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Parallel fleet of dark tankers 
shipped just over half of Russian 
oil in April setting fresh record

FOR the first time since sanctions were imposed on Russia, more 
than half the Federation’s oil was shipped last month on elderly, 
anonymously owned tankers, known as the dark* or parallel fleet, 
most without any known insurance to cover liability for oil spills 
or casualties.

Oil loaded on tankers over April defined as being part of the dark fleet 
exceeded 50.3% by dwt, the highest monthly percentage since the G7 
oil price cap was first imposed in December 2022, data from 
commodities data analytics provider Vortexa and Lloyd’s List 
Intelligence shows. Last month that figure stood at 46%.

Some 174 tankers out of an overall 297 ships identified shipping 
Russian oil cargoes last month met Lloyd’s List’s methodology criteria 
for the dark fleet.

Overall, 36% of all tankers, measured by dwt, had coverage with the 12 
clubs that form the International Group of P&I Clubs, whose clubs insure 
87% of global shipping. That’s the lowest seen since the cap was imposed.

Thirty-two of the 174 dark fleet tankers had cover with the 
International Group. Fourteen and 15 tankers, respectively, were 
insured by two of the 12 clubs.

Coverage with an International Group club is seen as a proxy for 
compliance with the G7 oil price cap.
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The analysis underscores why there is increased 
concern among Western allies that form the Price 
Cap Coalition over safety and environmental risks 
posed by having Russian oil shipped outside their 
jurisdiction, often through crucial chokepoints.

Under the oil price cap Western shipowners, 
charterers, oil traders, banks and insurers can’t 
provide services for shipments to third countries 
unless cargoes are sold below the $60 per barrel cap 
for crude, $45 per barrel for fuel oil and $100 per 
barrel for refined products.

Russia is the world’s second-largest crude and 
refined product exporter with a combined total 
of 7.8m barrels per day of shipments in March, 
International Energy Agency data show. Crude 
comprised just over 5m bpd and gasoil and diesel 
just over 1m bpd.

Greece-owned tankers accounted for 67 ships, or 
22% of all vessels tracked calling at Russian ports in 
April by dwt, the lowest monthly numbers seen since 
figures began being collated two years ago.  

Of the 67 Greece-owned ships, 18 loaded crude 
cargoes, while the remainder shipped refined 
products or fuel oil, Vortexa data shows. 

Fifteen Greece-owned tankers loaded Urals crude, 
which price reporting agency Argus Media assessed 
at an average of $72.88 per barrel over the month.

There is no suggestion that sanctions were breached.

The price for diesel, gasoline and fuel oils largely 
remained below thresholds over the month, 
according to Argus Media, suggesting that Greek 
shipowners are focusing on trades where there can 
be no doubt of price cap compliance.

The ability of Russia to continue exporting crude 
even as prices are assessed well above the cap 
continues to frustrate regulators.

The average monthly price of all Russian crude 
grades has exceeded the $60/bbl price cap for 
all but one month since June 2023. That’s led to 
a diminishing share of Greek-owned tankers in 
Russian trades from as high as 50% in the first half 
of 2023, to the 22% figure seen for April 2024.

Higher crude prices as well as intensifying 
enforcement and penalties imposed on sanctions-
evading tankers and oil traders by US and UK 
regulators has seen many Greeks leave the sector, 
fearful of having cargoes sanctioned mid-voyage.

The Russian oil price cap is “leaky” and is being 
breached “left and right” a UK parliamentary 
inquiry was told earlier this week. 

The International Group also told the same inquiry 
that the cap is increasingly unenforceable with 
an over-reliance on unscrutinised, self-declared 
attestation documents provided by sellers of Russian 
oil declaring cap compliance.

Of the 174 tankers without known P&I cover, at 
least 42 are covered by Russian insurance provider 
Ingosstrakh because they are owned by Sovcomflot 
or flagged in Russia.

Ingosstrakh is also known to cover dark fleet 
tankers from the former Gatik fleet of 50 tankers, 
as well as the 19-tanker US-sanctioned Hennesea 
Holdings ships and the 26 vessels that were formerly 
part of UK-sanctioned Radiating World Shipping 
Services.

Both Gatik and Radiating World have fragmented 
into multiple new ownership and management 
entities after they were identified in sanctions 
circumvention.

Russia-owned tankers accounted for 16% of vessels 
tracked last month, a figure which has remained 
relatively stable over the past 18 months, reflecting 
the finite number of vessels in the government-
controlled Sovcomflot fleet.

Türkiye-owned tankers comprised 4%, while those 
owned by other countries including Azerbaijan, 
China and Middle East nations provided the 
remaining 7%.

The tallies exclude those tankers that subsequently 
take on cargo loaded at Russian ports by ship-to-
ship transfer at locations elsewhere.

International waters off Kalamata, Greece, and 
Malta are commonly used in the Mediterranean to 
consolidate cargoes, while port anchorages at Yeosu, 
South Korea as well as areas off southeast Malaysia 
and Singapore are other areas where transfers are 
seen.

* 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 
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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.

WHAT TO WATCH

Nitrous oxide is no laughing matter
MAN Energy Solutions said last week it expected 
its new ammonia engine to emit “extremely low” 
amounts of nitrous oxide.

Just how low though is “extremely low”? This 
remains the elusive question.

