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The curious case of an 
Iran-linked gas carrier 
anchored off Houston

A GAS tanker operated by a Dubai-based company ultimately owned 
by an Iranian businessman has been anchored off Houston since late 
June, a puzzling occurrence given the US government’s adversarial 
approach to entities and individuals linked to Iran’s shipping and 
energy sectors.

The 2024-built, very large gas carrier Tinos I (IMO: 9969821) is 
operated by Pearl Petrochemical FZE under a sale-and-leaseback deal 
with Hong Kong-listed leasing unit CSSC. The newbuilding embarked 
on its maiden voyage in late May 2024 and arrived in Galveston 
anchorage off Texas on June 24, but is yet to have loaded an LPG cargo.

Neither Pearl Petrochemical nor its owner, Iranian national Seyed 
Asadoollah Emamjomeh, is under US sanctions, and there is no 
suggestion that any parties involved with Tinos I are in breach of US 
sanctions. Furthermore, according to Pearl, the company has received 
a licence from the US Office of Foreign Assets Control.

“Pearl Petrochemical FZE is a Dubai-based entity. We can confirm that 
our carrier Tinos I is currently at Galveston anchorage,” the company 
said in a statement that was relayed through Tinos I’s shipmanager 
Bernhard Schulte Shipmanagement.

“An official license by Ofac has been issued. After all formalities and 
permits are in place, Tinos I will resume trading.”
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Aside from the Dubai entity, Emamjomeh has an 
interest in several companies in Iran, including 
Parsa Fidar Paydar, which has an LPG plant near 
Iran’s Tombak port in Bushehr province, and Nilgun 
Parsai Caspian, a shipping agency; and Pasar Gas.

Public documents show Emamjomeh is the 
chairmen of these companies. Contacted by Lloyd’s 
List for comment, Emamjomeh said he resides in the 
United Arab Emirates, and that he only owns a 10% 
stake in the three companies. There were two other 
individuals with the last name Emamjomeh on the 
board of Pasar Gas and PFP, while one of them was a 
board member of NPC, the documents showed.

Regarding Tinos I’s long wait off Houston, 
Emamjomeh said, “our business operates in full 
compliance with all applicable laws and regulations 
in every jurisdiction where our ships operate”.

“Tinos I is intended to operate in the US market 
and serve US clients. Therefore, Tinos I has been 
anchored off Houston while we are completing some 
administrative formalities to ensure the vessel is 
available to the American market,” he explained.

While Pearl Petrochemical is a UAE-based company, 
a legal case in France heard evidence that US 
authorities had previously deemed it Iranian.

In 2014, France’s BNP Paribas agreed to pay $8.9bn 
to settle US government claims that it violated 
sanctions against Sudan, Cuba, and Iran.

Litigation relating to those violations was still 
ongoing as of 2023 in France’s Court of Cassation, in 
which BNPP and Pearl Petrochemical clashed over 
withheld transfers of $18m.

The bank said it could not transfer the funds to Pearl 
because US authorities deemed “Caspian” — which 
the court described as the predecessor of Pearl — as 
an Iranian entity.

The bank was given a licence by Ofac in 2022 to 
transfer the funds to the Trade Bank of Iraq, under 
instructions not to make payments directly to Pearl, 
according to a translation of the French court’s 
ruling. 

BNPP declined to comment on the case.

“Pearl Petrochemical FZE operates in full 
compliance with all applicable laws and regulations 
in every jurisdiction in which it operates. Tinos I is 
currently at Galveston anchorage and will resume 
trading after all formalities and permits are in 
place,” Emamjomeh said.

“Pearl Petrochemical FZE has successfully secured 
a breakthrough judgment from the Tribunal 
de Commerce de Paris, which condemned BNP 
Paribas to pay damages to Pearl and bear the costs 
of the proceeding for having ‘grossly breached’ its 
contractual obligations.

“Following this ruling, an Ofac licence has been 
issued and BNP Paribas transferred the amount in 
dispute in addition to applicable interests. An appeal 
has been lodged on the issue of the quantification of 
damages due to Pearl Petrochemical FZE, and we 
are confident about its outcome. Pearl Petrochemical 
FZE will assert its rights by using all legal means at 
its disposal in all situations where they are violated.”

Ofac declined to comment. 

WHAT TO WATCH 

Blueprint for Europe’s economic overhaul 
reinforces need for shipping investment
THE long-awaited plan to stem European economic 
decline, published this week by former European 
Central Bank president Mario Draghi, sets out a 
clear case for massive, generational investment.

The headline requirement for an annual €800bn 
($883bn) spending spree on clean energy, high-
tech innovation and economic resilience, via a 
controversial common EU budget, spans proposals 

from energy market reform to defence and 
infrastructure.

But there, in the detailed 400-page report 
intended to guide the next five years under a newly 
constituted European Commission, the shipping 
sector sits as an essential component of the plan 
and a proposed recipient of, at least some of the 
spending.
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The report acknowledges the global leadership of 
European shipping and identifies that a fit-for-
purpose regulatory and taxation framework has 
ensured that the sector has remained globally 
competitive.

But it also points out that this success story is both 
threatened and intrinsically linked to the central 
theme of the proposed reforms to boost 
EU competitiveness.

Draghi points out that the EU’s ownership share of 
the global maritime fleet is declining. He explains 
that the EU faces external pressure concerning 
infrastructure ownership and management, with 
risks for its autonomy. And, despite the EU’s relative 
strength in global logistics, only one European 
player is in the top five global companies managing 
port terminals.

But the most prominent issue he raises directly for 
the sector is decarbonisation.

The analysis recognises that shipping, together 
with aviation, is one of the most difficult sectors to 
decarbonise and is in need of urgent investment.

Shipping alone will require €40bn each year from 
2031 to 2050, concludes the Draghi report.

Scaling up the production of clean fuels and clean 
and innovative technologies in Europe is set out as a 
major objective. In this regard, the report identifies 
the need for adequate access to finance, including 
special calls for shipping under the Emissions 
Trading System Innovation Fund.

Upskilling and reskilling needs for the green and 
digital transition are also highlighted. The report 
estimates that up to 250,000 seafarers in the EU 
could be affected in the coming years, with the 
figure going up to 800,000 seafarers globally that 
will have to be reskilled in the next decade.

While none of these conclusions will have come 
as news to the shipping sector, the surprisingly 
prominent positioning of shipping in such 
a significant report has been welcomed by industry 
leaders.

Given that Greeks own 60% of EU capacity, the 
Union of Greek Shipowners were understandably 
keen to publicly acknowledge “the recognition of 
the shipping industry’s strategic role in maintaining 
European competitiveness, supply chain security 
and autonomy”.

