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UK to check ‘shadow fleet’
tankers for ‘suspect, dubious’
insurance during English
Channel transits

THE UK government said the coastguard will contact by radio tankers
transiting through the English Channel shipping sanctioned Russia oil as
part of checks of whether they have “suspected dubious” insurance.

The Foreign, Commonwealth & Development Office provided further detail
of how the “challenge” to shadow fleet tankers* transiting UK waters would
look, as it announced the largest number of ships sanctioned since the G7 oil
price cap was first imposed in December 2022.

But whether tankers will comply or have any legal obligation to provide the
information remains untested.

The focus on marine insurance reflects rising concern among regulators
that many of the elderly and poorly maintained tankers shipping Russian oil
are using marine insurers unable to pay out for environmental damage to
coastal states in the event of a casualty or oil spill.

Acceptable insurance standards were those met by the 12 P&I clubs that
comprised the International Group, which insures 86% of the global fleet,
according to the Foreign Office.

The Joint Maritime Security Centre and the Maritime and Coastguard
Agency would co-ordinate to identify and contact vessels in its waters,
the UK government said.
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The coastguard could also request other details
about ships’ technical compliance.

About a dozen ships daily that are identified as
part of the so-called dark fleet* of some 668
tankers shipping sanctioned Iranian, Russian and
Venezeulan oil ply the English Channel.

The channel is used by tankers as they sail to or
from Russian Baltic ports where they load Urals
crude or diesel destined for Asian, African or South
American countries.

Ships have the right of innocent passage through the
Channel and other chokepoints under the Unclos
convention.

But the Foreign Office has said that flag states under
which the tankers sail must take heed of revised
guidelines issued by the International Maritime
Organization’s legal committee earlier this year

for accepting insurance companies and financial
security providers and certificates. These list the
criteria and documentation to ensure that liability
for conventions including oil pollution, bunker
pollution, and wreck removal can be met.

The move to challenge ships about their insurance
was discussed at a meeting with industry figures and
the government last week, Lloyd’s List understands.

Ships have no obligation to provide the information,
and should they decline, the coast guard is unable

to stop them transiting the English Channel, the
minister was told.

Blue Cards are issued by marine insurers to indicate
they will pay out in the event of a casualty or oil
spill. Flag states publish a list of marine insurers
that they authorise to issue Blue Cards for their
vessels.

A proliferation of questionable marine insurers are
now said to be providing cover for many dark fleet
vessels, including one in the UK that Lloyd’s List
this week revealed was incorporated by an Iranian
from Canada who said his identity was stolen. That’s
highlighted the absence of due diligence undertaken
by some flag states.

Marine insurers include retrospective sanctions
exclusion clauses in contracts to protect them
against rogue shipowners shipping sanctioned oil
without their knowledge.

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

WHAT TO WATCH

Biggest set of sanctions to date ‘unleashed’ by

UK

THE UK has announced its biggest wave of sanctions
yet as it takes on Russia’s dark fleet*.

No less than 22 vessels have been sanctioned by the
Foreign Office, 18 oil tankers and four gas carriers.

Sovcomflot in particular has been affected by this
latest raft, with seven of its vessels listed in Thursday’s
announcement.

Vessels listed on the sanctions list are barred form
entering UK ports and can be detained if they do, nor
can they access UK maritime services. The total number
of oil tankers now sanctioned by the UK is now 43.
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Russian gas company, Rusgazdobycha JSC, has also
been sanctioned in this latest wave.

Foreign Secretary David Lammy said his
administration “must combat malign Russian
activity at every turn, whether illicit tactics to
bolster Putin’s war chest, their use of cyber-attacks
or barbarism on the front line in Ukraine”.

“The UK is leading the charge against Putin’s
desperate and dangerous attempts to cling on to
his energy revenues, with his shadow fleet placing

coastlines across Europe and the world in jeopardy,”
he said.
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“I have made it my personal mission to constrain the
Kremlin, closing the net around Putin and his mafia
state using every tool at my disposal.”

Separately, the Department for Transport is working

with the Joint Maritime Security Centre and the
Maritime and Coastguard Agency to challenge dark
fleet vessels in the English Channel with suspected
“dubious insurance” to provide insurance details.

Two fixed-premium insurers behind Iran-
trading sanctioned tankers

TWO marine insurers with a history of suspicious
activity and opaque operations were among six P&I
providers named by flag registries as providing
cover for 12 of the 23 tankers sanctioned last week
by the US for shipping Iranian oil.

The remaining 11 have not been identified by the
flag states, which include Barbados, Cameroon and
Honduras.

The Pacific Maritime Club Limited and East of
England P&I Association Ltd were approved marine
insurance providers for San Marino and Panama
registries and collectively covered five of their
tankers.

The Panama Maritime Authority said on Wednesday
it had since opened an investigation into The Pacific
Maritime Club, which issued a Blue Card for one

of eight tankers it flagged that were sanctioned,
Aventus I (IMO: 9280873).

Lloyd’s List reported on Tuesday that the UK-
incorporated company, which claimed it had
unspecified government backing on its website,
was owned by an Iranian marine surveyor, Bezhad
Roshani, who claimed his identity had been
fraudulently used to establish it.

As well as issuing the Blue Card for Panama-flagged
Aventus I, The Pacific Maritime Club also covered
three San Marino-flagged very large crude carriers
targeted by Ofac, according to the EU-based
registry.

Panama’s maritime authority said East of England
P&I Association Ltd had provided P&I cover for
Spirit Of Casper (IMO: 9224271).

Seychelles-incorporated East of England has a
GoDaddy website in Bulgaria, a Greek telephone
number on its website that does not answer, and
provides no details about who is running it or where
risk is reinsured. Lloyd’s List has been unable to find
or reach any company representative.
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East of England has been seen insuring Iranian-
trading tankers for the past three years. Its website
previously claimed this was done via the London
market, although this has been removed since 2022.

The activities of these flag registries has raised
serious concerns regarding the level of due diligence
being applied to marine insurers facilitating the
trade of elderly and substandard tankers shipping
sanctioned Russian, Iranian and Venezuelan oil.

