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Dry bulk: Panama upside to 
fall, Guinea upside to rise

DRY bulk vessel supply, measured in dwt on the water, is firmly in 
check, courtesy of unattractive financials for newbuildings at today’s 
sky-high prices.

The bigger supply variable is effective supply, given diversions due to 
the Panama Canal drought and Red Sea attacks, longer sailing 
distances caused by the Russia-Ukraine war, and new cargo sourcing 
by Asian buyers in the Atlantic Basin.

Panama Canal effect could dissipate

Panama Canal drought restrictions forced widespread rerouting of US 
grain cargoes around the Cape of Good Hope, hiking voyage distance 
to Asia by up to 50%.

Bulker transits through the Panama Canal collapsed from 164 in 
October to 54 in January,, the steepest fall of any vessel segment.

With water levels now rising, bulker transits of the Panama Canal are 
increasing, and a full recovery is predicted by year-end — a negative 
for panamax rates.

The return of panamaxes to the Panama Canal from the Cape of Good 
Hope route “will push up supply because tonne-miles will drop”, said 
Andrey Telegin, a senior dry bulk analyst for price-reporting agency 
Argus, in an interview with Lloyd’s List.

LEAD STORY
Dry bulk: Panama upside to fall, 
Guinea upside to rise

WHAT TO WATCH
Box freight rates set to stay high 
as ports return to pandemic-level 
congestion

How one small US exporter navigated 
four years of global disruptions

OPINION
Sanctions should not stop unsafe 
tankers being scrapped 

Ripples from Brussels’ EV tariffs will 
be reaching shipping

MARKETS

Japan’s Tsuneishi Shipbuilding targets 
hard sail commercialisation in 2027 

Fortescue looking to align bulker 
conversions with fuel availability

IN OTHER NEWS
Salvors close in on ‘badly hit’ bulker in 
Red Sea 

Seafarer ‘severely’ injured in Houthi 
missile attack on Palau-flagged 
Verbena 

Singapore bunker sales hit four-month 
high in May

Dry bulk sector records no deaths in 
2023



Lloyd’s List | Daily Briefing  Monday June 17, 2024 Page 2

“I do not expect significantly higher rates for 
panamaxes, because tonne-miles will be down, 
[effective] supply will be higher, and demand doesn’t 
look so great in the second half either.”

On the demand front, he cited negative 
developments in multiple grain-producing regions 
this year.

Geopolitics: Ukraine-Russia war and Red 
Sea attacks

The two big geopolitical disruptions — the Russia-
Ukraine war and the Houthi attacks in the Red 
Sea — are connected in the dry bulk sector, because 
virtually all remaining bulker traffic through the 
Red Sea is carrying Russian or Ukrainian cargoes 
from the Black Sea or returning on the ballast leg.

Bulkers in these trades traverse two war zones, 
earning premiums for the double risk. As in 
sanctioned tanker trades, this creates profit 
opportunities for older tonnage that would 
otherwise be scrapped.

“When you’re going into risky waters, you will 
probably send overage vessels,” said Telegin.

“The age of vessels calling in Russian coal terminals 
has increased hugely since the war. Shipowners are 
buying overage panamaxes and capesizes just to call 
in Russian and Ukrainian ports.”

Meanwhile, Europe’s ban on Russian coal following 
the invasion of Ukraine has led to more tonne-mile 
demand, due to longer voyages, with more Russian 
coal headed to India, China and elsewhere in Asia.

“But Europe had already been phasing out coal 
before the war, so this process was already under 
way,” noted Telegin.

“Long before the war, we had already seen 
significant volumes of Russian coal heading to 
China. Because of the war, Europe phased out 
Russian coal faster than expected.”

Looking at how reversals of the various disruptions 
could affect dry bulk, the changing situation in the 
Panama Canal appears more significant to rates 
than either the Ukraine-Russia war ending or the 
Red Sea reopening.

The largest dry bulk impact from the war in Ukraine 
has been on Russian coal and Ukrainian grain, but 
the Russian coal rerouting was happening anyway 

(and will persist in peacetime), and Ukrainian gran 
has already recovered after the initial drop.

In the case of an Israel-Hamas ceasefire and 
cessation of Houthi attacks in the Red Sea, dry bulk 
faces much less tonne-mile fallout than other sectors 
such as container shipping and LR product tankers.

