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Shipping's short-term outlook
looks golden, but uncertainties
loom large

Lloyd’s List

Half-Year Outlook 2024

GLOBAL disruption is good for business.
The maritime sector is booming.

Unusually for shipping, nearly every single market is positive right
now, with very few signs of an immediate end to the party in sight.

In the box sector, successive disruptions are driving rates towards
levels not seen since the Covid pandemic.

Lines are projecting triple-digit income increases, reflecting the time
charter equivalent earnings that are now in the triple-digit thousands
of dollars range.

A bifurcated market and record tonne-miles has seen tanker earnings
exceed already high expectations, with analysts openly announcing a
“golden era” for tanker takings.

Asset values for chemical tankers are approaching all-time highs,
thanks to the same story playing out across most asset classes right
now: years of underinvestment, held back by uncertainty.

The numbers are massive. The sentiment is reaching fever pitch. The

market is — to quote one shell-shocked shipowner still recovering from
the industry’s recent Posidonia gathering — “absolutely bloody nuts”.

Page 1



In this febrile atmosphere, cash-rich owners
preaching optimistic forecasts of sustained market
fortunes have been beating a path to the shipyards’
doors amid record high newbuilding prices.

The big names are all back in: Marinakis, Idan Ofer,
Procopiou, Déhle, MSC, CMA CGM, Maersk... the
list goes on.

The yards, meanwhile, desperate to cash in, are
seeking to expand capacity.

Yangzijiang Shipbuilding is rumoured to be
planning a new dock. New Times Shipbuilding, one
of China’s largest privately owned yards, is awaiting
government approval for similar plans.

Even South Korea’s Hanwha is said to be considering
a new floating dock order, while yards previously
consigned to repairs are being looked at as possible
expansion opportunities.

FOMO fever

How much of this will materialise is not yet clear,
but the market been struck by an acute case of
FOMO (fear of missing out).

In the short term, all this makes sense.

Even an easing of tensions in the Middle East is not
likely to bring about a quick cessation of the assaults
that have, for some lines, absorbed 20% of capacity
in the resulting disruption and rerouting.

Tanker analysts have been rapidly re-readjusting
their market forecasts this week, based on modelling
that assumes Red Sea disruption will continue into
2025 in the wake of the latest deadly attacks.

But the rush to order now amid constrained yard
capacity comes at a cost, with more than just
financial implications to worry about.

The current sky-high newbuilding prices beg the
obvious question of whether owners can win in the
long term.

Buying an 8,000 teu dual-fuelled boxship at $140m
assumes earnings of more than $50,000 a day for
15 years. If you are buying very large crude carriers
at $140m, you are making bets in excess of $60,000
a day.

Amid the excitement, there are those questioning

how many people ever make money at these rates in
the long term.
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Newbuild prices are up 40% compared to pre-
pandemic levels. This is not yet anywhere near the
shirt-losing heights of the 2006-2008 ordering
supercycle that preceded the financial crash, but
high enough to make more conservative owners with
a long enough memory, nervous.

There are enough people around this market who
remember capesize bulkers being bought for $120m
that even amid today’s elevated prices can be bought
for $7om.

The ill-fated phrase “this time, it’s different” has
already been deployed and the numbers back
that up.

The orderbook today is less than 50% of what it was
in 2008: 29g0m dwt versus 660m dwt.

At least one-quarter of that orderbook was never
completed, as shipowners cancelled orders following
a consequent slump in shipping markets. The other
factor the last time was that shipyards were being
driven to bankruptcy.

FOMO is fleeting, but the ships being ordered at
pace today are going to be with the market for the
next 20 years, which raises the other consequence of
this race to order.

The current ordering boom has hit before there is
any certainty over green fuel supply or regulation.

Despite an initial appetite from owners to ready
themselves for the incoming supply of green
methanol and ultimately ammonia choices, the
current safer bet for many has been liquefied
natural gas.

Even Maersk, the vanguard pioneer of green
methanol, is now rumoured to be looking at LNG
dual-fuelled newbuilds, having failed to secure the
support it was anticipating from some stakeholders.

While there are perfectly good reasons behind a
swing back towards the proven efficiency of LNG —
not least the options for fuel blending and biofuel
pathways — even the most eco-friendly owners
concede such decisions are driven more by cost and
pragmatism than any ideological environmental
factors.

