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Houthis seek to diversify LPG
shipments

b e e

THE Houthis are seeking to diversify liquified petroleum gas suppliers
to avoid exclusive reliance on Iran, according to vessel tracking data
from Lloyd’s List Intelligence and cargo flow data from commodities
and analytics provider Vortexa.

The gas is widely used by Yemeni households for cooking purposes,
making it an essential commodity for local consumption.

Multiple LPG carriers are known to have entered the port of Ras Isa
since the rebel faction commenced its onslaught against shipping in the
Red Sea in 2023.

Most took pains to switch off their Automatic Identification Systems
ahead of arrival, in an apparent bid to hide the origins of their cargoes.

The Houthis seized control of Yemeni capital Sanaa in 2014 and have
had a close relationship with Tehran throughout that time.

Iran has not only provided the drones and missiles used to attack
shipping but has also been Yemen’s only source of LPG for most of this
period.

However, a recent cargo imported from Algeria suggests the Houthis
are exploring other options.

LLI and Vortexa scrutinised all traceable shipments into the Houthi-
controlled port of Ras Isa since November 2023, when the militants
began their campaign against merchant tonnage.
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Twelve different LPG carriers called in Ras Isa over
that period, with 10 of them manipulating their AIS
signal in Middle East Gulf ahead of arrival.

This tactic is typically used to hide a cargo’s true
origin, which has usually been Iran.

Even one of the two vessels that did not manipulate
AIS data loaded its cargo via a ship-to-ship transfer
from a vessel that did.

The only LPG carrier where no obfuscation efforts
took place is the Panama-flagged, 2005-built Pasco
Odin (IMO: 9292101), which arrived in Ras Isa
earlier this month with about 21,400 tonnes of LPG
from Arzew, Algeria.

It also stands out as the only vessel in the sample
built this century.

In the year prior to the start of the Red Sea attacks,
imports into Ras Isa came from multiple countries,
including Algeria, Iraq and the US.

But until spring 2023, most LPG consumed in
Yemen originated domestically from Ma’rib, an
area controlled by the country’s internationally
recognised government (IRG).

However, the Houthis banned Ma'rib-origin
LPG in May 2023 in response to a price hike and
compensated through increased seaborne imports.

As Geneva-based humanitarian non-profit project
Acaps observed in a December 2023 report, the
move also had the happy side effect of depriving the
IRG of revenue.

Despite the US designation of the Houthis as a

terrorist organisation in January 2024, transactions
pertaining to oil and refined products and port
operations are still permitted.

But all ships discharging at Houthi-controlled ports
must undergo an inspection by the UN Verification
and Inspection Mechanism for Yemen in Djibouti
prior to arrival.

Four of the gas carriers that delivered cargo to Ras
Isa over the past 12 months are under US sanctions.

They include one very large gas carrier, Raha Gas
(IMO: 8818219), which was berthed in Ras Isa when
the US sanctioned it in August 2024.

Raha Gas was identified as blocked property of its
Marshall Islands-incorporated registered owner,
Arafat Shipping.

The vessel “shipped millions of dollars of LPG falsely
identified as having loaded in the United Arab
Emirates to Yemen” on behalf of US-sanctioned
Houthi financier Said al-Jamal and his network, the
US Office of Foreign Assets Control said.

Raha Gas appears to have manipulated its AIS
signal between May 16 and May 27, ahead of its
August delivery in Ras Isa.

It is unclear what documentation was presented to
UNVIM. But Ofac’s allegations suggest that Iranian
LPG is arriving at Djibouti with forged shipping
documents, as it often the case with sanctioned
cargoes.

UNVIM has been approached for comment.

EU sanctions set to target ‘high risk’ dark fleet

and Ukraine grain theft

THE NEXT round of EU sanctions includes a draft
target list of nearly 50 vessels engaged in what draft
EU documents describe as “irregular and high-risk
shipping practices” while carrying Russian oil or oil
products.

Draft EU sanctions, seen by Lloyd’s List, detail
the most significant attempt to date by EU states
to choke off Moscow’s oil revenue by targeting
individual ships and shipping companies.

While the draft text is yet to be signed off by
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governments and could yet be altered, there is
limited opposition to be expected from governments,
which earlier this month supported a European
Parliamentary resolution calling for more “targeted”
measures against Russia’s so-called shadow fleet.

The EU list of ships being targeted adds several
vessels already sanctioned by the US and the
UK, some of which were included in a crackdown
unveiled by the UK earlier this week.