Only 7% of global dry bulk trade in 2023 traversed 
the Red Sea prior to diversions, according to ship 
brokerage Braemar (Clarksons Securities put it even 
lower, at 5%), and the majority of dry bulk cargo 
transiting prior to diversions was Black Sea grain 
and Russian coal — flows that have persisted despite 
Houthi attacks.

Guinea’s rise a plus for capesizes

Dry bulk is also seeing major changes in trade 
patterns (and average voyage distance) due to new 
cargo supply, particularly for capesizes loading 
bauxite in Guinea  — and, starting next year, iron 
ore in Guinea.

Capesize rates have significantly outperformed 
panamax and supramax rates over the past nine 
months, after underperforming previously.

Capesize rates in 1Q24 were the highest for the 
traditionally weak first quarter in 14 years, driven 
by dry weather in Brazil that allowed stronger-than-
usual iron ore exports, together with bauxite exports 
from Guinea to China.

According to ship brokerage BRS, Guinea shipped 
36.1m tonnes of bauxite during the first four months 
of this year, with exports “expected to experience 
several years of rapid growth before reaching a 
plateau”.

Prospects for Atlantic capesize demand look even 
more promising going forward, given the start-up of 
the Simandou iron ore project in Guinea next year.

What used to be more of a Brazil story “is becoming 
more of a Brazil-Guinea story”, said Telegin.

“When cargoes begin from Simandou, that volume 
will fuel the Atlantic capesize market even more.”

Clarksons Securities analyst Frode Mørkedal 
estimated that if the two Simandou iron ore mines 
reach full capacity in 2028, “the project has the 
potential to tie up 170 capesizes annually”.

And what happens in the Atlantic impacts the 
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Pacific. “The two basins are pretty connected,” said 
Telegin.

“In the first quarter, when rates in the Pacific were 
seasonally low, a lot of shipowners decided to move 
to the Atlantic to find cargoes, and Pacific rates 
jumped almost to the point where charterers started 
to think about switching to panamaxes for Western 
Australia.

“The Pacific market is hugely dependent on what’s 
going on in the Atlantic — and, of course, on the 
Chinese economy,” said Telegin, who noted that of 
the 81m tonnes of iron ore exported by Australia in 
May, 68m tonnes went to China.

Headwinds to Chinese demand

The problem with Chinese demand is that it is “not 
what it used to be when it comes to commodities”, 
said Breakwave Advisors, which oversees the BDRY 
dry bulk exchange-traded fund.

“The argument of peak mass construction in China 
seems to be gaining traction, as the historical 
inventory cycles that drove prices seem to be 
out of synch, and underlying demand has little 
momentum, irrespective of stimulus or government 
measures.

“The steel export market is strong because of 
domestic weakness, but cannot sustain the historical 
growth rates by itself, let alone the political pressure 
from flooding the global markets with cheap steel.

“The period of massive construction might be over 
— and, given the relatively high inventories and 
elevated iron-ore import run rates, it will take some 
time before iron-ore fundamentals return to a more 
favourable balance.”

Braemar said in a report on May 29: “Measures to 
support the real estate market have yet to deliver 
substantial improvement.

“There has been little upward move in Chinese 
steel prices to suggest a firm shift in market 
fundamentals. Prices of rebar, a construction 
steel, may have edged higher in May, but still lag 
February’s levels. Steel-mill margins have been 
squeezed.”

With no imminent demand driver in China, recent 
forward freight agreement moves imply some 
pessimism on second-half rates.

“In the past few days, the futures curve has 
inverted and now sits below spot, demonstrating 
some scepticism among traders as it relates the 
progression of rates for the first time in a while,” 
said Breakwave on June 11.

Owners focus on secondhand deals, not 
newbuilds

On the supply side of the equation, dry bulk 
newbuilding activity remain depressed amid very 
high yard pricing.

Clarksons Securities calculates a time-charter 
equivalent rate that is an acceptable “hurdle rate” 
to make investors comfortable with a newbuilding 
investment — one that provides an 11.5% unlevered 
return, which, depending on leverage, is equivalent 
to a roughly 15% return on equity.

As of June 11, Clarksons Securities put the price 
of a newbuilding capesize at $76m, equating to a 
hurdle rate of $33,000 per day — double the trailing 
10-year average of capesize rates.

The hurdle rate for panamaxes was 48% higher than 
the 10-year rate average. For supramaxes, it was 54% 
higher.

