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Daily Briefing
Leading maritime commerce since 1734

Monday October 28, 2024

Are shipping’s progressives 
pushing forward or paused in 
political purgatory?

THE shipping industry has moved from laggard to leader in the race to 
decarbonise.

That is the internal narrative that runs through much of the 
conversation taking place among the industry alliance of first-movers 
and green investors which populate shipping’s answer to Davos, the 
annual Global Maritime Forum.

These are shipping’s bold and beautiful. The progressive cohort of 
industry leaders who have collectively invested billions of dollars in 
decarbonisation projects and spawned voluntary projects advancing 
everything from transparent green finance and insurance to diversity 
programmes and climate-aligned chartering.

But the first movers are not moving. Or at least, they are not moving as 
fast as they were.

As the GMF gathered in Tokyo last week for its annual confab, progress 
was on the agenda, but ultimately all roads led to the International 
Maritime Organization and the pivotal outcome of next year’s 
framework to incentivise the use of lower carbon fuels.

Until there is clarity over the detail of what that regulation looks like, 
even the industry’s most progressive front-runners are effectively in 
wait and see mode, whether they are prepared to publicly admit it 
or not.
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Progress is by no means stalled, but there is a 
pragmatic pause in place until everyone has time to 
assess whether the IMO can deliver.

“Of course, there is a bit of wait-and-see happening 
— we’re all running businesses. Things are 
competitive,” said Shell senior vice-president and 
head of shipping and maritime Karrie Trauth.

“We are waiting to see what’s going to happen 
in terms of regulations and what will be the 
lowest cost of compliance,” added Eman Abdalla, 
global operations director for Cargill’s ocean 
transportation division. 

“The question we’re all asking ourselves is should 
I make investments in green or blue, ammonia, 
or methanol when there is possibly a cheaper 
compliance option out there, and if there is, why 
should I be the one to over invest or overpay?”

This being the GMF, of course, everyone was 
optimistic that the IMO will deliver.

Progress is a given within the GMF.

And for those that needed further convincing, 
the IMO secretary-general himself was on hand 
to assure that the IMO remains on track. But he 
also came with a clear message to those assembled 
that this was not simply a regulatory issue they 
were dealing with, and he was not accepting the 
implication that the IMO was somehow holding 
up progress.

“Let’s face it, we were asked to provide a clear 
vision of what we’re going to do to decarbonise 
shipping and that’s what we did last year when we 
set clear goals,” said IMO secretary-general Arsenio 
Dominguez.  

“And of course now we are being asked to provide 
further guidance on how we’re going to achieve 
those goals, but it’s time that the industry also 
recognises that the more you ask IMO for guidance, 
the more I am going to be calling on every single 
stakeholder to take action, particularly in those 
areas that have already been regulated, but not all of 
them have been taken on board.”

If that sounds like a stand-off, it is not. Progress is 
real and the collective actions of the several hundred 
companies and institutions even tangentially 
engaged in the GMF discussions since 2018 have 
spearheaded and catalysed a dramatic period of 
change within the industry.

But the opening conversations within the GMF circle 
were about ambition and sketching solutions. The 
200-plus executives working through the advanced 
detail of those initial ideas last week in Tokyo 
were grappling with the difficult reality of policy 
implementation that is realistically contingent on 
political factors outside of the industry’s influence.

None of that has dampened the ambition within the 
GMF to collaborate and push out new programmes, 
but it has changed the nature of the work.

The detailed outcome of the IMO decisions is only 
part of that puzzle.

Policy will, even in the best case scenario, only 
bridge part of that cost gap between current fossil 
fuels and future zero-emissions supply. The rest is a 
question of commercial arrangements to cover, and 
ideally share the risk of that additional cost.

“We all believe in this transition,” says Abdalla. 

“We all still believe that it’s not a matter of ‘if’, it’s a 
matter of when and how. We’ve made that progress.

“But we have big question marks on progress when it 
comes to the zero-emissions molecules. To me, that’s 
still a huge question mark, and primarily it hasn’t 
been addressed because it’s not for us as a shipping 
industry to answer that question. We need a holistic 
supply chain of zero-emission fuels to come together 
in terms of investments, in terms of infrastructure 
and we have not seen that yet.

“I’ve heard discussions where I’m told that $8.2bn 
of investments have been made in ammonia, but 
that only equates to 200,000 tonnes of green 
ammonia, which isn’t enough to fuel 10 vessels. So, 
are waiting to see what’s going to happen in terms of 
regulations? Well, yes.”

The question of progress within GMF conversations 
can largely be boiled down to technology readiness, 
commercial readiness and societal readiness.

On the first and the third, significant progress is 
clearly visible.

Those who participated in the inaugural 2018 Hong 
Kong GMF realistically had very little idea whether a 
deepsea zero-carbon ship was feasible. Today, there 
are ships under construction and the first deepsea 
ammonia-fuelled capable ship is expected on the 
water in 2026.
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“What we haven’t seen is an scalability in blue or 
green fuels, or even really scalability in biofuels, and 
I think why we’ve seen this recent switch in focus 
back on what fuel is actually available,” said Lloyd’s 
Register chief executive Nick Brown.

And so, the limiting factor now on the industry 
seems to be the commercial readiness and how 
quickly the industry can collectively create greater 
pools of long-term offtake agreements with greater 
connectivity between governments, fuel producers, 
ports and carriers. All of which is heavily reliant on 
the outcome at the IMO next year, which takes us 
back to the wait and see stance.

But that won’t dampen the progressive spirit within 
the GMF.

“We are in a room full of eternal optimists,” said 
Trauth as the Tokyo session was reaching its climax 
for another year.

“My first GMF was in 2020 and if I look back at 
those conversations I think I was the pessimist in 
the room. I was quite certain that the IMO couldn’t 
get to 2050 and I’m incredibly pleased to see that 
it has and with such a majority. So now I sit in that 
optimist camp,” she continued.