Nitrous oxide (N2O), known as laughing gas, is 
a byproduct of burning ammonia — something 
shipping hopes to do a lot more of if it is to 
decarbonise. N2O is also a greenhouse gas nearly 
300 times stronger than CO2.

A paper by the Maersk Mc-Kinney Møller Center 
for Zero-Carbon Shipping published last year said 
with one gram of N2O equivalent to 265g of CO2, 
“small quantities of N2O may invalidate the case for 
ammonia as a low-emission fuel”.

And there is a trade-off between N2O and nitrogen 
oxide (NOx) pollution: burning ammonia at a lower 
temperature releases more N2O, while burning it 
hotter emits more NOx.

MAN head of two-stroke promotion Rasmus 
Bidstrup said the company would publish exact N2O 
figures upon full-scale testing. Its target is a 90% 
GHG reduction compared with fuel oil when using 
pilot fuel (diesel, needed because ammonia is hard 
to ignite).

“This means that effectively 10% of emissions will be 
left. 5% will be from pilot oil (if it’s fossil fuel — if it’s 
biofuel even less) and then some percentages from 
N2O,” Bidstrup said in an email. 

“Our target is very much within reach, when we 
include all GHG emissions already now.”

The first ammonia dual-fuel engines are set for 
delivery in 2025.

WinGD, another engine maker, said development 
was still in progress. It would share detailed 
emissions data when its estimates were 
corroborated with proper testing of its first 
production engines.

Serkan Unalan, associate researcher at the 
International Council on Clean Transportation in 
Berlin, said for ammonia to be viable as marine fuel, 
N2O emissions would need to be about 270 times 
less than CO2 emitted by diesel engines today, if 
going by the Maersk Center’s calculations.

Engine makers expect about 0.06 grams of N2O 
emissions per kilowatt hour of CO2 equivalent.

In Unalan’s rough estimate, N2O would be equal to 
16.2 g of CO2 equivalent, compared to about 500g 
CO2e for VLSFO. “So if manufacturers achieve as 
low as they claim N2O emissions would be, than the 
switch would definitely be viable,” Unalan said.

But he added: “We need more data on real-world 
emissions and better test cycles to accurately 
estimate these emissions.”

Australian miner Fortescue, which is working on 
an ammonia-fuelled supply ship, said N2O can be 
significantly reduced through engine calibration.

A spokesperson said the effect of N2O was 
“significantly outweighed by the overall reduction 
in greenhouse gas emissions that is possible when 
using ammonia as a fuel”.

There are no readily available after treatment 
systems for N2O, but Fortescue and other engine 
makers are looking into this.

University College London associate professor 
Tristan Smith said N2O was in the International 
Maritime Organization’s GHG calculations so will be 
regulated and managed.

“Technologically it’s surmountable — the question is 
the trade-off with other parameters and ultimately 
what that then leaves the cost of ammonia at,” 
Smith said.
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Grimaldi-Höegh Autoliners marriage a good 
match, on paper
WITH speculation about a potential takeover of 
Höegh Autoliners by Grimaldi Group mounting this 
week, a merger of the two companies’ respective 
vessel fleets would create a vehicle carrier 
powerhouse to rival the largest players.

Höegh Autoliners has a current enterprise value of 
$2.36bn, based on the sum of its 1Q24 net interest 
bearing debt of $338m and its market capitalisation 
of $2.017bn as of Wednesday, May 1. Cash-rich 
Grimaldi Group could be the ideal suitor.

Grimaldi Group joint managing director Emanuele 
Grimaldi has been gradually buying up shares in 
Oslo-listed Höegh Autoliners in the past week and 
now holds a 5.12% stake in the company.

“Grimaldi is keen to expand its deepsea presence, 
and Höegh Autoliners looks like a good fit on paper,” 
Andrea de Luca, commercial ro-ro analyst at Veson 
Nautical, told Lloyd’s List.

However, any tie-up between Italy’s Grimaldi Group 
and Oslo-headquartered Höegh Autoliners may 
prove challenging in terms of differing management 
styles. “The fit looks logical for Grimaldi in terms of 
new customers, vessel fleet and cost synergies but 
perhaps not culture,” de Luca said.  

Nevertheless, both Grimaldi Group’s vehicle carrier 
division and Höegh Autoliners are mid-sized 
operators competing with large players. Merging 
the two company’s pure car and truck carrier fleets 
would propel the combined entity in to the 
big league.

“A Grimaldi-Höegh Autoliners merger would clearly 
upset the status quo led by Wallenius Wilhelmsen, 
NYK, MOL and K Line, if the deal is actualised,” 
said de Luca.

Grimaldi’s PCTC fleet numbers some 22 mid-sized 
and large car and truck carriers while Höegh 
Autoliners runs 34 vessels. Both operators have 
large orderbooks: the former 20 vehicle carriers 
and the latter 12 firm newbuildings and confirmed 
options for four more.

Both operators appear to be convinced by the 
benefits of ammonia fuel with all newbuildings on 
order being to ammonia-ready specification, with 
plans afoot to operate dual-fuel ammonia ships from 
2026 or 2027.     

De Luca notes that 2024 is expected to be a “good 
year” for merger and acquisition activity in the 
vehicle carrier sector and was not surprised to see 
Grimaldi up its interest in Höegh Autoliners on 
Tuesday.

“With Maersk selling its entire position in 
November, perhaps prematurely, we predicted in 
December that M&A would take off in 2024,” he 
said.

