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Record newbuilding orders 
expected to emerge from 
‘red hot’ Posidonia 

THE already “red hot” newbuilding market is expected to expand 
significantly after a frenetic few days of meetings between shipowners 
and Chinese yards in Athens this week.

While most of the newbuilding deals being reported at Posidonia were 
signed weeks, if not months ago, owners, brokers and yards have been 
using the biennial industry get-together to seal several major new 
contracts amid “feverish optimism” from owners and increased 
demand for yards slots.

Yard sources confirm that the overwhelming pace of meetings this 
week has been dominated by demand for conventionally fuelled eco-
design tanker orders. However, interest has been high across all asset 
classes, with owners competing for time with predominantly Chinese 
yard executives to negotiate slots and specifications.

Newbuilding prices may have risen by an average of 45% since 2020, 
and are expected to continue to rise owing to limited remaining yard 
slots before 2027, but prices look relatively competitive when compared 
with the last shipbuilding supercycle between 2006 and 2008.

During this period, the cost of very large crude carrier newbuildings 
hit $160m before the global financial crisis, after which shipping 
markets plummeted.
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Greek shipowners have been leading the charge 
in ordering. Of the 635 vessel orders placed so far 
this year, 110 have been placed by Greeks, with that 
figure expected to increase significantly following 
meetings this week in Athens.

The furious pace of meetings is not entirely being 
driven by owner demand. Chinese shipbuilders 
have been expanding their already dominant share 
of the global shipbuilding orderbook. Some 70% of 
new orders signed in the first quarter, in terms of 
dwt, were with Chinese shipyards, with shipowners 
attracted to China in particular by competitive 
pricing. 

And it is not just the top-tier yards that are in town 
holding meetings. Lloyd’s List understands that 
several second- and third-tier yards have been 
courting eager owners with the promise of more 
advanced delivery slots than the main yards are able 
to offer.

The US is conducting a Section 301 investigation 
into China’s maritime, logistics, and shipbuilding 
industries, with the first public hearing held just 
a week ago. However, geopolitical tensions do not 
seem to have dampened shipowners’ enthusiasm for 
building ships in China.

Chinese shipyards still hold a price advantage over 
their South Korean competitors.

An executive from a large state-owned Chinese 
shipyard stated that South Korean competitors 
are unlikely to lower prices easily due to previous 
severe losses, but his compatriots are more flexible 
in pricing. What is more, Chinese shipyards have 
relatively more available shipbuilding berths 
compared with South Korea, although overall 
capacity is still tight.

Since last year, there have been reports of idle 
shipyards in China restarting operations. Among 
them, Hengli Heavy Industries, restructured from 
STX Dalian, is one of the most widely reported 
companies, with a significant portion of its orders 
coming from Greece.

Several industry executives this week have 
dismissed concerns surrounding oversupply of 
tonnage to the market from possible ramping up 
of Chinese shipbuilding capacity. On Monday, JP 
Morgan Asset Management’s Global Transportation 
Group chief executive Andy Dacy said that such 
concerns were misplaced, adding that labour issues 
in China are slowing production capacity.

Nevertheless, new facilities opening like the one 
operated by Wuhu Shipyard, which includes 
a 100,000-tonne dock and two 50,000-tonne 
shipbuilding berths that officially began operations 
last week have started to make headlines.

The Wuhu yard is capable of constructing medium 
range tankers and and large car and truck 
carriers with an engineering base built out of the 
foundations of Weihai Samjin Shipbuilding, which 
was shuttered to newbuildings in the wake of the 
last financial crisis.

While the febrile atmosphere of a Posidonia 
gathering populated by cash-rich owners preaching 
optimistic forecasts of sustained market fortunes 
have prompted some debate about the dangers of 
over-ordering, most analysts and owners remain 
unconcerned about the comparisons being drawn 
to the last flurry of orders placed before the 2008 
financial crisis.

“It is true that the flow of orders right now is very 
strong, but we should not forget that the orderbook, 
in aggregate terms, is still significantly lower than 
it was in 2008,” said Clarksons Research global 
managing director Stephen Gordon.

The orderbook today is less than 50% of what it was 
in 2008: 290m dwt versus 660m dwt. At least a 
quarter of this orderbook was never completed as 
shipowners cancelled orders following a consequent 
slump in shipping markets. The other factor in play 
was shipyards being driven to bankruptcy.

While the crude oil tanker market in particular is 
grappling with an ageing fleet of vessels that need to 
be replaced, several of the major owners who have 
already collectively placed tens of billions of dollars 
of orders over recent months have at least addressed 
the optimism being felt at Posidonia.

Lloyd’s List understands that most of the deals being 
signed this week are for tried and tested shipyard 
standard designs of conventional-fuel specification.

