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Greek shipowners return to lift
Russia crude as oil price falls
below G7 cap

FALLING oil prices have seen a small group of Greek shipowners
tentatively return to shipping Russian crude, with at least eight cargoes
loaded over October and more seen this month, analysis by Lloyd’s List
using Vortexa commodities tracking data shows.

The price of Urals crude has fallen below the G7 price cap of $60 per
barrel for nine of the past 32 trading days from October 1 to November
13, according to price reporting agency Argus Media.

That has seen Greek operators resume lifting Urals from the Baltic
ports of Primorsk and Ust-Luga, as well as the Black Sea port of
Novorossiysk, Vortexa data shows.

Crude accounted for just over 24% of Russian-origin crude, fuel oil and
other refined products that tankers the world’s largest shipowning
nation lifted from the federation over October.

Under the G7 price cap imposed nearly two years ago, Western marine
service providers including shipowners, charterers, banks and insurers
cannot ship Russian cargoes to third countries unless the oil is sold
below the cap.

Since July 2023, Urals crude, which accounts for about two-thirds of
Russian exports, has largely priced above $60 per barrel except for
brief interludes over December and January earlier this year. This has
largely locked out compliant Western shipowners.
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Drop in oil price

Oil demand growth in China has seen global prices
drop in the past six weeks, pushing the already-
discounted price of Urals below the cap over October
and into November.

Some 7% of Russian crude was shipped on Greece-
owned ships, which comprised 21% of all tonnage
tracked calling at Russia over October, analysis of
vessel port callings by beneficial owner found.

(Analysis excludes Kazakh and CPC blends).

This is consistent with levels seen for most of 2024.
Greek-owned tonnage market share for Russian

oil exceeded more than 50% after Russian entered
Ukraine and before sanctions were put into effect.

Tankers from the so-called dark fleet* comprised
53% of all tanker tonnage calling at Russian ports,
also consistent with the past seven months.

Along with Russian-owned tankers, dark fleet

ships loaded more than 90% of Russian crude for
destinations including China, India and Tiirkiye.
That includes blends from Arctic and eastern
seaboard ports which have always priced above $60
per barrel.

Most of these dark fleet tankers are sailing with
unknown insurance.

Of the 359 tankers tracked calling at Russian ports,
123 had P&I marine insurance with the 12 clubs that
form the International Group of P&I Clubs, a proxy
for cap compliance. Those with the International
Group largely lifted diesel and gasoil, which is priced
well below the $100 per barrel threshold for refined
products.

All but a handful of those using fixed premium
marine insurance providers outside the group had
unknown providers. European and UK regulators
have moved in recent weeks to get a better handle on
the companies offering these services to dark fleet
ships. Steps suggested include contacting tankers
and asking for details as they sail through coastal
waters, including the Danish Strait and English
Channel.

About a dozen dark fleet tankers sail through these
chokepoints on a daily basis. However, there are
fears their age, poor technical oversight and lack of
effective insurance could leave coastal states liable
should there be an accident or breakdown.
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Unusually, one very large crude carrier, Atila (IMO:
9262754), is sailing for Aruba, in the southern
Caribbean Sea.

Given that Aruba is a well-known area for onsite
crude storage, this cargo is presumably heading
to storage. The load is 1.7m barrels of Urals crude,
according to Vortexa data.

The destination suggests that demand falls seen

in broader oil markets have extended to Russia, as
future oil prices are currently in backwardation and
do not support trading economics for storage.

Twenty-one sanctioned tankers lifted oil from
Russia over October, including 15 owned by Russian
government-controlled Sovcomflot, discharging
cargo at Chinese ports.

Most Greece-owned ships tracked in October were
seen shipping refined products.

Additionally, about 10m barrels of fuel oil was
shipped on Greece-owned ships, over October, data
show.

The average price of fuel oil shipped from the Black
Sea was $57 per barrel over October, Argus Media
data show. The price cap for these products is $45
per barrel.

Four tankers owned by the Alafouzous family

group, Nissos Paros (IMO: 9592290), Nissos Delos
(IMO: 9592305), Nissos Tinos (IMO: 9886782) and
Nissos Christiana (IMO: 9694658), shipped Urals to
Tiirkiye or India over October, Vortexa data show.

Adam Polemis’ suezmax tanker New Trust (IMO:
9274812), Oceania (IMO: 9905344) (managed

by Dynacom Tankers), Zeno I (IMO: 9247429)
(Charalambos Mylonas and family) and Fos Picasso
(IMO: 9379624) (Latsis group of companies) were
also tracked.

Baseline freight costs for shipping 80,000 tonnes of
crude on an aframax tanker from Novorossiysk to
India were assessed at $19.07 per tonne for the week
ending November 8, according to Argus Media.

The total freight cost was $56.25, according to
Argus, which appears to be a significant premium
compared with assessments on conventional routes.

The Baltic Exchange assesses freight costs for the

front month TD7 route, covering North Sea to
northwest Europe at $10.10 per tonne, and 26.43 per
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tonne for the TD25 (aframax shipping dirty fuel to
UK and northwest Europe from the US Gulf ) and
$13.86 for TD19 (cross-Mediterranean).