But the report is more than just a prominent 
political namecheck for a sector that has previously 
not featured in top level European planning.

Draghi’s report is intended to guide the work for 
commission president Ursula von der Leyen and 
her revamped team due to be announced next 
week. While many of his recommendations will 
need buy-in from all the bloc’s 27 governments, 
something that may prove elusive and in some 
cases unachievable, the report effectively sets the 
European political agenda for the next five years. 
Many of the top-level goals will now be reflected in 
the so-called “Mission Letters” that will set the job 
descriptions for the commissions and filter in the 
Brussels legislative timetable from the end of 
this year.

That, and the fact that a thriving European 
maritime industrial cluster has now been directly 
linked to the upcoming EU Clean Industrial Deal, 
puts shipping in an unprecedently positive political 
position in Brussels, argues European Community 
Shipowners’ Associations secretary-general 
Sotiris Raptis.

“There is a general awareness that pushing for clean 
technologies, for the uptake of clean fuels and clean 
technologies is the new battlefield of international 
competition. That’s what the Draghi report makes 
clear,” Raptis told Lloyd’s List.

As far as ECSA are concerned, the Draghi report 
proves the need to ensure that shipping is now seen 
as part of this overarching policy push.

“We want to push for an ambitious maritime 
industrial strategy,” said Raptis. “But at the same 
time, we need to make clear to all the policy makers 
that we cannot have an ambitious industrial 
strategy, or an ambitious and thriving and strong 
maritime industrial cluster in Europe without a 
strong and internationally competitive shipping 
sector.

“European shipping has been a cornerstone of 
Europe’s energy, food and supply chain security, 
but this wasn’t recognised in the past, at least not 
with such strong language, so this report is really 
important for us.”

How much of Draghi’s report member states will 
embrace, however, remains to be seen.

The report’s policy recommendations regarding 
Europe’s industry policy, with shipping featuring 
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prominently, are among the less controversial 
proposals, but extra spending and new subsidies will 
prove politically difficult.

Draghi’s headline conclusion that Europe needs 
investment by the private and public sectors to rise 
from today’s 22% of GDP to 27% has already induced 
widespread concerns from member states.

Within hours of the report being formally published 
on Monday, Germany’s finance minister Christian 
Lindner said that “Germany will not agree” to joint 
borrowing.

And when it comes to shipping specifically, even 
with the prominent acknowledgment from Draghi 
recognising the global leadership role of European 
shipping and the need to maintain its international 
competitiveness, the maritime sector will struggle 
to get its voice heard over the competing demands 

from other sectors also namechecked as pivotal.

The reality is that Draghi’s recommendations are 
so numerous that policymakers will ultimately 
be able to pick and choose from among them and 
“hard to abate” sectors will not be at the front of 
the queue, regardless of what happens to Draghi’s 
recommendations.

“It’s an important first step,” conceded Raptis. “If 
the policymakers are aware why we need shipping 
in Europe, then we can identify what we can do for 
shipping in Europe.

“This is why the Draghi Report is so important. 
It’s firstly about the awareness and the 
acknowledgement of the strategic role of shipping. 
Then, of course, we need to discuss how we set about 
tackling the findings and recommendations.”

China-affiliated ships running Red Sea 
gauntlet more frequently
CHINA-AFFILIATED vessels are steadily picking up 
more Red Sea voyages making these shipowners an 
outlier even within the group that continues to pass 
through the Bab el Mandeb.

Ships associated with China, either through flag or 
ownership, made 257 voyages via the international 
shipping route that borders Yemen in August, up 
from 226 in July.

This is the second consecutive monthly increase 
in China-affiliated Bab el Mandeb transits, 
effectively ending a three-month streak of consistent 
traffic levels.

“I would link this to the Chinese shipping industry’s 
confidence that its transits won’t be molested or 
targeted by the Houthis,” said Risk Intelligence 
MENA analyst Kais Makhlouf.

“This had already been signalled in the past by the 
Houthis, although there was some doubt as to how 
certain one could be as to Houthis’ assurances.”

China-affiliated vessels do not directly fall under the 
Houthi’s self-proclaimed target profile, but the group 
has previously misidentified targets and hit 
China-owned ships.

Growing certainty in vessel safety combined with 
the commercial incentive of a shorter and cheaper 

route has led to the expansion of Red Sea express 
services first established in the early days of 
the conflict to profit on the deteriorating security 
situation.

China-affiliated containership transits through the 
Bab el Mandeb totalled 72 in August. The monthly 
average for containership passings was 46 between 
March and June of this year.

Smaller tonnage, under 5,000 teu, accounts for most 
of the voyages and the average containership size in 
August is nearly 75% less than the value recorded 
last year.

While data indicates Chinese container lines are 
looking to grow their newer services, it was bulk 
carriers that were the driving force behind the month-
on-month increase in transits, recording 21% growth.

China recorded strong dry bulk imports in 2023 and 
while demand is forecasted to maintain growth in 
the short term, albeit at lower levels than the pre-
pandemic trend, it is evolving risk assessments that 
is a key factor in fluctuating passing volumes.

BRS Shipbrokers head of dry bulk research Wilson 
Wirawan told Lloyd’s List: “Our view regarding 
Red Sea transits, at the end of the day, is boiled 
down to a straightforward case of risk appetite (or 
lack of it) levels.”
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Who still sails the Red Sea via the Bab el 
Mandeb?

Aside from China-affiliated vessels, Russia-linked 
ships are perceived to be safer from Houthi’s 
campaign of aggression.

There has been a negligible change in the monthly 
number of Russia affiliated vessels sailing through 
the Red Sea over the past six months.

Russia-associated ships only represent a small 
number of the total ships passing through the Bab el 
Mandeb.

Ships linked to China, Greece, the UAE and Türkiye 
are the most active users of the shipping route.

Aside from China, there has been no consistent 
growth in ship transits among this group.

Greece- and UAE-affiliated vessels have been 

completing increasingly fewer voyages over the past 
several months.

Greece-owned vessels have been popular targets of 
Houthi attacks of late.

The Houthis have said they will target vessels that 
continue to call in Israel as well as any vessel owned 
by a shipowner that engages in Israeli trade.

Greece-affiliated vessels accounted for 
approximately 20% all foreign arrivals to Israel in 
August, according to Lloyd’s List Intelligence data.

August marked the first meaningful increase in 
traffic through the Bab el Mandeb international 
shipping route off Yemen’s coast since the Houthis 
began targeting merchant vessels in November.

Passing levels still remain nearly 60% lower than 
normal volumes.