It is no surprise that bulkers orders are low with 
numbers like that. The capesize orderbook-to-fleet 
ratio is at just 6.1%, with the panamax ratio at 
12.6%, according to Clarksons Securities.

Instead, most of the action has been in the sale and 
purchase market.

According to a report by Xclusive Shipbrokers 
on June 3, there were 386 secondhand bulker 
transactions during the first five months of 2024 — 
significantly higher than the 212 transactions for 
secondhand tankers.

Greek buyers were the most active, with 89 bulker 
purchases, compared to 75 Chinese purchases. There 
were 75 bulker sales by Greek owners, compared to 
48 Chinese sales.

Greek buyers increased bulker purchasing by $450m 
or 60% year on year, while Greek bulker sales 
proceeds rose by $350m or 23% year on year.

With newbuilding prices so steep, bulker owners are 
using the S&P market to renew fleets, selling older 
ships and buying newer ones.
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Newbuilding prices are widely expected to remain 
very elevated for the foreseeable future, so the 

outsized emphasis on the S&P market should 
continue, keeping dry bulk fleet growth constrained.

WHAT TO WATCH

Box freight rates set to stay high as ports 
return to pandemic-level congestion
THE recent surge in container freight rates shows 
no sign of abating, with the Shanghai Containerised 
Freight Index rising another 6% last week, 
indicating demand is continuing to outstrip supply.

Demand is certainly strong; the latest figures 
available from Container Trades Statistics show 
volumes on par with previous peaks, but the 
available capacity in the market has grown far faster. 
In a normal supply and demand context, this would 
mean there was sufficient space for the cargo being 
shipped, and rates would be lower.

But the fallout from the Red Sea crisis continues to 
have an impact.

“This time it is about the hub-and-spoke model, 
and how carriers have tried to avoid the Red Sea,” 
Xeneta chief analyst Peter Sand told the TOC 
conference in Rotterdam last week.

“On the other side of the table, shippers saw the ugly 
days of the pandemic disruptions returning, so have 
decided to restock inventories to avoid running out 
of inventory and also because if rates are already 
rising, what will happen if every other shipper ships 
goods during the normal peak season when capacity 
is already this tight?”

The last time congestion emerged at ports was 
partially because congested inland transport made it 
difficult to evacuate containers from gateway ports. 
The difference this time is that it is transhipment 
hubs that are causing the problem.

“In ports like Barcelona, which traditionally is 30% 
transhipment, that figure has risen to 50%,” Sand 
said.

“Part of the reason that rates have risen so sharply 
is that ports simply can’t handle the solution that 
the carriers have come up with to make capacity fit 
shipper demand when they needed an additional 20 
days on the round voyage.”

This was a “ripple effect” of the Red Sea crisis, 
according to Vespucci Maritime chief executive Lars 
Jensen.

“We used to have a lot of cargo on the big Asia-
Europe ships being discharged in the Red Sea,” he 
said.

“Obviously that is not happening so now all this 
cargo needs to be transhipped. That is part of what 
is overwhelming ports. As long as the Red Sea is 
driving the port congestion, there is no hope this is 
going to be solved either.”

Jensen said the market was already in “pandemic-
level” territory.

“There is no other way to describe it. The 
disruptions we saw during the pandemic are exactly 
what is happening now.”

When the Red Sea crisis hit, it was fortunate that the 
market was suffering from overcapacity, he said.

“We had exactly the right capacity to go around 
Africa. Imagine if the carriers had not created 
overcapacity we would have been in a world of hurt. 
But that meant we had zero excess capacity in the 
system. There is no way we can deal with any other 
crisis on top of this.”

But by rerouting around the Cape of Good Hope and 
relying more on transhipment, carriers had driven a 
massive congestion problem.

“We now have some vessels waiting for a week 
outside of Singapore and serious issues in the 
western Mediterranean,” Jensen said.

“Every time we have port congestion it removes 
capacity. When the pandemic disruption was at its 
worst, it was port congestion that meant 14% of the 
world’s capacity was taken out. We’re heading in to 
that again now.”
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Other pandemic-era conditions were also emerging.

Sand pointed to the increasing cost of vessel 
charters and duration of vessel charters done by 
carriers.

“On average, you can see that time charter rates are 
up by 100% since late December, rising sharply in 
the past two weeks,” he said.

“That is one indication that the carriers think that 
this is here to stay. They see no real resolution.”

Jensen, meanwhile, pointed to the reemergence of 
“opportunist” carriers starting new deepsea services 
with smaller tonnage.

