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Oman is rapidly becoming 
a hub for Russian shipping

THE Sultanate of Oman is rapidly becoming the destination of choice 
for ships previously registered to Russian interests seeking refuge from 
tightening regulatory requirements and sanctions compliance 
questions in other states.

Lloyd’s List has tracked more than 30 ships that have been moved to 
Oman registered companies and special purpose vehicles so far this 
year. Most retain links to Russian interests and many are understood 
to retain Russian beneficial ownership.

Ships previously registered to companies that were ultimately owned 
by Sovcomflot, Fesco, Volga Shipping and Prime Shipping, have all 
moved to Oman-registered companies this year.

A total of 16 former Sovcomflot-owned tankers that have been moved 
through a rapid succession of technical management and third-party 
operator companies, generally based out of Dubai, have all now been 
registered in Oman.

Previous registered ownership for these vessels, all of which are 
subject to Western sanctions, had been based out of a Seychelles 
network of companies up until August.

From mid-August onwards a series of Oman-registered entities were 
created, alongside the 100% shareholding registered investors in those 
companies, which have not published any details regarding their 
ownership.
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The only common contact detail for these vessels 
within Oman’s register of business interests is a 
Russian national whose name and date of birth 
matches a former employee of Sovcomflot.

Lloyd’s List has contacted the 
individual for comment.

In the case of 13 bulk carriers that have 
recently moved ownership, the route to 
Oman has come via subsidiaries of Sindbad 
Overseas, a growing Oman charterer which 
specialises in sale-and-leaseback arrangements 
as well as other types of assets globally.

Sindbad Overseas itself is ultimately owned 
the Middle East Gulf state’s sovereign wealth 
Saturn Fund, which has recently been 
active in buying out Russian shareholders 
across other sectors, notably mining.

In June, a Saturn subsidiary replaced 
sanctions-hit Russian firm Alrosa as a shareholder 
in Angola’s state-controlled diamond miner Catoca. 
Saturn also bought out Russian shareholders in 
Kazakhstan-registered Polymetal International, 
a mining firm that was active in Russia before 
it split its divisions earlier this year.

Sindbad itself has just completed a $190m bond 
issuance with the help of the newly formed 
Oman Investment Bank, which is chaired by 
the president of the country’s wealth fund.

While the influx of previously Russian-affiliated 
shipping assets into Oman registered vehicles has 
only started to take off this year, it’s attractiveness 
as a destination coincides with tightening 
sanctions scrutiny elsewhere in the region.

In their bid to mitigate sanctions risks, Russian 
businesses are looking for neutral jurisdictions 
with simplified capital requirements, which 
are friendly to non-residents. While United 
Arab Emirates has previously been the most 
popular destination to establish companies to 
house ships with Russian beneficial ownership, 
UAE banks have tightened their policy 
towards Russian clients since late last year.

According to one Russian lawyer who represents 
at least three businesses that have recently 
moved ownership structures to Oman, the 
Sultanate is significantly less integrated into the 
Western financial system than the UAE, which 
lowers the risk of accounts being blocked.

“The bankers are less strict than in the UAE 
and the process to establish corporate accounts 
and company registrations is very simple,” 
explained the Moscow-based lawyer who has 
moved several clients into Oman this year.

“When it comes to sanctions their compliance 
requirements are less strict than in the UAE, and 
to be honest they do not pay attention this.”

In recent years, trade links between Russia and 
Oman have significantly increased, driven by 
official visits, new agreements, and a strategic 
realignment of Oman’s foreign policy. In part 
that has been accelerated by Western sanctions 
which have created an opportunity for Oman 
to position itself as a key link in logistics chains 
between Russia, India, China and Africa. That has 
in turn attracted Russians to set up companies 
and settlement offices for transit operations and 
signing contracts and to handle commodities.

Meanwhile, the Omani coastline has also emerged as 
a hot spot for ship-to-ship transfers of Russian oil.

According to recently Lloyd’s List analysis ship-
to-ship transfers in the Gulf of Oman are enabling 
the transfer of Russian crude from a US Office 
of Foreign Assets Control-designated tankers 
to a non-Ofac-sanctioned tankers, which are 
then delivering cargoes to India and China.

* Lloyd’s List defines a tanker as being part of the 
Shadow Fleet if it engages in one or more deceptive 
shipping practices indicating that it is involved 
in the facilitation of sanctioned oil cargoes from 
Iran, Russia or Venezuela. Or it is sanctioned 
for participation in sanctioned oil trades or is 
sanctioned for links to a company that is sanctioned 
for facilitating the export of sanctioned oil.
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WHAT TO WATCH

Cost of green hydrogen rears its ugly head
AN E-FUEL future for merchant shipping is still 
just possible, but it faces substantial barriers.

