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THE head of China’s national shipbuilding association has extended
an olive branch to Japanese yards and equipment suppliers at today’s
Sea Japan event, urging both sides to strengthen co-operation and
stabilise supply chains.

Tirkiye restricts exports to Israel over
Gaza war

The overture comes amid rising pressure from the US, which is
seeking to rally allies including Japan to revive its domestic
shipbuilding capacity and curb Beijing’s growing dominance in
the sector.

“China and Japan are neighbours [connected by] a street of seawater,
and our industrial co-operation enjoys natural geographical
advantages,” said Li Yanqing, secretary-general of China Association
of the National Shipbuilding Industry (Cansi).

Speaking at a seminar during the biennial maritime fair held in Tokyo
— one of the largest of its kind in Asia — Li cited remarks by Chinese
President Xi Jinping during a meeting with Japan Prime Minister
Fumio Kishida last year. He said that mutually beneficial collaboration
between the two countries served their fundamental interests and
could help promote regional peace, development and prosperity.

Xi also noted then that economic interests and industrial supply

chains were deeply integrated between China and Japan, and
“decoupling” benefited neither side.

Lloyd’s List | Daily Briefing Thursday April 11, 2024 Page 1



Li, a former executive at China State Shipbuilding
Corp, recalled the support Japanese builders and
suppliers provided to their Chinese counterparts
in technology, design and production management
since the early 1980s, and the dividends the former
reaped later on.

He said “we must not forget the past” when looking
ahead.

“The Japanese industry helped the take-off of
China’s shipbuilding in almost every aspect... now
we have very close business ties, but still we need to
consider how we can move forward.”

The industry Cansi represents rapidly emerged
since the 1990s, making China the world’s top
shipbuilding nation today. Meanwhile, Japanese
yards’ market share gradually shrank over the past
three decades owing to fierce competition, labour
shortages and cost increases, among other factors.

According to data from Cansi and Clarksons, China’s
share of new vessel orders was 60.2% last year in
terms of compensated gross tonnage, versus Japan’s
10.4%. South Korea had 23.4% and the EU 2.5%.

“But this doesn’t mean China and Japan can
only compete homogeneously,” Li said, stressing
they should move beyond stereotypical thinking
dominated by market share comparisons.

He suggested that China and Japan should

seize opportunities in green and smart ships to
strengthen innovative co-operation across the
industry chain. The industry transformation offers
chances for Japan’s marine equipment sector to
partner more extensively with Chinese shipbuilders.

For instance, Japan is more advanced in emission-
cutting and automation technologies, while China
builds ships with a much wider range of products
and at the same time boosts huge maintenance and
retrofit markets, Li observed.

“Stable co-operation in these areas would benefit
supply chain stability and competitiveness,” he
added.

Additionally, there is significant potential for
China and Japan to collaborate in formulating
international industry policies, regulations, and
standards. Their shipbuilding industries can also
jointly educate and cultivate the next generation
of maritime professionals to address widespread
labour shortages.
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Li’s proposals come about a month after unions led
by the United Steelworkers called their government
to investigate Chinese shipbuilding. They alleged
Beijing’s unfair subsidies caused US job losses and
national security threats.

The unions even proposed levying extra port fees on
Chinese-built ships calling at US ports to support
revitalising domestic shipbuilding. Previously,

the US navy secretary Carlos Del Toro had visited
South Korea and Japan as well as their shipyards,
expressing the hope that the latter two could assist
with that of goal of revival.

These moves come against the backdrop of
escalating competition between the world’s two
biggest economies, and Washington’s desire to
unite more allies to reduce reliance on Chinese
manufacturing and supply chains.

On the sidelines of the seminar, Li told Lloyd’s List
he was not worried about potential US actions. He
believes that the unions requesting probes are more
interested in courting political favour and leveraging
the upcoming US presidential election to secure
funding, which he feels is incapable of undermining
the foundation of China’s shipbuilding industry.

In his view, with a 60% market share and an
advanced industrial cluster, the scale and cost
advantages of the sector are well established and
difficult to shake.

“A good foreign equipment supplier should now
consider quickly capturing opportunities from the
Chinese market,” Li said.
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WHAT TO WATCH

Baltimore bridge collapse owners liability
limitation bid has strong chance

A BID by the owners and managers of the boxship
that brought down the Francis Scott Key Bridge
in Baltimore last month to cap liability at just
under $44m will probably hold unless “knowledge
or privity” in negligence or deficiencies can be
established, according to legal experts.