* Lloyd’s List defines a tanker as part of the dark
fleet if it is aged 15 years or over, anonymously
owned and/or has a corporate structure designed
to obfuscate beneficial ownership discovery, solely

deployed in sanctioned oil trades, and engaged
in one or more of the deceptive shipping practices
outlined in US State Department guidance issued
in May 2020. The figures exclude tankers tracked
to government-controlled shipping entities such
as Russia’s Sovcomflot, or Iran’s National Iranian
Tanker Co, and those already sanctioned.

WHAT TO WATCH

Former shipping minister calls on industry
to take action on sexual assault, harassment

and bullying

A SENIOR officer said it was time to highlight the
treatment women receive at sea, recounting how
she was raped twice during her long career, amid
constant objectification, sexual harassment and
bullying.

“I've come to know far too many relevant stories
just like mine, and it’s time to shine the light on
them,” said the women, speaking anonymously to
an audience at a charity event in London to discuss

seafarers’ mental health via a pre-recorded message.

The powerful testimony, in which the officer
revealed her shame led to self-harming and
contemplating jumping overboard, aims to jolt
senior maritime leaders and regulators into dealing
more rigorously about mental health issues for the
world’s 1.8m seafarers.

The Guild of Benevolence of the Institute of Marine
Engineering, Science & Technology held the event,
at which former shipping minister and now deputy
speaker of the House of Commons Nusrat Ghani
chided relevant UN regulators for their failure to
completely address sexual harassment and bullying
at sea.

“I was a little bit crestfallen to see that in this space
of mental health, sexual harassment, bullying and
sexual assault, there’s been quite a lot of dialogue
and agreements at a management level, but I
couldn’t find any successful cases,” she said at the
event.

“I couldn’t find any witness cases where men and

women had come forward and said: ‘A situation
that we were put in was out of our control. We went
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forward for some support, and it wasn’t career
ending.’

“I just thought, oh my God, in how many years we've
been speaking about this, obviously not enough,
because we would have shed more light on it, and
also the fact that didn’t have any positive cases.”

Both the International Maritime Organization
and the International Labour Organisation, which
oversee conventions and regulations relating to
maritime labour at sea, hadn’t used their time
effectively, she said.

Although they did “extraordinary work in this
space”, they had failed to organise data collection
and identify shortfalls and penalties, instead
concentrating on developing action points that were
already credible on land.

“Perhaps there’s an uncomfortability about talking
about sexual harassment, especially if it’s male-on-
male sexual harassment, but the more cases that we
can expose the sooner we can nip this in the bud and
make sure that younger seafarers aren’t discouraged
on coming on board a vessel for weeks, months, year
at a time.

“There’s a responsibility in all of us to talk about
these tricky, tricky issues.”

A pre-recording of an anonymous male UK seafarer
in his 60s who spent more than 30 years at sea was
also played at the event in which he described how
a senior cadet sexually assaulted him a month after
joining his first vessel.
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“This was a pattern repeated over a number
of months, till I told him to stop,” the seafarer
recounted.

“He did, but he was still a bully and horrible to work
with.”

His experience chimed with the Danish government
report that found those at sea aged under 30 were
most vulnerable to bullying.

Young people were “resilient to a point” and needed
to be shown compassion and leadership from older
workers.

There is a growing but uncoordinated body of
evidence via seafarers’ charities, government
reports, court cases and media reports about
harassment and bullying, especially directed at
women and the LGBTQ-plus community, and the
impact on the mental health of seafarers.

Ghani referenced a report from the Danish
government published in October 2023 that
found that one-sixth of 3,500 seafarers polled
had experienced or witnessed bullying or sexual
harassment.

“If that was one sixth of a workforce in any sector
on land that would be front and centre, and those
companies would be hauled in front of different
government departments and they would be
challenged on how theyre able to conduct business.

“But somehow, when it’s a shipping company and
it’s on board a vessel, we seem to have absolutely sea
blindness in that space.”

Women comprise less than 2% of the workforce at
sea, and the anonymous senior officer, who is still

employed on a vessel, said she was constantly told
that she did not belong.

“Another legacy I've carried through my whole
career is feeling like I have less skills and less
knowledge than my peers,” she said.

She also recalled that “a senior captain forced
himself upon me, doing things that I can’t even face
saying in this (recording) that have affected me my
whole life”.

On that same trip the chief engineer also harassed
her.

“One day, whilst on my way to start my watch, I had
to pass by the chief engineer’s cabin, only to find him
like naked and masturbating,” she said.

“He made a point to greet me hello as I passed at
the same time I passed his cabin every evening, and
the message was clear, as I was uncomfortable as he
wanted me to be,” she said.

She also battled “randy, drunken crew members who
tried to stroke my legs”, unwelcome gifts such as
vibrators and threw out her used sanitary products
overboard at night when nobody was watching,.

But she did recall a recent incident when a male
junior officer spoke up for a woman’s place on board
a ship and questioned prevailing attitudes.

“Ninety-eight percent of this industry is male and
(we need) strong male allies,” she said.

“Having these conversations can bring about real
change. We all need to be part of the change, and
men have a powerful voice in creating a more
inclusive maritime environment.”

The View: One year after the Galaxy Leader
hijack, it's time to free the crew

HODEIDAH has some way to go before its
reputation as a desirable holiday destination
matches that of Dubai. But the town does boast a
bizarre new tourist attraction.