“As we saw last week with Gram Car Carriers, listed 
PCTC shipowners with a robust book of long-term 
contracts and low levels of debt on their fleet are 
attractive for cash rich container giants such as 
Mediterranean Shipping Co.”

Containership capacity in balance despite
high newbuilding levels 
THE expected glut of capacity entering the 
container shipping market in 2024 and 2025 
was initially thought likely to drag on box line 
earnings over the next two years, but now 
appears to be something of a blessing in disguise 
following the widespread rerouting to avoid the 
Red Sea.

“If something like this had happened in 2019, 
we would not have had the ships to transport the 
goods,” Hapag-Lloyd chief executive Rolf Habben 
Jansen said in an online presentation.

“People say supply and demand should be in balance, 
but that is a wrong concept as any disruption 
immediately then causes massive disruptions. Today we 
are in a somewhat better position.”

The next two years would see more supply growth 
than demand growth, he added.

“But if you look at it today, we don’t have enough 
ships to sail them normally around the Cape. We 
are speeding up, not sending ships to dry dock and 
everything that can sail is sailing.”
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Effective capacity remains constrained, despite 
the record new vessel deliveries, said analysts at 
Linerlytica.

“The containership fleet capacity currently stands at 
29.4m teu and will reach 30m teu by the end of June 
this year,” Linerlytica said.

“Although the nominal fleet growth has reached 
10% year on year, effective capacity on the four main 
east-west trades has grown by only 3% this year as 
the vessel diversions to the Cape of Good Hope route 
due to the Red Sea crisis has absorbed most of the 
new capacity.”

At a global level, effective capacity on all 33 inter-
regional linehaul routes tracked by Linerlytica 
had shrunk by 4% year on year, with reduced 
capacity deployed on the Red Sea/Middle East/
Mediterranean routes dragging down the overall 
average despite the growth in the four main east-
west trades.

Sea-Intelligence chief executive Alan Murphy said 
that the Red Sea crisis had come as something of a 
“lifeline” for carriers, as it had soaked up capacity 
and removed the “overcapacity challenge”.

“We don’t know how long that will last,” he said. 
“In previous crises, there has generally been a 
consensus that global trade is not political and 
the safe navigation of seas is generally safe. It is 
concerning that shipping is now a political target.”

But even after a resolution, it would take time to 
readjust networks.

“It has to be a permanent situation of safety before we 
see shipping lines go through again. There is also not 
such a necessity to go back. We do not have the shortage 
of capacity we had in the pandemic, so if and when we 
have a long-term resolution to the crisis it will take six to 
12 months before we have a stable situation of services 
running through Suez again.”

Habben Jansen, however, was more optimistic about 
the speed at which services would return to normal.

“In reality, you should be able to do that in one 
round trip, which is 14-16 weeks,” he said.

The main concern was the safety of crew, which was 
more important than a 10-day delay to cargo, he 
added.

But even in the case of a swift resolution to the 
crisis, which looks increasingly unlikely, and a 

return to normal services via the Suez Canal, the 
new capacity entering the market should still be 
manageable.

“You have to look at the orderbook today very 
differently to what it was in the crisis in 2008-
2009,” Habben Jansen said.

“The percentage is lower, the fleet is older and we 
need some capacity to deal with the disruptions. 
Scrapping is exceptionally low so we need to catch 
up there, and we have the new CII rules that will 
also force us to sail slower in the second half of this 
decade.

“There may be some time when there will be 
overcapacity, but that has always been the case. But 
it is a very different situation today.”

Murphy noted there was no hard and fast rule that 
supply and demand had to be in balance, but warned 
that overcapacity often led to freight rates tumbling 
to unsustainable levels, a point also made recently 
by Habben Jansen.

He also pointed to the fact that in the second half 
of 2023, ships were running full and cargoes were 
being rolled.

“And yet we saw rates that were at unbelievable and 
unsustainable levels,” he said. “That made no sense.”

But Murphy warned that the dynamics of the sector 
played a role in driving these low rates.

“This is the only industry that can only be profitable 
when utilisation levels are over 90%,” Murphy said.

“If this could be fixed there could be room for buffer 
capacity, which was a phenomenal thing when this 
crisis hit. If we had had the buffer capacity in the 
pandemic, it would have played out differently.”
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MARKETS

Red Sea closure a mixed bag for Africa
THE rerouting of shipping around the Cape of Good 
Hope has had a significant impact on a number of 
African nations, but there are still opportunities 
available to countries on the continent.

UN Trade and Development head of trade and 
logistics Jan Hoffmann said that nations around 
the Horn of Africa had seen the most severe 
consequences of rerouting.

“Over 30% of the trade volume of Sudan, Yemen and 
Djibouti formerly went through the Suez Canal,” he said. 
“These countries are definitely negatively impacted.”

But even further down the east coast of Africa, the 
increased freight rates being driven by the Red Sea 
crisis were affecting other countries.

“Kenya tea exports, for example, have seen an 
increase in exports to Russia from $2,442 per feu to 
$6,513 per feu,” Hoffmann said. “This translates to 
higher prices for the tea exported, from $3.03 per kg 
to $4.10 per kg.”

It had not all been negative, however.

“The instability in the Red Sea is affecting the 
trade in our port facilities,” said Djibouti Port and 
Freezone project director Hamda Houssein Farah.

“In terms of ship calls we are seeing a little more 
than what we had one year ago. March 24 we had 
126 ships call, five ships more than in March 2023. 
This amounted to 110,000 containers in March, up 
more than 40% on last year.

