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No imminent return to Red 
Sea for shipping despite Gaza 
ceasefire

THE Gaza ceasefire announced on Wednesday night has not altered 
the threat assessment for shipping in the Red Sea and will not spark an 
imminent return to Bab el Mandeb transits.

That was the view from senior naval officials and shipping executives 
on Thursday, as the industry weighed a tentative end to the war in 
Gaza against the continued threat to shipping posed by Houthi 
militants.

Shipping stocks in Asia and Europe fell slightly on Thursday on 
expectations that a ceasefire deal between Israel and Hamas would 
normalise shipping in the Red Sea, cooling elevated container freight 
rates and weighing on profits. However that immediate investor 
response is premature, according to shipowners.

Maersk, along with most other major container lines, have said it will 
only return to the Red Sea when it is safe to do so and an initial 
assessment of the ceasefire deal has done little to alter their current 
plans.

“It is still too early to speculate about timing,” a Maersk spokesperson 
confirmed.

Frontline chief executive Lars Barstad was similarly cautious about the 
prospect of any imminent re-routing, suggesting that it would be “a bit 
naive” to expect owners to put their seafarers at risk any time soon.
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While shipping lines are said to be closely 
monitoring developments, any return to the Red 
Sea would trigger a phased series of re-routings 
that would likely take several weeks to prepare 
and another 1-2 months before normal schedules 
were operational. 

An industry-wide return to the Red Sea would 
spark weeks of port congestion and disruption to 
global supply chains.

Senior liner executives therefore remain 
reluctant to countenance any such switch until 
there are significantly stronger indications that 
security concerns are addressed.

The consensus view from naval officials 
operating in the Red Sea was that the ceasefire, 
which is due to come into effect on Sunday, 
has not altered the underlying threat of Houthi 
attacks on commercial shipping.

“For the moment [our] threat assessment remains 
unchanged,” said a spokesperson for the EU 
Naval Forces Operation Aspides.

Other senior naval officials operating in the 
region told Lloyd’s List that despite the recent 
lull in Houthi attacks targeting commercial 
vessels, there was no actionable intelligence 
to suggest that the risk had diminished in any 
meaningful way.

Houthi militants have ostensibly justified their 
campaign as a defence of the Palestinian people 
and the rebel group has repeatedly threatened 
to continue these attacks until Israel ended its 
military campaign in Gaza that followed the 
October 7, 2023 Hamas-led attacks.

However, security and diplomatic experts have 
long warned that the Houthi threat would 
continue even in the event of a ceasefire and the 
militant group would be reluctant to cede the 
political leverage they have gained over the past 
year.

On Thursday there were already early signs that 
the Houthi narrative was shifting away from 
a support of Gaza to a defence of Yemen as a 
justification for a continued campaign targeting 
vessels.

While a Houthi statement pledged to continue 
operations until “the aggression on Gaza stops”, 
they also stated that they would “confront and 

deter any aggression against Yemen”, suggesting 
that a wider political set of demands was now 
evolving.

Meanwhile, just hours before the ceasefire 
was announced, the UN Security Council was 
continuing to warn that governments needed to 
do more to halt Houthi attacks, suggesting that 
key governments had no faith in the ceasefire 
alleviating Red Sea risks.

One year after adopting a text demanding that 
the Houthis immediately cease all attacks on 
merchant and commercial vessels in the Red 
Sea, the Security Council on Wednesday evening 
reiterated that demand in a new resolution and 
called for ongoing monitoring of the situation 
as these attacks continue with increasing 
sophistication. The Council also repeated 
demands for the crew of Galaxy Leader (IMO: 
9237307) to be released.

Speaking after the vote, the representative of the 
US stressed that, while the Houthis “have not 
heeded” the Council’s previous resolution on this 
matter, extending the reporting requirement — 
including “information on the weapons we all 
know Iran is supplying the Houthis” — would 
give the Council accurate, timely insights to 
guide its deliberations.

She added: “Attacks on any vessels in the Red 
Sea, regardless of origin or ownership, are 
entirely unacceptable; arguing otherwise risks 
legitimising clear violations of international law.”

Greece’s representative said: “Maritime security 
and freedom of navigation in the Red Sea is 
under extreme pressure. These attacks have a 
direct impact on us all.”

Maritime security is expected to further 
deteriorate, while the re-routing of shipping 
continues to favour safer, but costlier alternative 
routes. He therefore underlined the need to 
end the Houthis’ attacks “by looking into the 
origins of the use of advanced weapons and 
by preserving the applicability of the arms 
embargo”.
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WHAT TO WATCH 

War risk underwriters awaiting definitive 
Houthi stance on Gaza ceasefire
A STABLE ceasefire between Israel and Hamas has 
the potential to bring down war risk premiums for 
Red Sea transits, but only if the Houthi faction in 
Yemen ends its onslaught against merchant tonnage, 
according to market sources.