Nevertheless, a handful of orders for alternative-fuel 
tankers are understood to have been confirmed, 
to add to the limited orderbook of Greece-owned 
alternative fuel ships (see graph below). Such vessels 
are likely to be delivered in to long-term time 
charters for which the charterer is responsible for 
fuel supply.

Comparing orderbook totals on stage at the Capital 
Link Forum, Greek shipowning titans George 
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Procopiou and Evangelos Marinakis joked that now 
they had each placed around $7bn of orders, that 
everyone else should now stop ordering.

“Nobody can really predict the future,” said 
Procopiou, before conceding that all owners were 
overly “romantic” when it comes to placing bets on 
the orderbook.

“I have ordered 88 newbuildings at a $7bn cost, but 
I am saying we do not know what will happen, so we 
should stop.”

Marinakis retorted: “Well, I have invested a similar 
amount, so I also say no more.”

WHAT TO WATCH 

FuelEU could prove pivotal decarbonisation 
disruptor, says ABS chief
THE EU’s carbon intensity limit for shipping 
could be a powerful force for decarbonisaton with 
significant rewards for greener-fuel pioneers, 
according to the chief of Houston-headquartered 
class society ABS. 

Chris Wiernicki, speaking at Capital Link Posidonia, 
said that the calculation at the heart of FuelEU 
Maritime has “more teeth” than EEXI, EEDI, CII or 
any other of its predecessors.

FuelEU provides for a sliding scale for bringing 
down well-to-wake emissions for vessels of 5,000 gt 
or above, starting at just 2% from a 2020 baseline 
next year but ramping up to 6% by 2030 and 80% by 
2050.

This applies in full when berthing in European 
Economic Area ports and for voyages between EEA 
ports, and to half of the consumption for voyages 
connecting EEA and non-EEA ports.

“Employing a ratchet effect, every five years it 
shrinks the quantity of well-to-wake greenhouse 
gas emissions that can be emitted per megajoule of 
energy used on board before there’s a compliance 
cost,” said Wiernicki.

“This creates a new hurdle to clear every five years 
to avoid an emissions bill, but its potential to drive 
change lies in the way it turbocharges return on 
investment in alternative fuels technology.”

Wiernicki noted how for a typical container vessel 
burning 100 tonnes of light fuel oil per day, the cost 
of compliance from January 2025 will be around 
$3,000 per day. 

“That’s a compliance bill of around $150,000 on a 

typical 50-day round trip from Europe to the Far 
East,” he said.

But this is just the gentle on-ramp of the legislation, 
he explained.

“From 2030, costs start to rise significantly until by 
2035 the same vessel is incurring $20,000 a day, or 
around $1m on a round trip to Shanghai. By 2050, 
the daily cost is $100,000. And this is only if the 
voyage begins or ends in the EU.”

While alarming, as Wiernicki explained, the 
legislation is designed to ensure few are in fact ever 
paying the more inflated sums that build up on the 
path to 2050.

Emissions reduction technology

“It aims instead to drive fundamental, disruptive 
change, to reshape the industry around us well 
before that time and reward first movers on 
emissions reduction technology.”

For starters, he highlighted LNG.

While as a fuel it initially performs well under 
FuelEU, this can quickly change depending on the 
engine type and the resulting methane slip. 

“Some engine types rapidly attract punishing 
emissions charges,” he said.

Yet if a shipowner switched to a blend of 30% bio-
LNG, they could potentially sail penalty-free until 
2045, explained Wiernicki.

FuelEU also grants incentives for wind-assisted 
propulsion.
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“Depending on the propulsion potential of the 
technology, you can expect to see no costs from 
FuelEU until 2030 and then only at half the rate of 
an unassisted vessel up to 2035.”

“This is even if you burn the same amount of 
LFO but, as the wind is now contributing to your 
propulsion, you could actually be paying much less 
and, crucially, generating a modest compliance 
surplus.”

Meanwhile, adding drop-in biofuels such as waste 
cooking oil to the fuel mix at 2%-10% could ensure a 
vessel is compliant for years, he said.

However, at 30% this could mean full compliance 
through to 2040, while “generating a very healthy 
compliance surplus”. 

In the case of onshore power supply at European 
ports this is seen as a cornerstone of FuelEU.

“So, the carbon intensity of the electricity supplied 
at berth is rated as zero under the regulation,” said 
Wiernicki.

“This is one of its biggest incentives, outstripping 
even the stimulus for green or e-fuels, which see 
their GHG intensity limit cut in half until 2034, 
meaning operators of vessels burning green 
methanol, ammonia or hydrogen will generate 
massive compliance surpluses.”

The pooling of these surpluses though is the game 
changer of FuelEU, the ABS chief told Lloyd’s List.