“I think we’re actually going to see incentives that 
change our behaviours. We’re seeing it now with 
the EU Emissions Trading, we’re seeing it reflected 
in decisions about how we operate vessels, how 
owners operate their vessels, how they pool their 
vessels, what gets chartered. Behaviours are 
changing because there’s an incentive system in 
place and I have optimism that the IMO will create 
an incentive system and we will see it within the 
next year. To your question, are we just going to 
sit and wait until then? Some will, some won’t. It 
might be that simple.”

WHAT TO WATCH 

Grace Ocean and Synergy settle civil suit with 
US Justice Department for $102m
GRACE Ocean and Synergy Marine, the owners and 
managers of the containership Dali (IMO: 9697428), 
have agreed to pay $101.9m to settle a civil lawsuit 
filed by the US last month, the Department of 
Justice announced on Thursday.

The lawsuit, which was part of legal action the 
companies initiated after the Baltimore bridge allision to 
limit their liability to $43.7m, alleged that the “entirely 
avoidable” catastrophe was caused by Grace Ocean and 
Synergy’s “careless and grossly negligent decisions”.

The settlement money will be used to cover the 
costs that federal agencies incurred as part of their 
response to the disaster, the DOJ said.

“This is a tremendous outcome that fully 
compensates the United States for the costs it 
incurred in responding to this disaster and holds the 
owner and operator of the Dali accountable,” said 
principal deputy assistant attorney general Brian 
Boynton, head of the DOJ’s civil division.

“The prompt resolution of this matter also avoids the 
expense associated with litigating this complex case 
for potentially years.”

The settlement comes as billions in other claims are 
ongoing, with the timeline for future litigation set to 
be decided soon.

Grace Ocean and Synergy have petitioned to limit 
the payout on non-settled claims at $43.7m, the 
value of Dali, under the US Limitation of Liability 
Act (LOLA).

However, liability will not be capped if the allision 
was due, at least in part, to the unseaworthiness 
of Dali or negligence of the LOLA petitioners — 
Synergy or Grace Ocean — and whether either of the 
petitioners “had privity or knowledge” of any such 
negligence or unseaworthiness.

In filing the lawsuit in September, the DoJ alleged 
precisely that.

“The owner and operator of Dali were well aware 
of vibration issues on the vessel that could cause 
a power outage. But instead of taking necessary 
precautions, they did the opposite,” said principal 
deputy associate attorney general Benjamin Mizer in 
a statement last month.
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“Out of negligence, mismanagement, and, at times, 
a desire to cut costs, they configured the ship’s 
electrical and mechanical systems in a way that 
prevented those systems from being able to quickly 
restore propulsion and steering after a power outage. 
As a result, when the Dali lost power, a cascading set 
of failures led to disaster.”

Six construction workers who were on the Francis 
Scott Key Bridge in Baltimore when Dali crashed 
into it were killed and another was injured.

Their families are seeking damages for pain, 
suffering, emotional distress “and all other damages 
applicable under the law”. They are each seeking 
“damages far in excess of the value of the vessel”, 
implying total potential damages far in excess of 
$308m.

The DOJ settlement does not include any damages 
for the reconstruction of the bridge, which was 
built and operated by the state of Maryland and is 
estimated at $1.7bn-$1.9bn. Maryland is seeking the 
full cost of reconstruction, and other damage claims. 

Dali’s $100m-plus settlement with Department 
of Justice is fully insured, owners confirm
THE $100m-plus settlement between the owners 
and operators of the vessel that brought down a 
bridge in Baltimore in March this year and the 
US Department of Justice is fully insured, the 
companies have confirmed.

The scale of the payout means the Dali (IMO: 
9697428) casualty is already heading straight for the 
International Group reinsurance layer, with further 
claims potentially running to billions of dollars 
still pending.

The first $10m will be met by the boxship’s P&I club, 
Britannia, with the 12 affiliates of the IG splitting 
the rest of the payment up to $100m pro rata under 
a pooling arrangement.

But the pool scheme works on a per incident basis, 
leaving reinsurers on the hook from here on in.

While obviously nasty, claims on this scale are well 
within the pool’s capacity to handle. But at this 
stage, there is simply no telling how big the bill will 
eventually be.

The DoJ action is just one of at least four dozen legal 
actions currently facing shipowner Grace Ocean and 
shipmanager Synergy Marine as a result of 
the incident.

The largest of them is the state of Maryland’s 
demand for more than $1bn to replace the Francis 
Scott Key bridge, while the families of six people 
who died in the accident are seeking $308m.

It is not clear whether the ‘pay to be paid rule’ has 
been invoked.

The rule stipulates that an insurer’s obligation to 
indemnify an insured only arises after the insured 
has paid the third-party claim in question and 
consequently discharged relevant liability.  

The concept — recently tested in the High Court 
in MS Amlin v King Trader & Ors — applies to all 
marine insurance policies, including P&I.

Most wordings forbid owners from borrowing for 
these purposes. But there are workarounds: owners 
can pay an instalment, get indemnity for that slice, 
pay a further instalment, and then repeat the process.

One London-based shipping lawyer pointed out 
that some individual US states permit direct action 
against insurers. While the position in Maryland is 
unclear, it is also possible that Britannia has stepped 
in to pay to avoid direct action against itself.

A lawyer at another firm said: “As the settlement was 
most likely negotiated by the club, I would not be at 
all surprised if they made payment directly, subject 
to payment of the deductible by the assured.”

Britannia has been approached for comment.

Reaching a deal with the DoJ rather than slugging 
out an inevitably costly court case that could run on 
for years was probably the cheapest option available 
for the companies. The money they hand over will go 
towards reimbursing federal agencies for the costs 
incurred in responding to the disaster.