While most observers were hopeful for a positive 
impact, the situation could take an extended period 
before matters are clear, and any improvement is 
unlikely to be sudden, they added.

The two sides in the conflict in Gaza have tentatively 
agreed a truce in the fighting that began in October 
2023, according to widespread media reports.

A deal — centred on the return of Israeli hostages in 
exchange for the release of hundreds of Palestinian 
prisoners — could be in place as early as Sunday if 
the respective political leaderships sign off. There 
would thereafter be talks on a permanent peace.

However, the main issue for shipping is not the Gaza 
conflict itself, but the ongoing attacks against vessels 
commenced by the Yemeni rebels the following 
month, ostensibly in solidarity with Hamas.

In consequence, most shipowners have decided 
to give the region a swerve since then, eschewing 
quicker Suez Canal transits in favour of the safer, but 
far longer route round the Cape of Good Hope.

A widespread return to the Red Sea and Gulf of Aden 
is not expected until the picture is clearer.

The Houthis have been responsible for some big hits 
for marine insurers, including the hijack of car carrier 
Galaxy Leader (IMO: 9237307), which paid out last 
November after one year’s ‘deprivation of use’.

Ascot 5325 and Markel led the slip with 25% and 
20% slices respectively, with the rest of the cover 
spread around the market, including Swiss Re, Arch 
5399/5348, Skuld, Tokio Marine HCC International, 
and Ark 5377.

Other total losses include bulk carriers Rubymar 
(IMO: 9138898), Tutor (IMO: 9942627) and True 
Confidence (IMO: 9460784) and suezmax Sounion 
(IMO: 9312145), which was hit by a Houthi missile 
last August.

As far as is known publicly, Clive Washbourn’s 
managing general agent Navium took 100% of the 
risk on True Confidence, leaving it potentially on the 
hook for around $17m, offset by a sidecar deal with 
reinsurer Fidelis.

Likewise, Brit’s Keel consortium is understood to 
have had a 100% line on Delta Tankers-operated 
Sounion, likely worth somewhere between $35m 
and $55m. The ship was carrying 150,000 tonnes of 
Iraqi heavy crude, with Italy’s Generali leading the 
cargo war risk slip with a 50% line.

Losses have been so heavy that some senior 
marine insurance figures predict that hull war risk, 
normally a reliably profitable line, may represent 
an overall loss for the London market when the 
numbers are in for 2024.

A statement on a Houthi-affiliated website this 
morning proclaimed: “These operations will not 
stop until the aggression on Gaza stops. The Yemeni 
armed forces continue to affirm their readiness 
for any American or Israeli escalation, and they 
affirm that they will continue to perform their 
duties towards the Palestinian people and that their 
operations will not cease unless the aggression is 
stopped and the siege on the Gaza strip is lifted.” 

It is unclear whether the group would consider a 
ceasefire to constitute an end to aggression.

Earlier this week, underwriters argued that rates 
have fallen noticeably in in recent weeks, given the 
lack major casualties since Sounion, combined with 
speculation that a deal was in the offing.

Additional premiums were said to have come down 
to about 0.5% of hull value, well down on the 0.8% 
witnessed in the wake of the attack on the vessel.

Brokers this morning backed that information up, 
with some quotes coming in even lower, varying 
from 0.25% to 0.5% minus a 50% no claims bonus. 
But pricing tends to double if a vessel has links with 
Israel, the US or the UK.

Anders Hovelsrud, insurance director at Den Norske 
Krigsforsikring for Skib, said that the board at the 
Norwegian war risk mutual had decided not to quote 
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on the Red Sea at present, although it would like to 
return to doing so once conditions permit.

“However, our assessment aligns with the general 
sentiment that the threat to the maritime domain 
in the Red Sea remains unchanged, even though the 
intensity of attacks has lessened recently.

“A sustainable ceasefire in Gaza and subsequent 
increased regional stability is the primary 
prerequisite for us to consider reopening coverage 
for our members in that area.

“Feedback from our members suggests that they are 
not planning to resume transits in the Red Sea in 
the near future, regardless of whether we provide 
coverage or not.”

Louise Nevill, chief executive marine at Marsh, the 
world’s biggest marine broker, concurred. “We have 
not seen any change in what people are quoting as 
incidents are ongoing. The perception is that the 
Houthis will just find another reason to continue 
their attacks. Underwriters remain cautious at this 
time,” she said.