“It has nothing to do with the environment,”

commented one owner with several dual-fuelled
orders in train.
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“It’s purely cost. It’s going to be cheaper. And, as
long as the EU continues to pump carbon costs up
on conventional fuel while ignoring the methane slip
from LNG, youre going to make things worse for the
environment again, and put more money into the

shipowners’ pockets.”

This article is part of Lloyd’s List’s Half-year
Outlook

WHAT TO WATCH

Marine insurance: Baltimore is game changer

for rates

HULL and machinery renewals were done on “1/17,
as underwriters like to call January 1. Protection
and indemnity renewals were completed to their
traditional historic deadline of February 20.

Everything looked set for another year of business as
usual in the marine insurance sector.

Then, on March 26, the boxship Dali (IMO:
9697428) struck one of the piers of the Francis
Scott Key Bridge in Baltimore, bringing the
structure down.

The term “game changer” is often a meaningless
buzzword, but if any event justifies its use, this one
certainly did.

Put succinctly, marine insurance now enters

a period of uncertainty, with the potential for
liabilities running to anything up to $3bn on the
basis of best guesses.

The worst may not come to the worst. The vessel’s
owners and managers have filed for limitation

of liability, which would cap exposure at a more
manageable $44m or so.

The legal action has good prospects of success,
lawyers insist. But the wrangling in the courts will
take years. Until the matter is settled, insurers
still have to make pricing decisions on the
information available.

In a recent interview with Lloyd’s List, Tokio Marine
HCC International chief underwriting officer Ben
Kinder predicted that the fallout from Baltimore will
push up marine liability rates — both commercial
and mutual — by something like 10%-15% in the
year ahead.

Given that Kinder is the man with the largest
single line on the International Group pool scheme
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and an eight-figure liability book, his words carry
obvious weight.

The Dali casualty came just as P&I had emerged
from four lean years of high combined ratios,
substantial rate hikes and sometimes unhealthy
deficits, and looked as if it was returning to an
even keel.

The average of general and target increases at the
2024 renewal was 6.5% for P&I and 6.1% for freight,
demurrage and defence, within a range of 5%

to 7.5%.

By way of comparison, modal average P&I increases
came in at 7.5% in 2020, 10% in 2021, 12.5% in 2022
and 10% in 2023, compounding out at around 46%.

Clubs will start unveiling their 2025 pricing
strategies around October. But given that they
will inevitably face higher reinsurance rates and
inflationary pressures, the bet has to be another
round of substantial general increases.

The H&M market was a perennial underperformer
for the first two decades of this century and is
believed not to have made any money in aggregate
until a return to profitability in 2019.

Claims frequency — particularly large claims
frequency — has been an additional positive factor
for both insurers and vessel operators.

But considerable new capacity has entered the
market in the past year or two, particularly via
managing general agents.

This has put rates under pressure, ramping up
competition as underwriters slugged it out for
market share. At 1/1, pricing was described as flat or
even soft.
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What happens now will depend in part on the war
risk segment of H&M, which has been a major
money-spinner of late, thanks to the additional
premiums payable by vessels using the Black Sea or
Red Sea.

So long as war risk is profitable, that will tend to
prop up hull books across the board. But that could
change if the Russians get more aggressive, or

the Houthis manage to take out a string of ships,
landing insurers with big losses.

In the cargo market, the largest niche in marine
insurance, rates remain subdued for good business.
The downside risk here is the hurricane season, with
early indicators pointing to a high frequency and
consequent aggregation exposure.

Data from the Baltic Investor Indices estimate
the daily cost of insuring an aframax on April 18
at $660, up from $610 on April 20 last year. That
equates to a rise of 8.1% and an annual outlay

of $241,560.

Very large crude carriers are up from $983 to
$1,026 between the same two dates, a jump of 4.3%,
representing $375,516 a year.

Suezmaxes also moved higher, from $653 to $698
a day. That’s an increase of 6.8% to $255,468. For
medium range tankers, the rise was from $534 to
$577, an annual bill of $211,182 and an increase
of 8%.

For bulk carriers, capesize owners can expect to fork
out $692 a day, up from $667. That’s 3.7% higher
and works out at $253,272 annually. Panamaxes

are up from $513 to $516, 0.6% more and $188,856
a year.

Supramaxes have risen from $413 to $432, up 4.6%
and hitting an annual bill of $158,112. Handies went
from $369 to $388, an increase of 5.1% and a cost of
$142,008.