“We are now seeing exactly the same thing, with 
Ellerman starting an Asia-Europe service with 
2,700 teu ships,” he said. “At least one freight 
forwarder has started a service with its own vessels 
on the transpacific going from China to Mexico.”

With no sign of the situation in the Red Sea easing, 

the current market conditions could remain in place 
for quite some time.

“The Houthis keep on shooting so there is no sign 
whatsoever that the Red Sea situation is going to end 
any time soon,” Jensen said. “How long it will last 
is anyone’s guess; it could last a couple of months or 
for the next five-to-10 years.”

The only question was how long the demand boom 
would last.

“It might be that the current demand boom is just a 
very early peak season,” Jensen said.

“If that is the case, the demand boom should abate 
by the beginning of July and we will get a little bit of 
a cap on rates.

“But if this is not just an early peak season but 
stronger demand, we are looking at rate levels that 
will very likely go up and try to push the record 
levels we saw during the pandemic. That is entirely 
within the realm of the possible.”

How one small US exporter navigated four 
years of global disruptions
THE BIGGEST players in the biggest markets 
garner the spotlight when trade is disrupted. But the 
experiences of smaller players in niche markets are 
just as telling — and can provide a more nuanced 
view.

For perspective on how current disruptions compare 
to those during the supply chain crisis, Lloyd’s List 
spoke in-depth with executives of Greenfield LLC, a 
small exporter of containerised and breakbulk forest 
products from the southeast US and South America.

Greenfield’s business has been affected by the 
drought in Panama; the Houthi attacks in the Red 
Sea; the port-closing crash of Dali (IMO:9697428) 
in Baltimore, Maryland; and the IT breakdown in 
Charleston, South Carolina.

“In my opinion, this is just going to be the way it 
is — it’s not going to get any easier,” said Greenfield 
maritime logistics manager Susie Thomson.

“There are always going to be problems. The world is 
importing and exporting so much more than it ever 
has because there’s more people on the planet.

“There are so many moving parts in getting a 
40-foot container from the United States to the port 

of discharge. It sounds so simple, but it’s not, and if 
one thing goes wrong, there’s a domino effect.”

Export routes from Americas to Asia

According to Greenfield director Gregorio Aznarez, 
the company exported 3,300 feu of logs, lumber, and 
wood chips in 2023, 44% from North America, 56% 
from South America.

Exports from the US are containerised and load 
in Charleston; Savannah, Georgia; and Norfolk, 
Virginia. South American exports are loaded 
in Montevideo, Uruguay; and Rio Grande and 
Navigantes, Brazil.

Greenfield keeps a mix of 50% contract, 50% spot, 
with contracts (often quarterly) negotiated through 
the Pacific Northwest Asia Shippers Association and 
spot volumes booked through freight forwarders.

Greenfield also exports forest products via 
breakbulk out of South America, chartering around 
six to eight handysize loggers per year, mainly 
loading in Montevideo.

Greenfield’s forest products are exported to China, 
India, Vietnam, and elsewhere in Asia Pacific. Logs 
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and lumber, which are mostly pine, are mainly used 
for building materials and furniture. Wood chips are 
used for pulp and paper production.

Supply chain crisis vs current disruptions

Greenfield’s biggest challenge during the pandemic-
era supply chain crisis was not freight rates, as was 
the case on the importer side. Rather, it was the 
extreme difficulty in actually moving the cargo.

“There weren’t enough trucks available and there 
weren’t enough people to work,” recalled Aznarez.

According to Thomson, “The vessels were not 
moving. The ports became congested with 
containers waiting to be loaded or import containers 
waiting to be pulled off the dock. It came to a 
standstill.

“It was very difficult for us to get containers — we 
couldn’t get the empties to load our products. And 
even if you did have products loaded in containers at 
the yard, you couldn’t deliver it to the ports.”

The situation is very different today, with no 
shortage of trucks or workers and no significant 
demand-driven congestion at US ports. However, 
there are starting to be signs of container equipment 
shortfalls.

Aznarez pointed to a disparity in export freight 
pricing that appears to be driven by container 
equipment demand.

Greenfield’s average rates from the US east coast 
to India’s west coast are up almost 40% since the 
beginning of this year. These boxes used to go on 
containerships transiting the Red Sea; now they go 
round the Cape of Good Hope.