“The reason is that we are at the gateway of the Red 
Sea. A lot of ships are not trading to the Red Sea so 
are dropping off at Djibouti, then feeder vessels are 
transhipping into the Red Sea.”

While carriers had piled on more capacity on key 
trade lanes between Asia and Europe, capacity 
calling at sub-Saharan Africa from the Middle East 
and Indian subcontinent had increased, as those 
regions were dropped off the main trade routes.

This could open opportunities for southern Africa, 
Hoffmann said.

“There are now more ships coming to Africa,” he 
said.

“Containership calls at South Africa have increased 
from around five a week to 20 a week since the end 
of 2023.”

But many of these are calling for just bunkering or 
repairs, he added. And while it sounded like a significant 
increase, it paled in comparison to the number of ships 
that were diverting away from the Red Sea.

“So many ships are going by that are not getting 
any bunker services or loading or unloading cargo,” 
Hoffmann said.

“Most ships pass by. Ships have increased their 
speeds to compensate for the longer distances and 
are not stopping.”

There was not much that could be done in the short 
term to improve the situation, but longer term there 
was some hope, he said.

“This crisis is a reminder of many of the things we 
have been working on for many years. We cannot do 
anything about the distance or about global market 
rates, but we can do something about port reform, 
trade facilitation, transit and competition.”

He pointed out that in Europe it was far more common 
for importers and exporters to use ports in different 
countries, while this was seldom the case in Africa.

“In Europe, the biggest port for German cargo 
is Rotterdam, the biggest port for Polish cargo 
is Hamburg, the biggest port for French cargo is 
Antwerp,” Hoffmann said.

“We have a lot of inter-port competition, a lot choice 
that is good for trade competitiveness of European 
importers and exporters. We need more open trade 
in Africa to improve port competitiveness.”

Diversification and intra-regional integration would 
also help, he said, as these can reduce nations’ 
vulnerability and dependency on a few providers 
and trade routes.

Longer term, Africa stood to benefit from the biggest 
challenge in shipping, decarbonisation.

“This has cost implications, but it also provides 
opportunities, including for African countries, to 
become providers of alternative fuels,” Hoffmann said.
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“If you motivate ships to pass by your countries 
and you provide alternative fuels, this would be a 

long-term opportunity and growth potential 
for Africa.”

Matson hikes earnings guidance as 
transpacific momentum builds
OCEAN carrier Matson has raised its annual 
guidance and foresees higher rates and volumes in 
the transpacific due to resilient US demand.

Matson said after market close on Tuesday that 
it “expects full-year 2024 ocean transportation 
operating income to be higher than the $294.8m 
achieved in 2023”. It did not specify by how much, 
but said it was “higher than the previous outlook” 
released on February 20.

Seasonal momentum is mounting. The company 
predicted that its second-quarter ocean 
transportation operating income would be more 
than triple first-quarter levels.

‘US consumers continue to hang in there’

Matson provides regional services to Hawaii, Alaska 
and Guam, as well as expedited, premium-priced 
services from China to the US.

The company’s NYSE-listed stock is one of the best 
performing equities in any shipping segment. Its 
adjusted closing price recently flirted with highs 
seen during the pandemic boom.

Matson executives now believe that both average 
freight rates and volumes for the company’s 
China-US services will be higher in 2024 than 
in 2023.

“If you look at volumes into the west coast, 
we’re seeing growth year over year for all of the 
international carriers,” said Matson CEO Matt Cox 
on the conference call.

“US consumers continue to hang in there. The 
economy is still plugging along. In the absence of 
some significant disruption, which we don’t foresee, 
we’re going to continue to see strong and steady 
consumer demand.”

The Red Sea effect is a key topic in the industry: 
how Red Sea diversions are impacting container 
rates and supply chains, and how complications for 
imports to the US east coast might push more cargo 
to the west coast.

But Cox downplayed the effect of Red Sea diversions.

“What we have seen is that for carriers that 
traditionally used the Red Sea and Suez Canal, 
capacity has gone around Africa — and it has been 
relatively painless from a customer supply chain 
perspective. We haven’t seen much disruption as an 
industry,” he said.

Rerouting of cargoes to the west coast “has been 
very much on the margin, in the single digits, so 
relatively small in terms of its impact on Matson”, he 
added.

A return to normal seasonality

Matson reported net income of $36.1m for the first 
quarter of 2024 versus $34m in the same period 
last year. Ocean transportation revenue came in at 
$579m during the latest period, up 5% year on year.

Average freight rates in Matson’s China-US service 
increased year on year, but container volumes for 
these services declined 4%.

Ocean transportation operating income was $27.6m 
in the first quarter of this year, and Matson said 
it would be “moderately higher in Q224 versus 
Q223”. In the second quarter of 2023, its ocean 
transportation operating income was $82.4m, 
implying a very large sequential jump in the second 
quarter of this year versus the first.

“What we’re seeing is a more traditional first 
quarter, and by that I mean there was a little bit of 
a longer period of ramping back up after the Lunar 
New Year holiday,” explained Cox. The post-Lunar 
New Year reopening was “more accelerated” in the 
first quarter of 2023.

“I think 2024 has been the first year since the 
pandemic that we’ve seen a longer period as factory 
workers went to their homes in the provinces and 
didn’t need to rush back and fill orders.

