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Libya’s lucrative fuel 
smuggling operations 
sustained by smaller tanker 
network

FUEL smuggling out of Libya is a billion-dollar business, but little is 
known about the scale of the maritime operation that routinely ferries 
refined petroleum products out of Libya. 

A Lloyd’s List investigation has identified 42 tankers over the past two 
years that have made at least 195 journeys to Benghazi’s old harbour, 
equating to 1.4m dwt. 

Satellite imagery reviewed by Lloyd’s List during the course of this 
investigation shows a regular turnover of vessels, including larger 
tankers, at the old harbour. However, the true number of calls could be 
even higher than the 42 identified given the volume of vessels 
operating outside of the normal deceptive patterns that make them 
even more difficult to trace.  

Benghazi’s old harbour on paper

The exploitation of gasoil in Libya has been a problem for more than a 
decade, with smugglers taking advantage of the government’s fuel 
subsidy programme to sell the fuel on the black market for profit.

The export of gasoil is considered illegal when not authorised by 
Libya’s National Oil Corporation. The state-run group has emphasised 
to the UN Panel of Experts on Libya that no exports are undertaken.
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A year-long Bloomberg investigation found 
that in 2022 as much as 40% of the fuel refined 
domestically and being imported into the country 
under the subsidy programme — about $5bn a year 
— is being diverted into illicit trade. 

Benghazi has emerged a hotspot for seaborne 
smuggling over the past several years.

Benghazi is a key commercial port located in east 
Libya, and in the northernmost part of Benghazi 
port on the eastern side is the old harbour (marked 
in the graphic below).

According to the UN panel, the old harbour was 
previously used for the export of scrap metal. 

However, in March 2022 vessels began arriving to 
be loaded with fuel from tanker trucks, and it has 
since evolved into a bustling illicit fuel export hub. 

An analysis of Automatic Identification System data 
transmitted within Benghazi’s old harbour in 2021 
reveals one traceable arrival of a product tanker in 
September that year. 

A traceable arrival is defined as a port call where 
AIS is enabled. 

General cargoships made up most traceable calls 
recorded in 2021, accounting for 126 of 142 arrivals, 
but this activity began winding down in March 
2022. 

In April of that year, it started to become more 
common for product tankers to show up in 
Benghazi’s old harbour, with about one tanker each 
month being picked up by vessel tracking data. 

This data in no way reflects the true scale of callings 
as the vast majority are done under the guise of AIS 
gaps, but it does reinforce the fact that scrap exports 
were phased out in favour of oil exports.

In 2022 and 2023 some 10 and nine traceable 
product calls took place, but this year the smuggling 
activity has moved almost entirely offline with only 
two arrivals being picked up from January to August 
with AIS data.

“Zawiya used to be the biggest hub for maritime fuel 
smuggling,” explains David Soud, head of research 
and analysis at IR Consilium.

“When the EU launched Operation Sophia and then 
Operation Irini to clamp down on illicit flows linked 

with Libya, and also incentivised some Libyan 
militia groups to counter those flows rather than 
exploit them, fuel smuggling out of the western 
Libyan coast slowed.”

Lower fuel volumes out of western Libya may have 
created the opportunity for more smuggling in 
eastern Libya.

This may also have served the purposes of the 
Libyan Arab Armed Forces, who, since their failure 
to subdue Tripoli in 2020, have been looking to 
consolidate control and form alliances in parts of 
eastern and southern Libya, Soud added.

The Government of National Unity is the 
government recognised by the UN in Libya.

The LAAF, led by Khalifa Haftar, consists of both 
former Gaddafi-era armed forces and informal 
militias and considers itself to be the national 
army, but this is contested by the internationally 
recognised government.

The LAAF is likely able to extract more funds from 
illicit smuggling moving east.

“The LAAF dominates society in eastern Libya,” 
explains senior research analyst at Janes, James 
Trigg.

“The understanding is that any activity occurring in 
eastern Libya likely has the (tacit) permission of the 
Haftar family and LAAF chain of command.”

The UN panel confirmed in its 2023 report that 
maritime fuel smuggling from the areas around 
Zawiyah and Zuwarah in western Libya continues.

Of the activity reviewed by Lloyd’s List, only three 
voyages were identified which were consistent with 
possible dark activity linked to west Libya, all of 
which took place in 2023.

Patterns of the seaborne fuel smuggling network

The panel identified three modi operandi used by 
the fuel smuggling networks:

Ships load in Benghazi then sail to international 
waters, particularly east of Malta, where they offload 
the cargo through ship-to-ship transfers.

Vessels load in Benghazi then sail direct to their next 
destination and discharge using falsified export 
certificates.
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Ships load in one country but below capacity then 
stop in Benghazi where they are loaded either to 
capacity or overcapacity. The vessel then proceeds to 
the next port of call

Lloyd’s List identified* 42 tankers which undertook 
journeys consistent with the methods described by 
the panel between January 2023 and August 2024. 
This accounts for both traceable and “dark” arrivals.

Together, these ships made at least 195 calls, 
equating to about 1.4m dwt, to Benghazi’s old 
harbour during the period studied.

The true number of calls is higher than this as there 
are instances where members of the smuggling ring 
are offline for several weeks and even months at a 
time, during which multiple voyages would have 
been possible.

Further, satellite imagery shows the regular 
presence of much larger ships which does not 
completely align with the network identified by 
Lloyd’s List.

This suggests there are vessels that are operating 
outside of the so-called “normal” deceptive shipping 
practices employed to call at Benghazi and are much 
more difficult to track as a result.

There were 673 traceable non-domestic arrivals of 
cargo-carrying vessels across the entire Benghazi 
port from January 2023 to August 2024, measuring 
14m dwt.

Most of the calls to Benghazi’s old harbour are done 
during gaps in AIS transmission, which are also 
known as “dark” port calls.

The 2,684 dwt Georgia G (IMO: 9119464) and 1,056 
dwt Mardi (IMO: 8853673) are two examples that 
exhibit the typical route taken by those involved in 
the fuel smuggling ring.

Georgia G, under its previous name of Ses 1 and 
under different owners, departed Sfax, Tunisia on 
February 2, 2024 heading east.

Georgia G disables its AIS while sailing in the 
Mediterranean Sea from February 4 to 12, during 
which time the vessel calls to Benghazi’s old 
harbour.

Although a manual input, draught information 
obtained through AIS data shows an increase 
from 4.5 to 5.5, suggesting the vessel loaded 

cargo during the period it was offline.

Georgia G sails for Egypt’s Port Said Roads 
anchorage where it conducts a ship-to-ship transfer 
with the sanctioned and Lloyd’s List dark fleet** 
member Auga (IMO: 9381732) on February 19.

As Ses 1 the vessel made four journeys consistent 
with the patterns that fit the fuel smuggling 
network.

The vessel was acquired from Sea Eagle Navigation 
SA, a Marshall Islands registered company, in May 
2024 and has not been engaged in this trade since.

Cameroon-flagged Mardi ran a regular route from 
Benghazi to the STS area off Malta for over a year. 

Since January 2023 it completed 16 voyages which 
track with the Panel’s pattern. Lloyd’s List has been 
able to identify the ship on two occasions using high 
resolution satellite imagery. 