ANALYSIS 

The numbers don’t lie: October US port strike 
would be ‘cataclysmic’
THE clock is ticking. A potentially disastrous strike 
at US east and Gulf Coast ports may be just three 
weeks away.

Containers loaded today in Asia and bound for key 
gateways like New York will arrive after the October 
1 deadline, when the International Longshoremen’s 
Association has vowed to strike if a new contract 
agreement isn’t reached.

Data on US imports underscores the enormity of the 
potential disruption, which could occur just a month 
before the vote on the US presidency and could 
spawn massive ship queues reminiscent of the Covid 
era.

After all the misplaced angst over a possible strike 
at west coast ports in 2023, the consequences of a 
shutdown on the other coastlines this year would be 
even more severe.

East and Gulf coast ports account for half of total 
US imports measured in teu and more than half 
measured in cargo tonnes.

A west coast shutdown would have overwhelmingly 
impacted US imports from Asia, but not other 
source regions. In contrast, a shutdown of east 
and Gulf coast ports will not only impact Asian 
cargoes, it will cripple US imports from Europe and 
Latin America, with shippers having few options to 
reroute.

‘Cataclysmic to marine supply chains’

According to data compiled by independent analyst 
John McCown, the top five ports on the east and 
Gulf coasts (Houston, Savannah, New York/New 
Jersey, Norfolk, Charleston) imported 6,953,037 teu 
in January-July, up 12% from the same period last 
year.

During the first seven months of 2024, the east and 
Gulf coast ports handled 50.8% of total imports 
measured in teu through the country’s top 10 ports. 
The share for the east and Gulf coast ports was 
higher in January-July 2023, at 52.7%, with the 
year-on-year decline widely attributed to shippers 
preparing for the strike.
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“The impact of a coastwide strike across all east and 
Gulf coast ports would be pronounced even if short-
lived,” McCown told Lloyd’s List on Tuesday.

“Those US ports, by my calculation, are linked to 
trade lanes representing 16.2% of worldwide teu-
miles. The immediate effect would be as if that 
much capacity was removed. That is twice as much 
capacity as was removed due to longer voyages 
resulting from the Red Sea situation. 

“Any shifting to west coast ports, representing 11.8% 
of teu-miles, or non-US North American ports, 
representing 10.4% of teu-miles, could quickly 
overwhelm those ports and cause more congestion. 

“The impact of such a strike of any duration would 
quickly spread across all container systems and be 
cataclysmic to maritime supply chains worldwide. 
Customers who move $3.2bn per day of goods in 
containers across east and Gulf coast ports and 
$5.6bn per day across all US ports would feel the 
largest impact.”

On reports that US importers have heavily 
frontloaded shipments in preparation for the strike, 
McCown said, “I have not seen enough data to 
indicate that inventory levels have been built up 
enough where customers can absorb any strike 
without meaningful economic pain.”

He also warned: “Clearly the follow-on impacts of 
any such strike – including domestic production 
lines shutting down – will just grow exponentially 
the longer it lasts.”     

Risks to imports from Asia, Europe, Latin 
America

Another import data set is compiled by the US 
Census Bureau, using customs declarations on 
tonnes of containerised imports. This data shows a 
higher share of total US imports for east and Gulf 
coast ports than teu metrics – 63.9% in January-
July 2024 and 66.6% in January-July 2023.

The disparity between the tonne and the teu import 
percentages relates to the higher density of cargo 
types brought through US east and Gulf coast ports 
versus west coast ports, explained Jason Miller, a 
freight economist and Michigan State University 
supply chain professor who compiles the Census 
Bureau import data.

In the first seven months of this year, 52% of 
containerised cargo tonne imports handled at east 

and Gulf coast ports arrived from Asia, 27% from 
Europe, and 21% from Latin America and other 
regions, according to Census Bureau data.

East and Gulf coast ports handled 51% of the total 
US import cargo tonnes from Asia in January-June. 
Miller told Lloyd’s List, “We see a mix of consumer 
and industrial goods [from Asia to the east and Gulf 
coasts]. Furniture is high on the list, and consumer 
goods like toys and bed linens. But we also see solar 
panels and a lot of motor vehicle parts and tires. We 
see building materials showing up as well, along 
with inputs going to manufacturing sectors.”

The strike scenario is much more acute for US 
imports from Europe. East and Gulf coast ports 
accounted for 90% of cargo tonnes from Europe 
imported to the US in January-July. Rerouting 
options for such shipments are extremely 
constrained, largely limited to eastern Canada.

The US east and Gulf coast import mix from Europe 
is much different than from Asia (bolstering the 
tonne share versus the teu share due to higher 
cargo density). US imports from Europe are less 
manufactured-goods-centric than those from Asia. 
Instead, they are dominated by building supplies – 
plaster, ceramic tiles, stone and cement – and food 
and beverages, led by wine and beer.

The strike scenario for imports from Latin America 
is almost as dire as it is for Europe. The Census 
Bureau data shows that 83% of US cargo tonnes 
imported from non-Asian and non-European 
countries (primarily Latin America) year to date 
entered the country via east and Gulf coast ports.

One of the main cargo types from this region: produce 
requiring refrigerated transport. One of the largest US 
gateways for these cargoes is Philadelphia.

“There are a lot of bananas coming through these 
ports,” said Miller. Bananas are the second largest 
category of cargo imports measured in tonnes to 
east and Gulf coast ports year to date.

Produce like bananas would face great difficulty in 
the event of a strike, given that such cargo has time 
constraints, with bananas having a storage life of 
around four weeks.

One option for shipments from the west coast of 
South America could be to ship to Los Angeles/Long 
Beach, then traverse the country by truck. “It could 
have some interesting ultra-long-haul refrigerated 
truckload implications,” said Miller.
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New Lloyd’s Open Form default clause 
published
THE Lloyd’s Market Association and the 
International Chamber of Shipping have published 
a new Lloyd’s Standard Form of Salvage Agreement 
clause, designed to clarify the contracting process 
for emergency and non-standard tug services..

The wording has been formulated by the Lloyd’s 
Market Association and the International Chamber 
of Shipping, following more than a year of 
consultation with marine underwriters, shipowners, 
Lloyd’s of London and other interested parties, 
including P&I clubs, brokers and salvors.

One of the key aims is to reverse the decline in use 
of the agreement, commonly known as the Lloyd’s 
Open Form, which was nearly killed off by Lloyd’s in 
2021.

That plan was reversed after industry and 
government protests, with Lloyd’s ultimately 
deciding to retain its Lloyd’s Salvage Arbitration 
Branch, which provides administrative support.