This article is part of Lloyd’s List’s Half-year
Outlook

Shipbuilding: Newbuilding prices edge up but
no return to 2000s-style supercycle

ORDERS for new merchant vessels gathered pace
during the first half of 2024, pushed along by the
dry cargo and tanker sectors, where business has
picked up amid a period of low orderbooks for
both sectors.

Nevertheless, despite talk of a new shipbuilding
supercycle, most shipbuilders appear unable to
operate without government support.

Meanwhile, the sector faces significant challenges,
including a labour shortage and a strong US dollar,
during a period of positive demand for new ships as
the industry gradually switches to alternative-fuel
newbuildings.

“Shipbuilding is extremely labour-intensive and
attracting a labour force has been a major challenge,
while labour costs have become inflated,” BRS senior
analyst Tamara Apostolou told Lloyd’s List.

Major shipyards in Asia, particularly in South Korea,
have been importing labour from nations such as
Thailand and the Philippines, according to BRS —
albeit with mixed success, due to language barriers
and the resentment of long-serving employees on
foreign recruitment.
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“Local currencies depreciation in major shipbuilding
nations is another challenge, increasing imported
inflation in raw materials and pressuring margins,”
said Apostolou.

She also noted that shipyard capacity has not
increased significantly to meet demand. In turn, this
could lead to increased delivery slippage, without a
rise in production efficiency measures.

This comes when ships are becoming more
complicated following the adoption of many
fuel-reduction measures and more demand for
alternative-fuel vessel designs.

Newbuilding contracts for crude oil and product
tankers have provided the lion’s share of orders so
far in 2024.

Some 35% of all orders placed, in ship number
terms, were provided by the tanker sector, according
to data tracked by Lloyd’s List.

Apostolou said looking forward into the second
half of this year, ordering activity is expected to
stem from vessel sectors where the forward freight
earnings signal is high.
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“The sector with the best growth potential at this
point seems to be tankers, where period earnings
levels are more convincing for newbuilding
investment, with long-term charters also becoming
more liquid,” she said.

“However, BRS assesses the availability for
newbuilding slots before the second half of 2028 to
be limited, and any earlier berths will be marketed
at premium prices.”

This suggests that further demand could come
from smaller ships operating in more niche vessel
segments where newbuilding investment has been
limited in the past few years.

“BRS sees the case for ordering activity to
potentially concentrate in future-proof projects
in niche markets, such as dual-fuel feeder
containerships and chemical tankers, where there
is also more potential for shipbuilding capacity to
increase in the short term.”

While newbuilding prices have risen by an average
of 40% since pre-pandemic levels, with the exception
of the liquefied natural gas sector, pricing has yet to
reach the dizzy heights of the 2006-2008 ordering
supercycle.

During this period, capesize bulk carrier
newbuilding pricing hit a peak of $120m.
Conventional fuel capesizes can be ordered today for
around $70m.

BRS highlights that top-tier Japanese and South
Korean yards have been leading on value over
volume, with South Korea still dominating the most
capital-intensive LNG sector.

Despite inroads in the LNG segment, Chinese
shipyards have attracted higher volumes from
traditional shipping sectors of relatively lower value.

Apostolou says prices have not risen to match
the previous supercycle’s highs, despite shipyard
consolidation over the past decade and a surge in
new orders over the past three years.

“Contracting activity across shipping segments
compared to deliveries is currently much lower
compared to between 2006 and 2008,” she added.

“World fleet contracting activity in dwt terms back
in 2006-2008 was, on average, double that of vessel
deliveries, with 2007 marking a record high of three
times delivery levels.”
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She argues that capacity constraints on shipbuilding
were higher in the previous supercycle, due to
overwhelmingly high levels of new orders compared
to shipyard productivity, driven primarily by

bulk carriers.

Today, global contracting levels across sectors
are estimated at 1.5 times more than shipbuilder
deliveries, and this may be a fundamental
reason why shipyards have less room to raise
newbuilding prices.

Furthermore, second-tier Chinese shipyards are
attracting more market share, as top-tier shipyards
have full orderbooks stretched out to at least

2027. Second-tier yards are pricing competitively,
especially for medium-range tankers.

This segment was traditionally dominated by
South Korean yards. The emergence of second-tier
shipyards in tanker construction is also keeping
newbuilding prices from surging further.

“As most recent orders are attracted to Chinese
yards with a lower cost base, the impact on top-

tier newbuilding contract prices could be less
pronounced in the medium term, as the former
gradually cover the gap to meet top-tier price levels,”
said Apostolou.