The example below is from July 2024 when Mardi is 
offline for just over two weeks. The satellite images 
show a vessel with the exact dimensions as Mardi, 
with markings that match, during two separate 
voyages when the vessel is not transmitting AIS. 

Disabling AIS data is the most common deceptive 
shipping practice used by those ferrying refined 
products out of Libya, but last year a vessel called at 
Benghazi old harbour while spoofing its location via 
AIS.

Juliet (IMO: 9140853) a 9,359 dwt Comoros-flagged 
product tanker, was identified by the panel for 
calling to the illicit export hub on January 31, 2023.

The vessel was named Jessica at the time but 
renamed to Juliet in March 2023.

Juliet often stops transmitting AIS in the 
Mediterranean Sea off Libya on the approach to 
Benghazi and reappears in a similar location.

On a seemingly normal voyage in August 2023 
instead of going dark the ship spoofed its location 
while at Benghazi old harbour. Juliet also spoofed 
its location at its next port of call, where it was likely 
discharging the cargo loaded in Libya.

It is difficult to track the end destinations of the 
cargo loaded at Benghazi old harbour, especially 
when the products are transported onto other 
vessels through STS transfers.
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Lloyd’s List was able to track some shipments 
to ports in Türkiye and Somalia, and behaviour 
suggests there are countries in the east 
Mediterranean that receive regular deliveries, likely 
Syria or Lebanon, but this is difficult to confirm as 
the ships call with their AIS disabled.

Most of the product tankers engaged in this trade 
are very small, with 30 ships under 10,000 dwt.

There were five handy tankers, and seven vessels 
which either fell into the MR1 or MR2 category.

The average age of the fleet is 29.5 years old and 
flags that are notorious for providing little oversight, 
such as Cameroon and Comoros, are common.

Ships operating in the fuel smuggling network are 
at risk of being seized because of the illicit nature of 
the business.

Cameroon-flagged 2,415 dwt product tanker Queen 
Majeda (IMO: 9117806) was detained twice in 2022 
after having made several voyages to Benghazi.

It was ultimately seized in Durres, Albania in 
September 2022 while attempting to sell the cargo it 
loaded in Benghazi, according to the panel.

Fuel smuggling sustaining a state in crisis

Libya is a country that is plagued by political, 
economic and security problems, and illicit exports 
on the black market only support and exacerbate 
these issues.

“Fuel smuggling might sound like a low priority 
among Libya’s litany of problems, yet its ongoing 
occurrence underpins and enables so many of 
Libya’s other crises,” said Trigg.

“From the political deadlock between the country’s 
two rival political administrations, to the continued 
risk of a return to civil war, to the struggles of 
successive Libyan governments to capitalise on the 
country’s natural resources and hydrocarbon export 
revenues, thereby hindering Libya’s socio-economic 
reconstruction.”

Another significant concern is what the profits from 
illicit exports are being used for.

“Fuel smuggling, which has included laundering it 

into legitimate markets in Europe, is part of an illicit 
economy linked in complicated ways to migrant 
smuggling, human trafficking, weapons smuggling, 
the war in Sudan, instability in the Sahel — it 
shouldn’t be viewed in isolation,” said Soud.

“We ignore it at our peril in a sense because we have 
to ask where the money is going and what the profits 
are financing.”

It is Libya’s own citizens that suffer the most from 
the illicit trade.

In September 2023 a mayor in Libya’s southern 
region said the price of fuel was over 300% more 
than the official price in Libya.

The heightened prices were blamed on the failure of 
Libyan governments to prioritise sufficient supplies 
of fuel and the interception of supplies by smugglers.

“While domestic demand continues to outstrip 
supply, Libyans are forced to take drastic action 
to secure the fuel they need,” explains Trigg. “In 
August 2022 a fuel tanker overturned and caught 
fire. The subsequent explosion led to the deaths 
of 22 people and dozens of further injuries among 
those who had sought to siphon fuel from the truck.”

* Lloyd’s List extracted AIS gaps that opened and 
closed within a polygon encompassing all of Libya’s 
coastline as well as part of Egypt’s up to Malta and 
the island of Crete. Gaps were reviewed and those 
consistent with the pattern identified by the UN 
panel were counted as likely voyages to Benghazi 
old harbour. Instances where a vessel could not 
reach Benghazi in the time it was offline as well as 
vessels inconsistent with the smuggling profile were 
removed. Only product and bunkering tankers were 
considered. Traceable calls were identified using AIS 
data.

** 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.
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WHAT TO WATCH 

Seaspan deal spotlights renminbi settlements 
in China orders, but dollar dominance 
unchallenged
CASES of overseas shipowners settling newbuilding 
orders at Chinese yards in local currency are rising, 
as Beijing pushes to internationalise the renminbi, 
but significant obstacles remain before it could 
seriously challenge the US dollar’s dominance in 
global shipping transactions, industry experts say.

The latest example is Seaspan’s order for six 13,600 
teu scrubber-fitted containerships at Hudong-
Zhonghua in Shanghai. Lloyd’s List understands 
several important Chinese lessors, including ICBC 
Financial Leasing, are financiers of the deal.

“This batch of orders settled in offshore RMB is 
a rare case of a foreign owner directly signing a 
major shipbuilding contract in China using this new 
payment method, which is of great significance for 
promoting RMB internationalisation,” the builder 
said in a statement.

“I think [the Seaspan project] is a good sign of 
improving the RMB position in the international 
market,” said George Xiradakis, president of the 
Association of Banking and Financial Executives 
of Hellenic Shipping, told Lloyd’s List at the Capital 
Link Shanghai forum on Monday.

“China is not just one country; it’s a big part of 
the world where cargo, shipping, and shipbuilding 
converge,” said Xiradakis, who has been keen to 
connect Chinese finance with Greek shipping. “And 
they have their own currency.”

Huang Guoliang, a marketing manager at Hudong-
Zhonghua and another forum speaker, said the 
company already had an RMB-settled LNG carrier 
order last year that was not publicly announced.

One benefit of such arrangements for shipowners 
is leveraging RMB’s currently lower interest rates 
versus the dollar to reduce financing costs, Huang 
said.

Market sources suggested Seaspan obtained 15-year 
financing for 100% of the newbuilding price from 
the lessors at LPR, China’s benchmark rate, plus 80 
basis points.

But to enjoy this cost benefit, owners need RMB 

income to hedge currency fluctuation risks, Huang 
added. “Seaspan may have RMB charter income, so 
they can accept this settlement method.”

Chinese yards, on the other hand, will normally 
welcome payment in the domestic currency, which 
makes up most of their costs, other industry 
participants at the forum said.

Zhang Jia, deputy head of the ship leasing division 
at CDB Financial Leasing, told Lloyd’s List his 
company, a subsidiary of China Development Bank, 
had previously handled similar newbuilding deals in 
RMB, though without publicity.

But he said current demand from overseas owners 
for such orders remains limited, echoing Huang’s 
view that RMB income is needed to minimise 
foreign exchange risks, the loss from which could far 
exceed financing cost savings.

