) hit and destroyed the bridge on March 26, 
closing off all vessel traffic northwards.

Cargo operations on board Carmen had been 
completed prior to the bridge collapse. WWL said 
that the vessel and crew were ready to sail as soon as 
the channel below the bridge is reopened, but it did 
not know when this would happen.

The world’s largest operator of vehicle carriers said 
that the financial hit considers both the reduction of 
logistics operations in Baltimore, and the fact that 
Carmen is unable to exit the port, which will cause 
other disruptions to its work. 
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“The financial effects have been mitigated by 
significant efforts of Wallenius Wilhelmsen staff of 
rerouting cargo to and from other US terminals,” the 
company added.

“We are appreciative of the Baltimore community, of 
which we have been a member for many decades, 
and the local efforts to resolve the situation.”

Baltimore is closed for vessel operations but 
terminals and vehicle processing centres are still 
working.

WWL cargo on the water bound for Baltimore is 
being rerouted to other US ports including Newport 
News, Newark and Savannah.

Baltimore, the largest ro-ro cargo and vehicle carrier 
terminal in the US, is a key hub for WWL and 
several other PCTC operators.

Three bulkers remain trapped there besides 
Carmen, including Oldendorff Carriers’ kamsarmax 
Klara Oldendorff (IMO: 9849007).

Netherlands-based multi-purpose and heavy lift 
vessel operator Spliethoff had its 23,000 dwt MPV 
Saimaagracht alongside a general cargo berth at 
Locust Point, north of the bridge, at the time of the 
collapse.    

Meanwhile, Tradepoint Atlantic, a ro-ro terminal 
just south of the bridge, has kept working since the 
Dali disaster. It said on X yesterday that it expects 
nine vessels redirected from other Baltimore 
terminals to call over the next 15 days.

Tradepoint Atlantic is a dedicated terminal for 
Volkswagen Group-operated car carriers but 
receives occasional calls from other operators 
carrying VW vehicles.

Analysis of Lloyd’s List Intelligence data suggests 
that three vehicle carriers, operated by Japan’s K 
Line, NYK Line and South Korea-based Hyundai 
Glovis are scheduled to call at Tradepoint Atlantic 
within the next five days with cars from Asia and 
Europe.

Türkiye’s Russian oil imports near record  
with buyers unfazed by sanctions threat
TÜRKIYE’S oil imports from Russia topped 4m 
tonnes last month, marking a new record as Western 
sanctions fail to stem the growing appetite of 
Turkish refiners for sanctioned crude.  

Turkish oil imports from Russia in March reached 
4m tonnes, or 978,000 barrels per day, in March, up 
from 3.6m and 3.5m tonnes in January and 
February respectively, according to oil analytics 
firm Vortexa. 

It was the third time that Turkey’s imports have 
breached 4m tonnes, following similar record in July 
and December 2023.

Türkiye has become one of the biggest importers of 
Russian crude and fuel since 2022, after the West 
imposed sanctions on Moscow for the invasion of 
Ukraine.

Western sanction threats have so far failed to slow 
Turkish oil imports from Russia.

This remains the case even after two prominent 
Turkish companies were sanctioned recently because 
of Russian trade.

The US sanctioned Yasa Golden Bosphorus (IMO: 

9334038), a Turkish-owned tanker, for shipping 
Russian oil in breach of the G7 price cap, in October 
last year. 

Meanwhile, the UK sanctioned Turkish shipping 
company Beks Ship Management and Trading for 
operating “in the Russian energy sector as part of 
Putin’s shadow fleet”.

The US also threatened financial firms that help 
trade with Russia with sanctions earlier this year, 
according to Reuters.

Western sanction threats have produced a limited 
impact so far in Türkiye.

However, a prominent Turkish company  
decided to stop Russian business earlier this year 
when Global Terminal Services, a major storage 
terminal for Russian imports, stopped accepting 
Russian oil at its terminal in the southeast of the 
country. 

The decision by the storage operator appears to be 
an exception, as other major firms have since 
continued their Russian imports.

The country’s oil imports from Russia will likely 
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continue in the coming months, as other major 
Turkish importers haven’t changed their stance on 
this trade, sources based in Türkiye said.

Turkish companies ramped up Russian oil imports 
since Russia’s invasion of Ukraine, because the 
country did not impose sanctions against Russian 
imports. 

Türkiye’s status as a net oil importer incentivised 
imports, as local companies took advantage of 
discounted Russian oil.