However, the EU has also added several new targets
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including several more ships flagged by the London-
based Barbados Maritime Ship Registry which has
been rapidly taking in ships expunged from other
registries on the basis of sanctions or suspicious
activity.

The EU list of sanctioned vessels has been drafted
as part of the 15th round of measures aimed at
choking off Moscow’s oil revenue following the 2022
invasion of Ukraine. The package includes Chinese
firms involved in making drones for Russia as part
of a crackdown targeting 29 companies and 54
individuals.

The list of individuals includes Igor Ganin, who is
named as the general director of Prime Shipping, a
Russian company also named in the latest sanctions
list which operates a fleet of 27 vessels all currently
trading in the Black Sea.

The EU sanctions also target a Dutch trader, Niels
Troost, who is the sole shareholder of Paramount
Energy & Commodities and affiliated with Livna
Shipping. According to the EU draft document,
Troost, via these companies, has been trading
crude oil above the oil price cap and facilitating
circumvention of sanctions.

The EU sanctions also, for the first time, have
directly targeted ships on the ground that they were
involved in the theft of Ukraine grain. A total of four
ships are included on the basis that they have been
“operated in such a way as to contribute or support
actions or policies which undermine or threaten the
economic subsistence or food security of Ukraine,
such as the transport of stolen Ukrainian grain, or
the preservation of cultural heritage of Ukraine,
such as the transport of stolen Ukrainian cultural
goods”.

The inclusion follows multiple complaints by
Ukraine to the UN and the International Maritime
Organization specifically, detailing examples of
systematic grain theft from Ukrainian occupied
territories.

Assuming the latest EU sanctions package passes
with minimal dissent or changes, it will mark the
start of an expected tightening of EU measures
against Russia.

A more significant package will be proposed in
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January once Poland takes over the EU’s rotating
presidency from Hungary, whose Russia-friendly
leader has frequently delayed or blocked measures
that help Ukraine.

EU lawmakers approved the final structure of

the new European Commission earlier this week,
meaning that commission President Ursula von der
Leyen can start pushing her agenda from December
1.

EU Transport Commissioner-designate Apostolos
Tzitzikostas has already stated his intention to tackle
the growing risk associated with so-called *dark
fleet ships passing through European waters with
missing or inadequate insurance.

“If we have an accident we will have real issues to
deal with. So, I will push to make the requirement
of proof of marine insurance mandatory, so that this
way we can put the spotlight on suspicious vessels,”
he told the European Parliament during his hearing
last month.

EU states are understood to be considering
measures that would require disclosure of oil spill
insurance coverage from all vessels, including
audited financial statements of the insurer and a
credit rating by a reputable international rating
agency.

A non-binding European Parliamentary resolution
was passed earlier this month calling for more
enhanced EU-wide action to ensure stricter
enforcement and the expansion of existing
sanctions.

The resolution also called for “measures to restrict
the use of the English Channel by Russian ‘shadow
fleet’ vessels”.

* 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 Soveomflot, or Iran’s National Iranian
Tanker Co, and those already sanctioned.
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ANALYSIS

Piracy exposure increases in Somali basin
because of Red Sea diversions

THE reconfiguration of international shipping

lanes borne out of the situation in the Red Sea has
inadvertently led to a surge in traffic east of the coast
of Somalia, an area that has seen a resurgence in
piracy activity over the past year.

Eunavfor Atalanta, an EU maritime security
operation, said in a webinar hosted by BIMCO that
the increase in active ships throughout the Somali
basin and surrounding area has created more
possibilities for piracy attacks.

Vessel-tracking data from Lloyd’s List Intelligence
shows the number of ships sailing the international
shipping lane east of the former high-threat area
(2021 iteration) has doubled year on year as ships
have rerouted around the Cape of Good Hope to
avoid the Red Sea.

The monthly average number of transits of cargo-
carrying vessels from January to October 2023 was
305. During the same period in 2024 this figure is
624.

Increased traffic does create more opportunities
for pirates, but it is only part of the picture when
it comes to risk, explains Risk Intelligence head of
intelligence analysis Guy Wilson-Roberts.

“Risk is a more complicated calculation, including
the intentions of the pirates, their capabilities,

the opportunities for attacking vessels, as well as
the vulnerability of those vessels and any other
considerations such as naval forces,” he said.

Many of the vessels now plying the route through
the Indian Ocean are owned or operated by
mainstream carriers who are avoiding the Red
Sea. This increases the likelihood that protection
measures are employed and there is adherence to
best management practices.