Historically high levels of newbuilding deliveries
following the previous ordering supercycle means
there is a large pool of secondhand vessels available
for shipowners that may have previously ordered
newbuildings.

“The secondhand market has offered shipowners
the opportunity to immediately capitalise on high
earnings in certain sectors,” said Apostolou.

She added that there would need to be either much
higher newbuilding ordering levels for prices to
approach previous supercycle highs, or dual-fuel
vessels increasing their share of the orderbook.

“In the latter development, the move to more
expensive dual-fuel newbuildings would see the
newbuilding price curve move structurally higher.”

Meanwhile, the US government and the European
Union have become increasingly concerned about
China’s dominant share of shipbuilding.

Apostolou believes that investigations into China’s

shipbuilding practices by the US will take some time
before any potential action is taken.
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“China’s competitive advantage in this industry
will be hard to erode with potential protectionist
policies, such as the imposition of tariffs — at least
in the short term — and would trigger inflationary
pressures to trade if it took place.

“Therefore, we believe that probabilities for
immediate action to be taken are low.”

At the same time, the South Korean government has
announced a number of financial support packages
for its shipbuilding industry.

On June 18, it confirmed $10.8bn in funding to
cover refund guarantees over the next four years, in
efforts to maintain South Korea’s place as the world’s
second-largest shipbuilding nation.

Given the increasing risk of delivery delays

due to labour shortages and other pressures on
shipbuilding production, such a measure could come
at a high cost to South Korean taxpayers.

Nevertheless, it indicates the level of support that
South Korea’s government is willing to provide to
one of its most strategic industries.

This comes during a period when governments

in the US and Europe may lament decisions to
withdraw subsidies in the 1980s and 1990s to their
respective merchant shipbuilding industries — just
as demand for new, high-technology ships is on the
rise.

This article is part of Lloyd’s List’s Half-year
Outlook

Regulation: IMO carbon price negotiations to

set the scene

THE International Maritime Organization will be
on top of shipping’s regulatory agenda during the
second half of 2024, as its member states will try to
inch closer to an agreement over a greenhouse gas
pricing mechanism and a fuel standard.

The IMO’s Marine Environment Protection
Committee meeting at the end of September could
make or break key negotiations taking place at the
UN agency over emissions-reduction measures to
put the shipping industry on the right path to hit net
zero targets in 2050.

IMO member states will try to reach consensus

on the so-called mid-term measures at MEPC82
between September 30 and October 4, as this will be
the last MEPC meeting before states need to approve
measures at MEPC83 in spring 2025.

The IMO agreed to adopt mid-term measures at an
extraordinary MEPC meeting in autumn 2025.

In previous discussions on the type of the
greenhouse gas pricing mechanism, two camps
emerged among member states, with China, Brazil
and South Africa, among others, firmly coming out
against a green levy that is backed by some Pacific
Islands and European states.

Some poorer countries have been vocally against

a global IMO levy, arguing that a tax on shipping
would hurt their economies more than rich states.
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A group of countries, including China, Brazil and
Norway, proposed a technical measure along with
a flexibility mechanism, arguing that a separate
economic measure was not needed.

Certain states held talks on the sidelines of this
June’s UN Climate Meetings in Germany to find
convergence on the economic measure, although it
was not clear whether they were able to move the
two camps closer.

Delegates will carefully analyse the findings from
the IMO’s Comprehensive Impact Assessment that
aims to predict the potential impact of the proposed
economic measures on the global shipping fleet and
respective member state economies.

The impact assessment report will be submitted to
the IMO before MEPC82.

There is widespread agreement among most
member states to adopt a global fuel standard as the
technical mid-term measure.

The EU-backed fuel standard is the frontrunner
between different proposals, raising expectations
that the IMO will adopt a global version of the
FuelEU Maritime legislation.

Shipping companies will be rushing to prepare their
compliance strategies with Fuel EU Maritime in the

second half of this year, as they must submit official
monitoring plans to their verifiers by September.
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Biofuel-blended bunkering and pooling will be the
primary compliance methods, while a significant
number of vessels will likely opt to pay the penalty if
other methods prove more expensive.

In the US, the 2024 election result may have serious
repercussions for the nation’s plans to become a
hub for green hydrogen and e-fuel producers, as key
elements of the Inflation Reduction Act could risk

being overturned if Donald Trump wins the election.