International Maritime Organization guidance

says that: “when receiving a Blue Card or similar
documentation from insurance companies, financial
security providers and P&I Clubs outside the
International Group, the State Party should verify
the financial standing and hence the solvency of
such company in order to make sure that prompt
and adequate compensation for the victims is
available.”

Blue Cards are international certificates issued

by a marine insurer verifying P&I insurance is in
place, and that the marine insurer is liable for costs
relating to pollution and oil spills, collisions and
crew injuries.

Only one of the six P&I clubs identified was a
member of the International Group of P&I Clubs —
West of England P&I club.

The remainder were fixed premium providers.

Norway’s Hydor AS and Ro Marine provided P&I
cover for two and one tanker respectively, but both
have confirmed cover was immediately cancelled
upon learning of the Office of Foreign Asset Control
designation on October 11.

“Our policy includes a sanctions clause which states
that any vessel involved in sanctions is automatically
out of cover,” explained Folkert Strengholt, chief
executive for Hydor, which issued cards for Panama-
flagged Tyche I (IMO: 9247390) and Satina (IMO:
9308778), both of which were cancelled from
October 11.
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West of England P&I Club said that they had
“recently” terminated cover for Panama-flagged
Crystal Rose (IMO: 9292228), while Liberia-flagged
Elza (IMO: 9221671) had cover terminated in
August.

The Panama Maritime Authority said that the
club still had the Blue Card for Luna Prime (IMO:
9174220) but the vessel was only “briefly entered
over Spring 2022” according to an emailed
statement from Tony Paulson, West’s Corporate
Director & Head of Asia.

“Notice to the relevant flag state was given on the
date of termination for the Crystal Rose and Elza,
but in accordance with the terms of the relevant
IMO conventions these will remain extant until
replaced by replacement blue cards from another
insurer or 90 days, whichever is the earlier,” he said.

“If (or) when entered any vessel engages in
sanctionable activity, then insurance cover for the
voyage concerned ceases automatically and in its

entirety. It would therefore be incorrect to suggest
that West provides cover for any vessel engaged in
such activity; that is not the case and there is no
cover whatsoever for any such activities. West does
not provide cover for sanctionable activity.”

Ro Marine said it had cancelled cover for product
tanker Belize-flagged Anhona (IMO: 9354521) after
learning of the designation on October 11. Maritime
Mutual Association (NZ) Ltd could not be reached
for comment about the cover of Cross Ocean (IMO:
9251810).

The listing of the 23 tankers has kicked off a
scramble for alternative cover, according to one
fixed premium provider who said they had been
approached by representatives from the ship looking
for immediate cover.

All flag states that could be reached by Lloyd’s List
said that the tankers were immediately cancelled
from their registry.

Bangladeshi authorities sound alarm on
‘sanctioned cargoes’ after double ship blaze

BANGLADESHTI authorities are sounding the
alarm on sanctioned cargoes and vessels, urging
the shipping sector to adhere to international
regulations and warning of “severe penalties” for
violators.

“All entities operating in Bangladesh’s waters, ports
or shipping sectors are strictly prohibited from
engaging with vessels that are under sanctions

by the United Nations, United States of America,
European Union, or other relevant national/
international authorities,” the Ministry of Shipping
said in circular on Tuesday.

“Vessels involved in trade with sanctioned countries
or entities pose a significant risk to national security
and the reputation of our maritime sector.”

Stakeholders were also warned not to deal with
illicit cargo.

“No sanctioned cargo, regardless of its origin or
destination, is permitted to be loaded, unloaded,
transited, or stored within Bangladesh’s jurisdiction.
This includes goods subject to trade embargoes or
restrictions due to international sanctions.”

The ministry said that violators of its directive

Lloyd's List | Daily Briefing Friday October 18, 2024

would face “severe penalties, including fines,
suspension of operating licenses, and potential
criminal charges”.

“Bangladesh maritime authorities will continue to
enforce stringent monitoring and inspections to
ensure full compliance with these requirements.”

The warnings come following a string of events

that have drawn local attention to sanctioned

gas trades — the most recent being a significant
blaze that erupted on two liquefied petroleum gas
carriers during a ship-to-ship transfer off Kutubdia,
Bangladesh, in the early hours of Sunday.

The two vessels — the very large gas carrier Captain
Nikolas (IMO: 9008108), and the daughter vessel,
small gas carrier B-LPG Sophia (IMO: 9175846)

— are suspected to have been transferring Iranian
LPG when the fires broke out. No casualties were
reported, but 31 individuals were rescued by the
Bangladeshi Navy and Coast Guard.

Norwegian fixed-premium insurance provider Ro
Marine, which issued Captain Nikolas’ Blue Card,
told Lloyd’s List on Tuesday that the gas carrier
was not covered as the owners failed to settle the
premium.
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The insurer said they “do not know if they placed
that [the business] elsewhere but they did not report
a claim to us anyway”.

The incident came amid increasing outcry by local
LPG distributors, who have been warning about

an influx of Iranian LPG entering the Bangladeshi
market using forged bills of lading and certificates of
origin.

A week before the fire broke, the LPG Operators

Association of Bangladesh wrote to the Chattogram
Port Authority demanding “immediate actions
required to detain and investigate vessels suspected
of carrying sanctioned LPG”, according to a letter
seen by Lloyd’s List. Captain Nikolas was one of the
two vessels named.

The letter was the association’s third effort to warn
authorities about Iranian LPG imports, and the
issue drew the interest of local media.

MOL eyes atomic future as Japan warms to

nuclear

NUCLEAR power is a necessary part of shipping’s
decarbonisation and could be a viable option within
a five- to 10-year time frame, according to Mitsui
OSK Lines president and chief executive Takeshi
Hashimoto.

The Japanese shipowning giant is part of a quietly
growing group of influential investors engaged in
nuclear feasibility studies for shipping.