“The target pool for Somali piracy has increased

in the Indian Ocean, however, many are taking
armed guards and are transiting at higher speeds
with higher freeboards, so these are less likely to be
targeted,” explains EOS Risk Group head of advisory
Martin Kelly.

Data provided by Eunavfor Atalanta shows that
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of the ships registered with the Maritime Security
Centre Horn of Africa, 74% of those that were
transiting the former HRA had armed guards on
board in October 2024, compared with about 41%
for the Somali coast area.

According to Atalanta no merchant ship that has
adhered to BMPs has been hijacked by pirates.

Somali piracy: a threat that never really
went away

Piracy-related incidents in the Somali basin were
almost zero throughout 2019 to mid-2023.

In November 2023, the pirates became more active,
with incidents of dhows being hijacked and used

as motherships to attack civilian vessels sailing
through the Indian Ocean.

Importantly, even when piracy in the region quieted
down it was never fully eradicated, and there

has always been the possibility of a resurgence if
the right opportunities and conditions presented
themselves.

“We assess that at least part of the resurgence we
saw from the end of last year into early this year
was due to a faulty assessment by the pirates that
maritime forces were deployed elsewhere,” said
Wilson-Roberts.

“The very active Indian Navy, as well as the
continuous presence of Eunavfor naval units, proved
that naval deterrence was still in place.”

Eunavfor said that more than 40 piracy-related
events have occurred in various part of the Indian
Ocean since November 2023.

It is not just vessels sailing in the Indian Ocean that
are at risk, but also those that operate in the Gulf of
Aden.

Traffic through this area has significantly reduced
since the Houthi’s began attacking merchant

shipping in November 2023.

Transits through the Bab el Mandeb are down about
60%, according to Lloyd’s List Intelligence data.
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Prior to the Houthi’s campaign of aggression, and
while Somali piracy was perceived to be a lower
threat, merchant ships were actually increasing
transits through the former HRA on voyages
unrelated to local trade.

Containerships were responsible for this uptick in
traffic, taking the shortcut between the northern
coast of Somalia and Socotra, an island belonging to
Yemen, on their voyages from Asia to Europe via the
Red Sea and vice versa.

The rerouting of box cargo flows around the Cape of
Good Hope has largely wiped out these transits and
has caused international transits through the former
HRA to plummet.

The vessels that do continue to opt for the slightly
more direct route between Socotra and the Somali
coast are now doing so with their Automatic
Identification System data disabled, likely to hide
their location.

Threat assessed as ‘moderate’

Eunavfor Atalanta has assessed the current piracy
threat as moderate, with attacks deemed to be a
realistic possibility.

Wilson-Roberts describes the threat of Somali
piracy as elevated, but with a declined trend.

“The Abdullah hijack showed that vessels can still
be boarded, held offshore Somalia, and ransoms

collected, so the basic conditions for piracy are still
present,” he said.

Bangladesh-flagged bulk carrier Abdullah (IMO:
9745598) was seized by Somali pirates in March this
year and released in April.

The situation on the ground does influence piracy
activity, and there have been changes ashore that
need to be considered, says Wilson-Roberts.

First, those previously engaged in piracy have found
employment elsewhere, both in legal and illegal
industries, so there are only an estimated two or
three pirate groups that are active. Second, law
enforcement by Somali authorities, both on land and
at sea, is improving.

Kelly sees increased piracy in the short term a
distinct possibility.

“While it seems there was a dip in piracy activity
in the middle of the year there is historically a
slowdown during the monsoon season as it’s not
possible for skiffs to operate,” said Kelly.

“We are expecting pirates to come back to play over
the next weeks and months.”

Atalanta has said that a review of the Abdullah
hijacking has indicated that the Somali pirates are
better armed and better organised than in the past.
Further, the success of this incident could encourage
more attempts.

P&I clubs take latest UK dark fleet sanctions in

their stride

PROTECTION & indemnity insurers have no strong
concerns over the latest round of UK sanctions
targeting the *dark fleet, according to senior sources
in the sector.

None of the vessels singled out are covered by any
International Group member, which covers 86% of
the world fleet, they point out.

Britain’s unilateral move, announced earlier this
week by foreign secretary David Lammy, is clearly
designed to ratchet up pressure on the Kremlin in
the wake of its invasion of Ukraine in 2022.

Sanctions have been applied to 30 more tankers
and two more marine insurers, bringing the total
number of ships listed by the Office of Financial
Sanctions Implementation to 73.
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That is nearly double the 39 vessels sanctioned by
the US and getting on for four times as many as the
19 sanctioned by the EU, as an official government
press release pointed out.