Car carrier Galaxy Leader (IMO: 9237307) —
hijacked by Yemen’s Houthi insurgents exactly a year
ago next Tuesday — has been alongside at the port
for almost a year and is currently available for the
perusal of curious sightseers.
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The ship has been extensively redecorated with
pro-Islamist graffiti, which must make a dramatic
backdrop for those de rigueur selfies.

It has also featured in publicity stunt videos, and
last month hosted a religious celebration, with
local television broadcasting pictures of clearly
terrified seafarer hostages forced to watch a display
of traditional Yemeni knife dancing by way of
entertainment.
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Galaxy Leader is enduring this fate because it was
in the wrong place at the wrong time, transiting the
Red Sea at exactly the point at which the Houthis
decided to mount a display of solidarity for the
Hamas military campaign in Gaza.

That it is owned by UK-registered company Ray
Car Carriers, which is in turn partly owned by two
Israeli nationals, was enough to make it a target.

The presumption is that the ship had war risk cover
in place and will now be declared a constructive
total loss on grounds of deprivation of use for 12
months.

The hull is worth more than $40m and there have
been reports that it was insured for as much as
$65m. But marine insurance is there to pay out on
open-and-shut legitimate claims such as this and
will do so without the slightest quibble.

Of far greater concern ethically is the wellbeing
of the crew, thought to number 17 Filipinos, three
Ukrainians, two Bulgarians, two Mexicans and a
Romanian.

As far as can be ascertained, the kidnapped
mariners have been cooped up on Galaxy Leader
ever since it was captured.

They are allowed some degree of contact with their
families and are reportedly treated “as well as can be
expected in the circumstances”.

The trouble is, that formulation is one of hospital
English’s best-known ambiguous circumlocutions
and could mean just about anything in these
circumstances.

Given their nationalities, most of the seafarers will
be either Catholic or Orthodox Christians, at least
culturally if not by practice.

Footage suggests that they have been coerced into
wearing scarves bearing Muslim slogans, by way of
an organised humiliation. That alone is disturbing.

Moreover, concerns for their health are mounting.

A number of them have reportedly contracted
malaria and other physical illnesses, and a year of
enforced confinement in cramped quarters can only
have been injurious to their mental state.

The Houthis run a sophisticated media operation
and Lloyd’s List journalists are on the mailing list
for their press releases. They are also known to be
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both image conscious and PR savvy.

If anyone from their comms team is reading this,

we would echo the call of dozens of industry
organisations — including the International
Maritime Organization, BIMCO, the International
Chamber of Shipping and the World Shipping
Council — and urge the unconditional immediate
release of these prisoners, who are being detained in
flagrant breach of international law.

This would be a magnanimous gesture to mark the
impending anniversary, and after all, the ship itself
constitutes sufficient collateral to press Houthi
demands.

Alas, an appeal from this website is unlikely to have
much impact where the best efforts of diplomats
from the seafarers’ home countries have so far been
to no avail.

Publicity one-off
The seizure of Galaxy Leader seems to have been a
one-off for propaganda purposes.

It is notable that no further ships have been taken,
even as hundreds have been subjected to missile
and drone attacks, with several total losses and a
number of deaths.

There seems little prospect of an end to the Houthi
onslaught on merchant tonnage prior to a settlement
of the war in Gaza.

From a shipping perspective, that would be desirable
on a number of fronts.

Not least, it would permit a resumption of transits
through the Red Sea, the key approach to the Suez
Canal.

But an end to the fighting before it sparks wider
conflagration in the Middle East is in the wider
interests of all the people of the region and the
international community as well.

We have no specialist insight into how this might
be brought about, although we note speculation
that Israel’s hardline prime minister Benjamin
Netanyahu might be inclined to reach a deal as a
present for Donald Trump, a politician with whom
he is ideologically aligned.

But freedom for the crew of Galaxy Leader need not

wait until the expiry of broader hostilities. The time
for that to happen is now.
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ANALYSIS

Experts highlight challenges curbing China’s
green methanol progress

MASS production and cost reduction of “green”
methanol still face tremendous challenges even in
China, which is deemed to have the most potential,
an industry conference was told.

High feedstock prices, technological bottlenecks,
uncertain demand, lack of unified standards, and
even geopolitical instability are all constraining
accelerated development of this alternative fuel.

Experts from the energy, shipping, shipbuilding
and related sectors voiced these concerns at the
Shenzhen-Hong Kong Clean Energy Supply Chain
Workshop today, although they remain upbeat on
the outlook for green methanol.

The event was jointly hosted by the Hong Kong
Chamber of Shipping and the French classification
society Bureau Veritas to promote exchange and
collaboration between different stakeholders across
the green fuel supply chain.

Headwinds facing Chinese producers

While low-emission methanol investments in China
have exceeded Yuan4o0bn ($55.3bn) in total, the
vast majority of these projects are still at an early
stage, according to Xu Dong, chief expert at state-
owned CHN Energy.

Of over 100 known projects, only two are
operational, nine are under construction, and
another 10 are in planning. The rest remain at the
public disclosure or feasibility study phase.

Cost remains a key factor hampering production
ramp-up.