“Traditionally, the first quarter is the weakest 
quarter in our business, and I think we’re returning 
to that. It feels like there is going to be normal 
seasonality moving forward.”
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Containership values rise as market 
sentiment improves
RISING demand for containership capacity has 
pushed up prices of secondhand tonnage across all 
size segments, as positive growth in box volumes 
and Red Sea diversions improve market sentiment.

Average asset values have increased by between 10% 
and over 20%, with broker pricing assessments of 
10-year-old panamax and post-panamax units up by 
21% since early March. 

“Containership value increases are a straight 
correlation with demand and demand is especially 
high for large vessels as long as we have the Red 
Sea situation. On top, cargo volumes are positively 
surprising some liner operators and hence the 
need to procure tonnage,” a containership sale and 
purchase broker told Lloyd’s List.

“Freight rates have stopped falling, and for some 
trades have started trending upwards. We are seeing 
very positive volumes into the Indian subcontinent, 
Middle East, Africa and South America. And despite 
very low expectations, Europe container volumes 
have been surprisingly good.” 

Buyers include European liner operators, chiefly 
Mediterranean Shipping Co, which is understood to 
have purchased some 20 secondhand containerships 
since January.

Other buyers active in the market include private 
Chinese liner operators, purchasing vessels for Asia-
Red Sea services, while Greek tonnage providers are 
said to have become more active in the market.

Shipbroker Braemar said that the secondhand 
market continues to get busier but many 

non-operating owners are continuing to trade their 
ships in the strong charter market rather opting for 
a sale.

It notes that with buyers chasing the remaining 
2024 charter-free ships in the panamax market, 
attention is turning to ships available at the end of 
the year.

“Many cannot accommodate such a wait and with 
pricing now outstripping many buyer’s budgets, 
attention is shifting down to the 3,500 teu and 2,700 
teu sectors.”

Alphaliner warns that despite better than expected 
developments in freight markets the number of 
newbuildings set to delivered by the end of 2024 
remains “very substantial” and could cast a shadow 
on longer-term prospects, even against a recovery in 
cargo demand.

It reports the recent purchase, by serial secondhand 
containership buyer MSC, of the 2,800 teu Robin 
4 (IMO: 9399741). This 2007-built vessel has been 
sold by Greek non-operating owner Interunity. No 
price was reported for the deal.  

Meanwhile, undisclosed buyers are said by 
Alphaliner to have purchased the 2,000 teu Med 
Star (IMO: 9337028) from Turkish liner operator 
Medkon.

Brokers report that UK-based tonnage provider 
Borealis Maritime has sold its 2012-built sub-
panamax containership Mendelssohn (IMO: 
9449106) for some $22.5m. The buyer of the 3,600 
teu ship is described as a “major” liner operator. 

IN OTHER NEWS

X-Press Pearl arbitration must be 
heard in London not Sri Lanka, high 
court rules
A CLAIM against the London P&I 
Club after the blaze on boxship 
X-Press Pearl (IMO: 9875343) 
three years ago must go to 
London arbitration rather than be 
heard in Sri Lanka, the High Court 
has ruled.

The 2,700 teu feeder caught fire 
off the south Asian island in 2021, 
washing large numbers of plastic 
pellets on to local beaches, killing 
many fish in the process. The 
vessel was later declared a total 
loss.

The decision from Mr Justice 
Bright effectively finds against 

cargo interests including a 
company called Trico Maritime 
and four individuals, who did not 
appear and were not represented.

Areas of interest identified in search 
for bodies in Baltimore
AUTHORITIES in Baltimore are 
still searching for the bodies of 
two missing workers lost in the 
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collapse of the Francis Scott Key 
Bridge on March 26.

“We are putting forward every 
single asset at our disposal 
to bring comfort and closure 
to these families,” Maryland 
governor Wes Moore told a press 
conference on Tuesday.

Maryland State Police Supt 
Roland Butler told reporters 
that “areas of interest” had 
been identified in the search for 
those two bodies through the 
use of sonar and other mapping 
techniques.

However, divers are unable to 
access the areas of interest due 
to the large amount of debris still 
in the river.

Cheaper LNG helps HSFO outsell 
VLSFO in Rotterdam
HIGH-SULPHUR fuel oil became 
the primary bunker fuel in 
Rotterdam for the first time since 
2020 in the first quarter of 2024, 
overtaking very low sulphur fuel 
oil as the latter lost ground to 
cheaper LNG.

HSFO sales reached 818,000 
tonnes in January-March, up just 
1% from 810,000 tonnes in the 
same period last year, according 
to the Rotterdam port authority. 
HSFO volumes in the first quarter 
rose by 27% compared with 
October-December 2023, when 
they stood at 643,000 tonnes.

LNG marine fuel sales reached 
215,000 cu m, up by 150% on the 
year from 86,000 cu m recorded 
in January-March 2023. The Q1 
volume compared with 149,000 
cu m in the 4Q23.

Zhonggu Logistics faces profit drop 
as container freight rates fall
ZHONGGU Logistics continued 
to witness a year-on-year decline 
in both its profit and revenue for 
the first quarter of this year, as 
the downward trend from the 
previous year persisted with falling 
domestic container freight rates.

The Shanghai-listed domestic 
container shipping specialist saw 
net profit fall 36.3% year on year to 
Yuan389m in the January-March 
period, with revenue down 8.2% to 
nearly Yuan2.8bn, according to a 
stock exchange filing. 