Alfastrakhovanie and VSK, both providers of
marine insurance to vessels shipping Russian
energy commodities, join Ingosstrakh as designated
entities.

Of the 12 marine mutuals that make up the IG, seven
are based in Britain, and collectively account for
about two-thirds of all IG entries by gross tonnage.

The only real reservation among club chiefs appears
to be the belief that if requirements become too
onerous for shipowners, they may choose to give
Russian business a swerve in all circumstances.
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Under restrictions agreed by the G7 in 2022 and
2023, insurers can write tankers lifting in Russia,
providing owners produce written attestation that
consignments comply with a set of specified price
ceilings.

These are currently set at $100 per barrel for refined
products, $60 per barrel for crude and $45 per
barrel for fuel oil.

The price cap is designed to hurt the fossil fuel
export-dependent Russian economy without choking
off the supply of oil to the West.

If tanker operators are unwilling to take Russia

fixtures of even compliant stems, that would defeat
the purpose of the mechanism in the first place.

But with current arrangements in place for nine
months, the situation is described as stable.

Tanker operators legitimately lifting Russian crude
know what the rules are and are sticking to them.

Clubs know the requirements that apply to them,
and can appeal to rulebooks voiding cover if owners
are knowingly in breach.

All IG affiliates are likely to observe any sanctions
stipulations to the letter.

MARKETS

Crude tanker cannibalisation of clean cargo

winds down (for now)

THERE have always been linkages between the
crude and product tanker freight markets. This year,
the two markets became even more intertwined.

The traditional transmitters between the two
markets are coated tankers that switch back and
forth between aframax crude trades and long
range one product tanker trades; and very large
crude carrier and suezmax newbuildings that carry
products from Asia to Europe on maiden voyages
out of the shipyard, cannibalising LR1 and LR2
volumes.

This year saw something different: an
unprecedented number of non-newbuilding VLCCs
and suezmaxes making a temporary switch to clean
trades, eating into LR1 and LR2 business in 3Q24.

“We ourselves were surprised to see how quickly
crude tankers were put into clean trades,” said Lars
Barstad, chief executive of VLCC owner Frontline,
on a conference call on Wednesday. “What this has
shown us is that the efficiency between asset classes
has increased.”

The big picture question going forward is: Was
this more of a one-off event caused by a confluence
of geopolitical events, or will crude and product
markets remain more connected by cargo
cannibalisation?

The more interrelated the two markets are, the
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shorter the duration that LR product tankers can
significantly outperform suezmaxes and VLCCs.

Fewer crude tankers carrying products

“There has been increased cannibalisation from
the crude tanker sector,” said Mikael Skov, chief
executive of product tanker owner Hafnia, during a
conference call on Wednesday.

“Due to the increasing disparity between earnings in
clean and dirty markets in Q2, some crude tankers,
despite high conversion costs, shifted to carrying
refined products.

“As a result, in Q3, suezmax and VLCC tankers
transported more diesel shipments from the Middle
East to Europe, a trade that is typically handled by
LR tonnage,” said Skov, who believes “we have seen
the worst of this cannibalisation”. Daily loading
data “shows an increasing number of crude tankers
switching back to dirty cargo after discharging CPP
[clean petroleum products]”.

Brokerage BRS said on Monday, “LR2 tonne-miles
surged in the first five months of the year but have
since been under downward pressure due to dirty-
to-clean switching. LR1s have also suffered from
this development.”

Now the pendulum has swung back in favour of the
crude freight market.
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“While tanker seasonality has been disappointing
so far during the fourth quarter, the earnings
trend has been diverging between crude and
products, with the former outperforming on a
relative basis, widening the earnings gap between
the two segments in favour of crude,” said BRS.
“Crude spot tanker Baltic [index] earnings so far in
4Q24 have risen by an average of 15% quarter on
quarter, while product tanker earnings have seen

a counterseasonal drop of 31% on average, driven
primarily by a sharp drop in LR earnings in the East
over the quarter.”

According to Barstad, “Obviously the clean market
is not offering the economics to compete with crude
now, so basically theyd rather switch back.”

Skov said, “We’re stepping out of the cannibalisation
from suezmaxes and VLCCs because of seasonal
market strength in crude tanker segments.”

LR1 and L2 rates have bounced back over the past
week but gains are from a low base.