While the exposure is remarkably minimal in light
of the loss of six lives in the casualty and the likely
$600m-plus cost of a replacement bridge, the
petition filed with the federal court by Singapore’s
Grace Ocean and Synergy Marine is fully in line
with extant US legislation, they added.

In practice, the bulk of any eventual bill will be
indemnified by the companies’ liability insurer,
Britannia P&I Club, at least up to that marine
mutual’s $10m retention limit. Any payouts beyond
that will be shared pro rata among the other 11
affiliates of the International Group.

The administration of US President Joe Biden
has pledged to fund rebuilding efforts. But it
could seek to recoup the outlay from the property
insurers, namely US property insurance giant
Chubb, which could face claims topping $1.0bn in
the round.

The incident is likely to reignite the debate on the
principle of limitation of liability, which shipowners
enjoy to an extent that would be the envy of any
other sector.

Ultimately the case will be decided by US judges
under US law, as the country is not a signatory to the
conventions that govern such situations in most of
the rest of the world, including those with contracts
drawn up under English law.

Much will now depend on the results of an
investigation into the casualty by the National
Transportation Safety Board, with preliminary
findings expected imminently.

Footage of the incident suggests Grace Ocean’s
containership Dali (IMO: 9697428) lost
propulsion prior to hitting one of the bridge’s
supports. The NTSB investigation will establish
precisely how this happened and whether
negligence was a factor.
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Not a matter of justice

But the broad principle of limitation of liability for
shipping has been upheld by many prominent legal
authorities, including the late Master of the Rolls
Lord Denning, the most controversial British judge
of the 20th century.

In the 1963 case Bramley Moore, Denning famously
ruled: “The principle underlying limitation of
liability is that the wrongdoer should be liable
according to the value of his ship and no more.

“A small tug has comparatively small value and

it should have a correspondingly low measure of
liability, even though it is towing a great liner and
does great damage.

“I agree that there is not much room for justice in
this rule; but limitation of liability is not a matter

of justice. It is a rule of public policy which has its
origin in history and its justification in convenience.”
The first English law allowing shipowners to limit
liability in respect of tort and some contract claims
was introduced in 1733, when Baltimore still formed
part of the British colony of Maryland.

Even 300 years ago, shipping was taken to be

an essential industry, and owners successfully
contended that nobody would undertake the
extraordinary risks entailed in seafaring at the time
without some exemption of this sort.

But shipping now is safer by several orders of
magnitude; the risk of total loss has reduced from
one in five to a major longshot.

And many other industries, from semiconductor
manufacturing to fossil fuel extraction, can equally
claim to be essential. But the legal picture is little
changed.

In most countries, limitation of liability is governed by
the Convention on Limitation of Liability for Maritime
Claims 1976, abbreviated to LLMC in industry jargon.

But the US is not a signatory and handles the matter
through the Shipowner’s Limitation of Liability Act
1851, which critics regard as antiquated and not as
rigorous as the convention.
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Under this legislation, the limitation, except as to
claims for personal injury and wrongful death, is

the value of the ship and the earnings of the voyage
on which it was engaged at the time of the casualty.
Crucially, this bears no relationship to the amount of
damage caused by the incident.

A vessel is not held responsible for damage to a fixed
object unless the allision is caused by a deficiency

in the vessel or by negligence or a wilful act on the
part of its crew. The burden of proving freedom from
fault lies with the owners.

Privity or knowledge

The party asserting limitation must be free from
“privity or knowledge,” which allows owners to limit
liability for the negligence of master or crew. But
they cannot do so for their own personal negligence
or that of their managers.

To that extent, the privilege is similar to the limited
liability of investors in a private company. There

is also an obvious parallel with the Civil Liability
Convention 1992, which limits shipowner liability
for oil pollution damage.

Shipowners entitled to limitation can meet the
full extent of their liability by abandoning the ship
and its pending freight to claimants, which is how
lawyers acting for Grace Ocean and Synergy have
calculated the cap.

If the ship had sunk or was a total loss with no
freight pending, the claimants would have been
entitled to nothing.

The British 1733 and US 1851 Acts were not initially
recognised by other countries. That meant that
owners whose vessels traded internationally could
be sued in multiple jurisdictions as a result of one
casualty and forced to set up limitation funds in
each country.