“What that does commercially to an owner is 

that then begins to allow them to make the right 
decisions on a fleet basis because CII was on a ship 
basis. Pooling will drive commercial decisions as we 
move down the timeline.”

Research by the class society indicates that the 
power of pooling will be “hugely rewarding” for the 
pioneers of alternative fuel technologies, Wiernicki 
claimed.

For example, depending on a range of variables, a 
wind-assisted vessel may generate sufficient surplus 
to offset a traditionally propelled equivalent vessel, 
he said.

And in the case of an LFO vessel operating with 
30% biofuels may be able to generate sufficient 
surpluses to offset 10 vessels, while running 30% 
green methanol could allow you to offset 15 vessels 
up to 2030.   

Wiernicki said modern, ultra-low-emission 
vessels could effectively be running two revenue 
streams, with a secondary source of income via 
their compliance surplus alongside their charter 
arrangement.

“That’s clearly the vision behind the regulation, 
which is changing the calculus on alternative energy 
investment at sea, accelerating the rate of return on 
emission reduction capital expenditure.”

On the flipside he added that smaller operators could 
be “pushed out”, unable to raise funds to invest in 
newer assets, lacking the scale needed to pool to 
reduce escalating bills attached to older tonnage.

We gave the seafarers internet, and now they 
can’t get off it 
SEAFARERS have embraced Starlink internet on 
ships, but employers are worried about the side-
effects.

Crew have gone from barely any mobile phone 
connectivity to speeds that, in some cases, are fast 
as those on land, and there are signs it is changing 
the basic isolation of life at sea.

Employers told a Posidonia crewing panel that 
seafarers had gone from socialising together after 
hours to staying in their cabins on their phones.

There are worries about crew not getting enough 

rest, and being distracted from jobs during the day.

International Maritime Employers’ Council 
chief executive Francesco Gargiulo said the new 
generation of seafarers were used to unlimited 
internet access.

“That brings about a lot of other consequences, and 
some of them are fairly negative,” he told the event.

“You provide them with Starlink and all they want to 
do is be on the internet.”

Seafarers now had daily access to their families by 
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video call, providing much-needed connection on 
long stretches away.

But that access meant crew were also aware of their 
families’ daily challenges — “challenges you cannot 
address, because you are not there”.

Gargiulo said this led to some to decide they did not 
want the job.

His comments came as part of a wider discussion 

about how shipping can find and keep talent amid 
worries of a looming shortage of good officers, a 
challenge that “is becoming bigger by the day”.

Optimum Ship Services head of crew Panagiotis 
Bitsakis complained of a shortage of seafarers across 
all ranks.

The forum was told crewing companies were having 
to change their practices to meet the different 
expectations of younger seafarers.

ANALYSIS

Russian Urals crude price falling,  
now back near price cap
WHETHER the price cap of the G7 and EU ever 
worked remains open to debate. But it has affected 
freight markets, by altering the mix of tankers 
carrying Russian Urals crude from Baltic Sea and 
Black Sea ports, and consequently, altering vessel 
supply in neighbouring non-Russian trades.

When Urals fell far below the cap in the past, 
mainstream European owners were drawn into 
the Russian trade. When Urals topped the cap, the 
Russian trade shifted heavily in favour of the dark 
fleet*.

Urals is now under downward pressure and once 
again flirting with the cap, according to pricing data 
from Argus Media.

It put the price of Urals loading in the Black Sea port 
of Novorossiysk at $60.72 per barrel on Monday. 
Urals loading at the Baltic Sea port of Primorsk was 
at $61.12 per barrel.

The price of Brent has declined 18% from its recent 
high on April 4. Russian Urals was at $76 per barrel 
on that day. Urals is now trading at a $15-per-barrel 
discount to Brent, down slightly from a $17 discount 
on April 4.

The discount of Urals to Brent skyrocketed to 
around $40 per barrel after Russia’s invasion of 
Ukraine. After easing in mid-2022, it jumped back 
to around $40 at the time of the EU ban on imports 
of Russian crude in December 2022.

The discount then steadily declined thereafter, 
bottoming at just $12 per barrel in early October 
2023 before moderately rebounding in early 2024.

Dark fleet and mainstream market 
‘increasingly disconnected’

Even if the price of Urals were to fall materially 
below the price cap — as it did in late 2022 and the 
first half of 2023 — fewer mainstream European 
owners may be willing to switch back into the 
Russian trade, given the complications of sanctions 
compliance.

“We’re seeing increased sanctions evasion scrutiny 
from the US and the EU — and this causes what I 
refer to as the ‘grey fleet’ to move further into the 
dark, [a trend] that is growing as we move forward,” 
said Frontline chief executive Lars Barstad on his 
company’s latest quarterly call.