Grace Ocean and Synergy have also filed a petition 
to limit their payout on non-settled claims at $44m, 
under a formula set down in the US Limitation of 
Liability Act, which dates back to 1856.
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However, the bid for a cap will fail if the allision 
is shown to be at least partially due to the 
unseaworthiness of Dali, or if it can be shown 
that the petitioners were negligent themselves 
or had privity or knowledge of negligence or 
unseaworthiness.

The companies said in a statement that they had 
been co-operating with the US government to 
monitor and manage all costs associated with 
clearing the main channel in and out of 
Baltimore harbour.

“We are pleased to confirm that Grace Ocean and 
Synergy have reached an agreement with the US 
regarding the payment of those costs, which are 

fully insured,” they said.

“The settlement strictly covers costs related to 
clearing the channel, which we would have been 
responsible for in any case, and is not indicative of 
any liability, which we expressly reject.

“No punitive damages have been imposed as part of 
this settlement. In accordance with the settlement, 
the US has dismissed its claim.”

Grace Ocean and Synergy will vigorously defend 
themselves in the limitation of liability proceedings, 
to establish that they were not responsible for the 
incident, the statement added.

OPINION 

Marine insurance is there for when the ship 
hits the span
MOST shipping people will have uttered some choice 
expletives in March this year after waking up to 
broadcast news programmes leading on the story 
that a containership had brought down a bridge in 
Baltimore.

There, but for the grace of any deity in which you 
may believe, goes your vessel.

The bill for the casualty will inevitably run to 
billions of dollars, and just who pays for the mess 
will only be decided after a bonanza of billable hours 
for lawyers at not inexpensive US law firms.

But we already know one thing for certain. Whoever 
ends up out of pocket, it will not be Grace Ocean or 
Synergy Marine, respectively owner and operator of 
Dali (IMO: 9697428).

For that, they can thank not just their lucky stars 
but their marine underwriters. While it is not 
known how much they will have paid in premiums 
for the ship, their outlay will have been nugatory in 
comparison with the size of the claims against them.

Grace Ocean and Synergy are seeking to cap their 
liability at $44m. But whether that limit holds or 
not, they are secure in the knowledge that Britannia 
— and ultimately all 12 International Group affiliates 
— will be writing the cheque.

The two companies have this week settled a civil 
action with the US Department of Justice, which 
they stress has no bearing on the liability issue.

The entire $103m tab, minus a deductible running 
to just tens of thousands of dollars, will be shared 
out between IG members, which will noticeably dent 
their bottom lines for this policy year.

Meanwhile, Dali is reportedly being patched up at 
Ningbo in China. The cost of the repair will be met 
under its hull policy.

We don’t have data for the all-in cost of insuring a 
containership in Dali’s size bracket. But according 
to recent statistics from the Baltic Investor Indices, 
the figure runs to around $250,000 annually for a 
capesize bulk carrier, and $360,000 for a VLCC.

There has been some debate on whether marine 
insurance pricing is fairly pitched right now.

Some brokers maintain that hull underwriters in 
particular have it too good at the moment; others 
counter that they are getting things about right.

Whatever your take, the reality as we enter the 
January 1 H&M renewal season is that pricing 
is basically flat, thanks to additional capacity in 
the shape of managing general agents chasing the 
decent returns on offer.
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This can hardly be characterised as extortion, 
especially when savvy brokers claim to be able to 
secure double-digit percentage point discounts for 
businesses with good records.

By contrast, the coming P&I renewal deadline 
of February 20 will see clubs pushing for firm 
increases for the seventh year in succession, even if 
the pace of the increases is thankfully slowing down.

At this stage, only Steamship Mutual has shown its 
hand, with a 5% general increase offset by a 12.5% 
cashback. The GI is likely to be typical; the capital 
distribution sadly not.

The consensus forecast from brokers is that SSM’s 
rivals will be asking 3%-7.5% more.

There is again debate on pricing. Some brokers point 
out that P&I club net income per gross tonne is at an 
all-time high, and contend that there is no excuse for 
going any higher.

But don’t forget that P&I clubs are essentially co-ops 
for shipowners, with rate hikes decided by elected 

boards of shipowners in the interests of a shipowner 
membership.

As not-for-profit entities, they are dedicated to 
providing the widest possible cover at the lowest 
possible price.

Left to the mercies of purely commercial insurers, 
owners would be paying much more, while getting 
access to a lower level of cover.

As a rule of thumb, marine insurers pocket around 
10%-15% of an owner’s operating costs, which looks 
like a lot of money to fork out for something that 
literally offers nothing tangible in return.

There is sometimes a tendency to begrudge 
insurance premiums as an overhead cost of 
doing business, as revealed by regular shorthand 
references to Blue Cards as a mere ‘ticket to trade’.

But chartered accountants book prepaid insurance 
as an asset, and — as Dali’s owners have certainly 
found out in the past few days — there is a reason 
for that.

ANALYSIS 

Baltimore bridge case will last years but 
key decision is just days away
THE destruction of Baltimore’s Francis Scott Key 
Bridge by the containership Dali (IMO: 9697428) 
has spurred billions in claims. How much the 
marine insurance industry is on the hook for 
depends on whether shipmanager Synergy Marine 
and shipowner Grace Ocean can limit their liability.

The payout on non-settled claims would be 
limited to $43.7m, the value of Dali, under the US 
Limitation of Liability Act. But if Synergy and/
or Grace Ocean cannot cap liability, the billions in 
claim payouts could push the marine insurance 
business to its limits, and likely hike reinsurance 
bills for shipowners worldwide.

Liability will not be capped if the allision was due, 
at least in part, to the unseaworthiness of the Dali 
or negligence of the LOLA petitioners — Synergy or 
Grace Ocean — and whether either of the petitioners 
“had privity or knowledge” of any such negligence 
or unseaworthiness.