This situation was regularised by the adoption

of a forerunner to the 1976 LLMC signed in
Brussels in 1957, which made limitation decrees
delivered by admiralty courts in ratifying countries
internationally effective.

Limitation of liability under the LLMC and the
Civil Liability Convention 1996 governing oil

spills is designed to be “unbreakable”, thereby
enabling the insurance market to provide cover
without becoming potentially exposed to unlimited
payouts.
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But national courts have in recent years shown an
increasing willingness to break the limitation by
triggering exceptions contained within the small
print of the conventions.

Political decision after Prestige spill

The obvious example is the 2016 Spanish Supreme
Court ruling over the 2002 Prestige oil spill, which
found criminal misconduct on the part of the
master and held that he had acted recklessly and
with knowledge that the loss caused would probably
result.

This was deemed sufficient to trigger an exception
under the CLC. Many commentators saw this as

a political decision, given that the relevant article
required a demonstration of personal wrongdoing
on the part of the shipowner.

In light of these concerns, the International Group
of P&I Clubs and the International Chamber of
Shipping helped devise new wordings to promote
certainty.

The IMO general assembly in December 2021
affirmed that the test for breaking limits is
applicable only in very limited circumstances.

Essentially, it entails a level of culpability
analogous to wilful misconduct, representing a
higher degree of culpability than gross negligence.
Only that level of culpability deprives owners of the
right to be indemnified under marine insurance
policies.

Reducing risk

John Woods, New York-based partner at law firm
Clyde & Co, pointed out that many emerging
economies — including the US, which in 1851 came
into that category — adopted such protections to
avoid crushing nascent shipping industries, which
were seen as crucial to economic development.

“People say [the 1851 Act is] a century and a half
old, it’s archaic, it doesn’t have any applicability
anymore. But in fact it only aligns the US with
international conventions.

“Limitation of liability is a way of reducing risk

for a company or an industry. Similarly, insurance
is a way of shifting risk. If you look at the Dali

this way, if the vessel is able to limit, the vessel
was not negligent in the sense of having privity or
knowledge. It didn’t have a way of avoiding allision
with the bridge.”
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The facts will determine whether the owners’
petition will succeed. But there is nothing known so
far that suggests grounds for breaking limitation.

The vessel was in class, had recently been
inspected, and reportedly well maintained. While
the bridge was undoubtedly brought down by the
impact of the ship, limitation of liability does what
it says on the can.

Woods also highlighted the separation of property
liability from liability for what is known in the US as
wrongful death.

Politics of the situation

The politics of the situation, especially in an election
year, will play out to its own rules. But the backlash
from public opinion seems muted so far.

The port was reopened for vessels with shallow draft
within days and is expected to return to business as
usual next month. Workarounds for other problems
are being devised; for instance, trapped containers
are being moved by rail to other ports.

Giorgio Berlingieri, Of Counsel at law firm Advant
Nctm and advocate to the Italian Supreme Court
of Cassation, is one of the best-known figures in
maritime jurisprudence.

“Limitation of liability for maritime claims is an old
concept, which was designated to encourage and
protect trade,” he said.

“Limitation allows insurance capacity to cover risks
for liability to third parties. Insurance, which is
compulsorily imposed by almost all international
maritime conventions, in fact allows protection of
victims even if their claims are not capable of being
fully met.”

The ship involved in the Baltimore bridge collapse
flies the Singapore flag, a State party to the LLMC
1996 Protocol, he went on.

“In US law the limit can be broken is the loss

if deemed to have occurred with the privity or
knowledge of the owner of the ship. The term,
including demise-charterers and co-owners, was
expanded also to shareholders, mortgagees and
managers.

“In claims for personal injury or death the
privity or knowledge of the master or the owner’s
superintendent or managing agent is imputed to
the owner.”
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Pay to be paid

Another justification for limitation is that a severe
loss falling on a single shipowner would drive that
shipowner out of business, said Darryl Kennard, a
marine and energy partner with British law firm
Penningtons Manches Cooper.

“What Joe Public might find even more astonishing
is that if a shipowner navigates a vessel negligently,
he can excuse himself for liability under contract for
the cargo that he’s carrying.

“That sounds extraordinary. But it was recognised
how risky the whole business was and limitation
was packaged on the back of that. The negligent
navigation defence is a contractual defence.