Mainstream aframax and suezmax markets 
in Europe appear increasingly separate from 
the Russian export trade. “The dark fleet and 
general crude freight market are now increasingly 
disconnected, as most of the Russian barrels get 
moved using the dark fleet,” Argus Media global 
head of freight Alex Younevitch told Lloyd’s List.

Argus publishes freight assessments for tankers 
loading Urals crude, and then compares those rates 
to a baseline measure — an assessment for tankers 
loading non-Russian crude on comparable voyages 
— to calculate the sanctions premium.

Given the current disconnect between the Russian 
and non-Russian tanker trades, “the sanctions 
premium reacts to fundamentals in both of those 
essentially separate markets”, Younevitch explained.

The premium has recently decreased, as Russian 
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rates have pulled back and non-Russian rates have 
risen.

“In the past couple of weeks, we’ve seen the 
mainstream aframax market coming up on 
increased demand, generally across the Atlantic, 
which is now being capped by competition with 
suezmaxes for part-cargoes,” he said.

Meanwhile, “rates for the shadow fleet have 
softened, as there were marginally fewer cargoes 
traded and weather conditions improved in Russian 
ports, which caused a short-term buildup of 
tonnage”.

Premium still high in Black Sea but down 
from peak

The sanctions premium has narrowed significantly 
for Urals loading in the Baltic Sea. In the week of 
May 24, Argus estimated that freight was $12.55 
per barrel for a Urals cargo loading on an aframax 
in Primorsk bound for north China, just $2.33 per 
barrel or 23% above the baseline.

The assessment for this Russian voyage was down 
16% from the first week of April, while rates for the 
baseline voyage were up 76% over the same period.

To put the currently slim spread in context, the 
aframax sanctions premium on the Baltic-to-China 

run was around 250% in September 2023, after 
Urals rose above the price cap in July-August 2023 
for the first time since the cap was implemented.

In the Black Sea, where the trade is within a war 
zone, the sanctions premium is still high, albeit well 
below the peak.

Argus Media estimated that freight on Urals loading 
on a suezmax in Novorossiysk bound for north 
China was $9.21 per barrel in the week ending May 
24, 115% higher than the baseline rate of $4.28 per 
barrel.

The sanctions premium was 190% in the week of 
March 15. Since then, the assessment for Russian 
cargoes has fallen 14% while the rate for the baseline 
voyage has increased 16%.

* Lloyd’s List defines a tanker as part of the dark 
fleet if it is aged 15 years or over, anonymously 
owned and/or has a corporate structure designed 
to obfuscate beneficial ownership discovery, solely 
deployed in sanctioned oil trades, and engaged 
in one or more of the deceptive shipping practices 
outlined in US State Department guidance issued 
in May 2020. The figures exclude tankers tracked 
to government-controlled shipping entities such 
as Russia’s Sovcomflot, or Iran’s National Iranian 
Tanker Co, and those already sanctioned.

Supreme Court default ruling will have wider 
impact on law of contract  
THE Supreme Court decision in a buyer default case 
will have general applicability across contract law, 
including for shipowners, according to two senior 
associates at law firm Watson Farley & Williams.

Sharp Corp v Viterra centres on damages payable 
after a deal to buy large quantities of peas and lentils 
from a Glencore company went sour when the buyer 
defaulted.

But the seller subsequently secured a windfall 
mark-up following a tariff decision by the Indian 
government, leaving the two sides at loggerheads on 
the default price.

According to WFW’s Archit Dhir and Alex 
McCue, the ruling provides useful guidance on 
the importance of the principle of mitigation, by 
reference to the potentially opposing compensatory 
principle.

The former provides that injured parties should take 
all reasonable steps to avoid the consequences of a 
breach, while the latter requires that injured parties 
should be put in the same position as if the breach 
had not occurred.

It also offers a corrective the Court of Appeal in 
approaching an appeal under s.69 of the Arbitration 
Act 1996, which allows arbitration awards to be 
appealed on a point of law unless the parties have 
agreed otherwise.

“It was thought by some that the overriding basis 
of calculating damages was that you would be 
compensated as if the contract had been performed,” 
said McCue.

“What you would do is say, if we ran this transaction 
again, what would it cost from scratch? But you 
have to take account of what the seller has done to 
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mitigate the loss, because the sellers can’t just sit 
there and let the loss pile up.

“The decision the arbitrators came to is that you 
didn’t look at the value of the goods where they 
actually were at the discharge port, and therefore 
what the sellers earned from selling the goods there, 
but you had to apply this hypothetical calculation as 
if you had to bring a fresh cargo from the load port.

“The Supreme Court has now sent this case back to 
the arbitrators, with an instruction as to how the law 
works on this point, and as a result the sellers may 
get less than they were originally awarded by the 
arbitrators.”