According to Clarksons Securities, LR1 spot rates
averaged $16,400 per day as of Wednesday, up 9%
week on week but still down 22% month on month.
At this time last year, average LR1 spot rates were
more than twice as high, at $37,600 per day.

LR2 rates average $25,000 per day, up 26% week on
week but still down 13% month on month and 41%
year on year. Medium-range product tankers rates
are also weaker (for reasons unrelated to crude-
tanker cannibalisation), averaging $23,200 per day,
down 47% year on year.

The role of geopolitics in cargo
cannibalisation

Geopolitical factors have played a role in this year’s
widespread dirty-to-clean switching, and the
unwinding of those geopolitical factors would affect
future switching decisions.

The Russia-Ukraine war has hurt the VLCC

segment by redirecting Russian crude volumes from
Europe to Asia, with that long-haul route served

by aframaxes and suezmaxes, and more by shadow
tankers than mainstream tankers. Chinese and
Indian crude imports from Russia aboard aframaxes
and suezmaxes have supplanted Atlantic Basin
imports carried by VLCCs.

According to Barstad, Atlantic Basin crude
production is growing “but the challenge we have
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is that the incremental barrels are tending to stay
local: going to Europe to replace Russian barrels and
moving intra-regionally. There is a pretty stable flow
going from the Atlantic Basin to Asia, but there’s no
growth in those barrels.”

The resultant pressure on VLCC rates was one
driver of the switch to clean trades. Furthermore,
the demand for ships switching cargo types was
driven by the Russia-Ukraine war. The dirty tankers
switching to clean were serving Europe’s need to
replace Russian diesel.

A second geopolitical factor — the Red Sea crisis

— simultaneously came into play this year. The
longer voyage distance from the Middle East to
Europe around the Cape of Good Hope supported
LR1 and LR2 product tanker rates earlier this year,
further incentivising the switch by crude tankers to
products trades.

If the geopolitical landscape changes, perhaps due
pressure from the incoming Trump administration,
the incentives for dirty-to-clean switching would
change.

“Sanctions may be reversed fairly quickly if there is
a long-term solution to the situation with Russia and
Ukraine,” said Barstad. “That would push a lot of the
Atlantic Basin barrels to find another home, most
likely in Asia.”

That should support VLCC rates, disincentivising
future VLCC cannibalisation of LR1 and LR2
demand.

If the Red Sea crisis is resolved, tonne-miles would
decrease on the products side, a negative for rates, also
making it less likely that dirty tankers switch to clean.

As Clarksons Securities analyst Frode Morkedal noted
during the Hafnia conference call, “Diversions around
Africa increased average hauls, but a lot of those

extra tonne-miles might have gone to VLCCs and
suezmaxes. Maybe the reopening of the Suez Canal
would shift more cargoes back to product tankers.”

Whatever happens with world events, the future

of dirty-to-clean switching will be driven by “pure
economics”, said Barstad. “When the crude market
is subdued and you have a vessel with a cargo
history that gives you an opportunity to clean up at a
reasonable cost, you will do that.

“If clean markets suddenly rallied now, you would
get crude vessels to clean up again.”
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StealthGas enjoys premium from heavier

focus on Europe

STEALTHGAS, the Nasdaqg-listed owner and
operator of liquefied petroleum gas carriers, has
said the heightened risk of Houthi attacks against
shipping are among factors sustaining an arbitrage
between geographical segments in its market.

Greece-based StealthGas, which has reduced its fleet
to 27 LPG carriers on the water, traditionally split its
fleet evenly between Europe and the Far East.

During the past several quarters, however, it has
focused more on Europe as freight rates west of Suez
have commanded a premium over east of Suez.

The majority of its vessels — 19, or 60% of its fleet —
are trading in the region, particularly in north-west
Europe and in the Mediterranean, said company
chairman Michael Jolliffe.

Another five vessels were trading in the US and
Caribbean, five in Africa in some specialised trades
and just three in the Middle East and the Far East.
“We believe that in the short term, we will continue
to enjoy higher rates west of Suez as there continues
to be a shortage of suitable, well-maintained vessels
in Europe,” he said.

Since navigating in the Red Sea was “unsafe”, most
vessels would have to travel the longer distance
around the Cape of Good Hope to shift from east to
west.

“Due to the short-distance trade routes for small
LPG carriers, it is rare that cargoes are found for

these types of long-distance routes to make such a
voyage profitable,” Jolliffe said.

“It is therefore less likely that these arbitrages
between east and west will quickly fade by an influx
of vessels in the area.”