This is also seen as one of the stumbling blocks 
for RMB challenging the US dollar as the anchor 
currency in the broader global trading system.

Dimitris Roumeliotis, an analyst with Xclusiv 
Shipbrokers, said the primary driver behind the 
RMB use in the latest deal could be its domestic 
nature and Chinese party involvement.

“Given Hudong-Zhonghua, ICBC Leasing and 
Seaspan are all China-based, using RMB aligns 
with their domestic practices and avoids currency 
conversion risks,” he said.

Seaspan, the buyer, is widely seen as a Canadian 
company but actually has its principal executive 
office in Hong Kong, a special administrative region 
of China.

Additionally, state giant Cosco Shipping is rumoured 
as the charterer of the vessels, though it has not 
confirmed this.

Roumeliotis believes it is premature to view RMB 
settlement as a growing trend for foreign owners 
ordering vessels in China, despite Chinese yards’ 
increasing dominance in this sector and Beijing’s 
lofty aspiration to internationalise its currency.
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“China’s capital controls and geopolitical tensions 
between China and the West continue to limit the 

RMB’s role as an international currency.”

Beijing enlists Cosco and China Merchants in 
stock market rescue
STATE-OWNED shipping giants China Cosco 
Shipping Corp and China Merchants Group are 
embarking on large-scale share buyback and stake 
increase plans for their listed units in mainland 
China and Hong Kong, as part of Beijing’s broader 
efforts to stabilise domestic capital markets.

These programmes worth more than $1bn in total 
were announced as China’s central bank unveiled a 
stock repurchase lending facility last Friday. Some 
key state firms in other sectors, such as Sinopec, 
have since disclosed similar arrangements.

The affected firms include those that own or 
control some of the world’s largest merchant vessel, 
port and logistics assets. Their share prices have 
underperformed in recent months amid negative 
sentiment toward China’s economic outlook, despite 
solid individual financials.

The largest buyback is by Cosco Shipping 
Holdings, which controls the world’s fourth-largest 
containership fleet and extensive global terminals.

Dual-listed CSH plans to repurchase its shares 
trading on the Shanghai Stock Exchange worth 
Yuan1bn-2bn ($140m-280m) at up to Yuan20 per 
share, while also authorising buybacks on the Hong 
Kong bourse.

Bolstered by high freight rates, the company’s net 
profit surged 72.7% year on year to Yuan38.1bn in 
the first three quarters of 2024. It also holds over 
Yuan170bn in cash and equivalents.

But its share price has languished since July despite 
strong earnings, partly dragged down by the broader 
stock market, sparking shareholder complaints 
about lack of buybacks to shore up value.

“To boost confidence, repurchased shares will be 
cancelled to reduce capital,” CSH said. Funding 
comes partly from a dedicated loan offered by the 
Shanghai branch of Bank of China, and the rest from 
internal resources.

CSH’s sister company, Cosco Shipping Development, 
which primarily engages in ship and equipment 
leasing, also announced a similar plan, targeting up 
to Yuan287.2m.

Meanwhile, Cosco Shipping will increase stakes in 
two other shipping units, Cosco Shipping Energy 
Transportation and Cosco Shipping Specialized 
Carriers, by up to Yuan1.4bn and Yuan288bn, 
respectively. Funding again comes partly from Bank 
of China.

On the other hand, China Merchants Group has 
taken similar moves, though on a smaller scale.

It flagship shipping arm Shanghai-listed China 
Merchants Energy Shipping plans buybacks of 
Yuan222m-443m. Logistics giant Sinotrans is 
targeting Yuan271m-542m, and port operator China 
Merchants Port Group Yuan195m-389m

Sinotrans, Liaoning Port Co and Nanjing Tanker 
also announced parent shareholding increase 
schemes.

ANALYSIS 

Ship finance in flux: Bonds and revolvers in, 
term loans and equity sales out
WESTERN lenders need more shipping business. 
Newbuilding financing is going to Asian finance 
providers, existing clients are paying down debt, and 
the competition for what’s left is squeezing margins.

“Before Covid, lenders were saying they wouldn’t 
be lending to tankers that much in the future 
because of something called the ‘Poseidon theory’,” 
said Scorpio Tankers president Robert Bugbee 
at the Capital Link New York Shipping Forum, 
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referring to the Poseidon Principles on ship-lending 
decarbonisation.

“Now things have changed. They touch us and 
feel us up all over.” Bugbee dubbed the Poseidon 
Principles “a joke” and maintained that “banks talk 
a great game on the environment but it’s the dollars 
that matter”.

Dorian LPG chief financial officer Ted Young said, 
“It’s kind of funny to hear bankers complain about 
too many prepayments. Now they’re anxious to put 
their money out the door again. They are all telling 
us how much they love us.”

Speakers at the Capital Link forum described a 
changed landscape for shipping debt finance in 
which revolving credit is favoured over plain-
vanilla term loans and Norwegian bonds are 
issued at a frenetic pace. What hasn’t changed is 
the environment for equity finance, which remains 
weak.

Fewer term loans, more revolvers

“The markets have obviously been strong for the 
past few years and that has resulted in a lot of 
prepayment of debt, especially for traditional bank 
financing that can be prepaid flexibly,” said Andrew 
Shohet, North American head of ocean industries at 
DNB Bank.

Competition for loans has squeezed the banks’ 
margin over the Secured Overnight Finance Rate. 
But interest rates, and thus SOFR, are rising, 
increasing the overall cost of debt.

“Margins are at 150-200 [basis points, or 1.5%-2%],” 
said Young. “But SOFR is at 470, which means that 
we’re still financing at rates that are significantly 
higher than they were just a few years ago. The 
chunk of your total cash cost per day constituted by 
interest has probably increased, so it has an impact 
on your overall financing decisions.”

Demand for incremental shipping debt is driven by 
growth. Listed owners are not ordering nearly as 
many newbuildings as their private counterparts. 
Public investors want capital spent on dividends and 
stock buybacks, not new assets at historically high 
prices.

“Virtually every balance sheet is in a fantastic 
position,” Bugbee said. “The newbuilding orderbook 
is increasing, which by definition involves more 
financed deals. But the public companies in tankers 

that have deleveraged their balance sheets also 
don’t have big orderbooks, so it looks to me like you 
guys [bankers] are going to be lending to private 
companies a lot more in the future.”

Much of the growth financing is being done by Asian 
leasing houses, not European banks, said Shohet.

“If you look at shipping businesses with contracted 
cashflow that have meaningful leverage, there 
has been a shift in terms of lender composition. 
Once upon a time, it was predominantly European 
banks. Today, it’s maybe 75% to 80% leasing and the 
remainder on the bank side.”

With owners paying down their Western-sourced 
term loans and doing more newbuilding financing 
in the East, the focus at US and European banks 
has shifted toward providing revolving credit, 
which allows owners to keep outstanding debt low 
while maintaining flexibility to lever up quickly if 
necessary.

Evan Cohen, head of maritime finance at First 
Citizens Bank said: “Shipowners and older bankers 
realise that things change, so we like to keep the 
business. Maybe [freight] rates don’t stay high 
forever. You don’t throw away relationships.