In a recent report, Swiss turbocharger maker 
Acceleron argued scalable green hydrogen and 
e-fuels were beyond the direct reach and control 
of shipping or any other single industry.

The company, spun off from ABB in 2022, argued 
the success of the maritime energy transition 
hinged on a broader cross-sector energy transition.

E-fuels, made from renewable green hydrogen 
and captured CO2, would require between 
$1.2trn-$3trn in investment, depending on how 
much shipping must pay for the green hydrogen 
infrastructure underpinning the fuels.

Christoph Rofka, president of Acceleron’s medium- 
and low-speed products group, said only about 
38m tonnes of green hydrogen was in the pipeline, 
supported by just $320bn in investment.

“There’s hardly anything dedicated for shipping, and 
that’s the kind of deadlock we are in,” Rofka told a 
session at London International Shipping Week.

The company estimated maritime transport 
work would double by 2050, from 59.2trn to 
119.4trn tonne-miles, with energy consumption 
increasing 67.4% to 16 exajoules by 2050.

At the same time energy efficiency improvements 
of just 17% would fail to offset growing demand.

Meeting shipping’s carbon-neutral fuel needs by 
2050 would by a single fuel would require about:

• 333m tonnes of liquified natural gas or 
320m tonnes of e-methane annually

• 803m tonnes of green methanol, seven 
times current global production

• 859m tonnes of green ammonia, six times the 
current global total made from fossil fuels

• 596m tonnes of ethanol

• 374m tonnes of liquid biofuels.

Today 111m tonnes are available for all sectors, 
and 0.7m tonnes available for shipping, 
expected to grow to 2.8m tonnes by 2030

Green methanol and methane are made by 
combining green hydrogen (split from water using 
renewable electricity) with CO2 captured renewably.

Meeting shipping’s 2050 energy needs would 
mean 100m tonnes of green hydrogen feedstock 
for methanol, or 152m tonnes for ammonia.

Making e-methanol would also require 
1.1bn tonnes of CO2 from direct air capture, 
a technology still in its infancy.

E-methane, also known as synthetic or e-LNG, 
could be dropped into existing pipes, tanks and 
engines. But it still emits methane, a potent 
greenhouse gas. And while hydrogen, methanol 
and ammonia could be used in other industries, 
“it is unclear which sectors beyond shipping 
would use e-methane in a decarbonised world”.

The hydrogen supply would need an 
estimated 4,900 GW of renewable power for 
methanol, or 5,800 GW for ammonia.

This, coupled with the need for shore power, 
would have to be from new, dedicated green 
power plants, not from existing supplies.

“At the current pace of installation, the full 
decarbonisation of shipping with e-methanol 
or e-ammonia would absorb the current 
annual capacity of renewable electricity in 
eight to ten years,” Acceleron’s report said.

Uncertainty over fuel options fragmented demand, 
preventing any one green fuel from scaling up.

Acceleron said aggregating demand with 
other hard-to-abate industries, such as 
aviation, steel or cement making, could help 
provide the needed demand signals.

The International Maritime Organization’s 
Net-Zero Framework, if adopted next month, 
will only enter into force in March 2027 and 
its pricing incentives only in January 2028.
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“The IMO regulation can only set 
standards of achievement and funding 
in the billions,” the report said.

“Corresponding national energy incentives 
on both the supply and demand side will 
be critical to achieving the trillions in 
funding needed to catalyse green hydrogen 
production for all hard-to-abate sectors.”

But without global/regional regulatory 
alignment, the broader investment case 
for hydrogen remained fragmented.

“If global and regional regulations diverge, 
the demand base fragments, and capital 
cannot flow at the scale required.”

The UCL Shipping and Oceans Research group has 
said that if the IMO narrows potential rewards to 
only e-fuels, a-ammonia would be the cheapest 
path to compliance with the NZF long-term.

But the IMO’s rewards and emissions factors 
for alternative fuels have yet to be decided, 
and this process could take until 2027.

Michael Liebreich, an energy investor and prominent 
hydrogen sceptic, this week called for a “pragmatic 
climate reset”, which entailed focusing on “rapid 
and cheap progress, not technological purity”.

“40% of shipping goes away if we stop shipping 
coal and oil around the world,” Liebreich wrote.

“For the rest, LNG, biogas and streamlined 
operations can reduce emissions far more 
rapidly than ammonia or synthetic methanol.”