The contract, first published in 1908 and based on 
an even earlier agreement from 1890, is used for 
casualties when there is no time to agree costs, and 
works on a ‘no cure, no pay’ principle. 

But insurers have increasingly turned their backs on 
LOFs over the past two decades, with just 34 signed 
in 2023. Objections include the high costs of awards 
to salvors, rising legal expenses and perceived lack 
of transparency.

By contrast, shipowner groupings such as the ICS 
have come out strongly in favour of the arrangement, 
contending that its demise would be “a disaster”.

“The LMA and ICS wanted to make available to 
their members a clause designed to ensure that 
in the event of an emergency, it is clear that the 
master and/or owners can proceed to use LOF to 
obtain salvage services without delay,” said Arabella 
Ramage, legal director of the LMA.

“We also wanted to set out a clear procedure for 
dealing with emergency circumstances where there 
is no immediate danger. 

“The clause sets out a process for owners to 
notify hull underwriters and take their views as 
to the appropriate contract to be used in such 
circumstances, whether LOF or some other contract. 
“

The LMA and ICS maintain that use of the clause 
will be a positive step in ensuring safety of vessels 
and crews and increasing collaboration between 
owners and their underwriters.

ICS legal director Kiran Khosla said: “The clause 
emphasises that in a situation of danger for the ship, 
the LOF is the right and appropriate contract for the 
salvage response.  

“Early and clear communication between 
shipowners and insurers will help to foster greater 
collaboration between parties, reduce the potential 
for disputes and improve the overall effectiveness of 
the salvage process.”

The wording will be incorporated into marine 
policies as early as January 1, 2025.

Baltimore bridge collapse could push up 
marine reinsurance rates, S&P warns
THE incident in which a boxship felled the Francis 
Scott Key Bridge in Baltimore earlier this year will 
likely mean a hardening in marine reinsurance 
rates, according to two analysts at the world’s top 
ratings agency.

In the meantime, the P&I niche looks to be in good 
health, but an eye needs to be kept on the possibility 
of a resurgence of pool claims, they added.

The comments from S&P Global Ratings’ Robert 

Greensted and Sachin Bhojani will add to the debate 
in the sector over the consequences of the Dali 
(IMO: 9697428) casualty last March.

In an interview with Lloyd’s List last June, TMHCC 
chief underwriting officer Ben Kinder — whose 
firm has the largest single line on the International 
Group’s general excess of loss contract — voiced 
fears that the fallout would be felt by marine liability 
insurers for years to come.
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A new report from broker Gallagher, published this 
week, has also argued that owners should budget 
for a double-digit increase in the levy charged by 
IG P&I clubs to fund GXL, as it is known in marine 
insurance jargon.

But not all commentators agree. Two brokers who 
work for Gallagher affiliate Gallagher Re have 
maintained that the Dali incident should be seen 
as a substantial but containable marine loss rather 
than a black swan event.

Mega casualties

Greensted pointed out that in the past, mega 
casualties such as cruiseship Costa Concordia 
(IMO: 9320544) and car carrier Golden Ray (IMO: 
7305734) have caused a spike in claims.

While the eventual payout on the Ever Given 
(IMO: 8320901) grounding in 2021 was less than 
initially anticipated, the six-day closure of the Suez 
Canal bought home to reinsurers the reality of the 
exposures they take on from direct insurers.

“With reinsurance, there’s always a cyclical reaction. 
We see that post major claims events, post-Katrina 
and post-World Trade Centre. There’s always a spike 
in property/casualty prices.

“On the direct side, capacity has begun to come 
back into the marine market, after the best couple 
of years we have seen for a while. The results are not 
going to be as attractive as they have been.”

While he expects marine reinsurance rates to harden 
in reaction to the Baltimore bridge collapse, it remains 
too early to say how much of this will filter down to 
shipowners in terms of what they pay for cover.

Another big issue for Greensted and Bhojani is cover 
for tankers that continue to accept Russian stems, 
attesting to marine insurers that they are complying 
with price caps on crude and products imposed by 
the West.

“We’re very cognisant of the fact that there’s a 
dark fleet out there and that’s probably our main 
concern,” said Greensted.

“Our concern is that clubs are following the 
sanctions and they don’t end up in a position where 
they are exposed. They could get fined.”

Dealing with sanctions is not something new for P&I 
clubs, which have long experience of dealing with 
other sanctioned countries.

But with some tanker owners engaging in deceptive 
practices, it can be difficult for clubs to know who 
a vessel’s owners are and what cargo they are 
carrying.

“We’ve seen several clubs we would expect to take 
hits on the top line take hits on the top line because 
they were more exposed to Russia and Ukraine.”

Part of the job of being a ratings analyst is to 
visit rated entities. Many clubs have been good 
underwriting risk controls, and present examples of 
business declined on S&P visits.

West and Swedish downgrades

In October 2022, S&P downgraded two 
International Group affiliates, West of England and 
Swedish Club, from A- to BBB+.

That was not a body blow to either club, as BBB+ 
is still an investment grade. But the move was 
clearly unhelpful from a reputational or marketing 
perspective.

No single person at S&P makes the call on ratings, 
which are a committee decision, insisted Greensted, 
who was the primary analyst working on West at the 
time.

American Club, which has made several 
supplementary calls on members in recent years, is 
rated BBB-.

“We generally see it as a last resort option and after 
the financial crisis, a host of clubs did make that 
[decision].

“Since then, we’ve had a long period of very few 
supplementary calls. The one that would stand out 
against that would be American Club.

“If you spoke to the members, they understand that 
the business model of the American Club is slightly 
different, you are more likely to be called on when 
they make an unbudgeted call.”

European clubs, with the solitary recent exception of 
the London Club, have avoided supplementary calls 
in recent years.

But to some extent, American and London Club 
members accept the risk of supplementary calls as 
part and parcel of being a member, which makes 
them less damaging.
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Bhojani is upbeat on the overall state of P&I. “We’ve 
seen two years of good performance, with relatively 
low pool claims in 2021 and 2022.

“The sector itself is very stable. The question we 
would have now — and maybe the market would 
have now — is the return of pool claims. We’ve seen 
Baltimore and a few others.

“Have the good times gone away, or is this the 
new normal? How can the clubs sustain this going 
forward, with inflationary pressures and claims 
becoming more expensive? How does that impact 
their claims and their reputation?”

More positively, the attritional claims experience — 
payouts for routine shipping fender benders — has 
been broadly positive, especially if you discount 
Covid-19 as a one-off.

‘Very limited’ scope for Red Sea refusals 
despite Houthi onslaught, Norton Rose 
Fulbright argues
OWNERS and charterers have only very limited 
rights to cancel, deviate or refuse to load or 
discharge on Red Sea trips, despite the Houthi 
onslaught on merchant vessels, according to a senior 
lawyer at a shipping law firm.