StealthGas focuses on regional trade and local
distribution of gas with voyages often as short as a
couple of days.

Its limited number of mid-sized vessels often
undertake intercontinental voyages, including the
US Gulf to Europe.

Houthi attacks had also had the effect of reducing
Middle East exports on larger vessels destined for
Europe, Jolliffe told a third-quarter earnings call.

Reflecting this, StealthGas’ handysize LPG carriers
were carrying increased US exports to Europe.

In addition, the company’s handies and medium
gas carriers were “increasingly engaging” in the
ammonia trades.

According to management, period rates for
pressurised vessels, such as those operated by
StealthGas, are at “historical highs”.

Revenues for the third quarter and first nine
months of the year increased by 16.7% and 13.2%
respectively, compared with the equivalent periods
last year, despite fewer vessels.

Carriers miss out on LPG bonanza

THE US Gulf-Japan LPG trade should be booming,
but a quirk of terminal pricing means carriers are
missing out.

Avance Gas chief executive Oystein Kalleklev said on
Wednesday that spot rates were unreasonably low
given the strong arbitrage to be had from carrying
gas from the US, where production and inventories
are high and domestic demand low, to Asia, where
demand and prices are higher.

The US-Chiba arbitrage averaged $240 per tonne

in the third quarter, compared with its five-year
average of $166 per tonne.
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But what should be a proxy for shipping demand has
not worked out. The same period saw average time
charter equivalent rates for very large gas carriers
drop to $33,700 per day, down from $56,000 per
day the previous quarter.

So where has all that money gone?

“Someone else has been able to extract the super
profit here, and that’s been the cargo owners,”
Kalleklev said in his 3Q24 earnings call, citing

research firm RBN Energy.

Terminals were packed with ships arriving from
the recovering Panama Canal and the Cape of
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Good Hope, as well as a glut of new ships, with 40
delivered last year. Terminal maintenance season
and Hurricane Beryl reduced lifting capacity on
shore.

Terminal fees shot up, from $0.06¢ per gallon

in 2021-2023 to as high as $0.30 per gallon in
September. (Kalleklev said it has since come down to
about $0.20 per gallon.)

Those with a contract to buy cargoes at the lower
price were the winners, as were terminals who could
charge far higher spot fees.

“Today the paradox is that both freight and the
terminal fees are around $0.20 per gallon,”
Kalleklev said.

“A crazy thing is that it’s the same cost of shipping
the LPG 100 ft from the shore terminal to the ship,
as it costs to ship that cargo from Houston to Japan,
which is 11,000 nautical miles.”

Changes to the Panama Canal booking system
means fewer ships are waiting to transit and voyages
are shorter.

“Despite having less growth in number of ships
coming to market, the tonne-mileage effect has
killed off the market and sent the super profit to
other actors in the industry,” Kalleklev said.

Kalleklev told investors the market would watch how
President Trump’s “maximum pressure 2.0” on Iran

would play out for LPG shipping.

Tighter sanctions on Iranian LPG could drive more
business from Iran to Saudi Arabia, and therefore
from the dark fleet to the “white” or compliant fleet,
which would help carriers.

These will not include Avance Gas, however. The
John Fredriksen-owned company on Wednesday
announced its plans to “close the shop” and return
its cash to investors, having sold the last four ships
in its fleet to Exmar.

Containership newbuilding orders placed in
2024 reach 3.8m teu of capacity

RECENT orders for containership newbuildings
have pushed total capacity ordered in 2024 to its
second highest on record, with the majority of
tonnage being of dual-fuel specification.

According to Clarksons Research, total
containership capacity ordered between the start of
2024 and the end of October reached 3.3m teu, more
than double that ordered in 2023, and second only
to the record set in 2021, when some 4.5m teu was
ordered across the year.

A total of 26 containership newbuildings with

a combined capacity of some 270,000 teu were
ordered in the month of October, Clarksons data
shows.

Since then, orders for a further 482,000 teu of
capacity provided by 33 ships have been reported by
liner operators and tonnage providers.

Orders placed in November included two 8,000 teu
ships penned by South Korean liner operator Korea
Marine Transport at HD Hyundai Samho and five
9,000 teu vessels contracted by Pacific International
Lines at China’s Hudong Zhonghua Shipbuilding.

Most noteworthy was Hapag-Lloyd’s much
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anticipated order for 12 mid-size, 9,200 teu, and 12
ultra-large, 16,800 teu, boxships. Earlier this month,
the Hamburg-based liner operator confirmed that
the orders were won by Chinese shipyards New
Times Shipbuilding and Yangzijiang Shipbuilding
respectively.