Xu said bio-methanol or e-methanol can only
compete with grey methanol, which now costs about
Yuan2,500 per tonne ($346) in China, when biomass
prices are below Yuan400 per tonne and green
electricity is Yuano.1-0.2 per kWh. But current
prices for both feedstocks are about twice the ideal
levels.

Grey methanol in China is produced predominantly
using coal.

It is difficult to further lower biomass costs,
including agricultural and forestry waste, due to
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limited supply, collection difficulties, and existing
mature end markets, Xu told Lloyd’s List on the
conference sidelines.

The technological bottlenecks of biomass
gasification, one route for bio-methanol production,
are also a major impediment to advancing many
methanol projects, said Kelly Zhou, China market
development director at Methanex, the world’s
largest methanol producer.

“The varying density and calorific value of biomass
affects the stability and efficiency of gasification,
making it hard for gasifiers to maintain over 300
days of continuous annual operation, which is also a
challenge,” she told the audience.

Zhou also highlighted issues around the carbon
dioxide used to produce e-methanol.

Under EU standards, the CO2 source must
be sustainable to ensure e-methanol’s carbon
neutrality.

This means CO2 must come from either biomass
combustion, certain EU-approved industrial
emissions, or expensive direct air capture, all of
which set a high bar for plants in China.

The EU is currently the only jurisdiction that has
established green methanol certification standards.

Xu said factors, such as trade wars and geopolitical
tensions can affect the pace, requirements and
outcome of product certification approvals at any
time, posing unpredictable business risks.

Nevertheless, the most important factor causing
producers to hesitate is, perhaps, the equivocating
buyers and their uncertain demand outlook.

“We need a commitment from downstream
shipowners to not just purchase, but buy a fixed
volume, because once a plant starts up, it can’t
produce 800 tonnes one year and then 600 tonnes
the next,” said Zhou.

“There must be sustained demand to incentivise
sustained supply-side production.”
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Stay optimistic
Yet shipowners also have their own dilemmas, for
obvious reasons.

The chicken-and-egg issue has been a tricky one,
with shipping firms citing insufficient green fuel
supply as a key reason for their reluctance to order
newbuildings capable of using novel propulsion
systems.

Another dampener is regulatory uncertainty.

The eventual global marketplace carbon pricing
mechanisms and fuel standards for shipping remain
unknowns, with ongoing debate at the International
Maritime Organization. While announced, the EU’s
decarbonisation rules for the industry also have
some ambiguous areas.

“These limit shipowners’ ability to make judgements
on [decarbonisation] trends,” said Roy Hu, senior
superintendent of fleet technical management at
Orient Overseas Container Line.

The subsidiary of state behemoth Cosco Shipping
will receive and operate seven 24,000 teu methanol-
fuelled boxships from 2026. Adopting the new

technology will also bring challenges in areas,
including main engine operations, crew training and
bunkering standards, Hu added.

“But in any case, development of these alternative
green energy sources is necessary and we absolutely
support it.”

Despite all the challenges, China’s green methanol
production, especially e-methanol, still has huge
potential as downstream demand gradually firms
up and China makes progress on its national
decarbonisation goals, said Xu from CHN Energy.

Zhou from Methanex believes China’ green
methanol market will definitely be the most
competitive globally in future, both in output and
pricing, given the country’s strengths in renewables
capacity and technology.

“If prices in China are unacceptable, then overseas
ones will only be more expensive.”

But she cautioned: “While staying optimistic, we
must maintain a sense of realism.”

Zemba confident shipping will deliver on

e-fuels this time

THE Zero Emission Maritime Buyers’ Alliance

is confident its second tender for green container
shipping services will succeed in its biggest goal this
time round.

The club of 40 green-minded freight buyers hopes
that pooling demand will give green fuel producers
and ocean carriers the confidence to invest in new,
costlier supply chains.

Its first tender got no bids from companies to use
e-fuels, supplies of which are still in their infancy
because of the technology’s huge cost.

But Zemba ocean and climate programme manager
Taylor Goelz told Lloyd’s List e-fuels were the most
scalable option for shipping, since the renewable
power used to make them has “essentially no scale
limitations”.

She said other options, such as biofuels made from
waste, were predicted to be far more difficult to

scale up amid competition from other industries and
worries over land use.
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“Because of the vast scalability of e-fuels, the fact
that renewable energy prices continue to drop, and
the potential to leverage demand for such fuels
across multiple sectors, we also view this in the long
run as among the most cost-effective solution sets
for decarbonising the maritime sector,” Goelz said.

Zemba did its homework after its first tender got no
e-fuel bids.

It teamed up with the Lloyd’s Register Maritime
Decarbonisation Hub to find out barriers to e-fuels
and ways around them to help design the next
tender.

The ‘request for information’ found e-methanol
would happen fastest, forecasting the equivalent of
220,000 tonnes of heavy fuel oil a year would be
available by 2027. It also found no e-LNG projects
with final investment decisions even by 2030.

Goelz said the insights gained from this ‘request for

information’ and conversations with its members
were fruitful.
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“We have confidence in the ability of the market to
deliver e-fuel-powered shipping at our preferred
volumes, on our stated timeline.”

To do this, Zemba made tweaks. It lengthened the
amount of time between the launch of the next
tender, in January 2025, and the expected delivery
of e-fuel shipping to two years later.

Goelz said this should give the industry and fuel
makers more time to prepare for matters such as
offtake agreements and arranging bunkering.

