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WORLD peace is the biggest threat to the continued good health of the
tanker market.

Western sanctions on Russia first recalibrated oil trades two years ago.
Houthi attacks on merchant shipping in the Red Sea since December
changed flows a second time.

The result is 11bn tonnes of oil a year sailing longer distances on
around 6,500 tankers — supporting higher spot rates.

A bifurcated market and record tonne-miles are undoubtedly
lengthening the long-anticipated recovery in the tanker market that
began in early 2022.

The recovery relies on supply-side scenarios that could not have been
foreseen four years ago, as the world’s economy emerged from the
Covid pandemic and recession.

Instead of being scrapped, tankers aged over 20 years have found
second lives working in parallel, sanctioned Iranian, Venezuelan and
Russia trades.

Asian shipyards, bloated with post-pandemic orders for containerships
and gas carriers, are expected to deliver fewer than 25 crude tankers
and 45 coated tankers in 2024, estimates from shipbroker

Braemar show.

That is the lowest in records going back at least 15 years.
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This year remains a golden period for tankers, even
with peak oil on the horizon, newbuilding prices at
a record high, and uncertainty over decarbonisation
and future fuels.

Only the cessation of Russia’s war on Ukraine and
Israel’s war on Hamas in Gaza, which motivated
Houthis to attack commercial shipping in the Red
Sea, threaten this rosy outlook.

Even then, US sanctions — which have now been

in place for five years on Iran and Venezuela —
alongside Western sanctions imposed 18 months on
Russia would take time to unwind, if or when they
are lifted.

Consider this: exports from Venezuela, Iran and
Russia averaged just under 6.8m bpd since July
2023, comprising 17% of all seaborne crude flows,
according to data from London-based energy
analytics provider, Vortexa.

This discrete trade is dominated by a so-called
‘dark fleet’™ of about 640 elderly, anonymously
owned tankers operating largely outside Western
jurisdictions, representing about 14.5% of the
internationally trading fleet.

China is the destination for nearly three-quarters
of Iranian oil exports, now at around 1.4m bpd.
Sanctioned and heavily discounted crude from the
Islamic republic, as well as Russia and Venezuela,
comprise as much as one-fifth of all China’s
seaborne imports.

As well as providing a readymade market for older
tonnage that has distorted values for secondhand
tankers, the dark fleet has led to scrapping falling to
record lows.

To evade sanctions, the transport of oil is inefficient
and logistically challenging.

Cargoes are shipped on as many as four different
tankers via a series of ship-to-ship transfers to
obfuscate origin and destination.

On the other side of the sale and purchase market,
the shortage of tanker newbuildings (although
orders for 2027 delivery have recently escalated) has
seen the resale market for slots also accelerate.

So far, 175 tankers of more than 20,000 dwt have

been ordered during the first five months of 2024,
with most for delivery from 2027 onwards.
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Mergers and acquisitions are among the few viable
options to acquire modern tonnage.

Adnoc Logistics and Supply’s $1bn purchase of
Navig8 announced in early June is the most recent
iteration of this strategy.

Crude tanker transits through the Red Sea are

down by 53% year on year, while product tanker
transits are 49% lower, weekly data from Lloyd’s List
Intelligence shows.

Longer voyages
Longer voyages as tankers divert around the Cape of
Good Hope continue to alter crude flows.

European refiners imported record volumes of US
oil from the Gulf on aframax or suezmax tankers in
past months, while volumes from Iraq have slowed
on higher freight prices to circumvent the Red Sea.

Typically, slowing middle distillate demand in
Europe — the largest regional importer of seaborne
diesel and jet fuel — would translate to lower
demand and freight rates for product tankers.

But sanctions on Russia, which previously supplied
the EU27 and UK with 40% of imported diesel,
resulted in more shipments from alternative
exporters from the Middle East.

These tankers now sail an additional 14 days to
reach northeast Europe and the Mediterranean.

Geopolitics also offset extended crude production
cuts from the Organisation of Petroleum Exporting
Countries cartel and slowing oil demand growth
from China. These were previously the two biggest
drivers of freight costs.

For now, the latest peak oil demand estimate from
the International Energy Agency is 2029.

Western economies — including those in Europe and
North America — already face peak gasoline and
diesel consumption, thanks to the uptake of electric
vehicles.