Meanwhile, South Korea’s HJ Shipbuilding &
Construction Co confirmed this week that it had
won a new order for four 7,900 teu boxships from an
undisclosed Europe-based shipowner.

The scrubber-fitted ships are understood to have
been ordered by a Greek shipowner. Earlier this
year four similar vessels, but to LNG dual-fuel
specification, were contracted by Greek non-
operating owner Navios.

Other significant boxship orders placed in November
included six 16,000 teu vessels, which were reported
by brokers to have been ordered by Maersk at
China’s Yangzijiang Shipbuilding.

The LNG dual-fuel ships are part of the second-
largest containership operator’s plans for 60
newbuildings to be in service by 2030. The majority
of this tonnage is set to be provided by long-term
chartered tonnage.
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In October, Maersk penned newbuilding contracts for
six similar vessels at South Korea’s Hanwha Ocean.

The high level of newbuilding orders this year has
been driven by liner operator’s need to replace
ageing tonnage with more efficient, and chiefly dual-
fuel, vessels as part of long-term carbon reduction
requirements.

While newbuilding contracting has reached its
second highest level since 2021, further orders for
newbuildings are expected to be placed.

Braemar container analyst Jonathan Roach told Lloyd’s
List; “The need for eco replacements has not gone away.
We expect more investment in the medium term.”

He said that with Red Sea diversions playing out in
2024, overcapacity was practically eradicated, while
earnings surged as did front loading.

“If the Red Sea opens, overcapacity will suddenly
become a decision driver. At this time of geopolitical
instability investment decisions may assume a long-
term closure of the Red Sea,” Roach said.

Pacific Basin orders methanol-powered
ultramax quartet in green push

HONG KONG-based Pacific Basin Shipping has placed
an order for four dual-fuel methanol ultramax dry
bulkers, in a push to develop commercially viable low-
emission vessels in this segment.

Pacific Basin said two of the 64,000 dwt vessels were
contracted jointly with Japan’s Imabari Shipbuilding
and its joint venture arm Nihon Shipyard, suggesting
the shipbuilders will have a stake in the newbuildings.

The other two ships were contracted with Japanese
trading giant Mitsui & Co.

All of them — capable of burning conventional fuel oil,
biofuel and green methanol — will be constructed by
Nihon Shipyard and are scheduled for delivery between
2028-2029.

Financial details were not disclosed, although a
methanol dual-fuel specification ultramax bulker is
estimated to have a price tag of around $40m, around
$5m higher than for its conventional fuel version.

The order caps a two and a half year joint development
project between the companies to create the dual-fuel
tonnage.

Nihon Shipyard will equip them with a newly optimised
hull design focused on fuel efficiency and the latest
engine technology. Upgrades to operational capabilities
and safety will also be incorporated, according to the
statement.

Orders for methanol-powered ultramax bulkers have
been rare so far. Before Pacific Basin, the only recorded
order was placed by Lemissoler Navigation in May this
year at CSSC Huangpu Wenchong Shipbuilding for four
65,000 dwt ships, with an option for another four.

Such dual-fuel propulsion systems are primarily used
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for larger dry bulkers, particularly kamsarmax vessels,
but their scale remains negligible compared to the
adoption of methanol fuel in the containership sector,
where trading routes are relatively fixed, making it
easier to secure fuel.

Pacific Basin said it also entered into a memorandum
of understanding with Mitsui & Co at the same time for
green methanol supply to enable the new ships upon
delivery.

“The company is in dialogue with several green fuel
suppliers and producers to develop its access to bio-
methanol and e-methanol, as well as biofuel (biodiesel).”

Through emission pooling, these newbuildings will
also help other conventionally-fuelled Pacific Basin
bulkers to comply with and even benefit from coming
FuelEU Maritime rules and expected emission-
cutting requirements from the International Maritime
Organization.

Chief executive Martin Fruergaard called the order a
major milestone in Pacific Basin’s plan to reach net zero
emissions by 2050.

“We are confident that the vessels’ design, specification
and quality will meet our cargo customers’ requirement
for safe, reliable and low-emission transport well into
the future.”

He added that this creates significant options for
Pacific Basin to expand through additional low-
emission newbuildings and long-term charters.

That said, the company remains committed

to acquiring modern second-hand handysize,
supramax and ultramax dry bulk carriers to renew
its fleet.
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ONE acquires stake in Indonesia terminal to
bolster Southeast Asia presence

OCEAN Network Express has acquired a minority
stake in the New Priok Container Terminal One in
Jakarta, Indonesia.