Greenfield’s exports to Vietnam have faced an even 
longer diversion. Much of those cargoes used to go 
via the Panama Canal but have shifted to the Cape 
of Good Hope due to Panama’s drought. Greenfield’s 
average rate from the US east coast to Vietnam is 
down 35% year to date.

“Vietnam is demanding containers, so they need to 
get the containers loaded with whatever export they 
can,” Aznarez explained.

In addition to giving exporters a rate break to 
send containers back to Asia, Thomson believes 
ocean carriers are also starting to accelerate empty 
loadings on backhauls to Asia.

“Import rates into the US have been increasingly 
greatly over the last several months and shipping 
lines are loading empty containers like they did 
during Covid, to get them back over there,” she said.

Container shortfalls are “starting to affect us,” said 
Thomson. She had a booking out of a southeast US 
port on June 12 and the port “did not have any high-
cube containers. None.”

Another parallel to the pandemic-era disruptions: 
transit times are much longer, this time due to canal 
diversions, not ship queues at ports.

According to Aznarez, “This negatively affects the 
financial performance of our customers’ business, 
because their business is based on letters of credit, 
which are based on lines of credit with their banks, 
who are obviously charging interest. When you add 
two to three weeks of transit time, that negatively 
affects them.”

Effect of recent US disruptions

Greenfield also reported fallout from two recent 
issues on the US side: the 11-week closure of the Port 
of Baltimore due to the Dali casualty, and a “vendor 
server issue” that closed the terminal gates for two 
days in Charleston in late May.

That IT issue, together with ongoing infrastructure 
work, led to a ship queue off Charleston that is still 
there (13 containerships were in the queue as of 
Friday).

“The incident in Baltimore shifted a lot of cargo to 
Norfolk and Charleston” — two of Greenfield’s main 
export gateways — “and affected the normal flow of 
containers”, said Aznarez.

“The Port of Baltimore situation was huge for us, 
because it congested the ports we shipped from,” 
added Thomson. “When the computer system went 
down in Charleston, that was another huge problem. 
There are still ships out there waiting.”

Fewer ocean carriers to choose from

Beyond logistics disruptions, Greenfield faces 
another issue that has been building for years: an 
increasingly small number of ocean carriers to 
choose from.

“We try to be very diverse in our carrier mix, but 
unfortunately, over the last several years, the carrier 
mix has been greatly reduced,” said Thomson.
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“When I started in this business, I was working 
with 20 different shipping lines. Some were small, 
some were big. Now, we basically have six or seven 
lines to choose from, and that doesn’t give us a lot of 
options.

“And as the shipping lines have gotten bigger and 
bigger, it has become more complicated to deal 

with them. Because as the shipping lines have 
grown, they’ve had to hire a lot of people to push 
paper around and to make everything go, and they 
now have so many people working there that don’t 
know what they’re doing. These people aren’t really 
experienced, whereas a long time ago, it was a lot 
different.”

OPINION  

Sanctions should not stop unsafe tankers 
being scrapped
CONCERNS are rising about how to scrap the 
so-called *dark fleet of elderly tankers, with ship 
demolition levels at their lowest in almost two 
decades.

So far in 2024, only four tankers above 30,000 dwt 
have been beached for recycling. They comprise the 
2000-built suezmax Jal Gamini (IMO: 9188788), 
the 1999-built aframaxes Bradley (IMO: 9166417) 
and Serano II (IMO: 9165542) and the 1998-built 
medium range product tanker Swarajya (IMO: 
91710432).

According to Lloyd’s List Intelligence data, Bradley 
was beached at Gadani Beach, Pakistan in March.

The remaining three ships were sold for recycling at 
Chattogram, Bangladesh in April and May.

With the exception of the The Shipping Corporation 
of India-owned Swarajya, each ship has been linked 
to dark fleet trading.

Those companies, potentially including shipbrokers, 
cash buyers and the ship recyclers themselves, 
involved in the recycling of dark fleet tankers so 
far are likely to have used currencies other than US 
dollars to finish the transactions under the sanctions 
radar.

There are understood to be some 600 ships involved 
in shipping US-sanctioned Iranian, Venezuelan and 
Russian oil. Industry groups have raised concerns 
about the safety risk of poorly maintained older 
ships to the environment and their crews, which 
increases the longer they trade past their typical 
scrapping age.

A recycling shipbroker told Lloyd’s List the first very 

large crude carrier to be circulated for scrap since 
2022 is understood to be under negotiation for sale 
to a Bangladeshi recycling yard.