Longer term, growth in oil supply is emerging from
countries including Brazil, the US and Guyana,
while demand growth is strongest in India, China
and emerging economies.

For now, the most recent 12-month period fixtures

for suezmaxes are seen at $42,500 daily, with three-
year deals for aframaxes at the same level.
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That is well above daily cash break-even levels

for $35,299 and $30,284, respectively, based on
calculations by Norwegian investment bank Cleaves
for a five-year-old ship.

Shipbroker BRS assessed year-to-date average
tanker earnings from very large crude carriers to
medium range tankers as 25% higher year on year,
largely thanks to the dark fleet, which has removed
tankers from mainstream trades.

This raises the inevitable question: is this as good
as it is ever going to get? Only the foolhardy would
attempt to answer.

This article is part of Lloyd’s List’s Half-year
Outlook, which will be published in full later this
month

* 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.

WHAT TO WATCH

LNG: Challenging freight rate environment

expected to prevail

SPOT and period rates in the liquefied natural gas
sector are at their lowest level in four years as high
storage volumes and limited new production have
impacted demand for LNG carriers.

“For the remainder of 2024, the rate environment
is likely to remain challenging and below 2023 and
2022 levels,” said E.A. Gibson LNG market analyst
Matt Coates.

“By how much remains to be seen, but it is likely
they will be between 20%-30% lower than last year,
barring any unexpected developments in the third
and fourth quarters.”

Both spot and period rates have remained subdued
throughout most of 2024 so far, as the repositioning
of ships between regions has resulted in position
lists in the Atlantic and east of Suez not seeing a
significant cleardown for much of the year.

“Position lists are keeping spot rates lower than we
saw at this time last year,” said Coates.

“On the period side, rates are also significantly lower
than the same period last year and are trading at the
bottom of their five-year range, especially for two-
stroke and tri-fuel diesel electric tonnage.”

However, Coates notes that one-year time charters

of steam turbine units — which typically earn far
lower rates than modern tonnage — have not seen
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the same level of weakness.

Since mid-May, rates surpassed the levels seen

in May 2023, despite the negativity that high fuel
consumption and high gas boil-off steam-powered
ships face from an environmental perspective.

On the supply side, projects such as BP’s delayed
Tortue, West Africa project and New Fortress
Energy’s Altamira, Mexico project are due to start
during 2024.

Additional import facilities in Europe, Brazil and
China are also expected to come online this year.

The market is now gearing up ahead of winter
stockbuilding, with Europe having stocks in excess
of 70% presently, while levels in much of northern
Asia are described as “comfortable”.

“Europe appears to be in a good position right now
in terms of meeting its overall gas demand through
LNG imports, in addition to pipeline flows from
suppliers such as Norway,” said Coates.

Energy security and climate concerns continue to
drive growth in the LNG sector, with new importers
emerging recently in Southeast Asia, such as the
Philippines and Vietnam.

Coates said the market is closely watching
changes to the EU’s stance towards Russian LNG.
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Nevertheless, this could easily be replaced by US
cargoes, while there appears little appetite for a full
ban of Russian LNG in Europe.

While water levels at the Panama Canal appear to
be improving, the volume of US cargoes heading
through the canal to the Far East remains minimal.

The bulk of US Gulf LNG heading east is transiting
the Cape of Good Hope and avoiding the Suez
Canal/Red Sea area, given the ongoing security risks
in the region.

Coates said this is helping to support tonne-mile
demand and although intra-basin spot rates have
risen in recent weeks for USG/NE Asia, these have
not risen to the extent many had been anticipating,
given current supply and demand balances in both
Europe and Asia.

“This has created challenges for repositioning of
tonnage between regions, keeping rates flat for most
of the year,” said Coates.

“Meanwhile, we are expecting the next wave of LNG
export projects to start coming online in the US
from 2026-2028, which will provide a significant
boost for LNG carrier demand, with the market
likely to remain tight for this period, boosting rates.”

The large orderbook for LNG carrier newbuildings
has been boosted in 2024 by the Qatari newbuild
programme for 270,000 cu m ships. More

newbuilding orders are expected to be placed to
service new US export projects.