In January 2017, Sharp entered into two contracts 
to buy 21,000 tonnes of lentils and 47,250 tonnes 
of peas from Viterra, the rebranded incarnation of 
Glencore Agriculture.

The contracts were on cost & freight free out basis 
and were identical save as to commodity, quantity 
and price. They were subject to English law, and 
Grain and Free Trade Association arbitration.

Model clauses

Gafta published several model clauses that play a 
similar role in commodities deals to that played by 
BIMCO model clauses in the charter market.

Specifically, the contracts incorporated the Gafta 
default clause, which sets out the provisions that 
apply where either party defaults on fulfilment of 
contract.

These establish the right of the non-defaulting party 
to sell or purchase against the defaulter, with such 
sale or purchase establishing a default price.

If either side is dissatisfied with the default price or 
if the right is not exercised and damages cannot be 
mutually agreed, then the assessment of damages 
shall be settled by arbitration.

“The damages payable shall be based on, but not 
limited to, the difference between the contract price 
of the goods and either the default price… or upon 
the actual or estimated value of the goods, on the 
date of default,” the clause stipulates.

In May 2017, RB Leah (IMO: 9730830) lifted the 
goods in Vancouver, Canada. Sharp were required to 
pay for the cargo before the bulk carrier arrived at 
the Indian port of Mundra, but failed to do so.

Modi tariff decision

The goods were discharged, cleared through 
customs and stored in a warehouse, with Viterra 
giving Sharp more time to find the money.

In November and December, the Indian government 
imposed substantial import tariffs on peas and 
lentils with immediate effect, thus increasing the 
value of the goods.

In February 2018, Viterra felt that Sharp’s continued 
failure to pay had reached the point where it 
constituted repudiatory breach of the contracts. 
It thus terminated the contracts and obtained an 
Indian court order allowing them to sell the goods to 
Agricore Commodities, an affiliated company.

Viterra also commenced Gafta arbitration, claiming 
damages from Sharp. The Gafta appeal board ruled 
that Sharp had indeed repudiated the contracts and 
were liable to pay damages.

However, the parties agreed that the price Viterra 
received from Agricore should not be used as 
the default price, as it was not an arms-length 
transaction. That left open the question of what the 
default price should be.

The appeal board ruled that the default price should 
be the theoretical cost on the date of default buying 
the goods fob at Vancouver plus the market freight 
rate for transporting the goods from Vancouver to 
Mundra.

In other words, the benefit to Viterra of the 
increased value for the goods at Mundra because of 
the import tariffs should not be taken into account. 
On this basis, Viterra was awarded just under $5m 
in damages plus storage costs.

Sharp appealed the assessment to the High Court 
pursuant to s.69 of the Arbitration Act 1996, on the 
basis that the Gafta appeal board had erred in law.

The company maintained that damages should be 
the difference between the contract price and the 
value of the goods on an “as is, where is” basis, 
which is to say customs cleared and warehoused in 
Mundra.

But the appeal was dismissed by Cockerill J, who 
held that the appeal board had not erred in law. 
The board had been faced with two imperfect 
alternatives and was entitled to conclude that 
Viterra’s evidence better answered the question. 
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However, she also granted permission to appeal.

The Court of Appeal found in favour of Sharp. 
The question of law at issue was essentially how 
damages under the Gafta default clause are to be 
assessed where goods sold C&FFO have reached the 
discharge port on the date of the default.

The Court of Appeal amended the question of law by 
adding “in the circumstances found by the appeal 
board in the awards”.

Court of Appeal

Because by the date of the default the contracts 
had become contracts for the sale of the goods 
ex-warehouse in Mundra, damages had to take into 
account the benefit accruing to Viterra from the 
import tariffs.

The Court of Appeal further found that delivery of 
the goods had been given against presentation to the 
vessel’s agent of the original bills of lading, which 
thereby ceased to be documents of title. The delivery 
had become accomplished.

Viterra took the case to the Supreme Court on the 
grounds that the Court of Appeal had exceeded its 
jurisdiction. Sharp cross-appealed on the basis that, 
if Viterra’s appeal succeeded, damages should factor 
in benefits obtained as a result of the import tariffs.

The Supreme Court held that the Court of Appeal 
had made an error in deciding the question of law, 
which was not a matter for which permission to 
appeal could be given under s.69.

Further, the Court of Appeal had also erred by 
making a finding of fact that discharge of the cargo 
was made against presentation of the original bills 
of lading. This finding was central to the Court of 
Appeal’s conclusion that the contracts had been 
varied and the appeal board had not made such a 
finding.

The parties agreed that damages fell to be assessed 
under the Gafta clause, which in the Supreme 
Court’s view reflected both the compensatory 
principle and the mitigation principle.

The proper approach to assessing damages is to 
be guided by the principle of mitigation and to 
consider the market in which it would be reasonable 
for sellers to sell the goods following a breach of 
contract by the buyers.