“Today it is about LNG, by 2030 it will be about
ammonia, but shipping will need different fuels
including nuclear; nuclear will be necessary,” said
Hashimoto speaking on the sidelines of the Global
Maritime Forum being held in Tokyo this week.

While Hashimoto conceded that it would be a
long-term project that requires public and political
buy in, he said that MOL was conducting feasibility
studies and actively looking for test bed projects
with which to engage.

“To say that we are actively pursuing nuclear right
now is perhaps too strong; we started an internal
series of feasibility studies on the utilisation of
nuclear and it is certainly in the mix of what we are
looking at it,” Hashimoto told Lloyd’s List.

“It’s a long-term project, but maybe within a five- to
10-year time frame it will become a more practical
solution. Personally speaking, if there is a feasible
floating nuclear power plant project available, I want
to be part of it. That is maybe the first step for us to
get ourselves involved.”

MOL is one of the 13 Japanese companies
participating in a project led by British start-up
Core Power to develop a floating nuclear power
plant. While the project is nascent with no
published timelines, the companies are understood
to have collectively invested somewhere between
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$8om-$100m into to project.

While Japanese engagement in nuclear projects has
proven to be a politically sensitive topic, there are
signs that public opinion has started to shift, freeing
up companies to talk more openly about their
ambitions.

A Nikkei survey of leading Japanese corporate
executives earlier this year showed that more than
70% of 144 respondents supported restarting idle
nuclear reactors. Nearly 55% supported new nuclear
construction.

The latest opinion poll by Japan’s Atomic Energy
Commission, which has been carried out annually
since 2007, also shows that the public opposition to
nuclear energy use is lessening. In 2023, for the first
time since the triple meltdown at the Fukushima
No.1 nuclear power plant in 2011, an Asahi Shimbun
poll found that a majority of respondents support
restarting nuclear plants. That marked a significant
reversal in public opinion, given that the annual
polling had previously showed most respondents
opposed restarting the plants for nearly a decade.

“Today it would still be politically difficult,”
conceded Hashimoto, who says the onus is on the
nuclear industry to prove themselves ready and
he would not be using MOL as a first mover in the
sector any time soon.

“We cannot use our vessels as a test case,” he said.

Despite the cautious words, MOL is part of an
increasingly engaged maritime ecosystem looking at
nuclear options.

“It’s a little early for a company of that size to go
out guns blazing on this,” said Core Power chief
executive Mikal Bge, who has been courting
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the Japanese market as a key influencer in the
development of nuclear power in maritime for
several years.

“The reality is that they’ve been in for a while, and
they’re all working in the background with us on
vessel design and feasibility studies”.

According to Boe, companies representing 85% of
the country’s shipbuilding capacity are now invested

in the Core Power programme and the Japanese
government is paying close attention.

Last week, Core Power signed a contract with the
Mitsubishi Research Institute, one of the most
influential think tanks in Japan, to further it’s reach
into the Japanese market.

“This is an ecosystem that is developing, and once it
grows here we will see acceleration,” said Boe.

ANALYSIS

Panama Canal Authority hiked profits amid
historic drought despite declining transits

PANAMA Canal transits have plunged in the latest
fiscal year, but revenues were flat and net income
actually rose amid the drought due to surcharges,
auction income and lower expenses.

The Panama Canal Authority (ACP) has not

yet posted final tonnage and financial data for

FY24, which ended September 30. However, ACP
administrator Ricaurte Vasquez Morales displayed
preliminary unaudited figures during a presentation
at the Capital Link New York Maritime Forum on
Tuesday.

Vasquez also sat down with Lloyd’s List during the
event for an extended interview on how the ACP
successfully navigated the water crisis.

ACP financial and volume performance

There were 9,936 transits in FY24, down 29% year
on year, with neopanamax locks transits falling 21%
and panamax transits down 32%, according to an
ACP statistics released last week.

According to preliminary stats shown on Tuesday,
Panama Canal Universal Measurement System (PC/
UMS) volume — the measurement used by the ACP
for toll assessments — came in at 423m PC/UMS
tonnes in FY24, down 21% from 511m PC/UMS in
FY23.

Preliminary FY24 revenues totalled $4.986bn,

flat (up 0.3%) versus $4.968bn the year before.
Preliminary FY24 net income came in at $3.453bn,
up 8% from $3.206bn in FY23.

Revenues have risen $1.8bn over the past five fiscal
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years, equating to a compound annual growth rate
(CAGR) of 9%. The five-year CAGR for net income
was 18%.

The ACP’s return on equity averaged 21% over the
past five fiscal years, far outpacing the S&P 500
average over the same period of 12%.

The switch to full bookings

“Never let a good crisis go to waste,” Vasquez told
Lloyd’s List.

“We made the decision last December to go to 100%
bookings, to allocate slots and provide predictability
on both sides. We moved from what was essentially
a first-in, first-out business model to a full booking
system where the customers pay a booking fee for
certainty.”

There were 163 vessels waiting in the queue at one
point in late FY23. The queue has vanished with the
change to full bookings.

The ACP also pushed for transiting vessels to carry
as much cargo as possible, which is both positive for
ACP revenues as well as water utilisation.

“At the peak of the critical situation, we told people:
If you're going to bring a smaller vessel, talk to
someone else and try to put the cargo in a single
larger vessel. We arranged the reservations to

assure we had larger vessels coming through.” Going
forward, he said, “We will aim to give preference to
larger vessels, especially in the container segment.”

The Long-Term Slot Allocation (LoTSA) programme
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that covers calendar year 2025 is an extension of
the all-booking model. It covers 40% of next year’s
transits via the neopanamax locks, and has been
well-received by containership, LPG and LNG
operators. All but six slots have already been taken
through tenders, said Vasquez.

“Probably the next step is to do it quarterly to take
seasonality into consideration, because not everyone
requires transits for the full year, so we are trying to
adapt to the market,” he said, referring to potential
changes to LoTSA beyond 2025.

Outlook for LNG, LPG and dry bulk

Now that drought restrictions have been lifted, LPG
carriers have returned to the neopanamax locks,
but LNG carriers have not. LNG neopanamax locks
transits are still at a third of pre-drought levels.