The country’s Russian oil imports were mostly below 
2m tonnes per month in 2021 before the conflict in 
Ukraine, according to Vortexa.

Crude makes up half of Türkiye’s Russian oil 
imports since February 2022, while diesel accounts 
for one-third, Vortexa data shows.

Türkiye’s oil refiners Tüpraş and Socar were the top 
importers of Russian oil in the past two years.

The two received around 63% of all seaborne 
imports, while major road fuel distributor Opet took 
around 11%, according to the same data.

Tüpraş and Socar have been exporting higher 
volumes of refined products, such as diesel and 
gasoline, to Europe in recent months after 
processing high volumes of Russian crude. 

Koç Holding, owned by one of Türkiye’s richest 
families, owns a majority stake in Tüpraş.

It also holds more than 47% of shares in Opet. 
Azerbaijan-state owned energy firm Socar controls 
Socar Star refinery in Türkiye.

Huaxia Financial Leasing orders eight 
ultramaxes from Sumec Marine
HUAXIA Financial Leasing has ordered eight 
ultramax bulkers from Chinese shipbuilder Sumec 
Marine.

Sumec said the 63,500 dwt bulk carriers are part of 
its Crown 63 Plus series, the flagship product of its 
New Dayang Shipbuilding in Yangzhou.

Huaxia Financial Leasing, which debuts in the 
shipping sector in 2021, also inked charter deals for 
the newbuildings, although did not disclose the 
charterers, according to the Beijing-based lessor’s 
statement.

Financial details and delivery times were not 
disclosed, but broker reports have estimated recent 

ultramax prices at about $34.3m. 

Sumec said the latest order for Crown 63 Plus 
vessels brings its total to 65, ordered by buyers from 
Europe, the Middle East and Asia, adding it has 
delivered 15 such units so far.

Sumec Marine, a subsidiary of Chinese state trading 
conglomerate Sumec Group, acquired and 
revitalised the distressed Dayang Shipbuilding in 
2018, rebranding it as New Dayang.

The company subsequently improved the yard’s 
Crown 63 series of ultramax bulkers, which were 
first delivered in 2012, to become a signature 
product.

Pasha Group gets Morgan Stanley loan
PASHA Group, the US logistics and transport 
company specialising in Hawaii-US west coast trade, 
has received an unsecured term loan from asset 
management giant Morgan Stanley Investment 
Management.

Investment funds managed by Morgan Stanley 
Infrastructure Partners provided the loan to Pasha 
to support infrastructure investments in its Hawaii 
trade, according to a statement.

Terms and financial details of the loan were not 
disclosed.

MSIP said Pasha has “well established its position in 
the US-Hawaii trade landscape” amid limited 
inventory and storage capacity in Hawaii.

“We are excited to partner with The Pasha Group, a 
company with strong market positioning, resilience, 
and a stable long-term growth profile,” said MSIP 
managing director Daniel Sailors.

“We believe Pasha provides a critical and recurring 
service to the people of Hawaii and we welcome the 
opportunity to continue to be a capital partner to the 
company going forward.”
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Pasha Group is the parent company of Pasha Hawaii, 
the US operator ferrying freight and automobiles 
between Hawaii and the US west coast.

The company operated a China-US west coast 
service on behalf of US retail giant Costco during 
the lucrative days of the pandemic-era shipping 
boom but exited the trade in June last year after 

amid the post-pandemic freight hangover and 
persistently weak market.

Pasha Hawaii took delivery of two 2,525 teu Jones 
Act boxships, George III (IMO: 9837092) and Janet 
Marie (IMO: 9837107), in 2022 and 2023 
respectively.

Hafnia gets NYSE nod for dual listing
OSLO-listed Hafnia is pencilled in to begin trading 
on the New York Stock Exchange next week as it 
looks to grow its investor base and expand access to 
capital.

The product tanker giant filed registration 
documents with US regulators on March 27 after 
raising the prospect of a dual listing last year.

The BW Group-controlled company will continue to 
trade in Oslo, which will remain its primary listing, 
it said in a statement. No new securities will be 
issued in connection with the NYSE listing.

Chief executive Mikael Skov said the move marked a 
“significant milestone” for the company.

“We believe that being listed on the NYSE will 
broaden our investor base and enhance our access to 
capital markets,” he said in a statement.

“Our presence in the US market will provide 
potential new investors direct access to our 

commercial performance and proven track record of 
shareholder returns, while also generating increased 
value for our current shareholders through 
additional trading liquidity.”

Hafnia is slated to begin trading in the New York 
Stock Exchange on April 9. 