With the exception of Qatar’s new QC-class giants,
the majority of the orderbook is provided by 174,000
cu m ships built to standard designs in China and
South Korea. The exception is a series of 200,000 cu
m capacity vessels ordered by Greece’s Dynagas.

The fifth ship in the series — all built by HD
Hyundai Heavy Industries — the LNG carrier Clean
Vitality (IMO: 9943499) was delivered in March,
with a further nine vessels due to be delivered
between 2024 and 2026.

Coates believes newbuild activity is expected to
remain lower in 2024 and 2025, compared to the
previous two years, due to high newbuilding pricing
and a lack of available shipbuilding slots.

Despite the already large orderbook for new LNG
carriers, he says concerns about overtonnaging are
unfounded.

“We estimate that significant tonnage is still
required to service the anticipated volumes coming
onto the market in the second half of this decade —
the tonnage supply and demand balance will remain
tight, even should all anticipated orders materialise.”

This article is part of Lloyd’s List’s Half-year
Outlook, which will be published in full later this
month

LPG: Sailing towards summer stability?

SPOT rates for very large gas carriers should
remain stable in the coming months — barring any
black swan events — as the sector’s volatility cools
during the summer months before picking up in
the autumn.

“The market looks pretty stable; spot earnings have
recovered from the seasonally characteristic rate
drop,” said Jamie Aldridge, European liquefied
petroleum gas/Freight analyst at Opis, a Dow Jones
company.

“And if you look at the freight future agreements, the
market looks pretty stable around the low- to mid-
$60,000s/day for the remainder of the year,” he told
Lloyd’s List.

VLGC freight rates crashed when the year began,

as frosty weather swept through the US, increasing
domestic propane prices and narrowing the US-Asia
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arbitrage — a key driver of VLGC tonne-mile
demand.

Rates on the US Gulf to Asia route fell from $221 per
tonne in early January to a low of $71.10 per tonne
just a month later, according to Baltic Exchange
assessments.

Earnings on that route fell from around $140,000
per day to about $17,000 per day over the same

period.

Since then, VLGC earnings have staged a slow but
steady comeback.

The narrowing of the US-Asia arbitrage in the
second week of June, however, saw them shed some

of those gains.

Jefferies assessed VLGC spot rates at $57,700
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per day on June 13, down more than 10% on the
previous day.

While earnings are down around 25% on this time
last year, they are still well above breakeven levels,
generating healthy profits for owners.

“Rates remain strong from a historical perspective,
but have come under pressure recently on tighter
propane price arbitrage,” said Jefferies shipping
analyst Omar Nokta.

“Spot rates continue to be very sensitive to the price
differential between US propane and that of the
international markets.”

Last year was an exceptionally strong year for
VLGCs, despite plenty of newbuildings joining
the fleet.

The VLGC delivery schedule for 2024 is far tamer,
and most vessels have already been delivered.

By mid-June, there were 15 VLGCs delivered so
far this year, according to Clarksons’ data, with six
more slated for the remainder of 2024.

Limited potential upside

While fleet growth will be minimal in the coming
months, volume growth is also expected to be
subdued, with limited potential for additional
cargoes out of both the US and Middle East — the
two main liquefied petroleum gas export regions.

US propane exports are up 9% so far this year,
according to data from the US Energy Information
Administration, but prospects for further growth is
restricted in the near term.

“Looking ahead, outflows from the US are expected
to stay capped, with dock capacity maxed at around
1.8m barrels per day until planned waterfront
expansions come online in 2025-2026,” Aldridge
said.

In the Middle East, the decision by Opec+ to
continue with production cuts will hamper the
volumes from the region, he added.

On the demand side, imports to China — the world’s
largest importer of LPG — started the year strong,
but further upside could be constrained due to
negative propane dehydrogenation margins.

China’s imports were up 12% year on year in April,
according to data from commodities and analytics
provider Vortexa.
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This was largely due to two new PDH plants coming
online; the switching of cracker feedstock to LPG;
and seasonal refinery maintenance, Vortexa’s head
of APAC analysis Serena Huang explained in a May
report.

However, she cautioned that negative PDH margins
will continue constraining plant utilisation in the
coming months.

Still, Aldridge noted that additional PDH capacity is
set to come online.

“Asian petrochemical demand will be a major
determining factor in global LPG export flows in the
year ahead,” he said.