“LNG is different from other segments because LNG
must be on time,” said Vasquez. “For them, it is
critical. It is all or nothing.

“In the beginning, the Panama Canal expansion
allowed LNG carriers to have their primary route
[between the US and Asia] through the canal, with
the Cape of Good Hope as their alternative route. It
takes 1.8 to two times the vessels to do the longer
route versus going the canal, but given that the fleet
is available and rates are reasonable, they have said
they will do the long-haul route in return for the
certainty that the ships will be on time.”

LNG carrier operators “did take some of the LoTSA
slots”, he added, and they will diversify routing and
use the canal for some of their voyages. “However,
we see that the Cape is essentially going to be the
primary route and we will be the alternative route.

“Conversely, that is not going to happen for LPG.
I think LPG will take the Panama Canal as the
primary route and the long haul as the alternative.”

LNG ships face the strictest limitations of any vessel
class in the canal due to safety concerns.

Asked whether the ACP could relax some of the
restrictions to bring more LNG business back to
the waterway, Vasquez said, “One area that could
be interesting is that we are now getting more
LNG-powered vessels transiting [many larger
containership newbuilds have switched to LNG
bunkers]. An LNG carrier in ballast that comes
through the canal is essentially the same as any
other LNG-powered vessel. So, can we have more
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flexibility on the backhauls? Maybe that’s an
experiment.”

At the smaller panamax locks, the primary market
focus has been on dry bulk carriers. Bulkers
transporting US grain to Asia shifted en masse to
the Cape of Good Hope route during the Panama
drought. The big question ahead is whether bulkers
will fully return to the canal in the next US grain
export season, which occurs in late autumn and
early winter.

“We believe some will be back,” said Vasquez. Asked
whether a full return is possible, he said “it could
be”.

He said bulkers are looking for confirmation of
transit slots with 14 days’ lead time. “We have
pockets of slots available, but we have to be open

to all trades and all segments, so we are having
conversations with them on how we can create some
sort of mechanism to better serve them with the lead
times they need.”

New reservoir still years away, not 100%
certain

The debut of the neopanamax locks in June 2016
increased the overall water consumption of the canal
system. The ratio of water use in the neopanamax
locks to the panamax locks is 2.1 to one. With more
droughts to come, the focus is on water conservation
and finding a new water source.

Vasquez said the canal has made considerable
strides on water conservation, using cross-filling
in the panamax locks and water-saving basins in
the neopanamax locks. The use of larger vessels
also allows for more cargo per cubic meter of water
usage.

The new water source is slated to come from the Rio
Indio reservoir project. Asked whether there was a
100% chance that Rio Indio will happen, Vasquez
responded, “We are not 100% sure but I think the
likelihood of a new reservoir is improving.”

The flooding of the land at the Rio Indio site will
require the relocation of the population that lives
there now. The ACP was given the right to regulate
the watershed at the site through a Supreme Court
ruling on July 2.

“With the mandate we received on July 2, we

now have the legal framework that allows us to
make a more direct approach to the families and
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communities and say: Look, this is an opportunity
for human development and this will improve the
quality of living. The building of the infrastructure
will provide jobs and we will respect their rights.
We are working to give them land titles, and then it
becomes a different conversation.

“There will not be a single solution on the human
side. It requires you to address 400 or 500 families
with a basket of solutions. One size doesn’t fit all.
You have to address the issues and that takes time.

“And of course there will always be radical groups,”
he said, referring to opposition to relocation.

Asked how soon shipping clients should expect the
canal to have access to water resources from a new
reservoir, he said, “That depends on how fast we
can do the human side [referring to the relocations].
Let’s say it takes two years, and everything else
starts in year three. That will probably take us to
2030 or 2031.”

Mysterious boxes shipped from occupied
Crimea unloaded in Syria

A BULK carrier directly controlled by the Russian
government and transporting boxes picked up in occupied
Crimea has unloaded the containers in the Syrian port of
Tartus.

Lloyd’s List reported on Matros Pozynich’s (IMO:
0573816) highly unusual voyage from Sevastopol earlier
this month.

At the time, security experts said the shipment was
alarming because of the nature of the voyage, combined
with reports of discussions of Russian weapons transfers
to the Houthis.

Satellite images reviewed by Lloyd’s List confirm Matros
Pozynich unloaded both the boxes and a shipment of
grain in the Syrian port of Tartus during a dark port call.

There are piers in Tartus that are exclusively used by
Russia’s navy for its operations in Syria, however, that is
not where Matros Pozynich has berthed.

The ship berthed in the southern area of the port, which is
used by civilian ships.

“Intelligence agencies are always watching the military
pier and Moscow wanted the boxes to be delivered without
interference,” explains Bosphorus Observer geopolitical
consultant Yortik Isik.

“That is why the shipment is going through commercial

avenues. That, and the fact that the cargo is likely being
forwarded somewhere and is not staying in Tartus.”

The true destination of the boxes, as well as what they
contain, is unknown.

The Wall Street Journal recently reported potential small
arms transfers to the Houthis. It said the deliveries could
start as early as October, disguised as food supplies.

Half of the boxes that were transported on Matros
Pozynich were refrigerated cargo. It is possible these
contain aid for Lebanon’s Iran-backed militant group
Hezbollah.

“Tt is highly likely that the shipping containers transported
to Syria contain supplies for Russian forces stationed
there, however, there is also a realistic possibility that
some or all of it is actually destined for Iranian-backed
groups in Yemen and/or Lebanon,” said Mike Plunkett,
senior naval platforms analyst at Janes.

“If the latter case proves to be correct then there is a

high degree of irony in Russia using an ostensible grain
shipment to transport weaponry when it has accused
Ukraine of doing the same thing and has attacked civilian
shipping in the Black Sea on the pretext.”

Matros Pozynich has departed Tartus and is now waiting
in the Sea of Marmara to return to the Black Sea.