This all-important question will be decided by 
James Bredar, chief judge of the US District Court of 
Maryland. In a September 27 filing, Bredar laid out a 
plan to put this decision front and centre.

He wants the case handled in two stages: first, the 
litigation and ruling on the LOLA petition, and 
second — only after the first is decided — litigation 
and rulings on “relief as to any particular claimant”.

Stage one is the biggie for marine insurance and 
shipowners, and a binary outcome in this stage 
could come sooner — many years sooner — than is 
often the case in a major casualty.

The timetable will be clearer soon, following a 
key hearing on October 29. Bredar will decide on 
schedule proposals filed on Tuesday by claimants on 
one hand and the LOLA petitioners on the other.

The two sides are, not surprisingly, far apart.
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Claimants push for fast track on LOLA 
ruling

During phase one on the LOLA case, claimants 
will be represented by a panel of lead attorneys 
for seven groups of claimants: the US federal 
government, the state of Maryland, local 
governments, personal injury and wrongful 
death, property damage, private economic loss, 
and cargo. (That said, the federal government 
announced a settlement of its civil claims on 
Thursday, with Synergy and Grace Ocean agreeing 
to pay $102m to reimburse government costs.)

Claimants have proposed a trial on the LOLA 
petition starting on December 1, 2025, only 13 
months from now. The petitioners want it later, on 
January 18, 2027.

Despite what Bredar proposed about a LOLA-only 
phase one, the petitioners are pushing for litigation 
of non-LOLA issues as well, including litigation of 
comparative fault and third-party liability issues, as 
well as motions to dismiss class-action claims and 
certain economic-loss claims.

Claimants argued that this “would generate 
significant delays, such as delays associated with 
interlocutory appeals” that could push the start date 
of the LOLA trial beyond the January 2027 date 
proposed by petitioners.

They said the plan proposed by Synergy and Grace 
Ocean “would unnecessarily prolong discovery, 
increase expenses for all parties [and] delay trial of 
the [LOLA] issues”.

“Holding the personal injury and wrongful death 
claimants... and property damage claimants 
hostage while petitioners argue over collateral and 
unnecessary issues is neither efficient nor equitable.” 

Third-party liability move targets HHI

Synergy and Grace Ocean argued that discovery 
and a trial in relation to comparative-fault and 
third-party liability should be simultaneous with 
the LOLA phase because “the issues are inextricably 
intertwined, and it would be highly prejudicial to 
petitioners to conduct a trial on issues relating to its 
own liability without also considering the roles of 
[others]”.

The petitioners want to litigate third-party liability 
of Korea’s Hyundai Heavy Industries (HHI) in phase 
one. HHI is the shipbuilder and the manufacturer 

and service provider of the vessel’s electrical 
switchboards.

“A loose wire in the vessel’s high-voltage switchboard 
was the likely cause of the circuit trip that caused 
the vessel to lose power to its high-voltage electrical 
system, which petitioners assert was the proximate 
cause of the allision with the Key Bridge.

“The cause of that loose wire is still under 
investigation, but even claimants have already 
indicated that they intend to seek third-party 
discovery of HHI,” they wrote.

Comparative fault allegation against state of 
Maryland

Comparative fault is about apportioning the 
blame. Synergy’s and Grace Ocean’s two targets for 
comparative fault are sure to generate controversy in 
the US.

First, they are seeking to partially blame the 
destruction of the Key Bridge on the state of 
Maryland. The state’s claim is a big chunk of the 
liabilities, should the LOLA defence fail.

Bridge reconstruction is estimated to cost $1.7bn-
$1.9bn. Maryland is seeking the full cost of 
reconstruction, as well as numerous other damage 
claims, although that would likely be limited to the 
extent the new bridge is an improvement on the old 
one, due to the legal concept of “betterment”.

According to the LOLA petitioners, the state failed 
“to take proper steps to protect the bridge from 
vessel strikes [despite] longstanding knowledge that 
the bridge was not designed to withstand significant 
vessel contact, was inadequately protected from 
contact by vessels, and was poorly maintained 
such that the bridge was particularly vulnerable to 
catastrophic failure.

“Starting in at least 2003, a working group 
comprised of members of the US Coast Guard and 
American Waterways Operators warned the state 
of Maryland that the Key Bridge was vulnerable 
to ship strikes. That committee made specific 
recommendations to enhance bridge safety, which 
went ignored for decades.

“Indeed, the very construction methods of the 
bridge — with non-redundant steel superstructure 
on pin and rocker bearings and hollow pier columns 
— was specifically designed to be light enough to be 
supported by light concrete foundations but with 
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the consequence that it was known to be prone to 
complete collapse in the event of significant external 
contact,” said the LOLA petitioners.

The state denied it bears comparative fault for the 
bridge disaster.

Comparative fault allegation against 
Brawner Builders

The plan to partly blame Maryland for the 
destruction of the bridge by the Dali will generate 
headlines, but it will likely not be as controversial 
as the second comparative-fault allegation, which 
“may” target Brawner Builders.

Seven employees of Brawner Builders were doing 
bridge repairs at the time of the allision. Six were 
killed and one was injured but survived when the 
structure collapsed.

Their families are seeking damages for pain, suffering, 
emotional distress “and all other damages applicable 
under the law”. They are each seeking “damages far 
in excess of the value of the vessel”, implying total 
potential damages far in excess of $308m.

According to Synergy and Grace Ocean, “there may be 
issues of comparative fault” related to Brawn Builders 
“based on its failure to adequately equip its employees 
to receive prompt warning and/or evacuation 
assistance in the event of an emergency on the bridge”.

Brawn Builders denied it bears any comparative 
fault.

Arguments on fully bifurcated trial

The LOLA petitioners argued that “they are strongly 
of the view that it would be unhelpful to stay all 

discovery relating to damages until after liability 
issues are resolved. Particularly with respect to the 
claim by the state of Maryland, the damages issues 
are certain to be complex.