“How do you keep the relationships if owners have 
a lot of extra cash? Revolving credit facilities, which 
allow you to pay down the facility with extra cash 
and draw it again.”

Bugbee said that the first step in restructuring the 
debt portfolio is “to put in revolvers”. The next step, 
as earnings mature, is “to add some form of public 
bonds”.

Norwegian bond market goes ‘nuts’

The market has already turned toward public bonds 
in a big way, specifically in Oslo, where deals can be 
done for smaller proceeds amounts.

Shipowners are pouncing on the opportunity. The 
latest bond sale was announced Friday by Navigator 
Gas, for a five-year $100m unsecured Norwegian 
bond at 7.25% that will be used to redeem an 
existing $100m Norwegian bond maturing in 
September 2025 with a coupon of 8%.

According to Wilhelm Gedde-Dahl, co-head of 
shipping investment banking at Fearnley Securities, 
“The flavour of the week in Norway is the bond 
market. The biggest activity we see at the moment 
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is shipping, energy and related companies issuing 
bonds.”

Gedde-Dahl said that the spread between 
Norwegian bond coupons and interest costs for bank 
debt “have never been narrower, which has of course 
intrigued issuers and led them to tap the market”. 
At the same time, issuers have redeemed existing 
Norwegian bonds faster than they’ve issued new 
ones, leaving Norwegian bond investors flush with 
cash and looking for fresh issues to put their money 
in.

“Bond loans are like taking drugs. Once you start it’s 
difficult to stop,” joked Ole Hjertaker, chief executive 
of SFL Corporation.

He explained that in the Scandinavian market, 
owners can do $100m bonds and “still get decent 
liquidity”, whereas in the US high-yield bond 
market, proceeds need to be at least $400m.

To issue bonds in the US market, “you really need to 
have a big balance sheet because bonds are only one 
part of the capital structure and you have to balance 
that with bank debt and equity”, said Hjertaker.

“Even Frontline, which is the largest [listed] 
shipping company out there with a $5bn market 
cap, is really on the small side to be an active player 
in the US bond market. The US market is much 
deeper market but it’s not really that available to our 
industry.”

In contrast, the window at the Norwegian bond 
market is wide open.

“The bond side is a bit nuts, actually,” said Jae Kwon, 
managing director of DNB Markets. “There have 
been about two dozen bond deals in Norway in 
just the last 12 months related to energy, shipping 
and offshore. Many of our clients are taking full 
advantage. It’s a pretty unique time in the market.”

Outlook for equity finance still weak

The equity finance side of the equation is much 
quieter than the debt side.

There have been two large-scale follow-on equity 
sales by US-listed players in 2024, the first in many 
years: an $89m offering by Dorian LPG in June and 
a $100m offering by SFL Corporation in July.

However, these deals have not been a good 
advertisement for future follow-ons. As of Friday, 

Dorian’s price was 26% below the price paid by 
equity buyers in the June offering; SFL’s price was 
down 9% from the offer price.

Meanwhile, IPO activity in the US market has been 
extremely limited, with just three US shipping IPOs 
in the past decade: Himalaya Shipping March 2023, 
Zim in February 2021, and Gener8 Maritime (which 
no longer exists) in 2015.

There have been more shipping IPOs in Oslo — 
where smaller players garner more interest — but 
activity there has fallen. The latest shipping IPO in 
this market was Stainless Tankers in March 2023.

“Things are a bit sideways in the Norwegian equity 
capital markets at the moment,” said Gedde-Dahl. 
“There is a wait-and-see attitude as share prices 
peaked back in May and then came down over the 
summer. As we go into the seasonally strong period, 
expectations have been high and they have not 
been completely met, so we have seen share prices 
tumbling and moving further down.

“Shipping IPOs are easier to conclude in Norway 
than in the US, but there has been a bit of the stop 
in IPO activity in Norway, and I think will take more 
than a strong fourth quarter and share prices closing 
the gap with NAV [net asset value] for us to see more 
shipping IPOs in Norway again,” he said.

The problem for US IPOs is threefold.

First, US-listed shipping share pricing is down, as in 
Norway.

Second, shipowners have to be very large to make 
the cut in the US IPO market.

“The bar is high on size,” said Wiley Griffiths, 
global head of transportation investment banking 
at Morgan Stanley. “For $200m-$300m [IPOs], the 
market caps need to be closer to $1bn or with a near-
term path to $1bn.”

Third, new IPOs face competition for investors from 
already existing US-listed players.

“We’ve seen some consolidation of existing public 
companies, with Star Bulk and Frontline,” said 
Griffiths. “These companies are getting bigger and 
more investible in terms of market cap and float, 
and if investors are going to take a risk on a new 
company, it’s got to be either priced really well or 
have some differentiating characteristic relative to 
the comparable companies we have right now.”
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According to Gedde-Dahl, “There’s no point coming 
to market with a company when investors can get 
the same exposure with a larger and more liquid 
name that’s already listed.”

The most likely prospects for future US shipping 
IPOs are the larger players with high contract 
coverage – such as those in liquefied natural gas 
shipping and container equipment and ship leasing 

— that were previously public but taken private in 
recent years. At some point, private buyers could 
look to exit positions by bringing them public again.

“There are companies that went private and the 
sponsors are reviewing strategic alternatives,” said 
Griffiths. “Some companies that have gone dark for a 
while may be changed a little bit and come back into 
the light via an IPO.”

Bull run for US imports continues, with no sign 
of drop-off in Los Angeles
US demand for containerised imports continues to 
surprise to the upside. The cargo keeps on coming. 
Imports to California’s two San Pedro Bay ports 
in 3Q24 where higher than in any other quarter, 
including during the pandemic boom.

The port of Los Angeles posted September numbers 
on Friday that topped those reported on Wednesday 
by neighbouring Long Beach. Both had their best 
September ever.

Los Angeles handled 954,706 teu in total throughput 
in September, up 28% year on year, and 497,803 teu 
in imports, up 27% year on year.

Los Angeles’ September imports were down just 
2% versus August — the peak month of the year for 
imports — compared to a 9% month-on-month drop 
in Long Beach.

Looking at imports to the two ports combined, three 
of the top six months on record were in 3Q24; the 
other three were during the pandemic boom.

The top six months for San Pedro Bay imports were 
May 2021 (980,450 teu), August 2024 (966,231 teu), 
May 2022 (936,937 teu), July 2024 (936,362 teu), 
March 2022 (922,475 teu) and September 2024 
(914,802 teu).

There is no sign that volumes will fall significantly 
in the near future. “This is traditionally the slack 
season, yet I see no evidence of a drop in cargo 
volume,” said Seroka during a press conference on 
Friday. “The cargo continues to come. October is 
shaping up to be another strong month.”

National Retail Federation chief executive Matthew 
Shay said during the same press conference, “We’re 
forecasting robust import numbers for the rest of 
the year.”

US consumers keep on buying

Three factors could support continued strength in 
US imports: resilient consumer demand for retail 
goods; concerns over a renewed strike at east and 
US Gulf coast ports on July 15, shortly before an 
early Lunar New Year holiday in Asia (January 29); 
and concerns over a massive increase in tariffs 
on Chinese goods if Donald Trump wins the US 
presidential election.