Munro Anderson of Pen Underwriting affiliate 
Vessel Protect told Lloyd’s List earlier this week that 
an independent declaration from the Houthis that 
they were ceasing all operations against commercial 
shipping would be a prerequisite for any marked 
impact on premiums.

A sustainable peace deal between Israel and Hamas 
would likely lower regional rates within the Eastern 
Mediterranean in the short to medium term, but a 
tangible lowering of rates within the Red Sea and 
Gulf of Aden without the Houthis calling off drone 
and missile strikes is unlikely, he added.

Given perennial tensions in the Middle East, the 
Red Sea has been a listed area for many years. 
But in periods of relative quiet, the APs were often 
levied at a nominal 0.1% of hull value or even waived 
altogether.

After the Houthis started their campaign against 
merchant tonnage, pricing hardened to around 
0.75% to 1% and thereafter gradually deflated, 
falling to about 0.65% at the start of June last year. 
It then moved up after the Sounion incident, prior to 
its recent softening.

Laura-May Scott, a partner in the global commercial 
disputes group at law firm Reed Smith said that 
shipping has faced increased risks and therefore 
higher insurance costs due to the escalation of 
violence and disruption of trade routes in the region. 
But while the potential ceasefire is a hopeful sign, it 
is not a guarantee of a return to stability.

“The announcement of a ceasefire is unlikely to 
cause an immediate reduction in these premiums, 
as insurers typically require a prolonged period 
of stability before adjusting risk assessments for 
pricing premiums. The situation remains fragile and 
uncertain.”

Shippers should continue to monitor developments 
and exercise due diligence and caution when 
operating in or near the conflict zone, she went on.

“Insureds should provide regular updates to insurers 
about operational plans in the region and maintain 
a high level of contact with insurers if issues arise, 
to protect and preserve any potential claim under a 
policy.”

Mike Phillips, a dispute resolution partner at Watson 
Farley & Williams, also expected a positive impact.

“That said, the Middle East conflict is deep rooted, 
with a long and tragic history of false dawns 
and setbacks, so any positive change in market 
behaviours is likely to be slow, cautious, and 
incremental.

“The market watches closely and even if all goes 
well, it will be weeks and months before the 
economic impacts are felt.”

First sanctioned Russia-trading tanker enters 
Shandong port during exemption window
THE first US-sanctioned tanker has been tracked 
entering a port in Shandong, following the 
Chinese province’s ban on such vessels as well as 
Washington’s latest designations in its biggest blow 
yet to Russian oil trades last week.

The Panama-flagged aframax Mermar (IMO: 
9231212) docked at Longkou on the northern 
Shandong Peninsula on January 15, having waited at 
anchorage for four days, according to vessel tracking 
data.
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The ship was among the nearly 160 tankers and 
other entities sanctioned by the US Treasury 
Department’s Office of Foreign Assets Control on 
January 10 for involvement in trading Russian oil.

Days earlier, state-owned Shandong Port Group 
issued a ban, requiring its ports to stop providing 
services to sanctioned vessels, especially those 
blacklisted by Ofac.

Lloyd’s List understands Mermar, carrying about 
755,000 barrels of crude from the Russian Far East 
port of Kozmino, was allowed to call at the port as 
it was within the Ofac grace period. The port group 
has been approached for comments.

Ofac issued a general license authorising 
transactions necessary for blocked vessels to offload 
cargo loaded before January 10, with activities 
permitted until 1201 hrs US Eastern Standard Time, 
February 27, 2025.

In addition to Mermar, eight other tankers 
sanctioned alongside it were anchored off 
Shandong’s coasts, with at least three aframax 
tankers appearing laden, based on their reported 
drafts.

They were Olia (IMO: 9268112) and Huihai Pacific 
(IMO: 9346732), also from Kozmino, currently off 
Yantai and Dongjiakou, respectively.

Another Far East Russia crude lifter from De Kastri, 
Viktor Titov (IMO: 9301407), was at outer anchorage 
off Qingdao.

Industry sources said sanctioned vessels would 

now be allowed to call at Shandong ports, provided 
they meet the US government’s general license 
requirements and had declared their arrivals to the 
port before the Ofac sanctions.

The four ships together carry close to 3m barrels of 
crude oil from Russia.

The industry is watching closely if these tankers can 
successfully discharge cargo, and more critically, 
where they head after offloading.

Expectations are building that these blacklisted 
tankers will be squeezed out of the mainstream 
market, boosting rates for compliant tonnage.