On the date of default in February 2018, Viterra 
was left with goods, which were landed, customs 
cleared and stored in a warehouse. The goods had 
also significantly increased in value because of the 
imposition of tariffs.

In such circumstances, the obvious market in which 
to sell the goods and in which it would clearly be 
reasonable to do so was ex-warehouse Mundra.

As a result, the value of the goods under the default 
clause was to be measured by reference to a notional 
sale of the goods in bulk ex-warehouse Mundra on 
February 2, 2018, essentially as contended by Sharp.

Unanimous ruling

The Supreme Court therefore unanimously allowed 
both appeals and remitted the matter to the Gafta 
appeal board for reconsideration.

With this decision, the Supreme Court has made 
clear that the mitigation principle is equally 
important to the compensatory principle and not 
secondary to it, as was believed by some following 
earlier case law such as Golden Victory and Bunge v 
Nidera [2015].

The mitigation principle usually works in tandem 
with the compensatory principle, with the injured 
party taking reasonable steps to mitigate their loss 
and then setting the benchmark by which to assess 
the compensatory principle.

Consequently, there is no iron-clad principle that 
damages should be assessed on the basis of a 
substitute contract identical to the original except in 
relation to price.

Instead, the approach should be to apply both 
principles, to ascertain whether default price derived 
from a substitute contract reasonably compensates 
in a reasonable measure for the injured party’s loss.

Dhir said: “This is a commodities cases concerning 
Gafta and sellers and buyers. But we can extrapolate 
from the principle of mitigation.

“Suppose a shipowner is put in a position where 
there’s a default under a charterparty. What are his 
obligations? There is greater emphasis on taking 
appropriate decisions to mitigate losses.”
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MARKETS

Busy Marinakis eyes larger CO2 carrier
EVANGELOS Marinakis may be poised to scale 
up his presence in the emerging carbon dioxide 
shipping sector with vessels double the size of the 
existing benchmark 22,000 cu m capacity liquid 
CO2 carriers he already has on order.

His gas carrier management arm, Capital Gas Ship 
Management, and South Korean shipbuilder HD 
Hyundai Heavy Industries have jointly developed a 
design for a 40,000 cu m vessel.

The project has come to light after the companies 
received approval in principle for the vessel from 
Lloyd’s Register.

The partners focused on establishing the operational 
characteristics of CO2 carriers and the “suitability 
and feasibility” of the vessel, while LR assessed its 
operational profile using its risk-based certification 
(RBC-1) process.

Last July, Capital Gas ordered the first two of its 
current quartet of low-pressure 22,000 cu m CO2 
carriers, the largest ordered so far, from Hyundai 
Mipo Dockyard.

The four ammonia-ready vessels, that are scheduled 
for delivery in 2026, will be equipped with IMO 
Type C storage tanks and a cargo handling system 
able to load CO2, ammonia and liquefied petroleum 
gas.

They are among 10 gas carriers that are to be 
taken over by Marinakis-controlled Capital 
Product Partners, the Nasdaq-listed vehicle that is 
consolidating the owner’s presence in gas shipping, 
following a $756m deal disclosed at the start of this 
week.

“We are actively exploring the potential for 
these technologies to support larger vessels in 
collaboration with our partners,” said Capital Gas’ 

technical director, Alexandra Xystra.

“We expect the demand for such vessels to increase 
in the near future,” she added.

 “Transporting carbon at scale may prove to be 
an essential link towards the Paris Agreement 
objectives,” said LR global gas director Panos 
Mitrou.

“HD Hyundai Heavy Industries has successfully 
verified the operation performance of large 
low-pressure LCO2 carriers through this joint 
development project and believes it will be an 
opportunity to go one step further to achieve carbon 
neutrality,” said the shipbuilder’s chief technical 
officer, Seung-Ho Jeon.

It has been a busy few days for the busy Greek owner 
and his Capital Group.

There was a signing ceremony with Dalian 
Shipbuilding affiliate CSSC Tianjin Shipbuilding 
for two additional LNG dual-fuel very large crude 
carriers, costing about $140m apiece.

The brace were options on top of an initial four 
307,000 dwt sister very large crude carriers that 
Capital Maritime ordered at the Chinese yard earlier 
this year.

Last week, his Greek football club Olympiacos won 
the European Conference League, Greece’s first-ever 
European title in club football.

On Tuesday night, the trophy was on display at the 
Capital party, traditionally one of the very largest 
parties of Posidonia week.

It was also memorable for an appearance by 
Australian pop superstar Kylie Minogue, followed by 
Greek-Albanian sensation Eleni Foureira.

Smaller bulkers are a good bet, but capes may 
reward the brave
SMALLER bulkers are the standout bet as the 
market looks to many good years ahead, a Posidonia 
forum was told.