Despite declining profit, the 
company’s shipping volume 
exceeded 3.2m teu in the first 
quarter, up 7.5% compared with 
the same period last year.

Bibby Marine orders world’s first 
zero-emission wind farm vessel
UK-BASED Bibby Marine Services 
has ordered what it calls the 
world’s first zero-emission wind 
farm service vessel.

The electric commissioning 
service operation vessel will be 
built in Spain-based Gondan’s 
Asturias shipyard with delivery 

scheduled in 2026. The eCSOV 
was designed in collaboration 
with UK-based ship designers 
Longitude and will feature 
battery power alongside dual-fuel 
methanol engines.

Bibby Marine says the vessel 
will be able to operate solely 
on battery power for 16 hours 
between charges. The vessel will 
also feature high-voltage offshore 
charging facilities for rapid 
recharging.

MOL projects 18% profit drop
MITSUI OSK Lines has projected 
its net profit will fall 18% year on 
year for the 2024 financial year.

The Japanese shipping giant 
forecast a net profit of ¥215bn 
($1.4bn) for the 12 months ending 
March 31, 2025, down from 
¥261.6bn made in FY2023.

The lower expected profit 
stems from both the group’s dry 
bulk business and a reduced 
profitability in MOL’s well-
being and lifestyle business, 
which includes property and 
cruiseships, according to the 
company’s FY2023 earnings 
results.

Classified notices follow
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ORSTED HORNSEA PROJECT FOUR LIMITED 

SECTION 153 OF THE PLANNING ACT 2008 AND REGULATION 6 OF THE INFRASTRUCTURE 
PLANNING (CHANGES TO, AND REVOCATION OF, DEVELOPMENT CONSENT ORDERS) 

REGULATIONS 2011 

NOTICE OF APPLICATION TO MAKE A NON-MATERIAL CHANGE TO THE FOLLOWING 
DEVELOPMENT CONSENT ORDER: 

THE HORNSEA FOUR OFFSHORE WIND FARM ORDER 2023 (SI 2023/800) AS CORRECTED BY 
THE HORNSEA FOUR OFFSHORE WIND FARM (CORRECTION) ORDER 2024 (SI 2024/117) 

Notice is hereby given that an application has been made by Orsted Hornsea Project Four Limited 
(company number 08584182) of 5 Howick Place, London, England, SW1P 1WG (the “Applicant”) to 
the Secretary of State for Energy Security and Net Zero to make a non-material change to the Hornsea 
Four Offshore Wind Farm Order 2023 (as corrected by the Hornsea Four Offshore Wind Farm 
(Correction) Order 2024 the “Order”) under the Planning Act 2008 (the “NMC Application”). 

The Order includes provision authorising the construction, operation, maintenance and 
decommissioning of the Hornsea Project Four offshore wind farm together with associated offshore and 
onshore infrastructure and all associated development (“Hornsea Four”), on land approximately 69 
kilometres from the East Riding of Yorkshire in the Southern North Sea, covering an area of 
approximately 600 square kilometres. Hornsea Four comprises the following key elements: up to 180 
wind turbine generators; offshore transformer substations; offshore convertor substations (High Voltage 
Direct Current system only); up to one offshore accommodation platform to house operations and 
maintenance staff; boosters stations (High Voltage Alternating Current system only); subsea inter-array 
cables linking wind turbines to each other and to offshore substations; subsea interconnector cables 
linking the offshore substations to one another; subsea export cables to connect the wind farm to 
landfall; and cable protection. 

The Order requires Orsted to construct an artificial nesting structure (“ANS”) for kittiwake, as a 
compensation measure for the potential impacts of Hornsea Four. Paragraph 3(d) of Part 2 of Schedule 
16 of the Order requires the ANS to be in place at least four full breeding seasons before Hornsea Four 
becomes operational. The NMC Application seeks to make a non-material change to the Order to 
shorten the length of time the ANS needs to be in place before operation from at least four full breeding 
seasons to at least two full breeding seasons. The NMC is required to allow time for the construction of 
the ANS without impacting the programme for the operation of Hornsea Four and its provision of 
renewable energy to the National Grid. The NMC are needed to ensure that the appropriate and agreed 
kittiwake compensation measures are reflected in the Order, in order that construction and 
implementation of the Order is in accordance with its conditions. 

A copy of the NMC Application and its accompanying documents are available for inspection, free of 
charge, via the Planning Inspectorate’s website at the below address until at least the end of the 
consultation period referred to below: 

Planning Inspectorate website (documents tab): 

https://national-infrastructure-consenting.planninginspectorate.gov.uk/projects/EN010098/documents 

If you require a hard copy of the NMC Application and its accompanying documents (for example 

because you do not have access to a computer and are unable to view the documents on PINS' 

website), you can request hard copies by contacting Orsted at HornseaProjectFour@orsted.com or on: 

+447826663963. Each hard copy is available at the cost of £20 per copy.
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Any representation about the NMC Application must be made by email to: 

HornseaProjectFour@planninginspectorate.gov.uk, or in writing to: 

 

National Infrastructure Planning, the Planning Inspectorate, Temple Quay House, 2 The Square, Bristol, 

BS1 6PN. 

 
Please quote reference EN010098 on any correspondence. Representations will be made public by the 
Planning Inspectorate. 

Please note that representations must be received by the Planning Inspectorate by 11.59pm on 10 June 
2024. 