Record number of tanker sanctions fail to
interrupt Iran-China trade

SIXTEEN of the 38 tankers tracked loading Iranian
crude that was delivered to ports in China during
August and September have been sanctioned by the
US government, underscoring the challenge facing
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Western regulators if they want to interrupt trade
flows from the Islamic Republic.

Of the sanctioned tankers, 10 were owned by Iran’s
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National Iranian Tanker Company, according to
analysis of data from Vortexa and Lloyd’s List
Intelligence compiled by Lloyd’s List.

The other six were part of the so-called ‘dark fleet™,
which have also continued trading.

Governments in the UK, Europe and US have
directly designated a record 130 tankers in 2024,
according to Vortexa. Last Friday Ofac sanctioned
23 tankers and 16 companies for their role in
facilitating Iran oil trades in response to events in
the Middle East in the most far-reaching actions
since October 2019, when the tanker subsidiary of
Chinese shipowner Cosco was briefly sanctioned.

Less than 20 ships were designated in 2023 for
breaching sanctions on Russia, Iran or Venezuela,
the London-based commodities analytics provider
said.

But 70% of sanctioned Iranian tankers remained
active after being designated, Vortexa analysis
showed, and had either loaded a cargo or been
involved in ship-to-ship transfers.

“US sanctions are actually having the strongest
impact on the Russian market, but it seems that
these vessel specific sanctions in the Iranian market

are quite muted,” said Vortexa analyst Armen
Azizian.

Exports of Iranian crude have averaged 1.6m
barrels per day so far in 2024, the most since the
US announced it would reimpose sanctions on the
country’s oil and shipping sector in late 2018.

“Iran has been under sanctions for such a long
time now they’ve built an extensive network, and
they essentially are still trading in the dark...

(data) suggests that the Iranian tankers are trading
irrespective to sanctions,” said Azizian.

Ports of Dongjiakou, as well as the nearby Qingdao,
Rizhao-Lanshan area, received the most oil from
Iran over August and September, according to
Vortexa data analysed by Lloyd’s List.

The Dongjiakou tanker terminal where 20m
barrels oil was delivered over the two-month period
is owned by Sinopec, according to Lloyd’s List
research, matching Automatic Identification System
transmissions against port infrastructure.

Another 17m barrels were delivered to Qingdao’s
Haiye Oil Terminal and Huangdo Oil Terminal, both
independently owned facilities, analysis shows.

Verified gross mass ruling may go the other
way in future cases, claimants’ lawyers insist

THE recent High Court ruling that carriers are not
obliged to double-check verified gross mass against
the shippers’ declaration rested on specific facts and
the decision could go the other way if the issue arises
again, the lawyers for the claimants has argued.

An acting judge last week found in favour of Maersk
and against a Greek metal dealer, which paid for 22
containers of scrap copper, only for the seller to send
them worthless concrete blocks instead.

Lionel Persey KC held that as things stood five years
ago, there was no reason for the Danish boxship
giant to have spotted the discrepancy between VGM
and the declared weight.

The following year, Maersk improved its procedures,
which Maersk says has resulted in the detection of

several similar swindles.

But Watson Farley & Williams, which took the case
for Stournaras Stylianos Monoprosopi, maintained
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that the judgment expressly states that where carrier
knows or ought to have known of a mismatch when
issuing a Bill of Lading, the consignee has a strong
case that the carrier should not issue an unclaused
bill.

“While the court found that, in 2019, Maersk did not
have to cross-check the two discrepant figures in
their possession in the absence of a further suspicion
that fraud might being perpetrated, this might
indeed not be the case for any subsequent cases,”
WFW contended in an email to Lloyd’s List.

In Stournaras Stylianos Monoprosopi v Maersk,
many of the shipper-declared weights being just
30% or 40% of the VGMs.

The case as advanced at the court was that there was
a duty of care which obliged the carrier to cross-
check the VGM and the shippers’ declared weights
and not issue an unclaused bill where the variation
is significant.
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The arguments centred on whether Maersk had
breached Article III 3(c) of the Hague Rules by

issuing unclaused Bills of Lading when it should
have suspected the cargo was not in good order.

“The scope of this novel duty of care will likely be
developed further by case law. It took its final shape
within a paragraph and was not discussed in too
much detail in light of the court’s findings of fact,”
said WFW.

The court accepted that mere possession of the two
discrepant weights was not sufficient in 2019 and on
this particular occasion. But the position would have
likely been different if the two weights were in front
of the person who was issuing the Bills of Lading.

If, for instance, the master issued the bills, then
there would be a strong case for invoking that duty,
as the master would invariably be in possession of
the VGM.

The judge also noted that the position of
containerised cargo was potentially different to that
of traditional bulk cargoes.

The likely effect of the judgment is that the usual
clauses providing for exclusion of liability clauses,
which are quite popular in the container industry,
would be unlikely to offer protection.

There are also implications for other industries, over
whether there is a duty to prevent others from using

a document issued by the party owing the duty as an
instrument of fraud.

“The court effectively extended the duty of care,
acceding to the claimant’s legal argument, but made
adverse findings of fact which would make an appeal
difficult,” WFW added.

There was no intention to appeal, it confirmed.

Other legal commentators have welcomed the
decision as favourable for carriers, pragmatically
recognising that they cannot know everything about
the contents of every box.

However, given that the case turned on facts, it

does not change the law as it currently stands, they
added.

VG, is the total weight of a packed container,
including the cargo, packaging, and the box itself.

Declaration became mandatory in 2016 under the
International Maritime Organization’s Safety of Life
at Sea convention:

VGM is designed to ensures that the weight of each
container is accurately declared, which helps prevent
overloading and uneven cargo distribution.

Incorrect weight declarations can put the safety of
seafarers at risk and compromise the safe transport
of the containers.

DP World makes Asia-Pacific pivot to ride
crest of supply chain shift

THE Asia-Pacific region sits at the heart of DP
World’s global logistics expansion blueprint,
chairman Sultan Ahmed bin Sulayem declared, as
the Dubai-headquartered giant sets its sights on
capitalising on accelerating shifts in trade flows and
supply chains buffeted by economic and geopolitical
realignments.