Meanwhile, concerns are growing that more ship-to-
ship transfers will be used to sustain the sanctioned 
trade, while alternatives are being sought to replace 
the designated vessels.

According to Vortexa, the latest round of US 
sanctions adds 77 aframaxes and 25 suezmaxes to 
the Ofac list, designating much of Russia’s primary 
crude fleet.

Its data shows that over 85% of Russian crude trips 
to Shandong in 2024 used now-sanctioned tankers, 
and last year, Shandong took 50% of Far East oil, the 
Federation’s main crude source for China.

“If Shandong’s ban takes immediate effect, these 
vessels may no longer be able to serve their 
Shandong customers, creating logistical challenges 
even for January-delivery cargoes,” Vortexa China 
oil market analyst Emma Li said in a report.

ANALYSIS 

Shipowners need to prove causal link before 
invoking force majeure, WFW warns
SHIPOWNERS need to establish a causal link 
between exceptional circumstances and their 
inability to perform contractual obligations before 
they can successfully invoke force majeure, a 
partner at Watson Farley & Williams has warned.

The analysis from the law firm’s Singapore-based 
partner Sumheet Malhotra came in a recently 
published analysis of a 2023 High Court case 
between PD Teesport and P&O North Sea Ferries, 
which found for the port operator.

The contract between the parties included a force 
majeure clause. This excused one or both parties 
from performing their obligations in the wake of 
unforeseeable events beyond their control.

However, litigation on such issues typically 
hinges on the express wording of the relevant 
provisions.

These will likely include an evidentiary burden 
of the party seeking to rely on force majeure, 
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which will need to show that a given event was 
causative of its inability to keep its side of the 
deal.

P&O North Sea Ferries had contracted with PD 
Teesport to use of the port in exchange for a fee, 
guaranteeing a minimum volume of throughput 
each year.

However, the ferry operator failed to meet this 
volume, and PD Teesport applied for a summary 
judgement for breach of contract.

P&O North Sea Ferries cited Brexit and Covid-19 as 
force majeure events. The company’s case rested on 
a contractual clause, which read: “If a force majeure 
event … prevents [the ferry operator] from importing 
or exporting units via a vessel…the relevant 
number of affected units shall be deducted from the 
minimum volume guarantee for the contract year in 
which the force majeure event occurs.”

The court found that while Brexit fell within the definition 
of a “circumstance beyond a party’s control”, two further 
conditions needed to be met before the clause could be 
engaged.

First, the force majeure event must not just be capable 
of affecting the port operator, but must actually have 
affected it; and second, the force majeure event must have 
caused the ferry operator to be unable to transport units.

However, P&O North Sea Ferries had not pleaded that a 
force majeure event affecting the port operator was the 
cause of its inability to transport the minimum volume 
and PD Teesport contended that neither Covid 19 nor 
Brexit had affected it. The court found for the port.

Intuitively, incidents such as earthquakes or tsunamis do 
come within the scope of force majeure, and pandemics 
are now often expressly included in wordings. But things 
are less clear on a range of other issues, Malhotra pointed 
out.

In principle, catch-all language such as 
“circumstances beyond a party’s control” could be 
equally applicable to wildfires or floods attributable 
to climate change.

However, many force majeure clauses also require 
that events be unforeseeable. Given that climate 
change is now a reality, there is an increasing risk 
courts will deem future climate change-driven 
events to be foreseeable.

Another flashpoint could be tariffs, especially where 
politicians announce their intention to introduce 
them during a victorious election campaign.

Courts generally do not hold economic hardship, 
or a mere increase in the cost of performing the 
contract, as a force majeure event.

As a result, the party seeking to rely on force 
majeure must be able to prove that the event it cites 
is the dominant and proximate cause of its inability 
to perform, and not some other reason.

This is not necessarily an easy task, and compiling 
evidence can be difficult. Lawyers for the other side 
will do their best to pick the reasoning apart.

Best practice is to collect evidence as soon as 
possible, illustrating precisely how operations 
have been affected by the event in question, with 
reference to the time damage occurred, the expected 
duration until this can be rectified and expected 
impact on operations going forwards.

“The solution is for parties to expressly spell out 
the specific event(s) that concern them in the 
force majeure language of the relevant contract, 
particularly where such events may have an impact 
on their performance as regards the specific 
industry or transaction in question,” said Malhotra.

US beefs up Russia bans with ‘mandatory’ 
secondary sanctions
THE US beefed up and entrenched its prohibitions 
on Russia on Wednesday, slapping secondary 
sanctions on almost 100 entities that were 
previously designated and adding over 150 new 
designations.