ORSTED HORNSEA PROJECT FOUR LIMITED 

2 May 2024 
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NOTICE OF ACCEPTANCE OF AN APPLICATION FOR A DEVELOPMENT CONSENT 
ORDER BY THE PLANNING INSPECTORATE (ON BEHALF OF THE SECRETARY OF 

STATE FOR ENERGY SECURITY AND NET ZERO) UNDER SECTION 56 OF THE 
PLANNING ACT 2008 

FIVE ESTUARIES OFFSHORE WIND FARM PROJECT 

REGULATION 9 OF THE INFRASTRUCTURE PLANNING (APPLICATIONS: 
PRESCRIBED FORMS AND PROCEDURE) REGULATIONS 2009 

REGULATION 16 OF THE INFRASTRUCTURE PLANNING (ENVIRONMENTAL IMPACT 
ASSESSMENT) REGULATIONS 2017 

Notice is hereby given that the Secretary of State for Energy Security and Net Zero has 
accepted an application (“the Application”) by Five Estuaries Offshore Wind Farm Limited 
(“the Applicant”) (registered office at Windmill Hill Business Park, Whitehill Way, Swindon, 
SN5 6PB) for a Development Consent Order under the Planning Act 2008 (“the Act”). The 
Application (reference number: EN010115) was submitted by the Applicant to the Secretary 
of State c/o  the Planning Inspectorate on 25 March 2024. 

Summary of the Project 

The Application is for development consent to construct, operate, maintain, and 
decommission an offshore wind farm known as the Five Estuaries Offshore Wind Farm (“the 
Project”), and the associated development to connect the offshore wind farm to the national 
grid. The Project is a proposed extension to the operational Galloper Offshore Wind Farm 
situated off the coast of Suffolk.  

The Project includes provision for the construction, operation, maintenance and 
decommissioning of an offshore wind farm located approximately 37 kilometres off the coast 
of Suffolk at its closest point in the southern North Sea; including up to 79 wind turbine 
generators and associated infrastructure making landfall at Sandy Point between Frinton-on-
Sea and Holland-on-Sea in Essex, the installation of underground cables, and the 
construction of an electrical substation and associated infrastructure to the west of Little 
Bromley to connect the development to National Grid’s proposed East Anglia Connection 
Node substation. The Project includes provisions for the installation of additional 
underground ducts to be utilised by a separate project with a similar proposed landfall and 
connection point. The Project also includes provision for the construction, operation, 
maintenance, and removal of habitat improvements measures for lesser black-backed gulls 
at a site on Orford Ness in East Suffolk.  

Maps showing the onshore and offshore locations of the wind farm and associated 
infrastructure form part of the Application (document references 2.1 for the onshore location 
plan and 2.2 for the offshore location plan), which can be viewed on the Planning 
Inspectorates website under the documents tab:  

https://national-infrastructure-consenting.planninginspectorate.gov.uk/projects/EN010115 

As the proposed wind farm will have a generating capacity in excess of 100MW, it is 
classified as a Nationally Significant Infrastructure Project (NSIP) pursuant to sections 
14(1)(a) and 15(3) of the Act. Development consent is therefore required for the Project. 

The Development Consent Order would, if granted, authorise the compulsory acquisition of 
land, interests in land and rights over land, and the powers to use land permanently and 
temporarily. The Development Consent Order would also authorise alterations to the public 



Lloyd’s List | Daily Briefing  Thursday May 2, 2024 Page 13

highway network, the construction of temporary construction and permanent access routes, 
the temporary stopping up and / or management of the public highway, public rights of way 
and street works, and the application and / or disapplication of legislation. 

Environmental Impact Assessment development 

The Project is an Environmental Impact Assessment development for the purposes of the 
Infrastructure Planning (Environmental Impact Assessment) Regulations 2017. An 
Environmental Statement has therefore been submitted as part of the Application (Volume 6).  

Application form and accompanying documents 

The Application form and the accompanying documents, plans and Environmental 
Statement (including Non-Technical Summary) can be viewed and downloaded free of 
charge on the Project’s page of the Planning Inspectorate’s website under the ‘Documents’ 
tab: 

https://national-infrastructure-consenting.planninginspectorate.gov.uk/projects/EN010115 

The documents will be available online throughout the pre-examination and examination 
process. 

The Non-Technical Summary of the Environmental Statement (document reference 6.1.5) 
and a Guide to the Application (document reference 1.3) will be available in the locations set 
out below until at least the end of the representation period (closing on 21 June 2024). The 
four libraries listed below also have public internet access, through which the Application 
documents can be accessed free of charge. 

Location Address Opening Times 
Tendring Visitor 
Information Centre 

Town Hall, Station 
Road, Clacton on Sea, 
CO15 1SE 

Monday to Friday: 9am to 3pm 

Suffolk County Council 
Offices 

Endeavour House, 8 
Russell Road, Ipswich, 
Suffolk, IP1 2BX 

Monday to Friday: 8am to 5pm 

Clacton Library Station Road, Clacton-
on-Sea, CO15 1SF    

Monday, Tuesday, Thursday and 
Friday - 9am to 5.30pm 
Wednesday: 9am to 7pm 
Saturday: 9am to 5pm 

Frinton Library 59 Old Road, Frinton-
on-Sea, CO13 9DA 

Tuesday and Friday: 9am to 5.30pm 
Thursday: 9am to 7pm 
Saturday: 9am to 5pm 

Greenstead Library Hawthorn Avenue, 
Colchester, CO4 3QE 

Monday, Tuesday and Thursday: 9am 
to 5.30pm 
Saturday: 9am to 5pm 

Manningtree Library High Street, 
Manningtree, CO11 
1AD 
 
 