Where masters exercise their judgement to change 
a route, owners might find themselves landed with 
significant claims for unjustified deviation, alternative 
discharge port costs or cancellation, he added.

The opinion from Malcolm Hartwell, head of 
transport at the Durban office of Norton Rose 
Fulbright, differs from the stance taken by many of 
his counterparts, who maintain that the wording of 
relevant contract clauses allow owners and masters 
an extensive degree of discretion in dangerous 
situations.

But Hartwell counters that the attacks have now 
been going on since last November, and both sides 
therefore know what they are getting into when 
signing a contract.

The issues have been highlighted by last month’s 
multiple strike on suezmax Sounion (IMO: 9312145), 
which was subsequently deliberately set on fire. The 
ship remains ablaze, with salvors deeming it not yet 
safe to commence operations.

In these circumstances, there is an issue as to when 
and whether owners or charterers can deviate from 
the contractual voyage, cancel the charterparty or 
claim damages for non-performance.

These are generally covered by standard clause 
wordings, designed to cover wars between 
recognised states, and also insurrections, piracy, 
civil commotions and attacks of the type seen in the 
Red Sea. 

Sounion is operated by Delta Tankers and it is not 
known what time and/or voyage charter arrangements 
were obtained at the time of the attack. 

But the Red Sea hostilities potentially affect three 
different aspects of a charter, said Hartwell.

The first is whether or not the existence of hostilities 
allows the owners or charterers to cancel the 
agreement.

This could arise either under a war risk cancellation 
clause or force majeure clause. But where hostilities 
exist prior to and at the time of conclusion of the 
charterparty, this issue does not arise.

The second is where the load or discharge port is in 
the area of hostility.

The third is the transit of the vessel through the 
affected area.

Generally speaking, the circumstances which 
give rise to the right to nominate alternative load 
or discharge ports are broad. Shellvoy 6 of 2017 
refers to “any war, hostilities, war-like operations, 
civil commotions, revolutions, or the operation of 
international law”.

Voywar 2013 refers to “War, act of war, civil war or 
hostility; revolution; rebellion; civil commotion; 
war-like operations; laying of mines; acts of piracy 
and/or violent robbery and/or capture/seizure; acts 
of terrorist; acts of hostilities or malicious damage; 
blockades by any person, body terrorist or political 
group or the government of any state or territory 
whether recognised or not, which, in the reasonable 
judgment of the master and/or owners, may be 
dangerous or may become dangerous to the vessel, 
cargo, crew or other person on board the vessel.”
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The charterparty then stipulates whether the owners 
or charterers bear the resultant costs and whether 
either has a claim for damages arising out of the 
change to the original agreed voyage.

“When faced with a risk of this nature, the owner 
or charterer, as the case may be, has to make a 
reasonable decision based on actual circumstances 
rather than on speculation or perception,” said 
Hartwell.

“It is accordingly prudent for owners or charterers 
faced with the possibility of transiting the Red Sea 
to carry out actual research on incidents that have 
taken place recently in that area.”

The Houthis originally stated that they would be 
attacking ships linked to Israel, a category that 
contains a relatively small group of vessels.

But many of the vessels subsequently attacked either 
had no or only tenuous links to Israel, but links to 
Israel’s allies such as the US or the UK.

Recent attacks seem to be expanding beyond that 

range and it is now unclear if there is an identifiable 
category of ships or owners more likely to be 
attacked.

“Given that owners and charterers are routinely 
concluding charterparties for voyages contemplated 
through the Red Sea, it will be difficult for either of 
them to bring themselves within the right to order 
a deviation, say around the South African coast, as 
a result of the activities of the Houthis,” Hartwell 
added.

“Those attacks have taken place for several months 
now and are well publicised. A parties’ right to 
deviate, cancel or refuse to transit that area would 
accordingly be very limited and would depend on a 
risk assessment on each contractual voyage.”

This places masters in an invidious position of 
having to take their vessel, crew and cargo through 
a known hostile zone and that if they refuse to do 
so, the owners may well face significant claims for 
unjustified deviation, alternative discharge port 
costs or cancellation.

MARKETS

Shanghai container freight futures rebound 
amid shaky optimism
SHANGHAI’S container freight futures have 
bounced back from steep declines, tentatively 
stemming the pessimistic tide despite a prospect 
still clouded by plunging rates.

The rebound was partly driven by last week’s 
oversold conditions and also helped by spot rates 
released this week that beat expectations, industry 
experts said. However, the outlook still 
appears gloomy.

The main December 2024 Shanghai-Europe futures 
contract (EC2412) climbed to 1,916.7 points on 
Wednesday, up 12.8% from September 10 and nearly 
20% from September 9.

It had spiralled down from more than 4,500 points 
in July. Other contracts such as EC2410 and 
longer-dated ones showed similar trends over the 
past few months.

Monday’s Shanghai Export Containerized Freight 
Index based on Settled Rates (SCFIS), which the 
futures track, came in better than forecast and 
improved sentiment, futures analysts in China said. 
In addition, Maersk’s latest rate announcement with 
smaller than anticipated decreases was also a driver.

“The EC market is very sensitive to every spot rate 
quotation from liners,” said Linterlytica co-founder 
Johnson Leung.

Maersk maintained rates at $4,400 per feu to 
Felixstowe for week 39, unchanged from its third 
consecutive cut the prior week, showing signs 
of stabilisation. Other top carriers’ quotes for 
departures in late-September also remain below 
$5,000 per feu.

But Leung is sceptical that rates will bottom out. 
“Liner quotation doesn’t always equal what shippers 
pay,” he said.
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His firm’s data shows average vessel utilisation of 
the three shipping alliances on Asia-North Europe 
has been hovering around 95% since early July, 
down from near full loads in May-June.

“The utilisation was surprisingly good last week but 
that of latest departures on Tuesday and the day 
before dropped,” he said. “If carriers can’t hold the 
rates then, how could the lower utilisation change 
the direction of the market now?”

In its latest weekly report, Linterlytica wrote 
carriers were locked in another price war for market 
share. On Asia-Europe, rates are accelerating down 
as carriers compete to cut prices before China’s 
Golden Week holiday “to secure roll pools to fill the 

ships during the first two weeks of October”.

Asia-US east coast trade also faces immense 
pressure as shippers divert cargoes to the west coast 
to avoid risks from the upcoming port worker strike, 
the research firm said.

A freight forwarder engaged in Sino-US trade in 
Shenzhen stated that although US import volumes 
remain strong, the influx of vessel capacity on this 
route continued to weigh on freight rates.