Among the entities now under secondary sanctions 
risk are insurer Sogaz, State Transport Leasing Co 

(GTLK), shipyard Zvezda, and Arctic LNG 2.

The entities, which were previously sanctioned 
pursuant to executive order 14024, are now also 
designated under EO 13662. Any person that 
facilitates “significant transactions” on or behalf 
of them could be subject to “mandatory secondary 
sanctions”, the US Treasury Department said.
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“The additional designation of these entities under 
EO 13662 adds substantial risk to any party doing 
business with them,” explained Manuel Levitt, 
senior associate at Washington DC-based law firm 
Miller & Chavelier.

Tuesday’s announcement came just days after 
the Biden administration announced the largest 
shipping sanctions crackdown in years, targeting 
over 180 vessels and dozens of entities, including 
Russian oil and gas producers and traders.

While the Biden administration is using its final 
days to launch a flurry of sanctions on Russia, the 
future of US policy under president-elect Donald 
Trump is unclear, with some expecting the incoming 
administration will seek to curb down prohibitions 
on Moscow.

However, the additional designations under EO 
13662 would make these harder to roll back because 
the Countering America’s Adversaries Through 
Sanctions Act, which passed in 2017, requires 
consent from both chambers of Congress for any 
removal.

In addition to targeting entities operating in Russia’s 
energy sector with the redesignations, the US 
also slapped the secondary sanctions on entities 
operating in Russia’s financial services sector and 
entities operating in Russia’s “defence and related 
material sector”.

The 150-plus individuals and entities sanctioned 
on Wednesday that were not previously designated 
include companies in Russia’s defence industry and 
those “supporting its military industrial base”, and 
“dozens of entities” helping Russia evade sanctions, 
the Treasury Department said.

“Today’s actions frustrate the Kremlin’s ability to 
circumvent our sanctions and get access to the goods 
they need to build weapons for their war of choice 
in Ukraine,” said deputy secretary of the treasury 
Wally Adeyemo.

“Today’s expansion of mandatory secondary 
sanctions will reduce Russia’s access to revenue and 
goods.”

MARKETS 

Elderly boxships still in service but scrapping 
should rebound when Red Sea reopens
THERE once was a time when executives of listed 
containership and tanker companies touted all 
the older tonnage about to be scrapped, promising 
lower capacity and higher rates. Environmental 
rules would force the old ships to the breakers, they 
maintained.

You do not hear much about this on conference calls 
anymore.

Older tankers found a new life as members of the 
shadow fleet serving Russia, Iran and Venezuela. 
Older containerships are sticking around for a 
different reason: The market has been too strong, 
first due to the supply chain crisis, now due to the 
Red Sea crisis.

The “buoyant market keeps oldies afloat, at least for 
now”, said Alphaliner in a report on Tuesday.

Healthy demand and rerouting around the Cape of 
Good Hope have “kept many older ships alive past 

the point that would see tonnage reach the end of life 
under normal circumstances”.

According to data from Alphaliner, only 80,950 
teu of containership capacity was scrapped last 
year, half the capacity in 2023 and the third-lowest 
total since 2007. The only two lower years for 
containership scrapping were 2021 and 2022, at the 
height of the pandemic boom.

The average age of containerships scrapped in 2024 
rose to just above 28.6 years, the oldest average age 
since 2008.

“The health of the market drives scrapping more 
than the technical health of ships,” explained 
Alphaliner.

“Age is nothing but a number and a container vessel 
can reach 30 or 35 years old, provided that its build 
quality is good and that an owner is willing to invest 
in the ship.”
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The data confirms how the market strength and 
weakness has driven containership scrapping over 
the past two decades.

Recycling volumes were very low and the average 
scrapping age was very high during the two periods 
when container shipping was very profitable: the 
China-driven boom of the 2000s and the past four 
years, amid the pandemic and Red Sea crisis.

Recycling volumes surged and average scrapping 
age plummeted during the mid-2010s, during a 
period of extreme overcapacity, price wars and the 
bankruptcy of Hanjin.

How scrapping could rebound

There is one scenario in which containership 
scrapping could rebound in 2025: if the Houthis 
confirm an end to attacks in the Red Sea following 
a ceasefire in the Israel-Hamas war, and container 
lines can safely resume transits via the Suez Canal.

Houthi attacks are down sharply. The last 
commercial vessel attack was on December 10, more 
than a month ago. Israel and Hamas agreed to a 
ceasefire on Wednesday.

Liner executives have previously stated that a 
sudden resumption of Red Sea transits would lead to 
overcapacity and a sharp drop in rates.