Longer contracts, of three to five years, would give
the those in the value chain the confidence to make
the longer-term investments need to support e-fuel
production and deployment.

Goelz said the group has updated its sustainability
framework, including tightening its rules on eligible
fuels, emission intensity calculation and its views on
additionality.

The latter refers to the principle that a green fuel
investment should add to global renewable capacity,
rather than competing with scarce existing supply.
If you were to make hydrogen without adding new
renewable power to make it, you would fail this test.

Zemba stands apart from other voluntary shipping
climate schemes in its aim to create green demand,
rather than supply.

Projects to build green capacity without first locking
in demand through offtake deals have suffered

in 2024, with several large-scale green hydrogen
plants quietly mothballed or scrapped for lack of
customers.

Energy and shipping watchers have long held that
voluntary schemes can go only so far, and global
regulation is needed to create predictable demand
and supply of future fuels by making fossil fuels
relatively more expensive.

‘Different feel’ to policy year justifies P&l rate

hikes, argues UK Club'’s

A “DIFFERENT feel” to the current policy year,
including ongoing pressure on the International
Group pool scheme, justifies a seventh successive
round of significant P&I rate hikes, an industry
audience has been told.

While the exact number of pool claims in the year to
date remains confidential, Lloyd’s List understands
there were 11 as of the end of October, more than in
the entire 2023-2024 policy year.

A number of other casualties remained just under
the $10m threshold and could still jump the barrier
if the claims deteriorate.

The comments from UK Club chief executive
Andrew Taylor were made as part of a panel
discussion at an event to discussion prospects for
the current renewal round, organised by marine
broker Lockton in London yesterday.

Also on the stage were Stale Hansen, his opposite
number at rival International Group Skuld, and
Houston-based Jana Byron, Lockton’s marine
practice leader.

“There is obviously a slightly different feel to this
year than there has been for the last two.
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Taylor

“It feels as if the large claims have returned across
the industry,” Taylor said.

“We are seeing a much more expensive pool than
we have done for a couple of years. The big question
around that is, what’s the norm?

“Is it this year and 2021 and 2020, or is it those two
years in between?”

While not definitively answering his own question,
Taylor contended that it would be imprudent

to assume that the two low-ball years would be
repeated shortly.

“Our assumptions around the pool will be at that
more elevated level. Obviously there are some very
significant claims, but just generally there seems to
be more by way of pool claims and more by way of
higher cost pool claims.”

Taylor’s words come after his marine mutual
unveiled a 6.5% general increase for the coming
renewal round in a circular to members, available on
its website.

In addition, all deductibles up to $50,000 will go up
by 10%, with a minimum increase of $1,000.
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“Encouragingly, the cost of the club’s own claims for
the first half of the 2024 policy year is lower than in
recent years,” the circular said. “In contrast, we have
seen a very active pool year so far, more akin to the
very expensive 2020 and 2021 years.”

The biggest pool claim will be in respect of Dali
(IMO: 9697428), the Singapore-flagged boxship
that brought down the Francis Scott Key bridge
in Baltimore after alliding with the structure last
March.

While the eventual cost of the claim cannot
currently be calculated, it will clearly be sizeable.

Indeed, the costs to date, primarily a settlement
with the US Department of Justice, are believed
already to have eaten up both direct insurer
Britannia’s $10m retention and the IG’s collective
$10m-$100m return, and entered the lower end of
the reinsurance layer.

There has also been claims inflation, albeit not at
the level of consumer price inflation, offset by good
investment returns.

UK Club joins the four other IG members that have
set out their renewal round stall to date, with Skuld
seeking 5% more, Steamship Mutual looking for 5%
across all classes of business; West imposing a 5%
general increase; and Gard seeking a targeted 4%
rise in premiums.

Gard, Skuld and Steamship Mutual all have
sufficient balance sheet strength to enable them to
give renewing entries substantial cashbacks, which
more than offset the higher premiums sought by that
trio of clubs.

Most commentators expect rate hikes next February
to cluster in the 5%-7.5% bracket, marking the
seventh success year of inflation-busting increases.
Modal average increases came in at 7.5% in 2020,
10% in 2021, 12.5% in 2022, 10% in 2023 and 7.5%
in 2024.

Rates will be adjusted separately to reflect any
changes in the cost of the International Group
reinsurance programme, which looks likely to rise
sharply in the wake of the Baltimore bridge collapse.

MARKETS

LNG shipping rates slump to historic lows —

and they're still falling

FREIGHT rates for LNG carriers have gone from
bad to worse to abysmal. LNG shipping spot rates
have sunk to record fourth-quarter lows and they’ve
yet to find a floor. Period rates are also falling.

“Rates are softening and they are down to low levels
we have never really seen in the fourth quarter
before,” said Oystein Kalleklev, chief executive of

Flex LNG, during a quarterly presentation this week.

Average steam-turbine carrier spot rates have fallen
to a mere $11,250 per day, down 55% month on
month, according to Clarksons Securities. At this
time last year, rates were 10 times higher: $111,667
per day.

Tri-fuel diesel-engine carrier spot rates are down
to $18,250 per day, down 53% month on month. In
mid-November 2023, they averaged $165,000 per
day.