“If discovery is stayed... there is a substantial 
risk that critical evidence will be lost. Witnesses’ 
memories will fade and third parties may not retain 
relevant documents and information.”

In addition, the petitioners argued that they 
need sufficient discovery to “understand and 
properly analyse those claims” and weigh possible 
settlements. A stay on discovery would effectively 
guarantee that parties could not begin negotiating a 
settlement until after the phase-one trial was over.

The claimants rejected these arguments, 
maintaining that until the LOLA issue is resolved, 
“there is no realistic path toward resolution” of 
claims — an assertion that has since proven to 
be incorrect, given the settlement of the federal 
government’s civil suit.

Claimants also argued that under the US legal code, 
claimants have the right to “common-law remedies 
in a non-admiralty court, the most important of 
which is trial by jury on all non-limitation issues”. If 
Bredar rules on comparative-fault issues “within the 
limitation action, it would deprive a claimant of its 
right... to have a jury determine that issue in a non-
admiralty court”.

Claimants also argued that deciding the state of 
Maryland’s comparative fault within phase one 
“would improperly infringe of the state’s 11th 
Amendment sovereign immunity”. That amendment 
limits federal courts from hearing suits brought 
against states “by citizens of subjects of a 
foreign state”.

Alternative fuel bunker fleet sees newbuildings 
and retrofits boost
NEWBUILDING contracts for liquefied natural gas 
bunkering vessels have substantially increased this 
year, while the dedicated methanol bunkering vessel 
fleet is growing with new ships and from the retrofit 
of existing chemical tankers.

Almost half of all bunker vessel newbuildings 
ordered this year have been contracted for LNG 
bunkering operations. 

Carlos Guerrero, global market leader for gas carriers at 
BV, told Lloyd’s List that interest in LNG returned after 
gas markets began to stabilise during the first quarter 
of 2023, after the invasion of Ukraine the previous year 
saw LNG pricing reach $2,000 per tonne.  

“There was a feeling that the maritime industry had 
lost interest in LNG — but since pricing normalised 
to become closer to conventional fuels, we have seen 
much more ordering of dual-fuel LNG cargo vessels, 
as owners appear to have changed their minds on 
methanol,” said Guerrero.
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Meanwhile, orders for LNG bunkering vessels have 
increased significantly this year, following low levels 
of orders in 2022 and 2023.

“We have seen more interest in LNG bunkering 
newbuildings and most ships ordered have long-
term contracts. This year, we will have record 
demand for LNG bunkering — but this will grow 
significantly in the coming years,” said Guerrero.

Orders for LNG bunkering vessels placed this 
year included an 18,000 cu m ship contracted by 
Hercules Tanker Management in September at 
South Korea’s Hyundai Mipo Dockyard for delivery 
in 2027.

It is expected to be deployed in the Mediterranean. 
HTM is a new company set up by the chief executive 
of bunker fuel supply company Peninsula.

In August, Spain’s Ibaizabal Tankers signed 
a newbuilding contract with China’s Hudong-
Zhonghua Shipbuilding for one 18,600 cu m vessel.

It has been ordered for deployment with Total 
Energies Marine Fuels in the Mediterranean market. 

In July, UK-based Avenir LNG extended an earlier 
order for two 20,000 cu m LNG bunkering ships 
from CIMC Sinopacific Offshore & Engineering by 
one additional ship, with delivery in 2026. All three 
vessels will be operated by Vitol International and 
are expected to be deployed in Singapore.

Analysis of DNV Alternative Fuel Insight (AFI) data 
shows there are 57 LNG bunkering ships in service. 
They include seven non-propelled barges. A total of 
14 ships are currently on order.                    

Jason Stefanatos, global decarbonisation director at 
DNV, said the majority of LNG bunkering vessels are 
based in Asia and northern Europe. He told Lloyd’s 
List the strongest future fleet growth will be in 
the Mediterranean.

“There are two main drivers of LNG bunker 
fleet growth in Europe. With the Mediterranean 
becoming an emissions control area in 2025, this 
will provide a boost. Also FuelEU will regulate 
ports to provide LNG bunkering. We expect to see 
more and more vessels ordered for Europe,” said 
Stefanatos.

He notes while Singapore is the world’s largest 
bunkering port, the number of LNG bunker ships 
remains low, but more newbuildings are due to be 
deployed there within the next two years. 

North America has seen a big expansion in LNG 
bunkering in recent years, with Caribbean cruise 
vessel operators deploying more dual-fuel 
ships there.

In January, the converted chemical tanker Hai Gang 
Zhi Yuan (IMO: 9843663) was introduced at 
the port of Shanghai as China’s first methanol 
bunkering ship.

The 16,000 cu m vessel was retrofitted with a 
methanol transfer system at a Chinese shiprepair 
yard and is operated by Shanghai SIPG Group’s 
SIPG Energy Services Co. It is also being utilised to 
transport methanol within China. 

The 2021-built ship undertook its first bunkering 
operation in April, when it fuelled Maersk’s 16,000 
teu methanol dual-fuel newbuilding Astrid Maersk 
(IMO: 9948750).  

DNV’s AFI records that three methanol bunkering 
ships are in service, including Hai Gang Zhi Yuan. 
A total of 12 ships are on order, comprising 10 6,500 
dwt ships for Singapore-based Consort Bunkers and 
two vessels for Italy’s Fratelli Cosulich. All of these 
vessels are expected to be deployed at the port of 
Singapore.        

Stefanatos said while there has been a shift away 
from the ordering of dual-fuel methanol cargoships, 
the fuel remains a valid option.

“Not one fuel fits all and, for some cases, methanol 
makes sense. So a bunker fleet will be needed, 
especially based on the number of methanol dual-
fuel newbuildings delivering in the next few years,” 
he added.