Moreover, while much lower than summer peaks, 
current rates remained profitable for carriers, 
suggesting the price war could persist for some time, 
he added.

Scrubber-fitted boxship fleet exceeds 40% 
for first time
THE share of the containership fleet fitted with 
scrubbers has exceeded 40% for the first time, following 
an influx of newbuildings fitted with the exhaust gas 
abatement system.

According to Alphaliner, there are 1,353 scrubber-fitted 
boxships with a combined capacity of 12.4m teu now on 
the water. This represents 41.1% of the existing fleet’s 
30.3m teu.

“The increase (in the scrubber-fitted fleet) comes despite 
the promise of a new generation of vessels that will 
run on alternative green fuels, as part of the push to 
decarbonise liner shipping,” said Alphaliner.

It noted that the pace of scrubber uptake has accelerated 
this year with the surge in newbuilding deliveries.

In January, the capacity of the fleet utilising exhaust gas 
abatement systems was 10.3m teu, or 36.4% of the fleet. 
This was an increase of 1.8m teu compared to January 
2023 when 32.4% of the in service fleet was fitted with 
scrubbers.

“It has taken just eight months to achieve a further [five 
percentage point] increase — and on an exponentially 
larger fleet,” said Alphaliner.

Analysis of data provided by DNV Alternative Fuel 
Insight shows that vessels of above 10,000 teu have the 
highest concentration of scrubbers. Out of the 820 ships 
in service capable of loading more than 10,000 teu, 52% 
are fitted with scrubbers.

For ships of between 3,000 teu and 9,999 teu the 
proportion falls to 16%. For vessels of below 3,000 teu, 

the proportion of ships fitted with scrubbers is rather 
higher, at circa 19.2%.

Compared to other cargo vessel types, containerships 
have the highest proportion of scrubbers fitted when 
measured in ship numbers. Some 25% of the active 
fleet of 5,400 containerships is fitted with scrubbers 
compared to 16% of bulk carriers and 17% of tankers, 
DNV AFI data shows.        

The surge in scrubber-fitted containership newbuildings 
since January has coincided with a significant recent 
improvement in the price spread between high sulphur 
fuel oil and very low sulphur fuel oil, providing more 
benefit for those shipowners, which have invested in 
scrubbers.  

After falling to a price spread low of $46 per tonne, 
for bunkering at Singapore, on May 27 the spread has 
surged and was $112 per tonne as of  September 10, 
according to Argus Media data.

Alphaliner said that the price delta between HSFO and 
VLSFO has traded slightly lower in 2024, averaging $91 
per tonne to date compared to $101 per tonne in 2023.

Despite this, the price differential remains favourable 
for vessel operators of ships fitted with scrubbers since 
such vessels are benefitting from additional tonne-miles 
from diversions around the Cape of Good Hope.

Alphaliner noted that a general softening in bunker 
prices, which is expected to continue over the coming 
weeks, could also provide a helping hand to carriers as 
freight rates weaken in the third and fourth quarters.
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LNG carriers’ owners not concerned by 
growing orderbook
THE orderbook for LNG carriers stands at just a 
tick under 54% of the global fleet, far and away the 
biggest of the mainstream shipping sectors.

But fears of looming overcapacity were downplayed 
at Capital Link Forum in London.

Energos Infrastructure chief executive Arthur Regan 
said his company didn’t see any reason to be “overly 
concerned”, despite the high orderbook.

“Maybe a third of the fleet will work itself out of 
the market,” Regan said. “Those owners have been 
generally well compensated during their 20-plus 
years of operating the vessel, so there isn’t a lot of 
stress there. I think the markets will take care of 
that.”

Older tonnage acted as a crucial buffer to the LNG 
market, said Cool Company chief executive Richard 
Tyrell.

He said the market had been “fairly flat” recently 
and the idling and eventual scrapping of that older 
tonnage had prevented rates from decreasing.

Tyrell added that he expected routes to get longer, 
as demand in the East and US exports grew. Europe 

was “full” and was scaling back demand, which 
combined with Cape of Good Hope rerouting meant 
passage length was increasing.

While the Panama Canal had shown evidence it 
would make a full recovery from its drought-induced 
restriction, Tyrell stressed the preference of shipping 
to have “optionality”.

“Even if they can go through the Panama Canal, 
people want to keep their options open to go the 
other way because no one knows what’s going to 
happen,” he said. “Maybe it doesn’t rain again for 
another season.”

Older tonnage is also expected to be converted into 
floating storage units, with Hoegh LNG Holdings 
chief executive Erik Nyheim explaining that growth 
is likely to come from South and Southeast Asia, 
where “FSRUs will be very well suited”.

“We do see a case of growth on the FSU side,” he 
said. “Newbuildings take four to five years to come 
to market, conversions can be done in probably a 
couple of years. So right now that seems to be the 
most attractive way of creating capacity.”

TEN hikes dividend amid ‘encouraging signs’ 
for long-term business
TANKER owner Tsakos Energy Navigation (TEN) 
has lifted its payout to shareholders by 50%, as it 
benefits from a solid tanker market and takes a 
bullish view of future prospects.

Announcing an increased second-quarter profit, 
the New York-listed owner declared a semi-annual 
dividend of $0.90 per share, bringing its total 
dividend for the year to $1.50 per share.

Last year’s second semi-annual dividend was $0.60 
per share and the total payout for 2023 was $1 
per share.

The company was continuing to reap the rewards of 
the solid tanker market and receiving encouraging 
signs from our clients for attractive long-term 
business,” said TEN chief operating officer 
George Saroglou.

“We remain confident that we will continue to 
generate healthy cash flows and reward shareholders 
in order to elevate TEN in the forefront of their 
investment consideration,” he said.

The company sees the underlying market 
fundamentals as favourable to owners, with the 
tanker orderbook being kept “well in check”, oil 
demand increasing and geopolitical events helping 
to support freight rates and asset prices.

On top of this, a recent Opec+ pledge to unwind 
production cuts was also expected to ultimately 
boost tanker demand.

TEN had embarked on a “dynamic” growth and 
renewal programme for its fleet that extends to 21 
fuel-efficient newbuildings, of which nine have so far 
been delivered and 12 are still under construction.
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The Greece-based owner is understood to be looking 
at further acquisitions, including additional orders 
for shuttle tankers.

The current orderbook includes three DP2 shuttle 
tankers for delivery over the next two years, as well 
as two suezmax crude oil tankers, two medium-
range tankers and five recently-contracted long 
range one tankers.

Including the newbuildings, TEN’s fleet comprises 
72 tankers and two LNG carriers.