While not confirmed as the sales candidate, the 
2001-built, US Office of Foreign Assets Control-
sanctioned, VLCC Stellar Oracle (IMO: 9194127) 
is transmitting a position on its Automatic 
Identification System as Chattogram demolition 
anchorage.

The Guyana-flagged Stellar Oracle has changed 
name and flag three times in the past year and 
is understood to have conducted a ship-to-ship 
transfer in March with a sanctioned vessel operated 
by National Iranian Tanker Co.

The 306,000 dwt vessel is also said to have been 
involved in the spoofing of its AIS system. Therefore, 
Lloyd’s List was unable to confirm if Stellar Oracle is 
physically at Chattogram.

As the screw has tightened on the sale of ships 
for deployment in sanctioned trades, the legal 
position of those involved in any subsequent sale of 
sanctioned vessels for recycling is unclear.

Legal curbs — or even the possibility of curbs being 
enacted in future — could hold up the final sale of 
ancient tankers and leave ships parked off recycling 
beaches for months on end, posing a high risk to the 
environment.

They would also increase costs and drive the 
scrapping business from reputable operators to 
yards where safety and environmental standards are 
lower.

Many of these clunkers are only on the water 
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because there is good business in them staying 
afloat. Their owners are obviously not going to 
forego the profits on offer for the greater good.

But sooner or later their time will come. When it 
does, such ships must be safely disposed of. Global 
authorities need to recognise this and allow the 
recycling of dark fleet tankers without the risk of 
legal action.

* 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.

Ripples from Brussels’ EV tariffs will be 
reaching shipping
PERHAPS in a show of resilience, Cosco Shipping 
Car Carriers (CSCC) unveiled its first newbuilding 
due for delivery in years on the same day the EU 
announced tariffs on Chinese electric vehicles.

The 7,500 ceu LNG duel-fuel Qin Kou (IMO: 
9991757) will help open a new monthly service 
calling Shanghai, Tianjin, Bristol, Zeebrugge among 
other ports from early July to “further expand the 
international car transport market between China 

and Europe,” the company said.

The ship is part of a 24-ship newbuilding spree 
by CSCC since 2022, mostly ordered via Chinese 
leasing firms amid China’s rapid rise in EV 
manufacturing and exports.

Now the orderbook may raise some eyebrows, even 
though not all of them will head to Europe, just like 
China-made EVs.

The trading bloc accounts for around one-third to 
40% of China’s EV exports, depending on whose 
estimate you believe. But in fact, its impact on the 
car carrier market appears far smaller than that 
proportion alone suggests.

Reuters reported recently the EU imported around 
440,000 EVs from China in the 12 months ending 
April. That was 38.9% of the latter’s total exports of 
such products during the same period.

According to predictions by the Kiel Institute for the 
World Economy, a 20% extra tariff, which is around 
the average to be imposed by the EU, would reduce 
Chinese EV imports by 25%.

That translates to a loss of 110,000 units, or 
roughly the demand for four ships of Qin Kou’s size 

— assuming the vessel can make four round trips a 
year on the route — in a global market consisting of 
some 780 international-trading vehicle carriers.

This is hard to call a major blow, considering 
the sector’s robust fleet renewal needs driven by 
decarbonisation, and rapid inroads made by Chinese 
cars in other regions, such as South America and the 
Middle East.

Some analysts even believe that the significant cost 
advantage enjoyed by the country’s automakers is 
sufficient to cushion the blow of the tariffs.

“We believe there will be a limited impact on 
seaborne volumes in the near term,” said Pareto 
Securities in a note commenting on the impact of EU 
tariffs.

When contacted, an investor relations official at 
Cosco Shipping Specialized Carriers, the largest 
shareholder of CSCC, told Lloyd’s List its car 
shipping joint venture has no plans to delay or sell 
vessels on order, despite the upcoming duties. “We 
are not worried.”

Another major shareholder of CSCC is SAIC Motor, 
which sold the most EVs to Europe among domestic 
peers and faces the highest additional tariff rate of 
38.1%.

The EU announcement had briefly sent SAIC’s 
share price down nearly 3% in the Shanghai Stock 
Exchange on June 13, but it has since recovered the 
lost ground. Perhaps as Pareto suggests, investors 
have little to worry about for the near-term outlook 
at least.

If anything, lessons from the China-US trade 
war years ago include the flexibility of Chinese 
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manufacturers in tapping various means to ensure 
their products still reach intended destinations.