“Propane dehydrogenation margins in the East
have been negative since 2021, but additional PDH
capacity is poised to come online in the year ahead
in China,” added Aldridge.

Chinese PDH plant operating rates in the mainland
were estimated to average 71.3% in May, up from
62.2% in April, while the projected PDH operating
rates are 73.2% in June and 69.7% in July, according
to data from Chemical Market Analytics by Opis.

The increasing PDH run rates were mainly
attributed to PDH units starting up after completing
turnarounds, according to CMA.

Canal uncertainty
The Panama Canal remains a key area of
uncertainty for VLGCs, Aldridge said.

After its driest October on record, the Panama Canal
Authority (ACP) planned to limit daily transits to

20 in January and 18 in February, but better-than-
expected rainfall in November led it instead to raise
levels to 24 in January, with more slots added in
March.

The ACP announced in May that it would gradually
increase the number of bookable transits and
maximum allowable draughts. It has since hastened
the timeline amid favourable weather conditions.

Congestion and inefficiencies in the waterway have
historically boosted tonne-miles for VLGCs. The
impact of improving conditions in the canal on gas
carrier traffic is still playing out.

VLGC transits through the crucial waterway rose to

a six-month high of 72 in April but fell to 64 in May,
while containership transits rose.
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EU to replace Russian cargoes

In December, the EU announced its 12th sanctions
package on Russia, which included a ban on imports
of Russian LPG, starting in December 2024.

Russian imports comprised about 6% of the EU’s
LPG intake, totalling about €1bn ($1.1bn) per year,
according to the European Commission.

“It’s going to be significant for a number of players in
that market, particularly Poland, where a number of
logistical challenges lie ahead,” Aldridge said.

EU countries imported about 56,500 tonnes of LPG
during the first quarter of the year, according to
Vortexa data, down from 71,200 tonnes in the same
period in 2023.

Meanwhile, EU imports from the US more than
tripled, from 2.5m tonnes in 2021 to 8.5m tonnes in
2022, before falling slightly to 8.4m tonnes last year.

This article is part of Lloyd’s List’s Half-year
Outlook, which will be published in full later this
month

ANALYSIS

How Kongsberg designed a ‘super-efficient’

bulker vessel

NORWEGIAN equipment maker Kongsberg
Maritime has unveiled a design for a “super-
efficient” bulk carrier that could cut CO2 emissions
by 40-50% while costing 20% less to run.

The 82,000 dwt kamsarmax would do this with
a mix of sails, air lubrication, shaft power, a
controllable-pitch propeller and other technology.

Kongsberg Maritime estimated fuel savings of 44%
on an average global bulker route and more than
50% in the North Atlantic, where winds were better.

Kongsberg Maritime strategy and business
development vice-president Oskar Levander

said it would cost about $8m-$10m more than a
conventional state-of-the-art bulk carrier, but save
30-65% of fuel costs depending on the lifetime of the
vessel. Levander estimated payback time would be
five years.

“This is the kind of thing shipowners like to hear,”
he told a press briefing in Oslo.

Bulk carriers make up the smallest share of alt-fuel
newbuilding orders because of the bigger challenges
of cost and fuel supply for ships with irregular
routes. The goal was for the design to comply with
the Carbon Intensity Indicator throughout its
lifetime while using conventional fuel.

Levander said the higher estimated savings came

about by using technology to predict the wind to
adjust speed and ETA.
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The ship would keep an average 12.5 knots and
speed up, depending on the wind, to as fast as 19
knots.

By speeding up in good winds you get a larger
energy saving than power saving, because you arrive
sooner. “We get 10% more saving by operating the
wind devices the right way,” Levander said.

The design has two Boundgblue suction wing sails
and three Norsepower tiltable rotor sails. Suction
wing sails are better in headwinds and rotor sails
better in tailwinds (Kongsberg would have liked a
sixth sail, but there was not enough space).

It also has changes to better use air lubrication,
where the ship blows a layer of compressed air under
the hull to lessen friction and cut fuel use (it has

to be a layer of air; Levander said simply blowing
bubbles under the hull “has little effect at the end of
the day”).

The best way to do this would be a cavity under the
ship, but that has not been done at scale on big ships
and adds the problem of wave formation.