“We really see APAC as a big growth market, and
we see tremendous need for new routes for cargo,”
Sulayem told Lloyd’s List in an interview.

DP World, which started out in port operations,
already has an extensive presence in the region,
operating 10 ports and terminals across nine
locations. In addition to major manufacturing and
shipping hubs such as China and South Korea,

its operations stretch across Vietnam, Thailand,
Philippines, Malaysia, Indonesia and Australia.
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But Sulayem’s remarks also come amid DP

World’s swift expansion into broader logistics and
accelerating realignments in global trade flows and
supply chains driven by geopolitical developments.

A flurry of acquisitions and investments in recent
years reflects the company’s drive to develop

freight forwarding capabilities and enable greater
integration with industrial parks and inland logistics
terminals, with China still seen as a key target
destination despite the economic headwinds facing
the country.

Sulayem cited last month’s acquisition of Hong
Kong-based Cargo Service Far East, which enables
DP World to strengthen its ocean/air freight
offerings and extend its reach into retail and fashion
logistics.
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“Our concentration now is how to move cargo from
one place to another, so if we face an issue, then we
may acquire a company to make it work,” he said.

Another example was DP World’s recent takeover of
Singapore-based Legend Logistics to gain a foothold
in chemicals.

By end-2024, DP World expects to operate over 200
freight forwarding offices globally, with 54 logistics
offices in APAC alone.

Create new routes as supply chains shift

As more companies adopt a “China+1” strategy,
shifting parts of their supply chain from China to
other manufacturing countries, Sulayem said many
of their investments are geared toward this trend.

“We are trying to create new routes for trade
between China and its Southeast Asian neighbours.”

Malaysia’s Sapangar Bay Container Port, jointly
managed by DP World with local partner Sabah
Ports and where the two pledge to more than double
the handling capacity, links directly to Thailand by
rail. This makes it easier for exports from inland
Chinese cities to reach Laos and Thailand, shipping
cargo from the Andaman Sea and onward to the
Arabian Sea, Sulayem said, “so it’s a big saving for
them.”

Earlier this year, reports emerged of DP World in
talks with the Thai government to participate in
the country’s THB1trn ($30bn) land bridge mega-
project, which includes building deep seaports

in Chumphon and Ranong, alongside land routes
linking the Gulf of Thailand and Andaman Sea.

Sulayem declined to comment on specific projects
in their acquisition and investment pipeline.
“Everything we acquire, whether a logistics park,
dry port or rail operation, relates to the routes we
try to connect,” he said instead.

He said DP World’s investments in China will
continue, but the focus is shifting from ports to
logistics. “China doesn’t lack ports today, but
logistics is something we can add value to.”

With the reconfiguration making supply chains
increasingly complex and fragmented, Sulayem sees
enhancing global transportation efficiency as his
biggest accomplishment as chairman. This reduces
costs and emissions, both much needed today, he
said.

Achieving this requires not just connecting more
trade lanes, but harnessing technology to streamline
and accelerate cargo and information flows, he
added.

Sulayem said 60% of supply costs stem outside of
the transportation processes, including government
bureaucracy, customs delays and storage. “For
example, it takes 10 hours to fly freight from
Frankfurt to Chicago but 48 hours to release it on
arrival. How can we make this easier?”

“So my achievement is really how I can positively
impact transportation and supply chains,” he said.

MARKETS

Robust September propels Port of Long Beach

to record quarter

STRONG September volumes boosted the Port of
Long Beach to its strongest-ever quarter, as shippers
rushed to get cargo in ahead of an anticipated strike
on the US east and Gulf coasts that materialised on
October 1 and lasted three days.

The port handled 829,499 teu last month,
essentially flat from September 2023 (829,429 teu),
and down 9.2% month on month. That brought its
quarterly total throughput to 2.62m teu, up 3.1%
from the previous record of 2.54m teu in 2Q22
during the pandemic-era shipping bonanza.
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September imports rose 2% year on year to 416,999
teu, while exports fell 12.8% to 88,289 teu, and
empties rose 1.5% to 324,211 teu. Compared to
August, imports were down 8.7%.

“We have plenty of room across our terminals as

the peak shipping season drives a record amount of
cargo through this critical gateway for transpacific
trade,” said Port of Long Beach chief executive Mario
Cordero.

“We are anticipating continued growth through the
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rest of the year as retailers stock the shelves for the
winter holidays.”

The adjacent port of Los Angeles is set to release

its monthly figures on Friday. The port’s executive
director Gene Seroka said last month that he
expected September volumes to eclipse 900,000
teu, but that it was possible fourth-quarter volumes
would be impacted by the front-loading over the
previous months.

However, US import volumes are expected to remain
strong in October, according to the National Retail
Federation and Hackett Associates’ latest Global
Port Tracker report, published last week.

The top US ports handled 2.29m teu of imports in
September, up 12.9% year on year, and are projected
to handle 2.12m teu in October, a 3.1% increase,
according to the report.

Regarding the three-day longshore strike, the NRF
said it “did not appear to affect national totals”.

While the strike ended after only three days with
a temporary extension of the existing labour
contract through mid-January, a liner executive
said last week that there were still wide gaps
between dockworkers and employers — meaning
a resumption of work stoppages and supply chain
disruptions in early 2025 are entirely possible.

Shippers warned of further disruption wave

SHIPPERS hoping for some respite next year
following a period of unprecedented disruption
across the container shipping sector will have to wait
a little longer.

That is the message from industry analysts Drewry,
who recently issued a stark warning to long-
suffering carrier customers to expect yet another
year in which operational challenges come to the
fore.

Philip Damas, managing director, head of Drewry
Supply Chain Advisors, said that off the back of four
years of disruption, all signs point to an extension of
liner shipping’s “chronic situation”.

Shippers would again bear the brunt, he said.