The spending package, in its current form, offers
the most generous subsidies for green hydrogen and
e-fuels such as green ammonia and methanol.

This article is part of Lloyd’s List’s Half-year
Outlook

OPINION

The View: Politicians’ stormy love affair with
shipbuilding enters new phase

FOR those that pray at the altar of the free market,
the shipbuilding industry might seem a funny old
business. It is rarely able to function without some
form of state intervention, sometimes involving vast
sums of taxpayers’ money.

Once the world’s leading shipbuilding nation, the
UK industry burned through billions in government
cash from the early 1960s to the late 1980s. Rather
than upgrading ageing shipbuilding facilities to
compete with Asian shipyards, much of that money
was spent covering losses on contracts signed at
below breakeven prices, settling labour disputes,
and paying penalties for late deliveries.

Perhaps the government of the day was right to get
out. The sector simply could not compete in a global
industry, where low cost was, and remains, key.
Thus British merchant shipbuilding is no more.

European governments and the US soon followed
in scaling back the largesse. It was commonplace to
offer subsidies of 50% of the newbuilding contract
price to cling to orders that would otherwise have
gone to Japanese or South Korean shipyards.

There were numerous instances in the 1970s and
the 1980s where local politicians representing
shipbuilding towns or cities intervened to encourage
the ordering of ships for which there was no

market demand, simply to keep shipyards and their
employees in work, especially during election years.
The distortion of shipping markets was assured.

Fast-forward to this week. The South Korean
government has promised a $10.8bn “financing
boost”, with local banks to cover refund guarantees
(RGs) to its shipbuilders.
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RGs cover shipowners for losses incurred should a
shipyard go out of business or a vessel be delivered
late. Given South Korean shipyards’ reputation for
delivering vessels on time, such a gesture may look
low-risk.

Nevertheless, most South Korean shipbuilders have
barely made any profits in the past decade, with
some severely loss-making, and are said to be the
recipients of billions of Won of government bailouts.

In November, the government pledged $547m

for a five-year ‘K-Shipbuilding Strategy for Next-
Generation Market Dominance’, aimed at stealing
a march on China in the technology race to
decarbonise the shipping industry.

Meanwhile in the US, a former merchant
shipbuilding powerhouse, steel unions and
politicians are baying for a probe into China’s
“unfair” subsidy policies (albeit just before a national
election).

At the same time, the European Union is being
lobbied by the Community of the European
Shipbuilders Association (CESA) to again allow state
support for its industry.

European shipowners can benefit from subsidies for
alternative-fuel vessels. CESA has highlighted that
most shipowners benefiting from these so-called
‘green’ subsidies have ordered their ships in China or
South Korea.

While recent concerns about China’s dominance

of global merchant shipbuilding might have some
foundation, it is not clear how much subsidies are
responsible for this dominance. Industry observers
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point to China’s dominance in steelmaking and its
lower labour costs, which let it offer lower prices
than its rivals.

Nevertheless, the Chinese and South Korean
governments recognise the importance of their
respective shipbuilding industries in providing
well-paid employment for their citizens, a steady
market for their national steel and banking sectors
and support for ancillary industries, which employ
an army of workers.

Their continued support for shipbuilding comes
during a period of renewed demand for new
merchant vessels, many of which will use new
technologies developed in Europe. Not surprisingly,
most of these ships are being ordered in China and
South Korea.

Meanwhile, politicians in Europe and the US

are waking up to the fact that their predecessors
abandoned their own shipbuilding industries to the
free market, in a sector that has seldom been able to
operate as such.

MARKETS

Mediterranean ports hit by multiple challenges

THE challenges faced in container shipping

since the beginning of the decade have led to
“unprecedented” challenges for ports and terminals
in the Mediterranean.

“These have included the pandemic, the Ever Given
(IMO: 9811000) casualty, cyber attacks and the
explosion in Lebanon and now the Middle East crisis
and the Red Sea disruptions,” port of Barcelona
head of strategy Jordi Torrent told the recent TOC
conference in Rotterdam.

“When each crisis is over we tend to think, okay,
let us go back to normal. But suddenly a new crisis
emerges and we need to adapt again. We have to
think that these disruptions are a situation that we
will have to live with, because it has been like this
for some years already.”

Torrent, who is also secretary-general of industry
association Medports, which represents 23 facilities
in the region, said that each crisis had affected
predictability and reliability.