So Kongsberg designed a new hull with a bigger
draft at the aft. The sloped hull slows the movement
of bubbles aftward, trapping the air longer and
cutting the need for new air, which takes power to
compress.

The smaller draught in the bow, where the air is
injected, also helps the ship use less power.
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To stop the air escaping up the sides of the ship,
Kongsberg took bilge keels — fins that stick out from
the hull at a 45-degree angle to dampen roll — and
pointed them straight down to form barriers.

The wider hull does add resistance, but you gain
more from the air lubrication than you lose through
friction, and can carry the same or more cargo
despite the lower draught. Kongsberg has filed a
patent for the air lubrication design.

Levander said the inclusion of power take-off,
known as PTO, or a hybrid shaft generator, was
“very conventional, but this is ideal”.

The ship needs more electric power to run the sails
and air compressor, but only when it does not need
all its main power for propulsion.

“You only need it when you have lower power
demand on the propeller, so it is ideal then to take

out the power from the mains. So you save energy by
putting in a PTO,” he said.

Levander’s estimated cost saving includes being
able to run on cheaper fuel for longer; a less-efficient
ship must start blending biofuels sooner. With

40% cheaper fuel and 30% lower consumption, a
whopping 60% is theoretically possible.

“Is that a value proposition a shipowner would like
to hear? I say yes,” he said.

Running a ship on methanol, on the other hand,
would save nothing. The business case also works

if the owner plans to use low-carbon fuels. “If you
will consume 40-55% less of that fuel, it will be very
beneficial, because that fuel will be expensive,” he
said.

“Whatever route you take, super-efficient is the way
to go.”

MARKETS

Summertime blues come early for VLCCs as

spot rates sink

BIGGER is often not better when it comes to tanker
rates. Heading into the weaker summer period, very
large crude carriers are heavily underperforming
suezmaxes and aframaxes and the market is

rife with pessimism on VLCC prospects for the
months ahead.

Clarksons Securities put average non-eco, non-
scrubber VLCC rates at $28,800 per day on Tuesday,
down 46% month on month. VLCC rates are
currently $14,700 per day below average suezmax
rates and $21,200 per day below aframax rates.

Aframaxes and suezmaxes have continually
benefitted from routing impacts of the Russia-
Ukraine war and Red Sea crisis. VLCCs have not.

The Baltic Exchange TDC3 VLCC index, for
voyages from the Middle East Gulf to China, fell to
Worldscale 50.5 on Tuesday, its lowest point since
October 11, 2023, and down 41% year on year.

“The VLCC market remains under persistent
downward pressure amid oversupply and reduced
demand...with sluggish performance in both

the Atlantic and Pacific basins,” said Breakwave
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Advisors in a report on Tuesday.

Breakwave is the developer of the BWET exchange-
traded fund that buys freight futures to track Middle
East Gulf to China VLCC rates. That ETF, which

was launched a year ago, is down 24% from mid-
February highs.

US-listed public companies with high exposure to
VLCC spot rates include Frontline, DHT, Euronav,
International Seaways, and Okeanis Eco Tankers.

“As open tonnage becomes less of an issue for
charterers and with limited signs of a rebound, the
current softening trend should remain in place for
the foreseeable future,” said Breakwave.

“In the Middle East Gulf, VLCC rates have
experienced a significant decline due to reduced
demand and increased competition for June last-
decade cargoes. A similar quiet trend is seen in
West Africa, with VLCC charterers able to chip away
at last-done levels due to the increasing number

of Eastern ballasters looking to escape the falling
Arabian Gulf market.
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“Overall, the summer blues for tanker owners
are becoming a reality, and for the time being,
a turnaround does not look imminent,” said
Breakwave.

Brokerage Affinity said in a June 14 report, “VLCCs
continue to hover around the bottom, with limited
activity preventing any signs of a rebound for

now. Charterers have worked well to sustain the
downward pressure on rates by picking off owners,
some with less desirable itineraries, to achieve less-
than-last-done levels.

“It feels as though it will take some time for an
uptick, and we will likely be stuck in the Worldscale
50-60 range for the foreseeable future.”