“But what about all the people who have got claims
in tort against you? You've got no contractual
defences there, and it was felt owners needed an
overarching right to limit, in order to ensure that
people would still put their property at risk in order
to drive world trade.”

Without the right to limit, the appetite of insurers
to insure third party liabilities would be much
diminished, drastically reducing insurance
availability. Without insurance, every ship would
become a single-ship company, with enormous
claims secured only against damaged ships.

Hence — as in the case of Dali — the limitation
is the value of the ship at the end of the voyage
plus outstanding freights, the revenue earned by
completing the voyage.

“That means that, in theory, you could have a limit
of zero if the ship becomes a total loss and has no
value.”

Kennard’s colleague James Severn, also a partner
at the firm, said that any liability on Grace Ocean
and Synergy will be subject to the ‘pay to be paid’
rule. That is, they will have to come up with cash
up front prior to receiving indemnification from
Britannia.

That will be manageable if the cap holds, and
possibly problematic if limitation is broken and the
sums involved start running to nine figures.

“Only to the extent Grace Ocean has the capability of
paying those claims will Britannia have to reimburse
or indemnify Grace Ocean,” he said.

Most P&I policies forbid owners from borrowing for
these purposes. But there is a workaround; owners
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can pay an installment, get indemnity for that slice,
and then pay a further instalment, and so on.

The question is whether the historic reasons for
limitation still hold good in the twenty-first century.
Is shipping still entitled to a perk that many other
high-risk industries do not get? Severn believes
that the insurance position still makes the special

treatment reasonable.

“Put it this way; if you make a liability uninsurable,
then it won’t be insured. The existence of insurance
at a reasonable level gives you much greater
protection than if you are just left with being able
to take the assets of the corporate entity that has
caused a claim.”

‘Could they? Yes. Will they? Probably not’:
Doubts over Iran’s Strait of Hormuz threat

THE commander of Iran’s navy reminded the world
who controls the Strait of Hormuz this week, though
any follow-through has been deemed unlikely.

Alireza Tangsiri told Iran’s semi-official Student
News, “we can close the Hormuz Strait but are not
doing so. However, if the enemy comes to disrupt us,
we will review our policy”.

His comments follow an attack on the Iranian
consulate in Damascus. Iran blamed Israel for the
attack.

Brigadier-General Mohammed Reza Zahedi, who led
Iran’s Quds Force in Syria and Lebanon, was among
the dead. Iranian leader Ayatollah Ali Khamenei
vowed: “Israel will be punished.”

Closing the Strait of Hormuz would imperil
shipping. In March, 103 10,000+ dwt cargo-
carrying ships passed through the strait every day
on average, according to Lloyd’s List data analyst
Bridget Diakun.

The US Energy Information Administration
estimates 21m barrels of oil per day flowed through
the Strait in 2022, or 21% of global liquid petroleum
consumption.

Iran has threatened to close the strait before,
including as recently as November.

EOS Risk Group head of advisory Martin Kelly could
attack ships in the strait with anti-ship missiles and
drones if it chose to.

“They have got the capability to attack ships
transiting through the strait” he told Lloyd’s List.

Kelly continued: “Another way to close the Strait

of Hormuz is to say they were conducting mine
exercises and some ordinance fell overboard.
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“Some shipping companies may refuse to transit the
strait and it would be deemed closed, but without
intent on the international stage.”

This echoes a string of incidents in 2019, when four
vessels were attacked in the Gulf of Oman with
suspected limpet mines. Iran was said to be behind
the attacks, which left many shipowners pondering
whether or not to continue voyages through the
strait.

Will Iran close the Strait of Hormuz?
“Can they? Yes. Will they? Probably not,” Kelly said.

“It’s probably a good political tool. In terms of
practicality, Iran is really unlikely to close the Strait
of Hormuz. It would be a red line to the US and
Western shipping companies.

“They’d also be restricting exports of Iraq, Kuwait,
UAE, Saudi Arabia and Bahrain.”

EIA and Vortexa data show that the majority of
crude oil and condensate transported through the
chokepoint in the first half of 2023 came from Saudi
Arabia and Iraq, as well as Kuwait, the UAE and
Qatar.

Andreas Krieg, senior lecturer in the school of
security studies at King’s College London, called
Tangsiri’s comments “not one of the worst threats
we’ve heard from Iran”.

Krieg said relations between Iran and other Middle
East Gulf states were warming and Iran would not
want to imperil this.