“Before the pandemic, at Barcelona we used to have
a 90% schedule reliability,” he said. “In 2022 and in
the first half of 2023 it fell to 30%-35%. It recovered
to 60%-70% before the tragedy in Gaza and the Red
Sea crisis and is now down to 50%-60%.”

That had been a part of the reason behind the surge
in freight rates. The latest data from the Shanghai
Containerised Freight Index shows rates on Asia-
Mediterranean routes at over $4,800 per teu.

“We can say that we live in a period of uncertainty
and we have to live with this because it doesn’t
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look like it is going to change at least in the short to
medium term,” Torrent said.

“And throughout all this period, we have seen
sustained growth of traffic in the Mediterranean.
Moreover, if we compare to other European ports,
the expectation is that in the coming years, the
growth in Mediterranean ports could be higher than
other regions.”

Much of this growth had come in the form of
increased transhipment volumes, particularly in
ports such as Piraeus and Tanger Med.

“In Barcelona, we are a gateway port, but today
we have more than 50% traffic in transhipment,”
Torrent said.

But total volumes were also up.

“We see how figures of import-export, for instance
in Spanish ports or in northern Italian ports in the
Adriatic, are growing more than in other regions in
the continent, so we expect a steady growth of traffic
in the Mediterranean, in both transhipment and
gateway traffic, in the coming years.”

Intra-regional trade was helping to boost volumes,
he added.

“Trades between countries in the region is
increasing, between Spain and Morocco, and
between Italy and Spain, Tiirkiye and northern
ports like Koper and Trieste,” he said.

This was partially fuelled by trade tensions building
between the US, Europe and China.
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“Some companies are bringing back some
production into the region in order to be closer to
European customers,” Torrent said.

“Mediterranean countries are where these
companies are investing a lot in production
environments. Fashion manufacturer Inditex used
to produce everything in Asia but now they are
producing a lot in Mediterranean countries like
Tiirkiye, Spain, and Morocco.”

But the Red Sea crisis and new environmental
regulations were bringing pressure to ports in
the region.

“The disruption in the Red Sea has changed the
rotations of some shipping lines and we see how
some transhipment operations that used to be done
in the eastern Mediterranean and have been done
in the western Mediterranean, from Barcelona to
Tanger Med,” Torrent said.

“In our case, we are growing at 25%. Valencia has
grown by 12% and Tanger Med is seeing similar
figures. This is because operations that were
happening in Port Said, Piraeus and in other ports
in the eastern Mediterranean are happening in
the west.”

But the capacity in the western Mediterranean to
grow was not unlimited.

“Some ports are facing congestion due to this sudden
increase of traffic and terminals have to adapt the
operations in order to be able to accommodate this
traffic and not hamper the traditional import and

export traffic that used to be there.

“In our case again in Barcelona, for instance, with
this increase of traffic we have been forced to do
different things,” he said.

“The terminals have been forced to extend the
working hours on the land side and also change the
priority of berthing allocation to avoid delaying the
larger vessels.”

But this sudden increase of traffic has now put some
pressure on the operations on both the sea side and
on the land side.

“Before the pandemic it used to be uncommon to
have 10,000-12,000 moves per call,” Torrent said.

“Now it is very common to have calls of vessels that
require 12,000-13,000 movements per call and this
obviously puts a lot of pressure on the productivity
of the terminals.”

Environmental regulation was also adding to the
stresses faced by Mediterranean ports.

“It can have different effects in the region and on the
European ports and non-European ports,” Torrent
said.

“We see, for instance, how the environmental
trading system is going to make shipping lines
calling European ports pay for the emissions along
their journey. That is not going to happen in non-
European ports. So this could change the level
playing field in the region.”

Hanwha agrees to buy Philly Shipyard

for S100m

SOUTH Korean conglomerate Hanwha Group
has agreed to buy Jones Act shipbuilder Philly
Shipyard from Norwegian industrial investor
Aker for $100m in cash, as the US seeks to
partner with its Asian allies to boost domestic
shipbuilding capacity.

Defence specialist Hanwha Systems and shipbuilder
Hanwha Ocean will together acquire the
Philadelphia shipyard to expand their global defence
and shipbuilding activities.

The deal comes four months after the US navy

secretary Carlos Del Toro visited South Korea
and Japan, urging Asian allies to invest in US
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shipbuilding to counter China’s dominance in
the business.

Founded in 1997, Philly Shipyard produces
commercial vessels including tankers and
containerships, and also builds training vessels for
the US Maritime Administration.