For one, Chinese carmakers have already started 
building factories in Southeast Asia. BYD Auto, 
which also has six large PCTCs on order in addition 
to one in service chartered from Zodiac, began trial 
production at an EV plant in Thailand this March, 
targeting 150,000 units annually.

If past experience still counts, the coming years 
are likely to see more trade flow and route changes 
rather than noticeable cargo erosion from tariffs. 
Meanwhile, relocation of assembly lines could be 
accompanied by more transport of materials and 
auto parts, even inducing extra shipping demand.

More of a worry is that the EU tariffs on Chinese 
EVs, coming shortly after a similar move by 
the US, signal a further shift toward deepening 
protectionism globally.

Beijing still has time to convince Brussels to 

reconsider before the tariffs are definitively applied 
from November. Retaliation is one approach, and 
could intensify if it fails to achieve the goal after four 
months.

In the long run, this tit-for-tat escalation bodes ill 
for the global economy and shipping at large, beyond 
just car carriers.

Goods will still be put on shelves, wherever they 
are made, but detached from the priority to 
efficiency, they will grow more expensive, inhibiting 
consumption and trade growth — at least until the 
world’s next factory or tech boom comes along.

For shipowners, the implications may go beyond just 
cargo fluctuations. If Chinese EVs are suppressed 
today, ships built there could be next, and even the 
green fuels it produces further down the road.

And the industry’s buzzword ‘resilience’ will likely 
ring even louder.

MARKETS  

Japan’s Tsuneishi Shipbuilding targets hard 
sail commercialisation in 2027
JAPANESE shipbuilder Tsuneishi Shipbuilding, 
in partnership with Mitsui E&S Shipbuilding and 
Akishima Laboratory is aiming to make its hard sail 
technology commercial within the next three years.

The Japanese shipbuilder will coordinate the 
development and manufacturing process, while the 
other two partners will be responsible for design, 
research and performance evaluation, it said.

The wind propulsion device will be retractable and 
can be installed on existing vessels with minimal 
modifications.

The first installation of the hard sail on vessels is 
anticipated to occur in 2026, with commercialisation 
targeted for 2027.

As alternative fuels remain scarce and costly, 
several companies are turning to the wind for 
decarbonisation and fuel efficiency.

Japanese shipowner MOL, together with Oshima 
Shipbuilding, has co-developed the hard sail 

technology known as Wind Challenger.

Last month, the company said it installed wind 
propulsion on six new bulk carriers, bringing the 
number of Wind Challenger-equipped vessels to 
nine, following the first installation in 2022.

MOL plans to launch 25 vessels equipped with the 
Wind Challenger by 2030 and 80 vessels by 2035.

Several Chinese companies have also joined the 
development and manufacturing of wind propulsion 
systems, leveraging their leading position in 
shipbuilding.

In 2018,  China Merchants Energy Shipping received 
New Vitality (IMO: 9799173), its first wind-assisted 
very large crude carrier, which was equipped with 
a pair of hard sails developed by the CSSC’s Dalian 
Shipbuilding Industry.

CMES further expanded its fleet in 2022 with the 
delivery of New Aden (IMO: 9912000), another 
VLCC featuring four locally developed hard sails.
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British sail designer BAR Technologies formed a 
partnership with China Merchants Energy Tech in 
January, with the latter undertaking to build and 
install WindWings, the foldable sails, in shipyards 
throughout China.

WindWings has been adopted by Singaporean 
shipowner berge Bulk on its vessel Berge Olympus 
(IMO: 9750957), as well as by commodity trader 
Cargill on the vessel Pyxis Ocean (IMO: 9798856).

Fortescue looking to align bulker conversions 
with fuel availability
AUSTRALIAN miner Fortescue says it plans to time 
its ammonia-fuel bulker retrofits with fleet with fuel 
availability.

“We want to make sure when we convert these 
vessels, green fuel is readily available. In the 
Singapore market, availability of ammonia is 
touted to be around the end of 2026 or early 2027,” 
Fortescue group marine manager Andrew Hoare 
told Lloyd’s List.

In October last year, the Maritime and Port 
Authority of Singapore shortlisted six participants 
in its ammonia bunkering project with plans to start 
shore-to-ship bunkering of at least 100,000 tonnes 
of clean ammonia by 2027.

Earlier this year, Fortescue’s service vessel FFI 
Green Pioneer (IMO: 9418743) completed the 
world’s first ammonia bunkering trial in Singapore.