BW LPG, another Oslo-listed company that is also 
part of the BW Group, announced last year that it 
was planning a dual listing in New York.

Hafnia boasts a fleet of 202 tankers, 117 of which are 
owned. Its average fleet age is 10 years.

The company recorded a profit of $176.4m in the 
fourth quarter and $793.2m for the full year.

Skov added that Hafnia remains “committed to 
delivering sustainable shareholder value through our 
active management approach, ensuring we remain 
well positioned to capitalise on any market 
opportunities”.

IN OTHER NEWS

Taiwan’s Hualien port suspends 
cargo handling after 7.2 magnitude 
earthquake
TAIWAN’S eastern port of Hualien 
was evacuated and loading and 
discharge suspended after a 7.2 
magnitude earthquake struck the 
island early on Wednesday.

The earthquake hit the island at 
0758 hrs, with its epicentre 15.5 
km from Hualien county, 
according to Taiwan’s Central 
Weather Administration. Reports 
said the quake left nine dead, 800 
injured and dozens trapped.

“This is the strongest earthquake 

in Taiwan in 25 years,” a Central 
Weather Administration official 
told a press briefing.

Australia fines master and shipping 
company after pilot seriously injured 
in fall
A MASTER and a Chinese 
shipping company have been 
fined in Australia after a pilot was 
seriously injured in a fall from an 
unsafe ladder.

The Australian Maritime Safety 
Authority said the mooring 
master was hurt on the Panama-
flagged, 2006-built, 12,192 dwt 
general cargoship Boshi 58 when 

the pilot ladder broke during 
transfer on May 25, 2023.

The master and owner Fu Ye 
Shipping pleaded guilty to failing 
to ensure pilot transfer 
arrangements complied with the 
relevant Marine Order and the 
Navigation Act 2012, and were 
fined A$5,300 ($3,449) and 
A$32,000 ($20,830) respectively.

Intercargo and RightShip launch 
centre to raise the bar for dry 
bulk sector 
DRY bulk shipowners’ body 
Intercargo and the environmental, 
social and governance-focused 
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digital maritime platform 
RightShip has unveiled the new 
Dry Bulk Centre of Excellence, 
known as the DBCE, in the latest 
step of their co-operation to raise 
standards in the sector.

The new not-for-profit hub will 
administer the Dry Bulk 
Management Standard,  
known as DryBMS, framework 
jointly developed by Intercargo 
and RightShip three years ago  
as a quality standard for  
bulker operators. 

In a statement, the backers said 
the initiative would be “truly 
collaborative”. 

APM Terminals announces €100m 
investment in electrified terminal
MAJOR container handling 
equipment at the new Croatian 
terminal of Rijeka Gateway will be 
fully electrified, APM Terminals 
has confirmed.

Investment in new equipment at 
the terminal will reach €100m 
($108m) and include ship-to-
shore cranes, gantry cranes and 
vehicles totalling 60 items.

The first batch of electrified 
equipment will arrive in July 2024, 
with operations at the terminal 
set to begin in 2025. Capacity will 
initially be limited to 650,000 teu, 
but an increase to 1.05m teu is 
planned in later phases. 

CMA CGM invests in EVs and 
intermodal transport
CMA CGM is continuing its 
expansion beyond its traditional 
container shipping business  
after taking an equity stake  
in a new electric vehicle  
venture being established by 
automotive companies Renault 
and Volvo. 

The French carrier will take a 10% 
stake in Flexis through its Pulse 
energy investment fund and will 
invest up to €120m ($129m) by 
2026. 

Flexis will design and develop 
electric light delivery vehicles for 
the last-mile delivery segment.

Classified notices follow

Looking to publish a judicial sale, public notice,  
court orders and recruitment? 

 
Please contact: marketingservices@lloydslistintelligence.com
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Container Tracker
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Track containers,
not just ships

Complete checks in
minutes, not hours 

Save time, with all the data you 
need in one interface, supported
by tracking intelligence from over 

600 Lloyd’s agents worldwide.

Download 
the evidence 

Downloadable reports ensure you have 
the necessary documentation to prove 

compliance, including specific end-to-end 
transhipment reports and more.

Request a demo:
America Tel: +1 212-520-2747
EMEA Tel: +44 20 7017 5392
APAC Tel: +65 6505 2084
lloydslistintelligence.com/containertracker

Simplify transhipment tracking 
with end-to-end downloadable data 

trails on containers – by container 
number or Bill of Lading. 
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