Two-stroke engine (MEGI and XDF) carrier spot
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rates are down to $30,000 per day, declining 43%
month on month. Rates averaged $197,000 per day a
year ago, according to Clarksons data.

Most LNG carriers are on term contracts, not spot,
but period rates are following the same downward
trajectory as spot rates.

The Baltic Exchange’s latest assessment for three-
year period charters for two-stroke LNG carriers
was $62,700 per day, down 42% year on year. The
one-year period charter assessment has fallen to
$43,800 per day, down 57%. The six-month period
rate is only $30,800 per day, down 71% year on year.

The one-year period rate for two-stroke-engine
LNG carriers is now just $13,800 per day above the
average spot rate.

Why are freight rates this bad?

Kallaklev cited multiple reasons for the
exceptionally low freight rates.
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First, there are not enough LNG cargoes on the
water. LNG export volumes typically grow 6%-8%
per year, but increased just 1% this year, not because
of low demand, but due to low supply resulting from
bottlenecks in new liquefaction projects. “That’s one
explanation why the spot market is trading poorly,”
he said.

Second, Europe has high gas inventories heading
into the winter and there is no demand for LNG
carriers for floating storage. “If gas prices are in
contango, it can typically tie up 30-40 ships in
floating storage. This year we have high gas prices,
but they are not in contango, meaning you are
disincentivised from floating storage.”

Third, there are too many newbuildings being
delivered before the liquefaction projects they
were chartered against have come online, pushing
tonnage into the spot market.

“It’s really about the number of ships for delivery
this year,” said Kalleklev. There are 68 new LNG
ships coming out of the yards this year (including
those that have already entered service), 88 next
year, 84 in 2026, 81 in 2027, and 59 in 2028-2030,
according to Flex LNG.

“With ample liquidity in the spot market in terms of
number of ships, it’s not surprising to see charterers
leaning back and fixing ships on a spot basis rather
than term,” said Kalleklev.

In the first nine months of 2023, there were 157 spot
fixtures. In the first nine months of this year, there
were 278 — a 77% jump.

“We expect the market to stay poor for the
remainder of the year,” Kalleklev acknowledged. In
other words, this winter is a bust.

Steam-turbine fleet doomed to the breakers?

If there’s a silver lining in this slump, it could be
that the ageing fleet of steam-turbine LNG carriers
may finally head to the breakers. The caveat is that
this has been predicted for years by executives of
companies with non-steam-turbine fleets and it
hasn’t happened yet.

According to Flex LNG, there are 202 steam-turbine
LNG carriers on the water. Of those, 5% are 30 years
are older, 34% are 20-29 years old, 51% are 10-19
years old, and the remainder are under 10 years old.

The reason more haven’t been scrapped yet is
“because a lot of these steamships were fixed on 20-
to 25-year charters”, said Kalleklev.

Seventy-five of those charters expire within the
next 24 months, and Flex LNG predicted that 53 of
the ships with charters expiring in this period will
exit the fleet, either via scrapping or conversions
into floating storage and regasification units.
“These ships are now technically and commercially
obsolete,” Kalleklev maintained.

There is evidence that this process is beginning,
albeit very slowly.

A brokerage reported Thursday that the 2003-built
steam-turbine carrier BW Boston (IMO: 9230062)
has just been sold on an as-is-where-is basis in

the Middle East for around $35m. “A couple more
vessels of similar capacity are presently being
worked for sale into conversions projects,” it said.

“Whilst selling for conversion projects remains the
preferred avenue, the prospect of selling older, less-
efficient units for demolition is being given more
consideration,” said the brokerage, although it noted
that only three LNG carriers have been sold for
scrap so far this year.

China builds share of global newbuilding

orderbook to over 70%

CHINA's share of the global shipbuilding orderbook
is continuing to rise as it benefits from renewed
demand for new containerships and tankers, while
its main competitors struggle to add new capacity.

In the first 10 months of 2024, the Chinese
shipbuilding sector increased its share of total
orders placed worldwide to 74%, up from 63% in
2023, according to Xclusiv Shipbrokers data.

Lloyd's List | Daily Briefing Monday November 18, 2024

China’s success in attracting new orders has been
so strong that it now commands a 71% share of the
total cargo carrying vessel newbuilding orderbook,
up from 65% in 2023.

Xclusiv Shipbrokers analyst Dimitris Roumeliotis
told Lloyd’s List that a number of factors have
combined to ensure China’s continued dominance in
shipbuilding in 2024.
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“Chinese shipyards have significantly improved their
capabilities and competitiveness, shifting their focus
from low-value-added vessels to high-value-added
and low-carbon ship types,” said Roumeliotis.

This strategic shift has enabled them to attract
orders for complex vessels such as large-scale vehicle
carriers and liquefied natural gas carriers.

“Second, Chinese shipyards offer competitive pricing
compared with South Korean and Japanese yards,
making them an attractive option for shipowners
seeking cost-effective solutions.

“Finally, China’s vast shipbuilding industry, with a
larger number of active shipyards, provides greater
flexibility and capacity to meet the growing demand
for new vessels. These factors have collectively
contributed to China’s dominance in the global
shipbuilding market.

Since China’s accession to the World Trade
Organisation in 2000, its shipbuilding industry
experienced substantial growth. The number of
shipyards in China peaked at 342 in 2008. The
global financial crisis saw a big dowturn in orders
globally and led to numerous shipyard bankruptcies
and ultimately industry restructuring.