“Should the Suez route be again used from the 
second half of the year or earlier, the likely return 
of overcapacity — with 2m teu of new tonnage due 
to hit the water in 2025 — could trigger a surge in 
demolition sales, which could potentially more than 
double from their 2024 level,” said Alphaliner.

‘Oldies’ still sailing across the globe

The argument against older vessels is that they are 
much less fuel-efficient and emit more emissions 
than newer containerships, and are more of a safety 
risk.

But at this point, prior to a reopening of the Red Sea, 
the vintage fleet remains in full swing.

According to Seasearcher data from Lloyd’s List 
Intelligence, there are close to 1,500 containerships 
in operation that are 20 years or older. Of those, 59% 
are 20-24 years old, 32% are 25-29 years old, and 
9% are 30 years or older.

The 475 containerships in the 25- to 29-year range 
(built in 1996-2000) are still actively trading across 
the globe, albeit mostly focused on Asia, according 
to vessel-position data.

The oldest containership still pinging its location is 
the 1971-built, 150 teu Niaga Bahari (IMO: 7024457), 
operating in Indonesia over a half-century after it 
was constructed.

Australia reclaims share of record Chinese 
coal imports
CHINA imported a record amount of coal in 
2024, official customs data showed this week, 
with 542.7m tonnes imported during 2024.

That is up 14.4% from 474.42m tonnes in 2023. 
More than 430m tonnes of that coal was shipped 
by sea last year, an increase of 12% on the 
383m tonnes shipped by sea in 2023, data from 
shipbrokers BRS shows.

That rise looks even more healthy when looking 
at global seaborne coal volumes, which only 
increased 1.8% in 2024 on 2023’s figures.

China’s coal appetite has certainly recovered 
from the 2022 low of 293.32m tonnes, and so has 
capesize market share from Australia.

Australian exports to China were decimated 

following the informal ban imposed in 2020 
following political tension between the two.

The ban was lifted in 2023, and coal exports to 
China have begun to recover, though still not at 
the levels seen pre-ban.

Slowly but surely, Australia is beginning to 
recover its market share, particularly in the 
capesize segment.

BRS said capesize volumes to China from 
Australia surged by 386% from 2022 to 2024, 
climbing from 12.2m tonnes to 59.3m tonnes. 
That 2024 figure of 59.3m tonnes represents 66% 
of the total capesize coal imports into China, up 
from practically zero in 2022 and 58% in 2023.

While that is certainly encouraging news for 
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capesize owners in the Pacific basin, panamaxes 
are still the dominant vessel segment when it comes 
to Chinese coal imports, accounting for 59% of 
shipments into China.

Before 2020, the two segments substituted in for 
each other. When capes became too expensive, 
shipowners would switch to panamax fleets to 
transport coal, BRS said.

In the wake of the coal import ban being lifted 
though, owners tested the water with smaller vessel 
sizes, rather than sending the capes straight in, 

BRS said. This perhaps explains the unusually stark 
dominance of panamaxes over capesizes in the past 
couple of years.

But BRS said flat forward freight agreements for 
the first half of 2025 could support increased coal 
demand for capesizes in the Pacific basin.

The broker expects seaborne coal volumes into 
China to stabilise at around 400-420m tonnes. 
By squeezing the panamaxes, the broker predicts 
capesize coal demand to reach 60-65m tonnes in 
2025.

BDI down for third day running after mini-
recovery
THE Baltic Dry Index marked a third day of losses 
in a row on January 16, after a mini revival since the 
January 8 low of 966 points.

The BDI hit 1,023 points on Thursday January 16, 
down 40 points on the previous day and 48 points 
on the same day last month.

Those three days of losses take the BDI to within 30 
points of the 1,000 line, which it has dipped below 
twice in the past 30 days.

This poor performance is indicative of what Xclusiv 
Shipbrokers described as a “lacklustre” dry bulk 
market ahead of Chinese New Year.

There is, of course, an aspect of seasonality at 
play. The BDI always dips at the start of the year, 
especially at the end of January and early February 
in the run up to the Chinese New Year public 
holiday.

But for comparison, the BDI stood at 1,324 points on 
January 16, 2024, a 22% decrease.

The panamax and supramax segments continue to 
struggle. The Baltic Panamax Index arrested seven 
straight days of losses with a two-point increase on 
January 16, but the slide since 3Q24 is plain to see.

Earnings are down 15% in the sector, with the 
Baltic’s time charter average standing at $8,060 per 
day (down from $9,548 per day on January 6, 2025).

Things are no better in the supramax index either, 
which has continued its slide from late-October 

2024 into the new year.