A methanol bunkering vessel is less complex than 
an LNG ship, while standard IMO 3-class chemical 
tankers can be relatively easy to convert, should 
demand for methanol fuel rise.

BV’s Guerrero notes that additional methanol 
bunkering newbuildings are at the development 
stage, while he also expects demand for chemical 
tanker conversions to increase.
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MARKETS 

What electric vehicles mean for oil demand 
and tanker markets
THE rapid uptake of electric vehicles has the 
potential to reshape global oil markets by 2030, new 
analysis shows, while injecting further change to 
already volatile tanker markets. 

By 2035 one in every two cars sold around the world 
will be electric, the International Energy Agency 
said in its annual World Energy Outlook released 
earlier this month.

“Globally, the adoption of electric vehicles is set to 
reduce oil demand by about 6m barrels per day by 
2030 and 13m barrels per day by 2035,” the 
IEA said.

“This is a key reason that a peak in global oil 
demand is projected by the end of this decade, based 
on today’s policy settings.”

World oil demand is forecast at 101.7m bpd in 2030, 
up from 99.1m bpd in 2023, then falling to 99.1m 
bpd by 2035. 

Demand for road transport fuels such as diesel and 
gasoline would rise 600,000 bpd over the next six 
years, to 43.3m bpd, the IEA estimates showed.

As EV adoption increased, demand would fall — to 
40.2m bpd by 2035 and 34.8m bpd in 2050.

The rise of EVs is particularly dynamic in China, 
which accounted for 60% of the world’s oil demand 
growth over the past decade, according to the IEA. 

The world’s biggest crude importer already sells 
electric cars that are cheaper than their conventional 
equivalents, the report said.

Half of the China’s new car sales this year were 
electric, a figure that will not be reached globally 
until after 2030 under IEA forecasts. 

Ten million of the world’s 17m EV sales this year 
were in China.

“The electrification of road transport — along with a 
vast high-speed rail network that competes with air 
travel and the use of LNG for trucks — is putting the 
brakes on increases in oil demand in China, which 
has long been the driving force of global growth in 
oil consumption,” the IEA report said.

Chinese oil demand is forecast to be just 1m bpd 
higher by 2030, at 17.4m bpd, falling to 16.4m bpd 
five years later.

Lower consumption of road transport fuels in the 
country was offset by a 1.5m bpd increase in demand for 
naphtha and LPG, used in petrochemical industries and 
for refinery feedstock, according to the IEA.

This global contraction in gasoline and diesel 
consumption by 2035 equates to a product tanker 
market that will soon be entirely dependent on fuel 
price arbitrages and geopolitics for growth.

Diesel and gasoline flows have recalibrated twice 
in three years, on Russian oil sanctions and Houthi 
attacks in the Red Sea. 

This has pushed tonne-mile demand to records and 
elevated freight rates, alongside a post-pandemic 
rebound in refined products shipped by sea.

Diesel and gasoil, along with gasoline and related 
blending components, accounted for 20% of 
seaborne tanker trade and just under half of all 
refined products shipments overage the past year, 
according to Vortexa data.

Oil and liquefied petroleum gas averaged 70m bpd 
according to Vortexa data, with diesel and gasoil at 
8m bpd and gasoline at 5.7m bpd.

Chinese imports of crude accounted for 9.78m bpd 
of the 40m bpd of seaborne crude trades. 

Despite the “peak oil” scenario painted by the IEA, 
the pace of EV uptake is so uncertain that global oil 
demand forecasts could alter by as much as 2m bpd.

If electric cars accounted for 50% of sales in six 
years’ time oil demand will be at 101m bpd, slightly 
above current levels, the IEA said.

But if sales comprised 40% of all cars sold, then 
oil demand forecasts in 2030 would be 103m bpd, 
adding 1.2m bpd to the forecast.

The IEA suggests there are “strong underlying 
reasons why EV sales are likely to continue to 
expand rapidly”, citing falling battery prices which 
lowered costs in the US by $10,000 last year. 
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The agency also cautioned that delays in rolling out 
charging infrastructure, which has also boosted the 
popularity of hybrid models, could slow 
sales growth.

“The adoption of EVs means a shift from a fossil 
fuel-based mobility system to one that relies much 
more on critical minerals, and a linking of the 
transport and power sectors,” the report said.

The EV forecasts also underscore the wider shift in 
energy demand, from oil to electricity.

Electricity demand from EVs would rise to 1000 
terrawatt hours by 2030, from today’s level of 115 
TWh, according to the IEA. That would account 
for 15% of all electricity demand growth over that 
period.

Global electricity demand rises from 26,000 TWh 
in 2023 to 50,000 TWh by 2035 under stated 
policies scenario.

TS Lines to raise up to $145m for fleet 
upgrade from Hong Kong IPO
TAIWANESE container carrier TS Lines has 
launched its long-awaited listing, aiming to raise 
up to HK$1.13bn (US$145m) through a Hong Kong 
flotation to fund fleet expansion.

The specialist in intra-Asia feeder services will 
offer approximately 250.9m shares, priced between 
HK$3.50 and HK$4.50 per share, with an expected 
listing date of November 1, according to a filing with 
the Hong Kong Stock Exchange.

This marks TS Lines’ third attempt at a listing, 
supported by a freight market uplifted by the 
Red Sea crisis. Previous efforts in October 
2022 and April 2023 were unsuccessful due to 
market downturns following the post-pandemic 
lockdown boom.

As the first Taiwanese carrier to be listed in 
Hong Kong, TS Lines has secured subscription 
commitments of $63.9m from cornerstone 
investors including Indigo Rainbow, Hung Chili, 
Worldwide Logistics, Metro Shine, Wang Yifen and 
Crane Movement.