Shippers will continue to be frustrated with the
challenges stemming from the Red Sea crisis,
whether via longer transit times, lower schedule
reliability or increasing surcharges and freight rates,
plus additional costs, such as the EU Emissions
Trading System. But there is also the prospect of a
further strike at US ports up and down the eastern
and Gulf seaboards in early January.

For Drewry, this could be the straw that breaks the
camel’s back, in a scenario it deemed “likely” and
one that will once again be costly for shippers in
more ways than one.

The operational, supply chain and reliability risks, as
well as the commercial cost uncertainties, will only
escalate as shippers seek alternative cargo routings
and utilise airfreight, driving already inflated costs
through the roof, according to Damas.

While carriers and the afflicted ports will, of course,
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feel the impact of industrial action, shippers will
have to adjust and rethink their contingency plans
and resilience the most, and at much higher costs
than before, he said.

As a result, shippers will have “less confidence and
less ability to control their shipping operations than
even [during] the Covid crisis”.

The timing of a potential strike could also align with
the formation of new alliance services, which are
scheduled to be rolled out from February next year.

This, explained Damas, could bring disruption of its
own during the initial transition, as carriers settle
into new networks and reposition ships accordingly.

The one to watch in terms of “schedule integrity”
if a strike materialises will be Maersk and Hapag-
Lloyd’s Gemini Cooperation, given its dependency
on transhipment.

“Container transhipment operations can quickly get
caught in delays and misconnections, as we saw in
the summer in Asia,” Damas said. “Shippers will
likely prefer direct services when both direct and
transhipment are available.”

The prospect of a US port strike will also add
inflationary pressure to freight rates, which
according to Drewry will not just be felt on the US
trades, but also, “by contagion”, on other trades.

Drewry said that it expected contract and spot
freight rates to increase in 2025, a factor helped by
the capacity discipline of carriers, whether through
the adoption slow steaming and other measures,
which in turn will also help absorb an anticipated
3m teu of supply over the 12-month period.
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Damas was speaking on Drewry’s quarterly
Container Market Outlook webinar, which also
revealed that it expected container demand to
increase substantially across 2024, following
moribund sub-1% growth over the previous two
years.

With a strong showing across docks globally in

the first half of this year, Drewry forecasts global
container throughput to increase by around 4.8% on
2023. North America and Oceania are expected to
be the key regional drivers, with respective volume
growth forecast at 11% and 9%.

However, with the newbuilding orderbook “buzzing

with activity”, led in chief by the world’s largest
carrier, Mediterranean Shipping Co, the supply
growth figure will come in handsomely higher at
around 11%.

Much of this additional capacity has been absorbed
by lengthy Red Sea reroutings, swallowing around
10% of capacity, balancing market fundamentals.

Drewry expects this to continue throughout next
year, anticipating diversions around the Cape

of Good Hope to remain a feature until at least
2026, which will again help mitigate further fleet
additions.

The week in bunkers: Singapore biofuel
bunker sales hit record high

SALES of biofuel-blended marine fuels in Singapore
breached 100,000 tonnes for the first time in
September, as shipping companies rush to secure
biodiesel blends ahead of the Fuel EU Maritime
legislation’s implementation in January.

September’s total compares with 140,000 tonnes of
biofuel-blended bunkers sold in all 2022 and 68,000
tonnes sold in August 2024.

The surge in biofuel bunkering demand came three
full months before FuelEU rules kick in, matching
expectations of rising demand ahead of EU rules
that target bunker fuels. Some containerships

on Asia-Europe trading likely opted to secure
biodiesel supplies as early as possible to ensure
FuelEU compliance, as outright prices in Singapore
remained below year-to-date averages.

The price of a 24% biodiesel / 76% very low sulphur
fuel oil blend (B24) in Singapore averaged $708 per
tonne in August and September, compared with
$753 in January-July, according to price reporting
agency Argus Media.

Singapore B24 prices remained competitive with
Rotterdam, the biggest biofuel bunkering hub in the
world, despite Dutch subsidies and lower biodesel
content in Rotterdam’s most common grade.
Biodiesel-blended VLSFO prices in Rotterdam (B20)
averaged a $41 per tonne discount to Singapore in
January-September, Argus data shows.

Singapore bunker biodiesel prices dropped in line
with weaker crude futures and rising supply in
the city-state, as more suppliers started offering
biodiesel to meet increasing demand.
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Vitol Bunkers, the fourth-biggest biofuel bunker
supplier in Singapore last year, expects biofuel
demand to reach 1m tonnes in 2024, then
subsequently double in 2025 to 2m tonnes, as the
firm said demand for 100% biofuel deliveries was
also rising.

Monthly sales in the fourth quarter would need to
average around 160,000 tonnes to hit 1m tonnes

for the whole year. Lower oil prices and rising
demand could put mean that target is within reach,
as several shipping and bunkering companies have
been announcing plans to increase biofuel refuelling
in Singapore.

Vitol commissioned an IMO type 2 chemical barge
in Singapore to meet rising 100% biofuel (B100)
demand, as the International Maritime Organization
requires such tankers to carry B10o blends, whereas
type 1 bunker barges may only carry 25% biofuel
blends.

Biodiesel bunkering demand in Singapore could also
benefit from increasing voluntary demand such as
Maersk’s Eco Delivery, which allows cargo owners
to reduce Scope 3 emissions by using biodiesel
bunkering on vessels carrying their cargo.

Maersk’s bunker subsidiary was the top biodiesel
bunker supplier in Singapore last year, followed by
Chevron and BP.

Other carriers also increased biodiesel bunkering in
recent months. HMM, South Korea’s largest liner,
supplied 2,400 tonnes of B24 to one of its boxships
in September.
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Vale posts biggest iron ore production since

2018

VALE has announced its best quarter in terms of

iron ore production since the fourth quarter of 2018.

The Brazil-based mining giant registered just under
o1m tonnes in the third quarter of 2024, up 12.9%
up on the second quarter of the year and 5.5% up on
the corresponding period last year.

As a result, Vale has increased its production
guidance for the year to 323m-330m tonnes from
310m-320m tonnes.