“Major escalation wouldn’t help anyone,” he said.

Krieg said Houthi-style attacks on ships were
unlikely.
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“What’s happening around the Bab el Mandeb is
very different,” he said.

“A militia nobody trusts is interfering in freedom of

navigation. For a state to do this would be absolutely
unacceptable. It would reflect so badly on Iran and
have little to no effect.”

MARKETS

VLCC owner dilemma: Buy assets at the peak
or let fleets keep ageing

VERY large crude carrier spot rates remain
unexceptional, below rates at this time last year
and the five-year average. But there’s nothing
unexceptional about VLCC asset values, which
continue to hit new highs. For longtime owners that
must replace ageing fleets, the dilemma is whether
to bite the bullet and order newbuilds or buy
secondhand assets at peak prices — or risk losing
out on future rate gains.

Clarksons Securities assessed current VLCC
newbuild prices at $130m, up 8% year on year.
The price of five-year-old VLCCs was estimated at
$113m, up 13% year on year.

VLCC orders have increased, but the orderbook-
to-fleet ratio remains very low and deliveries in the
next two years will be negligible.

The VLCC orderbook-to-fleet ratio had sunk to
just 1.7% at this time last year, with 13 VLCCs for
delivery in the remainder of last year, one in 2025
and one in 2026, according to Clarksons.

It reported that the VLCC orderbook-to-fleet ratio

is now 5.1% (6.2% including options and letters of
intent), with one VLCC to be delivered this year, five
next year, 19 in 2026 and 21 in 2027 (plus 10 options
and letters of intent).

To put the ageing fleet scenario in perspective,
Arctic Securities said in a report Tuesday that there
would be 41 VLCC newbuildings delivered through
2027 (its numbers vary from Clarksons’) versus 101
VLCCs turning 20 years of age by then.

Orderbook-to-fleet ratios “have been on a rising
path for some time, and interest has already shifted
towards this direction,” said Allied Shipbroking

on Tuesday. “However, given that the orderbook
suggests deliveries at the early part of 2027 —in a
‘good’ scenario — this approach comes with many
uncertainties.”
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Five-year-old VLCCs offer another option, albeit
a costly one, to long-term owners in need of fleet
renewal and immediate market returns.

According to Allied, “The current spread between
five-year-old and 10-year-old assets suggests that
shifting from a fleet with an average age of 10 years
to a fleet with an average of five doesn’t require
excess investing, as the absolute difference in price
between the two age classes is more or less in line
with historical norms.”

Pricing data also show that younger assets “are
seemingly more resistant to value depreciation”,

added Allied.

VLCC rate outlook

Clarksons put average spot rates for eco-design
VLCCs at $49,800 per day on Tuesday, down 12.5%
month on month and flirting with the five-year-old
VLCC cash breakeven estimate of $48,000 per day.
In the year to date, average VLCC spot rates are
down 11% versus the same period in 2023.

The big change of late in the VLCC market is the
value of the crude cargoes. Brent is now hovering
around $90 per barrel, up from $80 in February.
Different analysts gave different spins on how this
could play out for VLCC owners in the near term.

Tankers will “win” due to the oil price rise, said
Clarksons Securities analyst Frode Morkedal in a
research note. “With the upcoming [US] elections,
President Biden is under pressure to lower fuel
prices, which is likely to lead to increased calls

for Opec and American oil companies to increase
production. The continued rise in oil prices raises
the prospect that Opec could reconsider its position
[on production cuts].”

According to Jefferies analyst Omar Nokta, “Non-

Opec+ crude production growth is expected to bring
additional Atlantic Basin cargoes in the coming
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months, while Brent prices around $90 per barrel
signal further offsetting Opec+ cuts are off the table.

“Given the overall tightness in global oil balances,
increased Opec+ flows are becoming more likely,”
said Nokta. “For the past year, VLCCs have been
range-bound due to Opec+ voluntary cuts, but
the sector appears primed to break away as cargo
volumes ramp up.”

In contrast, Breakwave Advisors said that “the
persistent ascent in oil prices poses significant
challenges, potentially hindering sustained
momentum in import volumes moving forward”.

Regarding current VLCC fixtures, it said “the
possibility of further increases in oil and bunker
prices has motivated owners to resist significant

drops in freight rates, leading to the current rather
unexciting market. While the present vessel position
list remains relatively balanced, prolonged inactivity
could potentially lead to further declines in spot
rates for oil tankers.”