Shay highlighted the continued strong demand 
environment for imports. The NRF expects sales 
to be up 2.5% to 3.5% in the coming holiday season 
versus the previous one, to a record $990bn.

Retail sales are up 3.5% this year, outpacing 
expected GDP growth of 2.5% to 3%. Retail sales 
have now grown for 52 consecutive months, 
marking “an incredible expansion powered by US 
consumers”, said Shay.

US consumers are still sensitive to inflation, “but 
inflation is way, way down from peak levels” and is 
lingering on the services side — housing and rent, 
auto insurance and other services — not for goods.

“On the goods side, there has actually been deflation 
of between 0.5% and 1%, which means pricing has 
come down on thousands and thousands of items, 
which means consumer dollars go further and 
they can put more units in the basket for the same 
amount of money,” said Shay.

Strike threat delayed, not over

The International Longshoremen’s Association 
union went on strike for three days at east and 
Gulf coast ports on October 1-3. The strike has 
been suspended until January 15, pending an 
agreement with the US Maritime Alliance (USMX) 
on automation.
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Retailers brought in cargo early in anticipation of 
the strike. They could do so again prior to the next 
deadline. That, in turn, could be positive for fourth-
quarter volumes.

According to Shay, “Retailers are clearly planning 
for the spring with a sensitivity to and awareness 
of the potential challenges that might impact the 
supply chain in the new year, including, of course, 
a potential labour disruption if the ILA and USMX 
can’t reach an agreement by January 15.

“Retailers are preparing for that,” he confirmed. A 
new labour deal is necessary “to create certainty, 
stability and predictability for shippers so that 
retailers and others have a sense of what’s actually 
happening. There’s nothing worse than uncertainty 
when it comes to forecasting and forward planning”.

Importers shifted some of their volume to west coast 
ports, including Los Angeles, prior to the October 
1 deadline — and they continue to do so as a hedge 
against renewed strike action.

“I have not heard anybody saying there are going to 
have a quick shift in allocations back to the east and 
Gulf coasts based on the tentative agreement,” said 
Seroka.

Trump tariff threat

Another potential upside driver for imports is fear of 
tariffs should Trump win in November.

According to Shay, “A tariff is a tax on whoever 

imports the cargo. In the case of a retailer, that’s 
going to be passed on. It’s ultimately a user tax, a 
tax paid by the consumer, not something paid by the 
foreign producer.”

Shay contrasted what he considers legitimate uses 
of tariffs — as temporary tools in trade negotiations 
or for strategic reasons — versus tariffs targeting US 
retail imports from China.

“These aren’t strategic. They’re not goods that are 
produced in the United States. We are not trying 
to protect critical infrastructure. We’re not trying 
to support a domestic industry or producer or 
manufacturer. So, these kinds of tariffs, to us, 
don’t make any sense, and they are clearly paid by 
consumers.”

Shay cited estimates by the Peterson Institute for 
International Economics that tariffs proposed by 
Trump could cost the average US household more 
than $4,000 per year.

According to Seroka, “If some importers anticipate 
new tariffs, as they did in 2019, we may see an 
uptick in cargo to avoid those extra costs.”

In an interview with Lloyd’s List earlier this year, 
freight economist and Michigan State University 
professor Jason Miller predicted that it Trump won, 
“we will see front-loading like we have never seen 
before in 2025. There would be a massive pull-
forward of demand as everybody rushes to bring 
in long-life inputs and goods from tariff countries, 
especially China”.

Hull renewal season looking good for 
shipowners
PREMIUMS for hull renewals could be the most 
favourable for shipowners for the past few years, 
according to marine brokers.

In particular, owners able to offer new business to 
underwriters should be able to secure double-digit 
discounts, as insurers fight it out for market share.

From the client’s perspective, there remains ample 
competition between companies and syndicates with 
good records on claims handling and A-plus rated 
paper, market sources added.

The developments come after a period in which 
H&M had appeared to shrug off the reputation it 
had won in the first two decades of this century as a 
perennial loss maker.

Pricing began to harden around 2019, when the 
Lloyd’s Decile Ten initiative forced dozens of 
underperformers in the niche out of the market.

That led to a subsequent restoration of profitability, 
with combined ratios for marine books falling to the 
mid-eighties range, and some leading brokers even 
arguing that hull underwriters have it “too good” 
right now.

More positively, it has also arguably created a better 
and more stable premium base, enhancing insurers’ 
ability to absorb losses.

But a countervailing tendency has been the entrance 
of substantial new capacity, particularly in the 
form of managing general agents, attracted by the 
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prospect of juicier margins.

Additionally, deductibles are largely unchanged, 
which means their value in real terms has been 
eroded by inflation.

Last time around, the 1/1 renewals — so called 
because they take place on January 1 each year — 
were essentially flat, according to available accounts.

But brokers, whose job it is to argue for the best-
possible deal for clients, believe premiums will fall 
noticeably as deals are struck for 2025.

Rates vary tremendously from owner to owner, 
depending on loss record, size of fleet, no claims 
bonuses and deductibles among other factors.

But a rule of thumb would be about $0.30 per dwt 
for a VLCC tanker and $0.40 per dwt for a capesize 
bulk carrier. Deductibles are typically in the order of 
$200,000-$300,000.

Statistics presented to the International Union of 
Marine Insurance conference in Berlin last month 
confirmed healthy growth in H&M premiums, which 
aggregated $9.2bn in 2023, up 7.6% on 2022.

“The forthcoming renewal season will be quite 
challenging. It depends on how much incumbent 
underwriters wish to defend their book,” argued 
industry veteran Peter Townsend.

Townsend works for broker Miller, but has long 
experience on the other side of the fence as an 
underwriter himself.

He argues that the H&M sector is now past what he 
describes as its previous fragile equilibrium.

Incumbents are doing reasonably well, and their 
managers will not want to see them follow the 
market down too much.

But new capacity can take a different view on what 
is acceptable in terms of profit, giving it a greater 
degree of flexibility.

The outlook may depend on whether payouts for 
Hurricane Helene and Hurricane Milton are high 
enough to force reinsurers to recapitalise, which will 
increase the cost of capital for insurers.

“If you’d have asked me this before Milton came 
along, I’d have said we definitely see a softening in 
the market, as new entrants try to muscle their way 
in. 1/1 looks better [for shipowners] than it has for 

quite some time.”

Several other brokers back Townsend’s call on the 
direction of travel, if not the detail of the analysis.

Francesco Dubbioso, head of technical underwriter 
at continental broker Alta Signa, argued that 
Townsend’s prediction might be too strong.

“The new capacity that entered into the market is 
for the most part handled and managed by MGAs. 
MGAs put a lot more importance on profitability, on 
reputation.

“Maybe they can mitigate the trend, which I confirm 
is moving from hard to soft. But I don’t think 2025 
will see big pressure on rates. It’s not like two or 
three years ago. I would call it stable.”

A broker who preferred to speak unattributably 
argued: “Pete’s talking like he was still an 
underwriter. Saying that hull rates are where they 
should be is not really the message you would expect 
from a broker.”