ANALYSIS

Shore power seen as Hong Kong’s ‘low-
hanging fruit’, but investors want backing
WAH Kwong NatPower Holdings is pressing 
ahead with plans to invest in shore power 
for Hong Kong’s port, but says the project 
will require stronger backing from the 
government, according to Wah Kwong Maritime 
Transport executive chairman Hing Chao.

The Hong Kong-based shipping group earlier 
this month announced the joint venture with 
UK ship-charging facility developer NatPower 
Marine to build shore power infrastructure across 
important Asian hubs, with its home city identified 
as the launch pad for the wider programme.

Hong Kong’s government first examined the 
idea of supplying cruiseships with onshore 
electricity more than a decade ago, but 
abandoned the plan on cost‑efficiency grounds, 
Chao told Lloyd’s List in an interview.

“Things have changed,” he said. “A lot of ships 
calling at Hong Kong — containerships, but 
particularly cruise vessels — are now able to go 
electric, as long as the charging facility is there.”

The initiative is also closely linked to the 
International Maritime Organization’s Net-Zero 

Framework, which incorporates a global carbon 
levy for ships that, if approved, would further 
encourage the use of shore power.

Chao described the technology as a “low‑hanging 
fruit” that Hong Kong must grasp if it is 
to maintain and strengthen its credentials 
as an international maritime centre.

One of the city’s advantages, he said, was its 
relatively clean electricity grid, which relies 
heavily on LNG and nuclear power.

Government figures show that in 2024, 55% of 
Hong Kong’s power generation came from LNG, 
24.5% from nuclear and other renewables, and 
just under 20% from coal, which regulators 
plan to phase out entirely by 2035.

Government support essential 

Still, installing shore power in one of the world’s 
most privatised container ports — 24 berths 
run by five terminal operators — adds layers of 
complexity absent in many other jurisdictions.
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Chao said Wah Kwong had already held multiple 
discussions with terminal operators, most of whom 
were “open” to the concept of electrification.

“They don’t necessarily want to put in the 
investment themselves. But if a business partner 
comes in with a solution, is able to put in capex, 
and also provide a ready‑made product, I 
think they are quite ready to work with us.”

Securing government buy‑in will be equally critical, 
he added, noting that Hong Kong has made “green 
port” development a formal policy objective.

However, concrete support has so far been thin.

Notably, the government mentioned no 
“shore power“ in chief executive John Lee’s 
2025 Policy Address last week, disappointing 
some in the local shipping community.

A source close to Wah Kwong NatPower 
Holdings said that rolling out shore power across 
the entire port of Hong Kong would require 
hundreds of millions of US dollars. Even if the 
investment were phased, it would still represent 
a significant capital risk for investors.

At current power prices and carbon levy structures, 
compliance costs for shore‑based electricity are 
estimated at up to 1.5 times those of green methanol.

“In many jurisdictions, governments bridge the 
gap through subsidies or exemptions from port, 
flag or docking fees,” the source said. “So they 
will need to finance something somewhere.”

Optimism despite hurdles

Despite the financial and regulatory 
obstacles, Chao remains positive.

“Everything is moving in the right direction based 
on the latest discussions we’ve had.” he insisted. “It’s 
not a question of if it will happen — only whether we 

can do it in the next few months, or next few years.”

The joint venture aims to have grid‑connected power 
installed in Hong Kong by 2026. It forms part of 
Chao’s broader strategy to diversify his business 
into new energy solutions for the maritime sector, 
as the industry faces mounting pressure from 
increasingly urgent decarbonisation requirements.

Wah Kwong also set up a new subsidiary, Venture 
Energy, in June to trade clean bunker fuels, 
targeting the supply of greener methanol next year.

 “As I increasingly look at every challenge 
Wah Kwong faces as a shipping company, 
I would like to turn a challenge into a 
business opportunity,” Chao said.

Yet in an era of mounting geopolitical uncertainty, 
moving into electrification and clean energy is 
both trend‑driven and a high‑stakes adventure.

The US pushback against the IMO’s proposed 
carbon levy illustrates the risks, though most 
in the industry doubt the Net‑Zero Framework 
will be vetoed in next month’s vote.

From a commercial perspective, Chao said 
he is unconcerned about the outcome.

“If the framework fails to go through, shipping’s 
decarbonisation rules will likely splinter,” 
he said. “Whether countries like China or 
other major jurisdictions introduce EU‑style 
measures and further fragment the regulatory 
landscape — that could well happen.”