Breakwave remains positive on the medium to

long term for VLCCs, asserting that rates should be
supported by the low orderbook, favourable demand
fundamentals and “ongoing geopolitical turmoil”.

And so, the dilemma persists for VLCC owners: buy
assets at the peak — with those values driven, in
part, by issues unrelated to tanker shipping, such as
orders of other vessel types and the price of steel —
or risk missing out on some upside from a future, as
yet hypothetical, rate bonanza.

Zim gains ground as newbuildings

are delivered

ZIM’s elevation in the top 10 carrier rankings
marks a step in its move to renew its fleet rather
than a major effort to increase its size just for the
sake of it.

Figures from Alphaliner show Zim this week rose
above Taiwan’s Yang Ming to take the number nine
slot with 712,647 teu, compared with Yang Ming’s
707,018 teu.

In the grander scheme of things, this single
panamax-worth of capacity difference means little;
the two carriers remain 100,000 teu away from
HMM, their nearest rival, and neither have an
orderbook that will further threaten the rankings.

Nevertheless, it demonstrates how Zim’s fleet
renewal programme has seen it end up with a
series of larger capacity vessels.

In a call with analysts following the company’s full-
year 2023 results last month, Zim chief executive
Eli Glickman said the newbuildings were part

of a “fuel renewal” that was seeing the company
increasingly adopt LNG as a transition fuel.

The line is halfway through taking on a series of
46 long-term chartered newbuildings, of which
28 are LNG-fuelled. Of these, 24 have already
been delivered and another 22 are due during the
remainder of 2024.

“The advantages of this fleet will shift Zim’s reliance
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away from older, less fuel-efficient ships to a cost-
and fuel-efficient fleet,” Glickman said.

“Our core fleet will be modern, larger and better
suited to the trades in which we operate. Our cost
per teu is declining as we continue to take delivery
of the newbuilding tonnage and redeliver expensive,
Covid-era vessels.”

A third of the fleet would be LNG fuelled by 2025, he
added.

But while the fleet capacity is set to grow as larger
vessels come on line, the number of ships Zim
operates — 132 boxships at latest count — is likely
to remain static as it returns older, less efficient
tonnage.

“We have a total of 30 vessels up for charter renewal
in the remainder of 2024, compared to the expected
delivery of 23 newbuildings during this period,” said
chief financial officer Xavier Destriau.

“Another 37 vessels will be up for renewal in 2025.
This gives us ample flexibility to ensure our fleet size
matches the market opportunities.

“While we may continue to operate a similar or
fewer number of vessels, our capacity has grown and
will continue to grow in 2024. The newbuildings are
replacing smaller vessels, less cost-effective tonnage,
with larger, more cost-effective tonnage, thereby
contributing to lower unit costs per vessel.”
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Any of Zim’s vessels up for charter expiry in the
coming year would not be renewed, he added.

In many ways this fits with Zim’s “asset-light”
model it developed that allows it to flex its capacity
according to market demand, although the
newbuildings lose some of that flexibility with their
long-term charter periods.

Nevertheless, Zim believes the strategy will
continue to improve its fortunes, despite its reduced

expectations for earnings this year.

“We always expected 2023 and 2024 to be a

transition period,” Glickman said.

But he believes the new tonnage will make Zim more
competitive when the recovery does come.

“ZIM is betting its new ships will win over new
green-conscious customers and, crucially, lower unit
costs,” said analysts at Alphaliner.

“In the interim, the company is dealing with
unusually high unit costs, with many chartered
ships signed at pandemic-era rates, such as the
9,000 teu Zim Shanghai, fixed to July 2025 at
$72,700 per day.”

Regional chokepoints helped Monjasa boost

bunker sales in 2023

DANISH bunker supplier Monjasa increased its
sales by 2% on the year in 2023 to 6.5m tonnes, as
the company sold more fuel in regions affected by
chokepoints such as the Americas, the Middle East
and Africa.

Monjasa said it offered new refuelling services to
customers affected by the restricted number of
transiting vessels because of the drought in the
Panama Canal. The company supplies fuel in three
locations near the canal including Balboa, Cristobal
and Cartagena.

In Africa, the company moved three of its bunker
vessels to Namibia to meet firmer demand on the
back of the diversions from the Red Sea, following
attacks by Yemen’s Houthis. It reported rising
demand at its African supply locations from ships on
the longer voyages.