The company intends to use the proceeds from the 
initial public offering for two 7,000 teu newbuildings 
ordered earlier this year, with the remainder 
earmarked for a vessel chartering contract, 
container leasing and general working capital 
requirements, according to the filing.

In addition to the two newbuildings, the Taipei-
based company also anticipates the delivery of a 
7,000 teu vessel by the end of 2024. It has also 
placed orders for two 4,300 teu and three 14,000 
teu new vessels, with deliveries expected in 2027.

At the end of April this year, TS Lines had a fleet 
of 46 vessels, including 36 owned vessels and 10 

chartered-in ships, with a capacity of 111,011 teu, and 
was ranked as the 21st-largest container shipping 
company globally.

The majority of the young fleet, which has an 
average age of 3.5 years, comprises small-sized 
vessels, each with a capacity of less than 2,000 teu, 
enabling access to most ports in the Asia-Pacific 
region.

By the end of April, TS Lines’ container shipping 
network covered 21 countries and regions, along 
with 56 major ports worldwide.

In the Asia-Pacific region, where it is primarily 
focused, the company operates services spanning 
16 countries and regions, particularly focusing on 
providing frequent services originating from the 
Greater Bay Area in China.

After operating in China for two decades, the 
Taiwanese carrier acknowledged that the tension 
between Taiwan and China could be a threat to 
business and market value.

After experiencing a gross loss of $33.8m in 2023 
due to declining freight rates and lower shipping 
volumes, TS Lines reported a $7m gross profit for 
the first four months of this year.
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Fortescue posts record first quarter iron ore 
shipments
FORTESCUE has reported record iron ore 
shipments for the first quarter of its new financial 
year, which runs from July 1 to June 30.

Shipments totalled 47.7m tonnes, which was up 4% 
on the same period last year. The Australian mining 
giant also reported 2% growth in iron ore mined, 
registering 57.1m tonnes versus 56.2m tonnes in 
1Q24.

That total includes a “strong performance” at the 
company’s Iron Bridge project, approximately 145 
km south of Port Hedland, Western Australia. 
Production started at the site in May 2023, with 
Fortescue planning to run Iron Bridge using only 
renewable energy by 2030.

The results represent a welcome strong start to the 
new financial year, after Fortescue missed its iron 
ore shipment estimates last year, finishing on 191.6m 
tonnes (400,000 tonnes short of the lower end of 
the range).

Fortescue has estimated iron ore shipments of 
190m-200m tonnes in 2024/2025, including 5m-9m 
tonnes from Iron Bridge.

The results come as China continues to import iron 
ore despite its declining steel output. A report from 
Reuters has suggested imports could reach record 
highs in October, potentially hitting 120m tonnes. 
The current record is 112.7m tonnes from July 2020.

Chinaland Shipping enters capesize sector 
with secondhand pair
BREAKBULK carrier Chinaland Shipping has 
moved into the capesize sector by taking on two 
secondhand vessels built in 2005.

The 174,398 dwt Chinafrie Luck (IMO: 9298480) 
and 175,000 dwt Chinafrie Happiness (IMO: 
9329447), both built by Shanghai Waigaoqiao 
Shipbuilding, joined the Chinese company’s fleet 
earlier this month.

Vessel databases show the ships were previously 
owned by UAE-based Lila Global and Taiwan’s 
China Maritime Transport, when they were named 
Lila Cochin and China Peace, respectively.

The new beneficial owner is unclear, but the 
registered owners have changed.

An official from Chinaland said the company 
operates the pair through long-term charters, 
without providing further details.

Chinaland stated the addition of the tonnage will 
serve its efforts to expand its international tramping 
business.

Lloyd’s List Intelligence vessel-tracking data shows 
that Chinafrie Luck departed from Zhoushan, 
China, on October 13 and has just exited the Strait of 
Malacca, with its AIS destination listed as the Cape 
of Good Hope.

Meanwhile, Chinafrie Happiness departed from 
Tangshan, China, on October 19 and is currently 
sailing in the South China Sea, with its destination 
shown as Cape Preston, Australia.

Chinaland currently controls a fleet of more than 
50 bulkers, totalling 3m dwt, primarily consisting 
of supramaxes and smaller vessels, according to its 
website.

It operates breakbulk cargo lines from Asia to the 
Persian Gulf, Red Sea, Mediterranean, Europe, 
Americas and Africa.

Globus buys two kamsarmaxes from chairman
GLOBUS Maritime, a Nasdaq-listed dry bulk carrier 
owner, has continued its expansion with a pair of 
secondhand kamsarmax acquisitions.

The vessels are being purchased from company 
founder and chairman, George Feidakis, whose son 

Athanasios is Globus’s chief executive.

The move is set to bring the fleet of Greece-based 
Globus to 10 bulkers by the end of the year, with two 
ultramax newbuildings still on order.
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The company has taken delivery of three ultramax 
newbuildings this year, the latest being the 64,000 
dwt GLBS Magic (IMO: 9972816), which was 
handed over just last month by builder Cosco KHI 
Ship Engineering.

The combined price that Globus has agreed to pay 
for the privately owned Feidakis vessels is $54m.

The majority of the purchase price is to be paid at 
delivery of the vessels, which is expected within the 
current quarter, and is expected to be funded from 
company cash.

The company has agreed to pay $27.5m for a 2016-
built kamsarmax and $26.5m for a slightly larger 
10-year-old vessel. Both vessels are fitted with 
scrubbers.

Under the deal, amounts of $18m and $17m are to 
be paid, respectively, as first instalments, while the 
remainder is due to be paid within the next year in 
one lump sum without incurring interest.

The two remaining ultramaxes on Globus’s 
orderbook are scheduled due to be delivered in 2026 
by Nihon Shipyard.

Port of Montreal braces for 24-hour strike
PORT workers at Montreal were set to strike on 
Sunday as longshoremen at the port remain without 
a collective bargaining agreement after the last one 
ran out on December 31, 2023.