As of today, there are some some 175 active
shipyards involved in merchant vessel ship
construction.

“China has solidified its position as the world’s
leading shipbuilding nation for the past 14 years.
The country’s shipbuilding industry has continued
to thrive, with significant growth in deliveries, new
orders and orderbooks, even after the challenges
posed by the pandemic.

“This demonstrates China’s resilience and
dominance in the global shipbuilding market,” said
Roumeliotis.

Chinese shipyards have dominated containership
and bulk carrier orders in 2024, securing 90% of
total boxship orders and 81% of bulker orders in ship
number terms this year.

According to Xclusiv Shipbrokers’ data, some 72% of
all tankers ordered this year were placed at Chinese
shipyards, while 44% of gas carrier newbuildings
were placed in China in 2024.

Given that China’s majority share of most merchant
vessel segments shows no sign of abating, the
European Union and the US government may try to
reduce China’s dominance in the future. However,
fears of possible tariffs on China-built ships have yet
to deter shipowners from ordering their vessels in
China.

Commenting on the upcoming appointment of
Donald Trump as US president, Roumeliotis said:
“Alongside imposing tariffs on Chinese goods,
Trump has often criticised China’s stronghold on
the shipbuilding industry, proposing a revival of US
shipbuilding.”

With China leading on shipbuilding volumes

and capacity, Roumeliotis said that redirecting
shipbuilding orders away from China would present
significant obstacles.

“China continues to lead the world in shipbuilding,
providing unmatched scale, efficiency and cost-
effectiveness. Although the Trump administration
might advocate for stricter regulations or tariffs on
Chinese-built ships, these measures are unlikely
to substantially alter the global shipbuilding
landscape.”

He believes that regardless of any potential
protectionist efforts in the future, shipowners and
investors will still favour Chinese shipyards for
their competitive pricing and robust production
capabilities

ONE brings shipmanagement function in-
house with Seaspan joint venture

OCEAN Network Express has confirmed the launch
of a new shipmanagement company in a partnership
with boxship tonnage provider Seaspan.

The new company, named Onesea Solutions, is
headquartered in Singapore and is jointly owned by
ONE and Seaspan.

ONE said Onesea Solutions will provide
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technical shipmanagement services for its owned
containerships that are provided by the container
line operators’ three Japanese owners, K-Line,
Mitsui OSK and K Line.

Additionally, Onesea Solutions will provide
management functions for Seaspan-owned ships
that are chartered in by ONE, which is the world’s
sixth-largest operator of containerships.
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While the number of ships which will transfer to the
new company has not been disclosed, at least three
vessels are already understood to have switched

to Onesea Solutions, according to Lloyd’s List
Intelligence data.

They are the 6,700 teu, NYK Line-owned, One
Maestro (IMO: 9415727) and Seaspan’s 8,000 teu
One Continuity (IMO: 9388352) and One Cosmos
(IMO: 9388340).

Seaspan fleet director Raman Handa has been
appointed as chief executive of Onesea Solutions.

“Onesea marks the evolution of the partnership
between ONE and Seaspan, as it seeks to harness
the unique strengths of each company in order

to create a high-performing enterprise in the
shipmanagement space,” said Handa.

ONE operates a fleet of almost 250 containerships
with 43 of these vessels being time-charterered from
Seaspan. Some 90 ships are owned by ONE via its
three Japanese owners.

Seaspan is the world’s largest provider of
containerships for the charter market and controls
a fleet of more than 150 containerships with a
combined capacity of some 1.8m teu.

In June, the Hong Kong-headquartered company
confirmed that it had signed newbuilding contracts
for 27 boxships of between 9,00 teu and 17,000 teu.
Some of these ships have been contracted for long-
term charter to ONE.

Previously a listed company, in 2023 a deal was
arranged by Seaspan’s parent company, Atlas Corp,
to take Seaspan private, with ONE becoming a
28.7% shareholder at the same time.

Container rate rebound loses momentum as

transpacific weakens

THE winning streak for the Shanghai Containerised
Freight Index has ended. After three weekly gains
in a row, the SCFI pulled back this week. The
composite index dipped 3% to 2,252 points.

Both the SCFI and Drewry’s World Container Index
(WCI) showed similar patterns in the prior weeks:
Asia-Europe spot rates rose while Asia-US rates
were flat. The new pattern: Asia-Europe spot rates
are flattening and transpacific spot rates are falling.

According to the SCFI, Shanghai-North Europe rates
declined 1% in the week ending Friday compared

to the prior week, to $5,024 per feu. Shanghai-
Mediterranean rates inched up 1% to $6,160 per feu.
Shanghai-US east coast rates dropped 4% to $5,062
per feu. Shanghai-US west coast rates suffered a
significant drop, down 12% to $4,181 per feu.

There are now rising concerns over a renewed

port strike at US east and Gulf coast ports starting
January 16. The dockworkers union walked away
from the negotiating table on Tuesday; the two sides
remain far apart on automation. There are reports
that US importers are already responding, by
moving cargo in early and shifting more toward the
west coast.