Fortescue engineers retrofitted FFI Green Pioneer’s 
Cummins KTA50 diesel engines with ammonia 
injection capability at Singapore’s Seatrium shipyard 
in 2023.

“We’ve used the Green Pioneer to bring ammonia 
to the front of the queue. And once the market 
addresses the midstream challenges for bunkering, 
it will take off pretty quickly,” Hoare added.

Following the trial, FFI Green Pioneer received flag 
and class approvals to burn ammonia and diesel as 
marine fuel from the Singapore Registry of Ships 

and DNV.

The company aims to retrofit all eight 
newcastlemaxes in its fleet, although it has yet to 
take a board decision for these conversions, Hoare 
said.

Fortescue aims to cut Scope 3 emissions related to 
shipping by 50% by 2030 from a 2021 baseline, as 
well as reaching net-zero by 2040.

The company is optimistic there will be a sizeable 
ammonia-fuelled shipping fleet for its iron ore 
shipments in time for it to hit its Scope 3 targets.

“You can see quite a number of big owners are 
now building ships that can run on ammonia. And 
pressure will only build on them to provide that 
service to cargo owners,” Hoare said.

“We can see three major players Berge Bulk, Eastern 
Pacific Shipping and CMB, as they’ve all made 
strides to build ammonia-fuelled ships in China.”

Renewable hydrogen derived e-ammonia supply 
is negligible today, as most energy producers have 
been reluctant to take final investment decisions on 
ammonia projects without reliable demand.

Fortescue also aims to produce green hydrogen-
derived e-ammonia in the coming years. Its green 
energy arm, Fortescue Future Industries, has 
multiple projects in Norway, Australia and Brazil.

IN OTHER NEWS  

Salvors close in on ‘badly hit’ bulker 
in Red Sea
A SALVAGE tug was expected 
to arrive on Friday alongside the 
stricken bulk carrier Tutor (IMO: 
9942627), after it became the first 
merchant vessel to be hit by a sea 

surface drone launched by the 
rebel Houthis from Yemen.

The attack on Wednesday 
resulted in the death of one 
seafarer, multiple sources have 
confirmed.

The victim is believed to be a 
Filipino engineer but it is unclear 
whether he died from the blast or 
was unable to escape from the 
engine room as it flooded.
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Seafarer ‘severely’ injured in Houthi 
missile attack on Palau-flagged 
Verbena
A SEAFARER was severely injured 
on Thursday after the Houthis hit 
the general cargoship Verbena 
with two anti-ship cruise missiles, 
US Central Command said.

The seafarer was rescued 
by aircraft from warship USS 
Philippine Sea to a “partner force 
ship” for medical treatment, 
Centcom said on X.

The incident came a day after a 
seafarer was killed in a Houthi 
strike on the Greece-owned 
bulker Tutor (IMO: 9942627), 
the first fatality since the 
militants killed three crew on 
board the Barbados-flagged 
True Confidence (IMO: 9460784) 
in March, and amid a rise in 
successful strikes by the Houthis 

on commercial ships in recent 
days, with four vessels hit since 
June 8.

Singapore bunker sales hit four-
month high in May
BUNKER sales in Singapore 
reached a four-month high in 
May, owing to sharp increases in 
sales of the primary grade very 
low sulphur fuel oil, while LNG 
demand reached a record-high.

Marine fuel sales hit 4.8m 
tonnes in May, up by 14% from 
the previous month, while the 
monthly total was 7% higher 
compared with May 2023, 
according to the Maritime and 
Port Authority of Singapore.

VLSFO sales jumped 17% on 
the month to 2.6m tonnes in 
May, while high-sulphur fuel oil 
bunkering rose by 9% to reach 

1.7m tonnes.

Dry bulk sector records no deaths in 
2023
LOSSES in the dry bulk sector 
stayed in single figures for the 
12th year in a row, according to 
Intercargo’s  annual casualty 
report.

Just one vessel was lost in 2023, 
after two were lost each year in 
2020, 2021 and 2022.

No lives were lost across the dry 
bulk fleet in 2023, down from 12 
in 2022.

The dry bulk sector has become 
much safer over the past decade, 
with a total of 23 bulk carriers 
of more than 10,000 dwt lost 
between 2014 and 2023. In the 10 
years before that, 75 bulkers of 
more than 10,000 dwt were lost.
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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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