Low Opec+ output, low Chinese demand
The market is being pressured from both sides: The
23-nation Organisation of the Petroleum Exporting
Countries-plus alliance announced earlier this
month that voluntary cuts will be extended until
October, while Chinese crude demand has been
lacklustre.

“China’s oil demand growth has essentially stalled,”
wrote Clarksons Securities analyst Frode Markedal
on Monday. “This weak demand has been clearly
visible in the tanker market.”

According to brokerage BRS, Chinese crude imports
were down more than 8% year on year in May.

Morkedal sees hope from China going forward,
however, citing rising refining margins that should

improve Chinese refinery operations in the coming
months, “likely increasing chartering activity and
supporting a recovery in VLCC spot rates”.

Some VLCCs switching to clean trades

For now, the market is so unexciting that several
VLCCs are being “cleaned up” and temporarily
placed in products trades. BRS reported that four
VLCCs are being temporarily shifted to products
service by international oil traders.

Switching from crude to clean trades is commonly
seen in the aframax segment, but not in the larger
tanker classes.

Previously, the use of VLCCs and suezmaxes for
clean cargoes has centred on newbuildings, which
load gasoil and diesel in Asia on their maiden
voyages before switching to crude service after
discharging in the Atlantic basin, a practice that has
traditionally cut into LR2 product tanker demand.

According to BRS, the “curious case” of existing
VLCCs and suezmaxes being cleaned up by traders
this year, at a cost of over $1m per tank cleaning,
is the consequence of the waning orderbook. One
VLCC was delivered in January, with no more
scheduled for the remainder of this year, and only
six VLCCs are due for delivery in 2025.

Tanker executives, analysts and shipping investors
constantly tout the “record low” orderbook as a sign
of stronger market dynamics, yet as the current
VLCC market confirms, constrained demand trumps
constrained supply.

Secondhand tanker values reach their peak as
newbuilding orders ascend

SECONDHAND tanker values may have hit a ceiling
after two years of almost continuous price rises
across most crude and product segments.

At the same time, interest in ordering newbuildings
shows no sign of slowing after relatively low levels of
activity between 2020 and 2022.

“Secondhand tanker asset values are elevated, at
between 40% to 100% up compared with their levels
two years ago, depending on the size and age. As
such, it is becoming increasingly more difficult to
justify paying such a healthy premium,” Gibson
Shipbrokers principal analyst Svetlana Lobaciova
told Lloyd’s List.
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“Conventional buyers hate to buy high and
expensive. There are questions being asked about
how long currently robust freight rates will be
maintained.”

Secondhand tanker values have been pushed up by
a strong time charter market, which is an important
element in assessing tanker asset values.

At the same time, spot charter rates have been
relatively strong in the past two years, while a
dearth of early newbuilding slots reduced interest in
ordering new crude oil tankers until recently.

Lobaciova suggested there had been a slowdown in
purchase enquiries from shipowners for secondhand
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tankers for potential trading in sanctioned Iranian,
Russian and Venezuelan trades, as European Union
and UK measures to prohibit sales of ships destined
for Russian business have discouraged sales.

Meanwhile, orders for tanker newbuildings have
risen by almost 40% year on year, according to data
tracked by Lloyd’s List.

Brokers reported that recent orders included two
very large crude carriers for commodities trader
Trafigura at China’s Jiangsu New Hantong, a single
VLCC for Greek shipowner Golden Union at South
Korea’s DH Shipbuilding Co and a pair of medium
range tankers ordered at Hyundai Vietnam by
Greece’s Chios Navigation Co.

By contrast to secondhand values, tanker
newbuilding prices have seen only a relatively
modest rise in the past two years.

Depending on segment, newbuilding prices have
increased by between 11% and 17%, according to
Lobaciova, who noted that relatively limited price
rises in the past two years make newbuildings more
attractive for shipowners, in spite of long delivery
lead times.

“Newbuilding orders had been held back by a lack of
near-term berth availability,” she said.

“But focus has now shifted to the high fleet age

profile and the realisation that in a few years’ time
there will be plenty of tankers turning 20 years of

”»

age.

As secondhand tanker values in most segments
may have reached their peak, values of older VLCCs
and suezmaxes could be the first to start declining
as freight rates have recently come under pressure
from oversupply.