But the SCFT is not showing any effect yet on spot

rates. In fact, the Asia-US west coast lane is the
weakest of the four largest east-west trades.
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Spot rates still well above breakeven
The WCI, which tends to lag the SCFI, was flat for
the week ending Thursday.

The WCI Shanghai-Rotterdam index rose 2%

week on week, to $4,043 per feu. The Shanghai-
Genoa spot rate was unchanged at $4,400 per feu.
Shanghai-New York was assessed at $5,222 per feu,
also unchanged, and Shanghai-Los Angeles was
$4,700 per feu, down 2% versus the prior week.

According to Jefferies analyst Omar Nokta:

“Container freight rates have shown some signs
of easing, with the Asia-US west coast route, in
particular, showing some meaningful softness.”

However, rates are still in very profitable territory,
well above breakeven. “These rates remain elevated
from a historical perspective, with liner profits still
very high at these levels given their typical operating
costs of around $2,200 per feu,” said Nokta.

Will mid-month GRI be ‘sticky’?

The next market test: Will carriers be able to push
through the latest general rate increase, scheduled
for this Friday, and make it stick?

Xeneta’s daily spot-rate data shows evidence of the
GRI effects on both November 1 and this Friday.
Its Asia-Mediterranean assessment jumped 10% on
Friday versus Thursday, to $4,745 per feu, and its
Asia-North Europe assessment rose 3%, to $4,163

Page 12



per feu. The increases on Friday in Xeneta’s daily
assessments should show up in next week’s SCFI
and WCI.

Xeneta senior shipping analyst Emily Stausball told
Lloyd’s List: “Carriers have pushed through the
mid-month GRIs, despite a slight weakening in spot
rates following the substantial hike at the start of
the month. Once again, it is the Far East fronthaul
into the Mediterranean which is leading the way,
with stronger growth than into North Europe. This

negotiations for new long-term contracts and will be
closely monitoring how sticky the GRIs are.”

Commenting on the transpacific trades, Stausbeoll
said: “The market is still holding its breath to see
what impact the Trump tariffs could have if shippers
begin frontloading imports on a large scale. The
question now is whether fronthauls from the Far
East to US follow those into Europe with spot rate
increases, especially given the possibility tariffs and
strike threat.”

comes as many European shippers are locked in

IN OTHER NEWS

US sanctions over a dozen ships
linked to assassinated Syrian
businessman and Iranian oil
WASHINGTON sanctioned 26
ships, entities and individuals
on Thursday in connection with
shipments of Iranian oil and
the Al Qatirji Company, a Syrian
conglomerate linked with the
Islamic State (ISIS) and the
Islamic Revolutionary Guards
Corps.

The announcement, which
mirrored similar allegations
against the Al-Qatirji Company
made by Israeli security officials,
points to the growing co-
operation between the IRGC

and business groups linked with
terrorist organisations such as
Hezbollah and the Houthis.

“Iran is increasingly relying

on key business partners like
the Al-Qatirji Company to fund
its destabilising activities

and web of terrorist proxies
across the region,” said acting
undersecretary of the treasury
for terrorism and financial
intelligence Bradley Smith.

Xi inaugurates Chancay Port in Peru,
unveiling the China-Latin America
corridor

CHINA'S president Xi Jinping and
his Peruvian counterpart Dina
Boluarte on Thursday inaugurated
the mega port project in Chancay

via video link, launching the
first logistics hub operated by
a Chinese company in Latin
America.

During the launching ceremony in
Lima, Xi said that the deepwater
port serves as the starting point
for the new land-sea corridor
linking China and Latin America,
and also marks a significant

step for China’s Belt and Road
Initiative.

Boluarte stated that with the new
port, Peru would embark on a
transformation towards becoming
“a world-class technological and
industrial centre,” strategically
propelling the country’s link with
the Asia-Pacific region.

US announces $580m in port grants
THE Biden administration has
announced plans to invest nearly
$580m in port grants that will go
towards 31 projects in 15 states
and one US territory.

The funds will come from the
Maritime Administration’s
(Marad) Port Infrastructure
Development Program, which
received $2.25bn from the
Bipartisan Infrastructure Law of
2022.

The programme provides
“planning support, capital
funding, and project management
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assistance to improve the
capacity and efficiency of ports”,
Marad said in a statement Friday.

Port of Montreal operations to
resume on Saturday

THE Canada Industrial Relations
Board has ordered operations at
the port of Montreal to resume
on Saturday, ending the work
stoppage that began on Monday
after employers locked out
dockworkers.

Work at British Columbia’s ports,
where a forepersons’ union was
locked out since November

4, was ordered to resume on
Thursday.

The CIRB order came after

the minister of labour Steve
MacKinnon intervened on
Tuesday to end work stoppages
affecting the nation’s major ports.
The minister instructed the CIRB
to order “the resumption of all
operations and functions” at the
ports, and to “assist the parties
by imposing final and binding
arbitration”.

Weak German economy hits trade at
Hamburg

TRADE at the Port of Hamburg
has decreased by 3% in the first
nine months of 2024, standing at
84m tonnes.

The port authority blamed a
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weak German economy on the Container throughput at the port

decrease in trade, as well as was fairly stable for the first three
the conflicts in the Red Sea and quarters of 2024, down 0.4% on
Ukraine. last year at 5.8m teu.

Classified notices follow
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Looking to publish a judicial sale, public notice,
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