Competitor Rio Tinto announced production figures
of 84.1m tonnes in 3Q24, up 5% on the second
quarter of the year and 1% on 3Q23.

Chief executive Jakob Stausholm also confirmed
that the first production from the Simandou project
in Guinea next year.

These increased iron ore results come in the context
of uncertain Chinese demand. Portside inventories

in the country have remained high throughout 2024,
consistently close to the 150m tonne mark.

But concerns about the Chinese real estate sector,
and thus steel demand, have been persistent.
Chinese steel production has been steadily
decreasing since June 2024 and is down 3.3%

on 2023 year to date, despite iron ore imports
continuing to increase.

London-based shipbrokers BRS said seaborne
iron ore trade has increased 4.2% on 2023, with
capesizes in particular transporting 4% more than
last year, largely supported by Chinese demand.

Stimulus measures announced by Beijing last

month saw iron ore prices on the Dalian Commodity
Exchange soar, climbing from CN¥658.50 ($92.40)
on September 23 to CN¥821.50 just a week later.
Prices have softened since then but remain high,
closing at CN¥782.50 on Wednesday, October 16.

IN OTHER NEWS

Norwegian Shipowners
Association moves to remove

Ukraine calls for IMO monitoring
as Russian attacks intensify

Bunker players see biofuels, LNG as
best transition fuels

Ro Marine address from its Oslo
building

THE Norwegian Shipowners’
Association said it is writing to
Norway’s companies registry
to ask that Ro Marine, a fixed
premium marine insurer,
removes reference to having an
office at its Oslo building.

“The information on

the company’s website

is incorrect,” said the
association’s director of
communications Christine
Korme.

“The company Ro Marine is not
a tenant in our building in Oslo,
and the Norwegian Shipowners’
Association is not connected to
Ro Marine in any way.
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UKRAINE has called on

the International Maritime
Organization to send a
monitoring mission to ports in
the Odesa region as Russian
attacks on shipping have
intensified.

Minister of Foreign Affairs
Andrii Sybiha met with
fellow foreign ministers from
Sweden, Norway, Denmark,
Iceland, Finland, Latvia,
Lithuania and Estonia, which
make up the group, in Odesa
after they had met with
President Zelensky.

Sybiha told the ministers
that “Russian air terror” was
particularly evident in Odesa.

THE PATH to adoption of
alternative fuels as part of
shipping’s efforts to reach net
zero is not a straightforward
one, and the position of bunker
industry players is that the use
of drop-in fuels is seen as a
practical and feasible way to
reach the ultimate goal.

The main drop-in fuels being
looked at are biofuels and LNG as
they are best suited to meet the
biggest challenges of availability
and cost, according to a panel

at the Singapore International
Bunkering Conference.

Pacific Carriers deputy chief
executive Chubasco Monteiro
pointed out the importance of
fuel availability for operators that
are mainly in the tramp trades.
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Regulations key to alternative fuels
pricing, market development

THE way to speed up adoption
of alternative fuels is to use
regulation to ensure a level
playing field, and governments
and port authorities can play a
leading role in this.

Industry players also need to do
their part in collaborating to offer
greater transparency, bearing in
mind that the move to greener
fuels is expected to cost much
more, according to a panel at the
Singapore International Bunkering
Conference.

“Authorities like MPA have a
strong role to play in terms of
helping to manage the market in
the most cost-efficient manner,”
said Vitol Asia president and chief
executive officer Mike Muller.

Shanghai gears up to lead green fuel
bunkering service

SHANGHAI port has been
enhancing its infrastructure

to streamline the storage,
transportation and bunkering

of alternative fuels, aiming to
gain a competitive edge through
leveraging the energy transition,
according to an executive from
the port group’ energy branch.

The infrastructure preparations
include storage facilities and
bunkering vessels for LNG and
methanol, SIPG Energy general
manager Luo Wenbin said at a
media briefing for next week'’s
North Bund International Shipping
Forum.
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As a subsidiary of Shanghai
International Port Group, SIPG
Energy was established last
November primarily for green
energy services.

Hengli Heavy's backdoor listing in
Shanghai set to fuel shipbuilding
expansion

REBORN Chinese shipbuilder
Hengli Heavy Industries has
confirmed its plan to go public
via a backdoor listing on the
Shanghai Stock Exchange, which
will provide funding support for
its aggressive expansion.

Shanghai-listed Songfa, a
loss-making ceramic product
manufacturer, said in its latest
announcement that it will acquire
100% of Hengli through an asset
swap and share issuance. The
company will also issue shares
to no more than 35 specific

investors to raise matching funds.

Once the transaction is complete,
Songfa will exit its existing
business and pivot to “research,
development, production, and
sales of ships and high-end
equipment”.

Intercargo concerned by RightShip
inspection age change
RIGHTSHIP'S decision to lower
the age trigger for annual
inspections was made without
consulting dry bulk carrier
owners, trade association
Intercargo said.

Owners that want their ship
vetted by RightShip will have to

have the vessel inspected every
year from when the vessel is 12
years old from 2025 and 10 years
old from 2026, down from the
current age of 14.

The association of dry bulk
owners said it fully supported
“efforts to enhance safety and
quality standards across the
industry” but maintained that
such decisions should be made
with the input of all stakeholders.

CMA CGM and HD Hyundai team up
on ship lifecycle emissions project
FRENCH giant CMA CGM and
two subsidiaries of South Korean
shipbuilding conglomerate

HD Hyundai have signed an
agreement to collaborate on a
vessel lifecycle assessment (LCA)
project.

Under the Memorandum of
Understanding, CMA CGM Pointe
Du Piton (IMO: 9975234), a 7900
teu LNG dual-fuel containership
delivered by HD Hyundai Samho
in August this year, will provide
comprehensive data on its carbon
emissions.

Using this data, HD Hyundai
Marine Solution will develop

a global standard model for
calculating carbon emissions,
publish the LCA report, and
secure third-party verification to
for reliable measurement of the
ship’s emissions.
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Classified notices follow
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