Lobaciova said the price growth of larger crude oil
tankers aged about 20 had the potential to slow.
“Nevertheless, the overall steady trend in sales
indicates there is little appetite for owners to sell
their assets in a high freight rate environment,” she
said.

Recently reported tanker sales by brokers included
the 2010-built long range two Alpine Confidence
(IMO: 9389978). This 107,600 dwt vessel, operated
by Switzerland’s ST Shipping and Transport, is said
to have been sold to Chinese buyers for $43.8m.

Also in the LR2 sector, Canada’s Norvic Maritime
Holdings is reported to have sold the 105,000
dwt, 2008-built Norvic Monia (IMO: 9404936) to
undisclosed buyers for circa $42m.

In the medium range segment, Singapore-based
owners are understood to have sold the 2013-built,
51,800 dwt Sandpiper Pacific IMO: 9648192) for
some $33.6m to undisclosed buyers.

World boxship fleet hits new landmark

THE seemingly never-ending slew of containerships
entering the market has pushed the capacity of the
deployed fleet to 30m teu, according to new data
from Alphaliner.

Alphaliner analyst Jan Tiedman noted that this
included all ships employed on scheduled container
liner services.

“The cellular fleet, i.e. true containerships,
meanwhile stands at 29.6m teu, which tells us that
non-cellular ships totalling 400,000 teu of capacity
are trading on container lines,” he said.

“These are mainly container-friendly multipurpose
cargo vessels that help out in the box trade, as well
as a number of non-cellular con-ros.”

The containership fleet hit the 20m teu 2017, but a

mere five years later had hit 25m teu by early 2022.
Since then, it has taken just over two years for the
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next 5m teu to be added as the orderbook that built
up from the start of the pandemic continues to enter
into service.

As Lloyd’s List reported this week, the recent
disruptions to carrier schedules driven by the Red
Sea crisis have further whetted carrier interest in
additional tonnage.

Brokers report many boxship orders in the pipeline
with a number of tonnage providers and liner
operators, including Seaspan and CMA CGM having
signed letters of intent with top-tier shipyards in
China and South Korea.

There remain fears, however, that overcapacity could
return to the market. The excess tonnage available
in the second half of 2023 was absorbed by the

Red Sea rerouting, and port congestion has led to a
shortage of capacity.
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But while container demand growth for 2024 has
been revised up to 4.5%, capacity growth still far
outstrips this.

Any normalisation of Red Sea transits would see a
rapid return of capacity into the market and a likely
return to overcapacity.

Two-year deal for new Euroseas boxship

points to rate surge

CHARTER rates for feeder containerships have
jumped higher, if a two-year deal for a Euroseas
newbuilding is any indication.

Pepi Star, scheduled for delivery in the third quarter
of this year from Hyundai Mipo Dockyard, has
been taken by a “top-tier” container line operator

at a daily rate of $24,250 until at least June 2026,
Euroseas said.

Independent market sources have named the
charterer as Orient Overseas Container Line.

The rate represents a jump of 10% compared with
sister vessel Stephania K (IMO: 9971018), which was
fixed at a daily rate of $22,000 just a week earlier.

Pepi Star is the last of three 1,800 teu vessels
ordered by Euroseas, which also has a parallel
programme at the same South Korean builder for six
2,800 teu newbuildings, of which four have so far
been delivered.

The first of the 1,800 teu trio was delivered in
mid-May and was fixed just prior to that at $16,000
per day for one year.

According to Nasdaq-listed Euroseas, the Pepi Star
charter will contribute earnings before interest,
taxes and depreciation of at least $12.3m.

It was “a clear indication of the continuously
strengthening rates of the containership charter
market during the last months,” said the company’s
chief executive, Aristides Pittas.

“It is a big jump in just a few days,” said Liona
Bachas, founder and managing director of Greece-
based brokerage Hellaschart.

The increase in rates applied to older vessels, she
said, as well as the latest fuel-efficient units such
as Euroseas’.

In another indicative recent fixture, the 26-year-old
feeder Kuo Lung (IMO: 9148544), which can carry
1,400 teu, has had its employment extended by Sea
Consortium for 20-24 months at $15,500 daily.

It was “difficult” to find ships for charters and there

have been a number of fixtures of vessels a year
ahead, Bachas added.