But the poor performance of both segments is 
nothing new. As is so often the case in the dry bulk 
sector, it is the capesize segment that is driving the 
narrative.

The capesize time charter average climbed to 
$16,226 per day on January 13 from $12,514 on 
January 8, but the recovery has stalled and even 
begun a descent in the last three days.

Bad weather and a reduced supply of tonnage in 
the North Atlantic led to upward momentum on 
major routes, shipbroker BRS said. But as the broker 
made clear, those gains were still a far cry from the 
segment’s performance this time last year and the 
market is closer to 2023 levels.

BRS dry bulk broker Christopher Skelton pointed to 
weaker commodity appetite from China at the start 
of the year, when factories begin to slow down before 
the New Year celebration.

“It all adds up to too many vessels chasing too few 
cargoes in the spot markets, and the drop on larger 
segments had a cascading effect on the smaller 
segments,” he told Lloyd’s List.

Skelton pointed to the usual poor performance of 
the first quarter (though it rarely follows a fourth 
quarter as poor as 2024’s) but said the recovery 
post-Chinese New Year would largely depend on 
broader macroeconomic trends (particularly Chinese 
industrial output) and any impact of strained China-
US trade relations.
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Singapore breaks bunker sales record
BUNKER sales in Singapore registered a new high of 
54.92m tonnes in 2024, which is an increase of 6% 
on 2023’s figure.

The world’s biggest bunkering hub supplied more 
than a sixth of the total fuel used by global shipping 
last year, according to the Maritime and Port 
Authority of Singapore.

MPA said the increased uptake was partly down to 
continued Red Sea rerouting around the Cape of 
Good Hope.

Alternative bunker sales topped 1m tonnes for the 
first time, reaching 1.3m tonnes in 2024. The more 
than 100% increase on 2023’s figure was largely 
driven by biofuel blend sales, which grew from 
520,000 tonnes in 2023 to 880,000 tonnes in 2024.

The port’s bunker success follows a healthy year in 
terms of teu throughput too. Singapore registered 
a throughput of 41m teu. That’s up from 39m teu in 
2023, the Maritime and Port Authority of Singapore 
said, representing a 5% increase.

MPA said 90% of Singapore’s container throughput 
is for transhipment to other destinations, making it 
the largest transhipment hub in the world.

Annual vessel arrival gross tonnage grew by 0.6%, 
reaching a new record of 3.09bn gross tonnes in 
2023. Bulk carrier arrivals also hit a record high in 
2024.

Elsewhere, the Singapore Flag Registry surpassed 
100m gross tonnes for the first time in 2024, 
reaching 108m gt (up 8.5% from 99.6m in 2023).

Biofuels gaining ground but price and scarcity 
a risk
BIOFUELS’ moment is coming, but it may not last, 
according to DNV.

The class society said biofuels offered significant 
benefits in cutting emissions and complying with 
emissions rules like the Carbon Intensity Indicator, 
the EU Emissions Trading System, and FuelEU 
Maritime.

More than 60 ports have bunkered biofuel since 2015, 
with supply concentrated in Europe and East Asia.

“Biofuels present a promising decarbonisation option 
for shipowners, and it’s encouraging to see steady 
growth in the number of bunkering ports offering 
biofuels in recent years,” said DNV Maritime chief 
executive Knut Orbeck-Nilssen.

“However, the long-term future of the maritime biofuel 
market hinges on the availability of sustainable biomass 
at an affordable level, as well as competition with other 
sectors.”

Global production of liquid biofuels — ethanol, fatty acid 
methyl ester and hydrotreated vegetable oil — reached 
about 111m tonnes of oil equivalent in 2023, and 
biogases about 41m tonnes of oil equivalent.

Shipping uses a tiny share of this: 700,000 tonnes 
of oil equivalent, or 0.6% of global supply, while road 
transport consumes 98.9%. About half is bunkered in 
Singapore and Rotterdam.

Most demand from shipping today is voluntary. 
But upcoming GHG regulations from the EU and 
the International Maritime Organization are 
expected to increase the share.

“On the other hand, supply-side constraints such 
as sustainable feedstock scarcity, competition 
with other sectors and logistical challenges will 
negatively impact the size of the marine biofuel 
market,” DNV said.

DNV said interviews and surveys suggested 
technical challenges were also a factor to 
consider.

“The technical compatibility of FAME and 
HVO with onboard systems varies from ship 
to ship, making it essential to assess each case 
individually,” it said.

“FAME, in particular, poses some challenges 
compared to standard oil fuels, especially for 
stability (degradation), corrosivity, and cold f low 
properties.”