Over the summer, it exercised its options to 
repurchase a pair of 2006-built suezmax tankers, 
Alaska (IMO: 9302607) and Archangel (IMO: 
9302592).

The options were “in-the-money” and terminating 
the leases will save about $5m in forward hire, 
said TEN.

The two vessels continue to operate in the fleet debt-
free and are currently “on charter to significant oil 
concerns at attractive rates,” it added.

For the second quarter, TEN posted net income of 
$76.4m, including $32.5m of capital gains from 
vessel sales.

This was up from $60.6m in the corresponding 
quarter last year when the contribution from capital 
gains was a mere $300,000.

Three dry dockings during the period, as well as the 
repositioning of a number of vessels, had an impact 
on revenues, said TEN.

Revenues fell by 3.3% to $214m and the average 
daily time charter rate during the quarter fell to 
$34,235.

Although this was “solid”, it was below the average of 
$38,353 during the second quarter of 2023.

The dark fleet is good for mainstream tanker 
markets, say owners
THE dark fleet* of sanctions-busting tankers is 
helping the mainstream market by reducing supply, 
Capital Link was toldon Tuesday.

Ships that carry oil from places such as Russia, Iran 
and Venezuela while seeking to hide their trades and 
identities have eaten into the market for tankers that 
comply with Western sanctions on those countries.

Concerns have grown that unseaworthy ships with 
dubious insurance are an oil spill or other casualty 
waiting to happen. They have also prolonged the 
working lives of ships that would normally be 
scrapped.

But tanker executives said the dark fleet’s presence 
has also helped the mainstream market.

“If you have a number of vessels that aren’t 
competing in the global fleet, that’s impacting ship 
availability and reducing the effective supply of 
the mainstream fleet, so that’s further supporting 
the market,” said Ardmore Shipping chief financial 
officer Bart Kelleher.

Kelleher said Ardmore had counted the “shadow 
fleet or whatever you want to call it” at about 1,200 
vessels, or 17% of the clean petroleum products fleet, 
with an average age of 16 years.

Crude tankers were probably a little older on 
average, he added, but the numbers amounted to “a 
really considerable part of that fleet”.

D’Amico International Shipping chief executive 
Carlos Balestra di Mottola said it was difficult to 
measure how big the dark fleet was; some tankers 
were dark and others “very grey”.

Di Mottola put the number at 475 tankers, of which 
425 were non-coated.

He said the big question was whether authorities 
would make checks more stringent and sanction 
more ships directly. About 110 were already 
sanctioned, of which some had stopped trading and 
others continued but “in a much more limited way”.

“At least they cannot benefit from both markets 
and switch from sanctioned to non-sanctioned 
trade once they have been explicitly sanctioned,” di 
Mottola added.

He said Ukrainian authorities had reportedly 
identified another 80 ships which could be easily 
sanctioned.

“Most likely the more vessels are directly 
sanctioned, the more of them will have to be 
demolished and will help the markets if eventually 
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some of these disruptions that we are benefiting 
from are not there,” he said.

Navios Maritime Partners vice-chairman Ted 
Petrone said sanctions “don’t work” and the dark 
fleet would probably keep trading even if Russia’s 
war with Ukraine ended tomorrow.

“Europe’s not going to go back right away to taking 
LNG and oil from Russia,” he said.

Petrone said projecting dark fleet impact was half 
art and half science.

“Let’s say it’s 80m deadweight [tonnes]. But the 
utilisation rate of those ships would probably be 50% 
because they’re sitting around a lot,” he said. “So, 
they’ll act as 40m deadweight in the market.”

Tsakos Energy Navigation commercial director 
David Chapman said: “For us it’s actually been a 
positive,” since the ships taken out of the market 
were “effectively the ships that were undercutting 
the normal market in the first place”.

He said these ships were not getting any better 
and would probably not return to the mainstream 
because of the high cost of vetting, approvals and 
port state control inspections needed.

“This is a huge issue that hopefully means that those 
ships will just end up as razor blades,” he said.

But Petrone was sceptical of the prospect of effective 
regulation to tackle the dark fleet.

“Nothing’s going to happen until there’s a huge oil 
spill,” he said.

* 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.

Ship recycling volumes remain muted but 
notable upturn in bulk carrier and tanker 
scrap sales
SHIP recycling volumes in August remained at low 
levels however a recent uptick in the sales of bulk 
carriers and tankers for recycling suggests that 
volumes will rise in the fourth quarter.

According to Lloyd’s List Intelligence data, 31 ships 
arrived at ship recycling centres on the Indian 
subcontinent and Türkiye during August of a 
combined 349,000 gross tonnes. This was the third-
lowest level of recycling seen in the past 12 months.

Just three containerships were recorded as having 
arrived at recycling beaches in August, compared 
with five in July, while no crude oil tankers or 
product tankers had arrived at any recycling centre 
since May, according to Lloyd’s List Intelligence 
data.

In ship number terms, vessel arrivals at ship 
recycling beaches in August were dominated by 
the offshore and general cargo segments, however 
there was an upturn in bulk carriers arriving for 
scrapping with seven ship arrivals compared to only 
two in July.

Reduced steel demand in India has seen price levels 
being offered by ship recyclers drop by 10% year 
on year. However, the Pakistan and Bangladesh 
markets appear to have been less affected, with 
prices falling less significantly in recent months. 

Cash buyer Wirana Shipping said that prices offered 
by Indian ship recyclers softened by some $15 per 
light displacement tonne alone in the past week as 
weak demand and high inventory levels in the local 
steel market bite. It noted that some steel mills and 
traders suffering from poor cash flow could see a 
further reduction in Indian prices.

As a consequence, ship recyclers are cautious in 
giving offers for fresh tonnage for recycling.

Indicative Indian price levels for bulk carriers 
have dropped from between $515-$525 per ldt 
to $465-$475 per ldt in the past 12 months while 
containership prices have fallen from circa $575 per 
ldt to present levels of $520 per ldt.
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Pakistan recyclers are also suffering from weak 
sentiment with with price levels falling by between 
$5-$10 per ldt in the past week.

“Ship recyclers are not willing to offer better prices 
despite scarce availability of fresh tonnages for 
recycling,” said Wirana Shipping.

Price levels for bulk carriers for recycling in 
Pakistan are around $485 per ldt compared to year-
on-year levels of $510 per ldt. 

In the Bangladesh market, local recycling has 
resumed following floodings however steel markets 
there are also weak with some ship recyclers initially 
willing to improve their offer prices, but then 
refused to do so, considering the poor local steel 
market.

In Türkiye, prices offered by ship recyclers appear 
stable with average price levels for containerships 
at around $330 per ldt, the same level as at 
September 2023.