With pure renewals, in which only one underwriter 
is approached, frequently on the back of a 
longstanding commercial relationship, it is often 
possible to push for good reductions.

For instance, the broker recently secured a 10% 
reduction for an owner with a small fleet but an 
immaculate claims record, because the underwriter 
did not want to lose the business.

The deal was for 15 months rather than 12, locking 
in pricing for both the 2025 renewal and the 2026 
renewal.

But sometimes incumbent underwriters will offer a 
5% reduction and a rival keen to pick up the client 
will offer 10%, even where loss records are less than 
spotless.

“A 10% reduction is not the same for an owner as it is 
for the market. There’s the issue.

“There’s loads of capacity, new MGAs coming out 
all the time. For these people to get the business, 
they’ve got to be cheaper.”

Where the market really is softer than it has been 
for several years is on entrance premiums for new 
insurance carriers.

Eighteen months ago, when premiums were 
also relatively soft, entrance premiums for new 
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underwriters were not noticeably better than the 
offers from incumbent underwriters. Now they are 
invariably lower.

“The shift is more that the softness is across the 
piece. People are hungry to bring new business in.

“You’re always going to have a more expensive 
market and a cheaper market. There is no hard 
science there.”

Gallagher executive director Michael Ingham said 
that the market was little changed on a report he 
wrote for the firm in the middle of this year, which 
found that the tone was slightly softening.

Ingham argued that it is usually possibly to find a 
cheaper alternative if you look hard enough, whether 
the market is hard or soft.

Some vessels are always going to be intrinsically 
more attractive than others. Big fleets — especially 
tankers and gas carriers — and clean records will 
always find ready takers.

While a return to the Cinderella era would not be 
to anybody’s advantage, underwriters are generally 
ready to recognise good owners with good records.

It is thus often possible to obtain a single-digit 
improvement from an incumbent, perhaps dressed 
up in the form of a new credit, or even as a straight 
reduction.

“The increased competition is causing a softening 
of rates with most underwriters chasing the same 
attractive tonnage types and fleets with strong 
historical performance,” he maintained.

Recent events such as the Baltimore bridge collapse 
and the US hurricane season may cause some 
reinsurance hikes further down the road. But it is 
too soon to say for sure and Ingham does not foresee 
anything likely to impact on 1/1 renewals.

“Shipowners with good condition modern ships 
and reasonable loss records should expect modest 
improvements from their incumbent underwriters 
given the increased competition for new business,” 
he said.

MARKETS 

VLGCs ‘playing catch-up’ with propane price 
arbitrage as another week ends in the red
TRUE to its volatile nature, the very large gas carrier 
market has been on a rollercoaster over the past few 
months, nosediving and shooting up double-digits 
in September before starting another descent this 
month.

Friday marked a continuation of nearly two weeks of 
losses, albeit the decline in October has been more 
moderate than the steeper losses seen in September, 
at least so far.

The Baltic Exchange’s BLPG Index, which averages 
the daily time charter equivalent earnings 
assessments on the three main trade lanes and 
divides them by 10, closed at 4,777 on Friday, down 
11% week on week.

A major driver of VLGC demand is that propane 
prices in the US are lower compared to Asia. 
Historically, freight rates captured about two-
thirds of that arbitrage but are currently “playing 
catch-up”, observed Jefferies shipping analyst Omar 
Nokta.

“Despite a significant LPG export arbitrage, freight 
costs were capturing below 40% of the regional 
propane price spread as compared to the long-run 
(since 2015) average of two-thirds,” he said in a 
report Friday.

Part of the problem for VLGCs has been the 
resumption of normal transits through the Panama 
Canal.

VLGC transits through the canal went from 85 in 
October 2023 to a low of 46 in December as limits 
on daily transits were implemented, but rebounded 
to 88 this past August and 85 in September, 
according to a Lloyd’s List analysis of data released 
by the Panama Canal Authority (ACP).

The inefficiencies caused by the drought and ensuing 
restrictions imposed by the ACP helped absorb the 
sizeable newbuilding capacity that came online in 
2023, but the return of VLGCs to the Panama Canal 
has negatively affected tonne-miles and chipped 
away at owners’ pricing power.
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“US LPG exports continue to be elevated on wide 
arbitrage, with volumes up 9% so far this year, but 
the added VLGC capacity has narrowed the freight-
capture portion of the price arbitrage,” Nokta said in 
a client note Thursday.

While 40% of the arbitrage currently captured by 
VLGCs is below long-term averages, it is still an 
improvement versus the low point of 25% seen last 

month, Nokta said.

However, freight-future agreements may indicate 
spot rates have further down to go.

“Despite continued wide pricing arbitrage, the VLGC 
FFA freight curve has flattened from its previous 
contango, with November and December contracts 
trading below current spot levels.”

The week in newbuildings: More big boxship 
orders signed
NEWBUILDING contracts for 12 boxships, 12 
bulkers, four multi-purpose cargo vessels and two 
product tankers have been confirmed in the past 
week. 

In the containership sector, Maersk is understood 
to be the shipowner behind an order confirmed by 
South Korean shipbuilder Hanwha Ocean for six 
ultra-large containerships.

The 16,000 teu vessels are of liquefied natural gas 
dual-fuel specification and are priced at around 
$209m apiece. Options for a further four ships were 
arranged as part of the shipbuilding contract.

Delivery of the firm vessels is confirmed for 2027 
and 2028.

They are part of Maersk’s long-term planning to 
replace existing, conventional fuel, tonnage built in 
the 2000s with both methanol dual-fuel and LNG 
dual-fuel newbuildings.

Maersk chief executive Vincent Clerc confirmed its 
plans in August to order up to 60 containerships, 
with a combined capacity of 800,000 teu, for 
delivery up to 2030.

Some 60% of newbuilding capacity will be provided 
by long-term chartered ships via tonnage providers 
including Eastern Pacific Shipping, Seaspan and SFL 

Corp.

Maersk has remained tight-lipped on details of its 
orders and the Hanwha Ocean ULCS newbuilding 
contract is the first to have come to light so far for 
Maersk’s own account.

Meanwhile, Seaspan itself has signed newbuilding 
contracts for six neo-panamax containerships in the 
past week at Chinese shipbuilder Hudong-Zhonghua 
Shipbuilding.

The 13,600 teu, scrubber-fitted, vessels are set 
to be delivered in 2027. No details on the charter 
party have been disclosed although market sources 
suggest they have been contracted for long-term 
charter to Cosco.

In August, Seaspan confirmed that it signed 
newbuilding contracts for 27 dual-fuel 
containerships of between 9,000 teu and 17,000 
teu capacities at Chinese shipbuilders. They are 
understood to be backed by long-term charters to 
Maersk and Ocean Network Express.

According to Alphaliner, firm newbuilding contracts 
for over 260 containerships with a combined slot 
capacity of 3.1m teu have been confirmed since 
January. Some 80% of all new orders have been for 
dual-fuel specification ships.

MSC and Spliethoff both sell 1980s-built 
tonnage to Turkish ship recyclers
SIX merchant vessels are reported by brokers 
to have been sold for recycling in the past week, 
in what appears to be a relatively busy week for 
demolition sales.