As of the end of the first quarter, the shipyard has an
order backlog of $1.603bn, with the last contractual
delivery date scheduled for 2027.

“After two decades, it is with great honour we

transition the ownership from Aker to Hanwha,”
said Kristian Rgkke, chairman of the shipyard.
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“From a financial perspective, the combination
of $150m in dividends since 2014 and sales price
of $100m, offers shareholders an attractive value
creation journey.”

The deal lets Hanwha Systems deploy its naval
systems and technologies in the US market, while
Hanwha Ocean expects to meet the growing
demands of the US for the decades to come, the two
companies said.

The shipyard said the deal was expected to close
in the fourth quarter of 2024 subject to regulatory
approvals, including clearance from the US
Committee on Foreign Investments.

Del Toro’s office issued a statement hailing the
acquisition, indicating the potential for more
collaboration in the future.

“I could not be more excited to welcome Hanwha

as the first South Korean shipbuilder to come to
American shores — and I am certain they will not be
the last,” he said.

Hanwha Group has sought to expand in global
shipbuilding. It is trying to acquire Australian navy
shipbuilder Austal, although its initial bid in April
was rebuffed on the grounds it was unlikely to get
regulatory approvals.

Ropax service relinks Ukraine with Central

Asia
A ROPAX service between Ukraine and Georgia will

resume in July for the first time since the Russian
invasion in 2022.

Operator Ukrferry published a schedule for the route
between Chornomorsk (near Odesa) and Batumi,
Georgia.

Panama-flagged, 1989-built, 7,664 dwt Kaunas
(IMO: 8311924) will depart Chornomorsk at 2000
hrs on July 9 and arrive at Batumi at 0900 hrs July
12, before departing for Chornomorsk again on
July 13.

“Regular services accept passengers including those

travelling with cars, campers, motorcycles, trucks,
railcars loaded with conventional, dangerous or
oversized cargo, caterpillar-type vehicles, palletised
and non-palletised deck cargo,” said Ukrferry.

The return of the route offers access to Central
Asian markets for Ukrainian exporters, in a further
example of shipping companies returning to

the country.

Mediterranean Shipping Co launched a service
between Asyaport, Tiirkiye and Odesa earlier this
week, while German line Hapag-Lloyd began taking
slots on services operated by freight forwarder Iteris
in late May.

IN OTHER NEWS

Shipping faces 3m tonne methanol
shortfall in 2028

SHIPPING could fall 3m tonnes

of methanol short of the 14m
tonnes it will need for dual-fuel
ships by 2028, according to a new
report by Bloomberg New Energy
Finance.

The main driver of these
methanol-fuelled newbuilding
orders was the EU Emissions
Trading System tax, since
vessels included in the carbon
market cover about 18% of global
shipping, the report said.
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“As of early 2024, low-carbon
methanol production capacity is
negligible and currently makes up
less than 1% of the 110m tonnes
of methanol production today,”
BNEF said.

Eight of Dali’s crew to fly home after
lawyers strike deal

AFTER months trapped on

board the ship that destroyed
the Baltimore bridge, eight of the
Dali’s (IMO: 9697428) crew will
be allowed to return home after

lawyers struck a deal out of court.

All crew of the Singapore-flagged
boxship have remained on board
since it destroyed the Francis
Scott Key Bridge in Baltimore

on March 26, expected to

give evidence to the ongoing
investigation.

But court documents filed at the
US District Court of Maryland
reveal the terms of an agreement
between lawyers representing
the City of Baltimore, shipowner
Grace Ocean and operator
Synergy Marine.
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Classified notices follow
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Looking to publish a judicial sale, public notice,
court orders and recruitment?

Please contact: marketingservices@lloydslistintelligence.com
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Curated maritime news and
market analysis

Unrivalled 115k+ articles ) Fjorrespondents
. : (b. in seven
news coverage in our archive “/ maritime hubs

Choose the trusted source
Contact us today on +44 20 7017 5392 (EMEA) / +65 6508 2428 (APAC) /

+1(212) 502 2703 (US) or visit lloydslist.com
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Container Tracker

Save time. Stay compliant.

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

Request a demo:

America Tel: +1 212-520-2747

EMEA Tel: +44 20 7017 5392

APAC Tel: +65 6505 2084 . . D
)

lloydslistintelligence.com/containertracker LlOyd s List Intelhgence
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