For Euroseas, Pittas has said that the feeder and
intermediate sizes that the company operates are
largely insulated from the large containership order
overhang that was more threatening to prospects for
larger boxships.

Various segments, however, have benefited from the
market disruption that has resulted from Houthi
attacks on shipping in the Red Sea.

IN OTHER NEWS

Second ship believed sunk by
Yemen's Houthis in Red Sea attacks
YEMEN'S Houthi rebels are
believed to have sunk a second
merchant vessel in the Red Sea.

Military authorities reported
sighting maritime debris and oil
in the ship’s last known location,
according to the UK Maritime
Trade Operations. “The vessel is

to stop “unlawful” attacks on
vessels transiting the Red Sea,
which they say contravene

the “fundamental principle of
freedom of navigation”.

believed to have sunk,” it said.

The Greece-owned dry bulk
carrier Tutor (IMO: 9942627)
began taking on water and lost
control after being attacked by an
unmanned drone boat operated
by the Houthis on June 12.
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Shipping industry calls for action to
end ‘unacceptable’ Red Sea attacks
SHIPPING organisations from
across the industry have called
on governments to take action

The collective statement, signed
by 14 bodies representing
shipowners, ports, masters,
pilots, shipmanagers and
shipbrokers, was spurred by the
latest lethal spate of attacks to hit
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shipping in the red Sea, but was
issued in a bid to sustain pressure
on governments with influence in
the region to safeguard seafarers.

The June 12 drone boat attack
that sunk Liberian-flagged bulk
carrier Tutor (IMO: 9942627),
claiming the life of one seafarer
in the process, and the June

13 attack on the Verbena (IMO:
9522075), which seriously injured
another, are just the latestin a
series of more than 60 direct
strikes against ships in the region
in the past year.

Diana prices $150m bond placement
THE master of stricken bulker
Tutor (IMO: 9942627), which was
attacked by a Houthi drone boat
last week, gave the first account
of the incident after landing in
Manila on Monday.

Christian Domarique told
reporters the drone boat that
eventually struck Tutor was
initially thought to be a fishing
vessel with two people on board.
Those people turned out to be
dummies.

“The dummy was fast. It
manoeuvred before chasing us.
A drone attack also occurred at
1300 hrs on the other side of our
ship,” Domarique said.

Mitsubishi Shipbuilding to build
Japan'’s first methanol dual-fuel
ro-ro vessels

MITSUBISHI Shipbuilding

has secured orders from

two domestic shipowners to
construct Japan'’s first methanol
dual-fuel ro-ro vessels.

Toyofuji Shipping and Fukuju
Shipping, placed orders for
the 15,750 gt ships with a
loading capacity of about
2,300 passenger vehicles,

to be delivered by the end of
March 2028.

The dual-fuel engine promises to
reduce CO2 emissions by more
than 10% compared to ships
with the same hull size powered
by fuel oil, according to the
shipbuilder.

Piracy incidents on the rise off
Bangladesh

NINE incidents of piracy have
been reported off the waters of
Bangladesh between January
and May 2024, the Regional
Cooperation Agreement on
Combating Piracy and Armed
Robbery against Ships in Asia has
reported.

Just one incident was recorded
in the same area in 2023,
representing a significant
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increase in robberies on ships,
particularly off Chattogram.
Some 169 incidents have been
reported since 2007.

In two incidents this year crew
or watchmen were tied up,

and in several other incidents
perpetrators were reported to be
carrying weapons, including long
knives.

Vessel traffic partly halted at
Dardanelles Strait due to forest fires
TURKIYE'S Dardanelles Strait,
the key shipping channel
connecting the Black Sea with
the Mediterranean Sea, has been
significantly disrupted by forest
fires in the region.

The Turkish Directorate General
for Coastal Safety (KEGM)

said the strait was closed to
southbound traffic, or vessels
travelling from the Black Sea to
the Mediterranean, for several
hours in the evening of June 18.

The strait was reopened in both
directions later that evening
but was once again closed in
the north-south direction in the
morning of June 19 at 0900 hrs
local time (0700 hrs BST).
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Classified notices follow

Lloyd’s ListD

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

Please contact: marketingservices@lloydslistintelligence.com
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trails on containers - by container by tracking intelligence from over compliance, including specific end-to-end
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Request a demo:
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