In the containership sector, Mediterranean Shipping 
Co is said to have sold the 1982-built MSC Malin 

(IMO: 8201636) to ship recyclers in Türkiye.

The 1,438 teu ship had latterly been serving as a 
feeder vessel in the northern part of the Red Sea 
and is the 13th containership to be sold for scrap by 
the world’s largest operator of containerships since 
January.
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While all previous MSC recycling candidates this 
year have been picked up by Indian recyclers, MSC 
Malin is the first vessel sold to Turkish shipbreakers 
by MSC in 2024.

The 42-year-old ship joined MSC’s fleet in 2004 
after its purchase from a Greek shipowner. It was 
originally built for Russia’s now defunct Baltic 
Shipping Co as part of a 13-strong fleet of “Merkur-
class” ice-strengthened boxships, all built in the 
former German Democratic Republic for worldwide 
service with Soviet shipping companies.

In July, MSC sold sister vessel MSC Iris (IMO: 
8201624) to Indian ship recyclers.

By recycling the ship in Türkiye, MSC Malin will 
avoid heading south to India via the Bab el Mandeb 
strait and potential attack by Houthi rebels.

Also reported sold to Turkish ship recyclers in the 
past week was the 1984-built heavylift vessel Happy 
Buccaneer (IMO: 8300389), which has been sold 
by Amsterdam-headquartered Spliethoff for an 
undisclosed price.

The sale of the 16,000 gt ship to a European Union-
approved ship recycler in Türkiye was dictated by its 
Netherlands flag registration.

Other ship recycling sales reported in the past week 
included a pair of mid-1990s-built panamax bulk 
carriers, which have been sold on an as-is basis with 
delivery in China.

Meanwhile, two multi-purpose general cargo vessels 
have been picked up by Indian recyclers at Alang.

The 1986-built, 9,600 dwt, Seagrand (IMO: 
8520202) and the 1980-built, 7,100 dwt, Ali A (IMO: 
7915307) were sold for $460 per light displacement 
tonne and $455 per ldt respectively.

Cash buyer GMS reports that Indian ship recycling 
price levels have declined by more than $100 per ldt 
in recent weeks with the few reported sales “reliably 
taking place below $500 per ldt” for nearly all ships 
within every vessel segment.

“Bangladesh and Pakistan remain at the bottom of 
the sub-continent rankings on account of economic 
deficiencies that are leaving available letters of credit 
starting to dither and a mounting disinterest to 
negotiate even when the opportunity arises,” noted 
GMS.

It reports that even “highly sought after” after 
containerships for Indian Hong Kong Convention-
compliant yards are now being sold at below $500 
per ldt on a delivered basis. In the fourth quarter of 
2023, containerships were achieving circa $570 per 
ldt from the Indian ship recycling market.

Cash buyer Wirana Shipping reports that pricing 
levels from the Turkish recycling market have been 
relatively steady in comparison to the Indian sub-
continent.

“Prices offered by (Turkish) ship recyclers continued 
to be at the same level this week,” said Wirana 
Shipping, noting a slower supply of fresh tonnage 
for recycling was responsible for the previous week’s 
pricing levels being maintained. 

Boxship bunching bouncing back 
UNEVEN boxship scheduling will pressure ports 
as more ships sail on the same services in the same 
weeks, according to analysts at Sea-Intelligence.

The consultancy said this ‘bunching’ of ships has 
gotten as bad on Asia-Europe services as it was 
during the Covid pandemic, with so sign of easing 
soon.

“All else equal, higher vessel bunching creates 
a larger pressure on ports and terminals,” Sea-
Intelligence said.

Capacity shipped on a given service might be the 
same over two weeks. But if two ships sail in one 
week and no ships sail the next, terminals suffer.

“They face an extraordinarily high workload in 
one week and no pressure in the second week,” the 
company said.

This clearly increased the risk of port congestion, 
resulting in ripple effects on truck, rail and barge 
capacity.

Bunching could happen because of sliding vessel 
schedules, causing two ships in the same week on 
the same service.

Ships could be bunched if a carrier lacked a big 
enough boxship and had to use two smaller ships 
instead, or if a carrier inserted an extra-loader on a 
specific named service.
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Sea-Intelligence counted each time a service had 
more than one vessel departing the same week from 
January 2012 to October 2024.

It found bunching on Asia-northern Europe trades 
spiked during the pandemic, normalised toward the 
end of 2023 then spiked again because of the Red 
Sea crisis.

The spike was similar on the Asia-Mediterranean 
trade, but bunching instead stayed high there.

Bunching was substantially higher on the Asia-US 
west coast trade than in Europe, but the Red Sea-
driven increase was smaller, and the general level 
higher before Covid too.

It was worse for ships going from Asia to the US east 
coast.

“We did not see a reversal to normality in 2023, and 
late in 2024 we see a spike almost returning vessel 
bunching back to pandemic levels,” Sea-Intelligence 
said.

IN OTHER NEWS  

MSC buys majority stake in Wilson 
Sons
MEDITERRANEAN Shipping Co 
will purchase a majority stake in 
Brazilian terminal operator Wilson 
Sons for R$4.352bn ($768m).

Ocean Wilsons Holdings 
announced via the London Stock 
Exchange that it would be selling 
its 56.47% stake in Wilson Sons 
to MSC’s subsidiary SAS Shipping 
Agencies Services.

The sale is expected to be 
completed in the second half of 
2025 after regulatory approval is 
granted.

Hanwha Ocean partners with GCMD 
to advance green transition
SOUTH Korean shipbuilder 
Hanwha Ocean has signed 
a strategic partnership with 
Singapore-based Global Centre 
for Maritime Decarbonisation to 
help decarbonise the maritime 
industry.

The two partners will collaborate 
on low- and zero-carbon fuels, 
onboard carbon capture and 
storage systems, and energy 
efficiency technologies to drive 
the shipping industry’s transition 
to sustainable energy.

Hanwha stated that the initiative 
reflected its recognition of the 
need for collaboration to achieve 

decarbonisation, not only through 
eco-friendly shipbuilding but 
also via biofuel production and 
the development of bunkering 
infrastructure.

Santos having best year so far as 
new terminal edges closer
THE PORT of Santos handled 
more containers between 
January and September than ever 
before in that period and is on 
track to break its annual record.

South America’s biggest 
container port (and top 50 port in 
the world) handled more than 4m 
teu between January and August 
2024, up 15.8% on the same 
period in 2023.

The bumper year so far will act 
as greater evidence for a new 
terminal at the port, which is 
edging closer to fruition after five 
years of planning.

Automating port payments can save 
‘hundreds of thousands’, says Harbor 
Lab
OWNERS and operators of ships 
can save hundreds of thousands 
of dollars in costs arising from 
port calls through eradicating 
overpayments digitally, a 
specialist tech firm has shown.

In a recent proof-of-concept 
study with a major dry bulk 
shipping company, Greece-based 

Harbor Lab discovered that its 
system spotted $231,250 worth 
of discrepancies across 142 port 
calls by the company’s ships, or 
an average of $1,628 per port call.