Regional chokepoints helped Monjasa raise sales in
its main regions including the Americas, the Middle
East, Africa and Asia. The Americas remained as

its biggest hub with 44% of total sales last year,

up from 42% in 2022. The Balboa terminal in the
Panama Canal was its top supply area in 2023, while
Colombia’s Cartagena port — near the Caribbean
Sea entry to the Panama Canal — was its third
biggest. Singapore was Monjasa’s second-biggest
supply area in 2023.

The Copenhagen-based company bought four
bunker delivery tankers in 2023 to increase its
owned fleet.

“In a historically strong tanker market, we gained
advantage of controlling a larger part of our logistics
and having this fully integrated in the marine fuels
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activities,” said chief executive Anders Ostergaard.

The company has a fleet of 30 bunker delivery
tankers including 14 owned vessels.

Monjasa’s bunker sales rose for the sixth consecutive
year in 2023, up more than 85% since it reached
3.5m tonnes in 2017.

The company posted a lower year-on-year net profit
of $109m in 2023, compared with its all-time high
level of $171m in 2022. It expects net profit to fall
further in 2024 to $40m-$8om.

Despite the yearly drop in net profit, the 2023 figure
was well above historical averages owing to higher
sales and better profit margins. Monjasa’s net profit
was between $5m to $30m during 2018-2022.
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IN OTHER NEWS

Former Guangzhou Port chairman
detained in misconduct probe

THE former chairman of
Guangzhou port, Li Yibo, who
resigned last week, has reportedly
been held in custody by anti-graft
authorities.

Li was detained in early April. The
investigation is believed to be
related to construction projects
undertaken during his time in
office, local media outlet Caixin
reported, quoting sources close
the matter.

Following Li’s detention,
Guangzhou port is reviewing all
projects carried out since 2018,
with a total investment of Yuan
20bn ($2.8bn), the report said.

Navigator Gas completes first ship-
to-ship transfer of ammonia
NAVIGATOR Gas, the owner and
operator of handysize liquefied
gas carriers, has completed

the first ship-to-ship transfer of
ammonia.

The company announced that
its fully refrigerated, 38,000 cu
m LPG carrier Navigator Jorf
(IMO: 9796339) received a cargo
of 25,300 tonnes of anhydrous
ammonia via an STS transfer

from StealthGas’ Eco Oracle (IMO:

9936549) on April 3. The vessels
were moored alongside at port of
Ngqura, South Africa.

Ammonia has been touted as one
of the key pieces in shipping’s
decarbonisation jigsaw. The
chemical is made from hydrogen
and nitrogen and can be used

as a zero-carbon fuel. However,

it is highly toxic, flammable

and corrosive, making safety a
significant point of concern.

Tiirkiye restricts exports to Israel
over Gaza war

TURKIYE has imposed export
restrictions against Israel, noting
that restrictions will only be lifted
if Israel declares a ceasefire and
allows aid into Gaza.

The Turkish Trade Ministry
published a list of 54 products
including some metal, steel and
construction products that will be
subject to restrictions. Metal and
steel products made up 18% of
Turkiye’'s $5.4bn exports to Israel
in 2023, according to official

data from the Turkish Statistics
Agency.

The decision came after Israel
refused Tirkiye's proposal to drop
aid over the Gaza Strip this week.

Other restricted products
included aluminium, chemical
compounds and chemical
fertilisers.

Classified notices follow

Lloyd’s List'>

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

Please contact: marketingservices@lloydslistintelligence.com
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Curated maritime news and
market analysis
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Unrivalled 115k+ articles in seven
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Choose the trusted source

Contact us today on +44 20 7017 5392 (EMEA) / +65 6508 2428 (APAC) /
+1(212) 502 2703 (US) or visit lloydslist.com
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Container Tracker

Save time. Stay compliant.

® O

Track containers, Complete checks in Download
not just ships minutes, not hours the evidence
Simplify transhipment tracking Save time, with all the data you Downloadable reports ensure you have
with end-to-end downloadable data need in one interface, supported the necessary documentation to prove
trails on containers - by container by tracking intelligence from over compliance, including specific end-to-end
number or Bill of Lading. 600 Lloyd’s agents worldwide. 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 LlOyd’S L|St IntelllgenCGD
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