Wirana Shipping expects prices offered by ship 
recyclers to continue at the same levels.

Meanwhile, the sale of tankers for recycling appears 
be picking up with one crude oil tanker and two 
product tankers being reported as sold for scrap in 
the past two weeks. 

They comprise the 112,200 dwt aframax Prada 
(IMO: 9213301) which was reported to have been 
sold on an “as is” basis with handover at a United 
Arab Emirates port. The 23-year-old vessel is 
understood to have previously been involved in 
sanctioned trades.

Tankers also reported sold in the past two weeks 
were the 17,700 dwt, 31-year-old, Medelin Expo 
(IMO: 9062702) and the 1999-built, 35,800 dwt 
Aquila (IMO: 9192765). 

The former vessels were sold on an “as is” basis to 
Indonesian buyers, while Aquila was purchased on 
an “as is” basis with handover at a port in Oman.

Bunker firm owner launches tanker company
BUNKER firm Peninsula’s founder John Bassadone 
has set up a tanker company called Hercules Tanker 
Management to charter and commercially 
manage vessels.

Hercules, boasting a fleet of 44 vessels mostly 
comprising of handy tankers and bunker barges, 
will continue to facilitate Peninsula’s cargo flows and 
physical bunker supply.

Vessels previously owned and operated by Peninsula 
have moved to Hercules, including the 9,173 dwt 
LNG bunker vessel Levante LNG (IMO: 9942524). 
Another LNG bunker vessel is under construction 

for Hercules at South Korea’s Hyundai Mipo 
shipyard and the firm has an option for another.

“HTM will increasingly operate larger tanker sizes, 
partly as Peninsula seeks increased economies of 
scale across its worldwide supply chain, but also 
as HTM further builds its own trading book,” 
Bassadone said in a statement.

Peninsula is among the biggest independent 
bunker firms in the world with physical supply in 
multiple regions such as northwest Europe, the 
Mediterranean and the Middle East. It is also active 
in bunker cargo trading.

IN OTHER NEWS

US, UK announce new Iran and Russia 
sanctions in response to missile 
transfer
THE US and UK announced a 
fresh round of sanctions against 
Iran and Russia on Tuesday that 
targeted 13 vessels and Iran’s 
flagship airline Iran Air.

The measures are a response to 
Iran’s decision to provide Russia 
with ballistic missiles, both 

governments said in separate 
statements.

“Russia has an array of its own 
ballistic missiles, but the supply 
of Iranian missiles enables Russia 
to use more of its arsenal for 
targets that are further from the 
front line, while dedicating the 
new missiles it’s receiving from 
Iran for closer-range targets,” 
US secretary of state Anthony 

Blinken said in a joint press 
appearance with UK foreign 
secretary David Lammy.

UK sanctions 10 ‘shadow fleet’ 
tankers shipping Russian oil
THE UK announced fresh 
sanctions on Wednesday 
targeting 10 tankers it accused 
of using “illicit practices” to skirt 
sanctions on Russian oil.
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The move comes a day after a 
joint action by the US and the UK 
saw 13 vessels, mostly general 
cargoships, sanctioned in relation 
to arms transfers from Iran to 
Russia.

The UK said that the ships 
targeted on Wednesday “are 
all ‘high-volume offenders’ — 
operating around the clock to 
transport as much Russian oil as 
possible”.

Hanwha Ocean worker death raises 
safety concerns
UNIONS have raised concerns 
about the safety of South Korea’s 
shipyards after a subcontractor 
at Hanwha Ocean fell 32 m to his 
death last month while working 
in the hold of a containership. He 
was taken to hospital in cardiac 
arrest but died.

According to the Korea Metal 
Workers’ Union, of which 
Hanwha Ocean’s labour union is 
a member, four subcontractors 
have died at Hanwha Ocean’s 
Geoje shipyard this year. The 
causes of death vary: one died in 
a gas explosion, another drowned 
while diving in January, and a 
third worker succumbed to a 
suspected heat-related illness in 
August.

A KMWU’s statement claimed 
that inadequate safety measures 
and Hanwha’s prioritisation of 
production contributed to these 
deaths.

Hutchison to offer shore power 
at two Rotterdam containership 
terminals
HUTCHISON Ports ECT 
Rotterdam is to offer shore 
power at its Euromax and ECT 
Delta containership terminals 
for up to 5,000 vessels annually 
in 2030, aligning with the EU’s 
requirements for major ports in 
the region.

The move will reduce the port of 
Rotterdam’s CO2 emissions by 
35,000 tonnes per annum, the 
port authority said.

Hutchison has signed an 
agreement with Rotterdam Shore 
Power, a joint venture between 
the Rotterdam port authority and 
utility Eneco, for the construction 
and operation of shore power 
facilities.

Australian port worker strike 
‘imminent’
AUSTRALIAN dockworkers have 
voted almost overwhelmingly 
for industrial action in Brisbane, 
Melbourne and Port Kembla.

Bans and limitations on working 
at ports operated by logistics 
company QUBE Logistics are set 
to start as soon as this week, the 
Maritime Union of Australia said.

This action can include anything 
from a ban on overtime and 
driving above 15 km per hour, 
while stoppages of anything from 
one hour to 24 hours are also 
possible.

MSC boxship could be cause of oil 
leak, South African authorities say
AN OIL spill in South Africa’s 
Algoa Bay has been linked to 
a Mediterranean Shipping Co-
operated containership by South 
African authorities.

The Cyprus-flagged, 2002-built, 
6,492 teu MSC Apollo (IMO: 
9247730) has been anchored 
in the bay for nearly a week 
after arriving from Durban on 
September 5. Before that, it 
had completed a voyage from 
Singapore to the South African 
port.

The South Africa Incident 
Management Organisation said 
it had launched an investigation 
into the spill, which was 
first discovered on Saturday 
afternoon. A response craft 

noticed the slick at 1700 hrs and 
reported it was coming from MSC 
Apollo

Sharp expansion seen in maritime 
AI market 
THE maritime industry is rapidly 
adopting the use of artificial 
intelligence, with the maritime 
AI market seeing an explosive 
expansion in the past 12 months, 
according to the latest Thetius 
report, commissioned by Lloyd’s 
Register.

According to the Beyond the 
Horizon: Opportunities and 
Obstacles in the Maritime AI 
Boom report, the market is now 
valued at $4.13bn, nearly tripling 
in size from $1.5bn in 2023.

In addition, the projected five-year 
compound annual growth rate 
of 23% underscores the bright 
prospects and rapid adoption 
of AI technologies across the 
maritime sector. 
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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. 