This closely matched another 
study that found another dry bulk 
operator with a fleet of 20 vessels 
saved $792,000 over 24 months, 
at an average rate of $1,533 per 
call by switching from manual 
disbursement accounting to 
digital processes.

Chancay to ‘soft launch’ in November 
with Shanghai route
PERU’S newest port project, 
Chancay, will “soft launch” next 
month with services to Shanghai, 
a Cosco general manager told 
reporters in a Peruvian-Chinese 
business forum.

Cosco Shipping Chancay Peru 
(a subsidiary of the Chinese 
container giant) general manager 
Carlos Tejada said the port 
would welcome two vessels per 
week in what he called a “test 
conditioning phase”, Reuters 
reported.

Tejada said a direct route to 
Shanghai would call at the port 
initially, with other calls to Asian 
ports possible, if demand allows.
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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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OFFSHORE WIND POWER LIMITED 

ELECTRICITY ACT 1989 

MARINE (SCOTLAND) ACT 2010  

MARINE AND COASTAL ACCESS ACT 2009 

THE ELECTRICITY (APPLICATIONS FOR CONSENT) REGULATIONS 1990 

THE ELECTRICITY WORKS (ENVIRONMENTAL IMPACT ASSESSMENT) (SCOTLAND) 
REGULATIONS 2017 

THE MARINE WORKS (ENVIRONMENTAL IMPACT ASSESSMENT) (SCOTLAND) 
REGULATIONS 2017 

THE MARINE WORKS (ENVIRONMENTAL IMPACT ASSESSMENT) REGULATIONS 
2007 

Further to the notice that Offshore Wind Power Limited (OWPL), registered under company 
registration SC605260 at Clava House, Cradlehall Business Park, Inverness, United Kingdom, 
IV2 5GH, has applied to the Scottish Ministers for:  

• consent under section 36 of the Electricity Act 1989; 
• declaration under section 36A of the Electricity Act 1989; and 
• marine licences under section 20 of the Marine (Scotland) Act 2010 and section 65 of 

the Marine and Coastal Access Act 2009. 

to construct and operate an offshore windfarm (including associated offshore transmission 
infrastructure) located within the N1 Plan Option (identified in the Sectoral Marine Plan for 
Offshore Wind Energy), approximately 28 km west of Hoy, Orkney and 23 km north from 
Strathy Point, Caithness with a maximum area of 657 km2 (central latitude and longitude co-
ordinates: 58° 54' 55.686" N., 004° 11' 34.532" W (WGS84)).  The installed capacity of the 
proposed generating station would be approximately 2000 MW comprising of up to 125 
turbines with a maximum rotor tip height of 359.52 metres above Lowest Astronomical Tide.  

This proposed development is subject to environmental impact assessment (“EIA”) under the 
above Regulations. 

Notice is hereby given that OWPL has submitted additional information relative to the above 
EIA application to the Scottish Ministers.  This includes information relating to benthic ecology, 
fish and shellfish ecology, ornithology (including derogation case and compensation plans), 
marine mammals, commercial fisheries, shipping and navigation, marine archaeology and 
cultural heritage, seascape, landscape and visual impact assessment and onshore traffic and 
transport (from offshore activities).  

Copies of the additional information are available for public inspection in person, free of 
charge, during normal office/opening hours at: 

• Thurso Library – Davidson’s Lane, Thurso, KW14 7AF (open Monday and Wednesday, 
10am – 6pm, Tuesday and Friday, 10am – 8pm, Thursday and Saturday, 10am – 
1pm).  
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• Bettyhill Library – Naver Teleservice Centre, Bettyhill, KW14 7SS (open Monday to
Friday 9am-12.30pm)

• Bettyhill Hotel – A836, Bettyhill, KW14 7SP (open Monday to Sunday 3pm – 10.30pm)
[Note the Bettyhill Hotel closes for the season on the 1st of December]

• The Highland Council Headquarters - Glenurquhart Road, Inverness, IV3 5NX (open
Monday to Friday, 8am – 4pm)

• Orkney Library & Archive – 44 Junction Road, Kirkwall, Orkney, KW15 1AG (open
Monday to Thursday, 10am – 6pm, Friday to Saturday, 10am – 5pm)

• The Stromness Library – 2-12 Victoria Street, Stromness, Orkney, KW16 3AA (open
Monday to Friday, 10am – 4pm, Saturday, 12pm – 3pm)

• Xodus Group – 8 Garson Place, Stromness, Orkney, KW16 3EE (open Monday to
Friday, 9am – 5pm)

• West of Orkney Windfarm – 32 Charlotte Square, Edinburgh, EH2 4ET (open Monday
to Friday, 9am – 5pm)

The additional information can also be viewed online at https://marine.gov.scot/ml/
west-orkney-wind-farm and https://www.westoforkney.com/. Copies of 
the additional information may also be obtained from OWPL (Tel 0787 524 5015) at a 
charge of £350 for a hard copy and £10 for CD/USB stick (including post and packaging). 

Any representations should be made to the Scottish Ministers in writing by email to: 
MD.MarineRenewables@gov.scot  or by post to The Scottish Government, Marine Directorate 
- Licensing Operations Team, Marine Laboratory, 375 Victoria Road, Aberdeen, AB11 9DB, 
identifying the proposed development and specifying grounds for the representation, not later 
than 3rd December 2024. The Scottish Ministers may however consider representations 
received after this date. Representations should be dated and should clearly state the name 
(in block capitals) and the email or postal address of those making representation.

Any subsequent submission of additional information by OWPL to the Scottish Ministers will 
be publicised in a similar manner to this, including publication on the above websites and in a 
further public notice. Representations relative to such information should be made on the 
same basis as detailed above. 

Where the Scottish Ministers decide to exercise their discretion to do so, the Scottish Ministers 
may cause a Public Local Inquiry (“PLI”) to be held.

Having considered the application/s and the above legislation together with any 
representations received, the Scottish Ministers may:- 

• Consent to the proposed development, with or without conditions attached; or
• Reject the proposed development.

All previous representations received in relation to this development will be 
considered.

Fair Processing Notice

The Scottish Government’s Marine Directorate – Licensing Operations Team (“MD-LOT”)
determines applications for marine licences under the Marine (Scotland) Act 2010 and the 
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Marine and Coastal Access Act 2009 and section 36 consents under The Electricity Act 1989.  
During the consultation process any person having an interest in the outcome of the 
application may make representation to MD-LOT. The representation may contain personal 
information, for example a name or address. This representation will only be used for the 
purpose of determining an application and will be stored securely in the Scottish Government’s 
official corporate record. Representations will be shared with the applicant and/or agent acting 
on behalf of the applicant, any people or organisations that we consult in relation to the 
application, the Directorate of Planning and Environmental Appeals should the Scottish 
Ministers call a PLI and, where necessary, be published online, however personal information 
will be removed before sharing or publishing.   

A full privacy notice can be found at: https://www.gov.scot/publications/marine-licensing-and-
consenting-privacy-notice/. If you are unable to access this, or you have any queries or 
concerns about how your personal information will be handled, contact MD-LOT at: 
MD.MarineRenewables@gov.scot or MD-LOT, Marine Laboratory, 375 Victoria Road, 
Aberdeen, AB11 9DB. 