Ursa Shipbrokers director Simon Ward predicted 

geopolitics and growth in developing countries such 
as India would help demand for handysizes.

Ward said supply was very low and the fleet very old, 
with ships that should have been scrapped around 
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2016 still trading.

Shipping used geopolitics as a euphemism for 
war and conflict, he argued, which meant higher 
demand for cargo both during hostilities and during 
reconstruction after.

Ward pointed to developing economies’ need for 
basic building materials, the stuff handies carried. “I 
think that is where the growth is,” he said.

Structural economic growth in India, and to a lesser 
extent Bangladesh, was “slow, but it’s solid” and 
handies would fill the gaps where this economic 
growth overtook development in ports.

But Ward added: “If I were a real betting man, I’d go 
cape.”

Asked what he’d sell, Ward said: “Nothing. You need 
ships at the moment.”

S&P Global Commodity Insights shipping analytics 
and research head Rahul Kapoor backed him up, 
saying he was “very positive on capes”.

Ward dismissed the idea that the growing 
‘financialisation’ of dry bulk and better technology 
would smooth market cycles. Technology could 
create small spikes, he argued, but longer-term 

trends were the same.

“Shipping cycles are caused by too many or too 
few ships. Simple as that,” he said, adding: “At the 
moment we’re moving up to the top swing of the 
cycle.”

S&P research director Anuj Garg said older 
ships had to be scrapped if the dry bulk fleet was 
to make the “massive investments” needed for 
decarbonisation, but this was not happening.

Strong markets and scarce supply meant owners 
would run older ships for longer, and lack of 
investment and newbuilding capacity meant this 
became a self-fulfilling prophecy.

Garg said prices for efficient newbuildings were 
getting unreasonably high. The earliest newbuilding 
slots were in 2027 and secondhand ships cost more 
than newbuildings in some cases.

Ward said ships would not be scrapped just because 
they were obsolete; only when they stopped turning 
a profit for their owners.

He said there were no shipyard berths available in 
Japan until the second half of 2028. A 2019-built 
kamsarmax recently came on the market with an 
expected price of $37m.

Greek flag enters digital age with first 
electronic certificate
A NEPTUNE Lines car carrier has become the first 
Greek vessel to be issued with a digital nationality 
certificate as the government unveiled the ship 
registry’s new digital gateway at the Posidonia 
exhibition.

The long-awaited digitalisation of the ship registry 
is not only a move to bring the registry into the 21st 
century but also a step intended to shore up the 
Greek flag.

The first vessel registered digitally was Neptune 
Phos (IMO: 9451719), a pure car and truck carrier 
with capacity for 3,800 cars that was built in 2009 
at Hyundai Mipo Dockyard.

The vessel has been reflagged from Malta, and 
Neptune — whose fleet is registered in Malta, Greece 
and the Marshall Islands — is understood to be 
looking at reflagging further vessels.

The company is controlled by Melina Travlos, 
president of the Union of Greek Shipowners, making 
the registration of the ship symbolic of wider 
industry support for the flag.

Greek Prime Minister Kyriakos Mitsotakis, together 
with shipping minister Christos Stylianides and the 
deputy minister for digital governance, Konstantinos 
Kyranakis, were also present for the launch of the 
digital application.

The development was a co-operation between the 
two ministries with input from the UGS and support 
from the national Seamen’s Pension Fund, known as 
NAT.

Stylianides said that “an essential first step” for 
digitalising the work of the registry and the ministry 
had been accomplished.

“We continue with the same determination to 
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complete the digitisation and simplification of other 
ministry processes, to make the Greek flag even 
more attractive,” he pledged.

In other recent speeches, Stylianides, who was 
appointed last year, has acknowledged that 
shipowners have been bemoaning the lack of digital 
services for years and the registry had fallen behind.

“The digital version of the document of nationality 
for oceangoing ships will modernise a key process 
of the Greek flag, strengthening its competitiveness 
internationally,” Kyranakis said.

The new platform would simplify and speed up 
registration procedures, eliminating unnecessary 
paperwork, and companies could “easily” submit 
their applications from anywhere in the world, he 
said.

A study carried out for the Greek Shipping Co-
operation Committee in March this year said that 
the Greek-flagged fleet totalled 496 ships of an 
aggregate 51.7m dwt and represented just 14.5% of 
the Greek-owned fleet’s overall capacity.

The flag shrank by about 1m dwt in the year to 
March, according to the data

A prominent industry representative told Lloyd’s 

List that the digitising of the registry is unlikely to 
spark an instant expansion.

“It is a welcome first step and primarily it will 
provide better service to existing users and in that 
respect it should help to halt the shrinking of the 
registry,” the spokesperson said.