The container line stated that the acquisition
enhances its footprint in the regional supply chain
and secures its access to terminal capacity in a
pivotal region.

Situated in Jakarta, ONE’s third-largest volume
port in Southeast Asia, NPCT1 features an annual
capacity of 1.5m teu.

Built in 2016, the terminal can accommodate mega
containerships with its deep drafts and modern
equipment.

“A stake in this terminal ensures access to

capacity in a key gateway and supports our growth
ambitions,” said Hiroki Tsujii, global chief officer of
ONE’s product and network division.

As a joint venture of Japan’s three shipping giants,

ONE has been investing in its operations. Last
November, ONE acquired a 51% stake in each of
TraPac and Yusen Terminals and a 20% stake in
Rotterdam World Gateway.

TraPac and YTI are container terminal operators
and vessel stevedores that provide container
terminal services in Los Angeles and Oakland,
California. The two terminals have a combined
capacity of 4.3m teu.

RWG operates a highly automated container
terminal in the port of Rotterdam with an annual
capacity of 2.6m teu.

In September, ONE purchased five newbuilding
containerships from Seaspan, the New York-listed
tonnage provider said in filing on Wednesday.

These five new vessels are part of an order for six
13,000 teu new boxships that Seaspan finalised in
August.

IN OTHER NEWS

NorthStandard to become exclusive
reinsurer for Noord Nederlandsche
NORTHSTANDARD is to become
exclusive reinsurer for Noord
Nederlandsche P&l Club, the two
sides have announced in a joint
statement this morning.

An agreement signed in
Newcastle on Wednesday will
also allow the Dutch marine
mutual to offer certain additional
NorthStandard products to its
shipowner clients, although
further details were not
immediately specified.

NNPC was founded in Groningen
in 1937 and largely caters for the

northern European coastal sector.

Hapag-Lloyd signs long-term
methanol offtake agreement
HAPAG-LLOYD has agreed a green
methanol offtake deal with Chinese
clean energy company Goldwind.

The Hamburg-based container

line will take delivery of 250,000
tonnes of green methanol each
year, with volumes expected to be
delivered from 2026. The deal is for
a mixture of bio- and e-methanol,
Hapag-Lloyd said, and will save an
estimated 400,000 tonnes of CO2-
equivalent every year.

Chief executive Rolf Habben Jensen
said the deal meant his company
was “securing a significant
proportion of our requirements

for green fuels. This will bring us

an important step closer to our
goal of achieving net zero fleet
operations by 2045".
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Pollution per container has not
reduced in past six years, T&E finds
BOXSHIP pollution per container
is no lower than it was six years
ago, according to Transport &
Environment.

EU shipping emissions fell in
2023, probably because of a
fall in trade. New ships are also
more efficient thanks to better
technology.

But T&E analysis of EU shipping
data found that under real-

life conditions, Europe’s
containerships polluted just as
much on average as they did in
2018.
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Former Port of Auckland chief
executive guilty on health and safety
charges

FORMER Port of Auckland chief
executive Tony Gibson has been
found guilty in a New Zealand
court on health and safety
charges following the death of a
stevedore in 2020.

Pala’amo Kalati was killed at
the port in August 2020 when

a container fell on him. The
port was handed a NZ$500,000
(8294,000) fine in 2023 after
pleading guilty to two charges
under the Health and Safety

at Work Act, the New Zealand
Herald reported.

But Maritime NZ then brought
individual charges against
Gibson, who was chief executive
of the port at the time of Kalati’s
death, again under the Health and
Safety at Work Act 2015.

Schulte Group, Huayang and Xinhaina
establish joint venture for crew
training

SCHULTE Group, in collaboration
with its Chinese partners
Huayang Maritime Center Co
and Haikou Xinhaina Port and
Shipping Technology, launched a
joint venture in China, to provide
training for Chinese crews amid
the shipping industry’s energy
transition.

The joint venture BSM-HMC
Maritime Services, located in
Haikou, the capital city of Hainan
island, will supply highly trained
Chinese crew to Schulte Group’s
owned and managed vessels,
and also provide more talents to
the whole industry, the German
company said.

The global shortage of seafarers
is putting pressure on the
maritime industry, an issue which

Lloyd’s List | Daily Briefing Friday November 29, 2024

becomes even more pressing in
light of the green transition, said
Schulte Group, chief executive lan
Beveridge.
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Classified notices follow
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