The Maritime Employers Association, which acts as 
a representative for terminal operators and shipping 
companies in negotiations with the Port of Montreal 
Longshoremen’s Union and Canadian Union of 
Public Employees, said it received notice of a 
strike On Thursday.

Industrial action will halt all ship, rail and truck 
services at Montreal’s four container terminals 
and two dry bulk terminals between 0700 hrs 
on Sunday, October 27 and 0659 hrs on Monday, 
October 28. Liquid bulk handling and the Viterra 
grain terminal are not affected, the port said.

Negotiations for a new agreement between MEA 
and CUPE have been ongoing, but hit a significant 
stumbling block when longshore workers voted to 
reject the most recent pay offer on September 24 
with a more than 99.6% majority. They voted for so-
called “pressure tactics”, up to and including strike 
action too (close to 97.9%).

MEA said these “pressure tactics” applied by 
the union had created “significant operational 

problems”, which, together with other significant 
obstacles, are “seriously affecting stability and 
reliability at the Port of Montréal, as well as in the 
Quebec and Canadian supply chain”.

The agency said the uncertainty had contributed to 
a significant loss of cargo at the port, which is down 
24% since 2022, mainly to the benefit of US east 
coast ports.

Canadian Minister of Labour and Seniors, Steven 
MacKinnon, proposed the appointment of a 
special mediator to resume negotiations, free from 
pressure tactics from either side, for a 90-day 
period, to which the MEA said it has given “serious 
consideration”.

But CUPE has called on the federal government to 
“resist pressure from CEOs and their conservative 
allies, and not intervene in the labour dispute at 
the Port of Montréal”, citing the overwhelming 
vote in favour of strike action by more than 1,200 
dockworkers at the port.

The Montreal Port Authority said it “remains 
concerned about the impact of pressure tactics on 
the logistics chain and on the supply of goods and 
commodities for businesses and the public”.

IN OTHER NEWS  

Maritime data specialist 
CargoMetrics collapses
MARITIME data intelligence 
provider CargoMetrics 
Technologies has ceased trading 
and been put into liquidation. 

The Boston-based former hedge 
fund — which is estimated to have 
raised more than £30m ($38.9m) 
over five rounds of funding since 
its inception in 2010 alongside 
several high-profile industry 
investors — is understood to have 

ceased commercial operations 
on September 30 and is finalising 
the dissolution of the company. 

No official notice of the closure 
has been released, but Lloyd’s 
List understands that creditors 
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were sent notification of the 
company’s liquidation earlier this 
month.

Ruby to transfer ammonium nitrate in 
UK port after diplomatic limbo
OFT-JILTED ammonium nitrate 
carrier Ruby (IMO: 9626390) has 
found a UK port to transfer its 
cargo following a media storm 
and months of diplomatic limbo.

A spokesman for Malta-based 
owner Ruby Enterprise told 
Lloyd’s List the ship would shift 
the fertiliser to another vessel for 
delivery to several ports in Africa, 
adding he would give more details 
at the weekend.

Northern European countries 
refused the ship entry after 
widespread media coverage 
stoked baseless fears that its 
20,000 tonnes of ammonium 
nitrate could explode near a city.

Climate change increasingly 
challenging European ports
EUROPEAN ports are reporting 
increasing disruptions from 
climate change, a survey reveals.

The European Sea Ports 
Organisation’s annual 
environment report said climate 
change remained the biggest 
priority, followed by energy 
efficiency and air pollution, 
according to data from 83 ports 
in 21 countries.

ESPO said 64% of ports surveyed 
reporting climate-related 
operational challenges, up from 
47% last year.

LNG carriers and offshore projects 
keep Samsung Heavy profitable
SAMSUNG Heavy Industries has 
posted consecutive quarters 
of profitability, driven by the 
expansion of high-value-added 
ships, despite seasonal factors 
that reduced the number of 
working days.

In a stock exchange filing, SHI 
reported an operating profit of 
Won119bn ($87m) for the third 
quarter, a 58% increase from the 
corresponding period last year. 
This marks the shipbuilder’s 
seventh-consecutive profitable 
quarter, following its return to 
profitability in the first quarter of 
last year, after 22 quarters 
of losses.

The company attributed its 
consistent profitability to the 
growth in high-margin vessels, 
such as LNG carriers and floating 
LNG units.

Tug responsible for Trinidad and 
Tobago oil spill arrested in Angola
THE tug responsible for an oil 
spill which saw 50,000 barrels 
of oil washed up on the Trinidad 
and Tobago coastline has been 
arrested in Angola.

Tanzania-flagged, 1976-built Solo 
Creed (IMO: 7505994) was towing 
a barge called Gulfstream, which 
was thought to be carrying fuel 
oil to Guyana before it capsized 
off the Tobago coast in February 
2024, spilling thousands of 
barrels on to nearby beaches.

Efforts to locate Solo Creed had 
proved challenging. But the tug 
surfaced in Angola after it was 
arrested back in May 2024 for 
breaching the security perimeter 
of oil platforms. Open source 
journalism non-profit Bellingcat 
and the Trinidad and Tobago 
Guardian verified the location 
of Solo Creed using satellite 
imagery.

Armed pirates sail from Somali port, 
Eunavfor warns
A GROUP of armed pirates has 
left Somalia bound for the Indian 
Ocean, the European Naval Force 
has warned.

Eunavfor’s Operation Atalanta 
warned shipping that 13 pirates, 

armed with AK assault rifles and 
RPGs, had left the El Huur area 
of Somalia, just south of Hobyo 
Port.

Atalanta said it was “closely 
monitoring the situation” and 
advised vessels to report any 
incidents to the force’s Maritime 
Security Centre Horn of Africa or 
UK Maritime Trade Operations.
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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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