Tuesday: 9am to 5.30pm 
Wednesday: 9am to 1pm 
Thursday: 1pm to 7pm 
Friday: 9am to 1pm 
Saturday: 9am to 5pm 

 
The full suite of Application documents can be made available in printed format on request at 
a cost of up to £10,000. Requests for alternative formats (braille, other languages, etc) will 
be considered on a case-by-case basis. For all document requests, please contact the 
Applicant using the details at the end of this notice. 
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Representations 

Any person may register as an interested party by submitting a Relevant Representation on 
the Application during the representation period (30 April to 21 June 2024). Representations 
giving notice of any interest in or objection to the Application must be made directly to the 
Planning Inspectorate, and be made on the Planning Inspectorate’s Registration and 
Relevant Representation Form.  

The Registration and Relevant Representation Form is available to be completed via the 
Planning Inspectorate’s website for the Project using the web address below.  

https://national-infrastructure-consenting.planninginspectorate.gov.uk/projects/EN010115 

Alternatively, if you would like to request a paper copy of the Registration and Relevant 
Representation Form, please telephone the Planning Inspectorate on 0303 444 5000. 

Completed paper forms should be sent to The Planning Inspectorate, National Infrastructure 
Directorate, Temple Quay House, Temple Quay, Bristol BS1 6PN. The Planning 
Inspectorate reference for the Application (EN010115) should be quoted in any 
correspondence.  

The Planning Inspectorate’s Advice Notice 8.2: How to register to participate in an 
Examination (December 2016), provides further guidance on how to register and make a 
relevant representation and can be accessed via the following link: 
https://www.gov.uk/government/collections/national-infrastructure-planning-advice-notes 

Relevant Representations must be received by the Planning Inspectorate by 11:59pm on 
Friday 21 June 2024. Please allow enough time for delivery if submitting a representation 
by post.  

In submitting a representation, it should be noted that the personal data and correspondence 
relating to any representation will be made publicly available. If you do not wish personal 
data to be made publicly available, you should state why when submitting the representation. 
The Planning Inspectorate will publish the representations with your name removed, 
however, the representations may give them less weight during the Examination as a result. 
Please note that all representations submitted will be published on the Planning 
Inspectorate’s website and will be subject to their privacy policy, found online here: 
https://www.gov.uk/government/publications/planning-inspectorate-privacy-
notices/customer-privacy-notice 

To find out more about the Project, you can visit the Applicant’s website at 
www.fiveestuaries.co.uk. You can contact the Applicant directly with questions about the 
Project using the contact information below: 

Email: fiveestuaries@rwe.com  

Telephone: 0333 880 5306 
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Department for Energy Security and Net Zero 
SHERINGHAM AND DUDGEON OFFSHORE WIND FARM EXTENSION PROJECTS 
THE PLANNING ACT 2008 AND THE INFRASTRUCTURE PLANNING 
(ENVIRONMENTAL IMPACT ASSESSMENT) REGULATIONS 2017 
NOTICE OF A DECISION ON AN APPLICATION FOR AN ORDER GRANTING 
DEVELOPMENT CONSENT FOR EIA DEVELOPMENT 
The Secretary of State for Energy Security and Net Zero, (“the Secretary of State”) 
gives notice under regulation 31(2) of the Infrastructure Planning (Environmental Impact 
Assessment) Regulations 2017 (“the 2017 Regulations”) that a determination has been 
made on an application made by Equinor New Energy Limited (“the Applicant”) for 
development consent under the Planning Act 2008 (“the 2008 Act”) for development 
that constitutes “Environmental Impact Assessment development” as defined in the 
2017 Regulations. 
The application is for the construction and operation of an array of up to 53 wind turbines and 
their foundations proposed to be located 15.8km and 26.5km north of the Norfolk Coast, with 
landfall at Weybourne. The Secretary of State has decided, following consideration of the 
report of the Examining Authority who conducted an examination into the application, that 
development consent should be granted for the proposed development. 
The statement of reasons for deciding to make an Order granting development consent, 
which has been prepared by the Secretary of State under section 116 of the 2008 Act and 
regulation 31(2) of the 2017 Regulations, containing the content of the decision, the 
requirements imposed in connection with the development, the main reasons and 
considerations on which the decision is based including relevant information about the 
participation of the public, a description of the main features to avoid, reduce and offset any 
major adverse effects of the development, is published on the Planning Inspectorate`s 
website: https://national-infrastructure 
consenting.planninginspectorate.gov.uk/projects/EN010109. 
The statement of reasons contains the information required by regulation 30(2) of the 2017 
Regulations including information regarding the right to challenge the decision and the 
procedures for doing so. Hard copies of the decision documentation will also be available to 
inspect at the Planning Inspectorate’s offices (by appointment using the contact details 
below): 
The Planning Inspectorate, National Infrastructure Directorate, Temple Quay House 
Bristol BS1 6PN. 
To make an appointment for inspection of the documents contact the Planning 
Inspectorate on 0303 444 5000 or email NIEnquiries@planninginspectorate.gov.uk. 
Copies of the Secretary of State’s decision letter and the text of the Order can be 
obtained by writing or sending an e-mail to the Planning Inspectorate. No charge will 
be made for this service. 