It is generally thought that further initiatives may be 
required if the Greece-flagged fleet is to be rebuilt.

Most analysis centres on the mismatch between the 
registry’s requirements for Greek officers and the 
difficulty in sourcing sufficient well-qualified local 
seafarers.

Recruitment and improvements in the national 
maritime education system are part of the formula 
most people agree may produce better results but 
they have been stubbornly difficult to implement.

However, owners also say that the Greek flag is 
costlier than many of the alternatives, some of which 
are already fully digitalised.

NAT governor Konstantinos Tsagkaropoulos said 
that embarking on the digitising of the registry 
was “not an end in itself but a solid basis for the 
provision of modern services”.

IN OTHER NEWS  

Idled tankers and gas carriers to cost 
$286bn by 2050 in decarbonisation 
scenario, new paper says
A LARGE share of tankers and 
gas carriers risk being stranded 
assets, which could cost the 
shipping industry $286bn by 2050 
in an ambitious decarbonisation 
scenario, if newbuilding orders 
continue in these segments until 
2030, according to a new report.

The potential oversupply of oil 
and liquefied gas carrier risks 
lost profits of around $215bn by 
2050 in a scenario that assumes 
no new vessels will be built, 
according to the report by UCL’s 
Energy Institute and the Kühne 
Foundation.

The lost-profit risks rise sharply 

to $286bn in the tanker and gas 
carrier segments if newbuilding 
continues until 2030. 

Onboard carbon capture feasible, but 
only if it is incentivised 
ONBOARD carbon capture 
is feasible, but will require 
collaboration within the shipping 
industry alongside incentivisation 
by regulators.

That is according to a DNV 
White Paper, which explored 
the future of onboard carbon 
capture on vessels as a genuine 
decarbonisation solution.

Technology used to capture 
carbon has been successfully 
trialled on a containership before, 
although the DNV study noted 

that size and trading pattern 
would dictate whether onboard 
carbon capture would be feasible 
for individual vessels. 

Greek Navy makes anti-STS 
measures more permanent 
A WARNING restricting vessel 
traffic in a known area for ship-to-
ship transfers of Russian crude 
has been extended until July 
15, after it was first issued on 
April 30.

A Navtex issued by the Hellenic 
Navy Hydrographic Service has 
warned of naval exercises in an 
area off the Peloponnese in the 
Laconian Gulf, taking place from 
1500 hrs June 4 to 1500 hrs on 
July 15.
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This warning has been repeatedly 
extended for periods of two 
weeks since April 30, but this 
latest update is valid for six 
weeks and suggests permanency 
for what began as a temporary 
solution. 

Taiwan’s TS Lines makes third 
attempt at an IPO in Hong Kong
TAIWANESE container carrier TS 
Lines has made another attempt 
at an initial public offering in 
Hong Kong, seizing on the back of 
red-hot freight markets amid the 
Red Sea crisis.

An application has been 
submitted to the Hong Kong 
Stock Exchange, marking the 
intra-Asia focused carrier’s third 
such attempt after previous 
unsuccessful ones, although 
it did not reveal the capital 
expected to be raised.

By the end of 2023, TS Lines had 
a total of 43 vessels, consisting 

of 32 owned vessels and 11 
chartered-in vessels, with a total 
capacity of 89,818 teu.

Rightship partners with ZeroNorth in 
GHG rating tie-up
RIGHTSHIP will make its 
greenhouse gas ratings 
available on ZeroNorth’s voyage 
optimisation platform, as the 
firms agreed on a partnership 
that will also integrate the latter’s 
carbon intensity indicator insights 
into the two separate platforms.

The partnership will allow users 
of Rightship and ZeroNorth 
platforms to use the former’s 
GHG ratings and safety score as 
well as ZeroNorth’s CII emissions 
analytics tool, providing users 
with a comprehensive view of 
their performance to enable 
enhanced decision making, the 
firms said in a press release.

Rightship’s GHG rating has 
become a key emissions 

benchmark for the shipping 
industry after the firm amended 
it at the end of 2023 to remove 
the influence of power-limitation 
tools from its A to E rating system 
that gauges vessels’ emissions 
efficiency. 

DP World Melbourne experiencing 
‘extreme congestion’
CONGESTION at DP World’s West 
Swanson Terminal in Melbourne 
has been described as “extreme” 
by container industry advocacy 
group Container Transport 
Alliance Australia.

The group said works to 
reconfigure landside truck grids 
have removed about 35% of 
landside capacity and resulted in 
huge delays at the port.

CTTA said truck turnaround 
times on some shifts have 
eclipsed four hours, meaning 
transport operators have missed 
subsequent time slots.

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

 
Please contact: marketingservices@lloydslistintelligence.com

Classified notices follow
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Container Tracker

Save time. Stay compliant.

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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