Industry feedback indicated few significant 
problems when using both blends and pure 
biofuels, provided the transition was well-
planned and executed.
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Trafigura carries first co-load of ammonia and 
LPG from US to Europe
TRAFIGURA shipped ammonia and LPG on 
the same vessel for the first time in a move the 
commodity trader said would help scale up low-
carbon ammonia supplies.

The Singapore-flagged, 2023-built, 30,108 dwt 
Green Power (IMO: 9927316) on Thursday 
completed a voyage from the US Gulf to Europe with 
ammonia and LPG in separate tanks.

Trafigura said the voyage was meant to show it could 
ship low-carbon ammonia — a promising alternative 
fuel for ships — to supply ports that might not need 
a full vessel load.

It said strict segregation requirements ensured no 
crossover of liquid, condensate or vapour (ammonia 
is highly toxic).

Trafigura head of ammonia and LPG Patricio Norris 
said Trafigura regularly carried LPG and ammonia 
from the US to Europe on similar ships.

“We can improve the economics for our customers 
and reduce emissions with fewer voyages by safely 

co-loading ammonia and LPG on the same vessel,” 
he said.

The ammonia was loaded on Green Power from CF 
Industries’ plant in Donaldsonville, Louisiana, and 
the LPG at Corpus Christi, Texas.

The ship crossed the Atlantic and discharged the 
LPG via ship-to-ship transfer in the Mediterranean, 
while the ammonia was discharged at Teesport for 
CF Industries UK.

The voyage required permission from the US Coast 
Guard plus a risk assessment and planning with 
the ports, shipowner and operator Purus, and STS 
company International Fender Providers.

Trafigura said it managed the first STS transfer of 
ammonia for CF Industries in July 2024.

CF Industries is working on a carbon capture and 
sequestration project at Donaldsonville that will 
let it produce low-carbon (blue) ammonia, which is 
expected to start up in 2025.

IN OTHER NEWS  

Falsely flagged, US-sanctioned tanker 
reportedly detained in Venezuela
VENEZUELAN military authorities 
have detained the US-sanctioned, 
falsely flagged medium range 
tanker Four Plus (IMO: 9203930), 
local media reported on Monday.

The vessel, which is falsely flying 
the Guyanese flag, allegedly 
entered Venezuela’s waters 
without the required authorisation, 
according to the reports, which 
cited a “multidisciplinary team” of 
Venezuelan authorities.   

The detention comes amid growing 
tensions between neighbouring 
Guyana and Venezuela. It is 
not clear whether Venezuelan 
authorities were aware that 
the vessel is not in fact legally 
registered in Guyana.

Bollinger Shipyards agrees $1m 
settlement to resolve alleged 
violations of False Claims Act
LOUISIANA-based shipbuilder 
Bollinger Shipyards has agreed 
to pay over $1m to resolve 
allegations that it violated 
the False Claims Act, the 
US Department of Justice 
announced on Wednesday.

There has been no determination 
of liability, and the claims 
resolved by the settlement are 
merely allegations, the DOJ 
noted.

The alleged violations took 
place between 2015-2020 when 
Bollinger was building fast-
response cutters for the US Coast 
Guard.

The DOJ alleged that Bollinger 
knowingly billed the coast guard 
for labour “provided by workers 
who were not eligible to work in 
the US,” which was prohibited 
under the shipyard’s contract with 
the coast guard.

Alexandratos succeeds Pateras 
as Hellenic Chamber of Shipping 
president
SHIPOWNER George 
Alexandratos has been elected as 
the new president of the Hellenic 
Chamber of Shipping, where he 
steps up from his previous role as 
vice-president.

The 51-year-old shipowner was 
elected on Thursday to replace 
George Pateras, who abruptly 
gave notice of his resignation just 
after Christmas.
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In his resignation letter, he wrote 
that he was stepping down from 
the presidency and from the 
board of directors for personal 
reasons and since then he has 
not expanded on the rationale 
behind the move.

South Korea labour ministry holds 
emergency talks with shipbuilding 
executives following another fatality
SOUTH Korea’s deputy 
labour minister has held an 
emergency meeting with the 
chief executives of the country’s 
major shipbuilders to address 
the prevention of accidents in the 
industry.

The meeting came a day after 
a fatal accident at HD Hyundai 
Heavy Industries’ Ulsan shipyard, 
where a motorcyclist, also an 
employee of the company, was 
killed when a trailer turning right 
collided with his motorcycle.

According to the union, the 
worker was following the trailer 
from the right when the collision 
occurred. The person died after 
being sent to hospital.

Looking to publish a judicial sale, public notice,  
court orders and recruitment? 
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