But the underlying demand for 
decarbonisation solutions will not disappear, 
even if the mix shifts, Chao argued.

“LNG may become more prominent as a transition 
fuel, while demand for green methanol slows. 
But Venture Energy can still play a role in 
making LNG more available, for example.”

China Maritime Code can be tougher than 
Hague-Visby Rules, warns Gard
CHINA’S legal framework for cargo claims reflects 
domestic standards that can be tougher than the 
internationally agreed Hague-Visby Rules, the 
world’s largest marine insurer has warned.

In particular, the evidentiary burden to show 

due diligence differs from the approach of 
English courts and arbitration panels, Gard 
argued in an article on its website.

Cargo litigation in China is regulated by the 
1993 China Maritime Code, which define the 
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rights and liabilities of carriers and cargo 
interests, including seaworthiness, burden 
of proof, time bars and liability limits.

The CMC, as it is commonly abbreviated, in 
general aligns closely with the Hague-Visby Rules, 
particularly on carrier obligations and exemptions.

However, it also reflects domestic legal 
practices, and the duties of carriers sometimes 
extend beyond those of Hague-Visby.

Shortage claims in China often stem from lightering 
operations, where cargo is transferred to smaller 
vessels at multiple ports before final discharge.

This process can lead to quantity discrepancies 
due to factors affecting draft survey accuracy, 
such as sea swell, water density, ballast 
conditions, weather and surveyor expertise.

The absence of independent surveys at anchorage 
further complicates verification, exposing 
shipowners or charterers to short delivery claims.

In 2022, the Supreme People’s Court of China 
held that in bulk cargo transport, minor shortages 
may occur due to natural loss, spillage, leakage, 
as well as the permissible error in measurement.

Where these provisos apply, the People’s Court 
will generally uphold an exemption from 
liability unless there is proof of carrier fault.

If the shortage exceeds accepted norms 
and the carrier cannot distinguish between 
reasonable and unreasonable losses, 
compensation will typically be awarded.

Disputes can arise when draft surveys 
performed by the crew conflict with shore scale 
measurements. Chinese courts have sometimes 
decided that crew surveys are not sufficient.

Gard therefore advises owners to arrange for an 
independent surveyor to conduct the draft survey.

Where this is impracticable, the crew should at least 
jointly conduct and co-sign the draft survey with 
the cargo interests’ surveyor, taking photographs or 
videos of the draft marks as supporting evidence.

When lightering at a seaport is required before 
the vessel sails into a river port, it is important 
to record the draft at the lightering port.

In bulk cargo operations in China, the term 
trade allowance refers to the acceptable 
margin of discrepancy, typically around 0.5%, 
between loaded and discharged quantities.

While not codified in law, trade allowances 
are recognised in practice if supported by 
contract terms or industry norms.

When insurers pursue subrogated claims, 
carriers may challenge the amount if the 
deductible, usually 0.3%, has not been applied.

However, if the consignee brings the claim 
directly, the carrier cannot invoke the 
deductible, as the insurer is not the claimant.

“Quality and quantity unknown” clauses have 
limited effect in China. Courts generally interpret 
them narrowly and place more emphasis on 
the figures stated in the bill of lading.

This is particularly so when they are marked 
as “clean” or if the carrier has loaded the cargo 
under apparent good order and condition.

Therefore, while the “quality and quantity 
unknown” clause may serve as a protective 
measure, it does not override the evidentiary 
weight of the bill of lading, nor excuse the carrier 
from their obligation to exercise due diligence.

In contrast, English law gives broader 
protection to carriers using this clause, 
provided they had no opportunity to inspect 
the cargo and did not act negligently.

Under Chinese maritime law, the carrier bears 
the burden of proof for any cargo damage 
occurring while the goods are in their custody.

Common claims include heat damage to agricultural 
products and quality issues, such as contamination.

In such cases, courts require the carrier 
to prove that the damage did not result 
from a failure to exercise due diligence 
or breach of contractual obligations.

When cargo is damaged upon discharge and a clean 
bill of lading was issued at loading, the carrier 
bears the burden of proving the damage was due 
to pre-existing conditions or inherent vice.

Article 51 of the CMC provides a statutory 
defence for inherent vice, but courts require 
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carriers to first demonstrate due diligence. For 
claims involving heat damage to agricultural 
products, due diligence is typically shown 
by proper ventilation during the voyage.

A.75 of the CMC stipulates that if a bill of lading 
includes particulars regarding the description, 
marks, number of packages or pieces, weight, or 
quantity of the goods, and the carrier or the person 
issuing the bill on their behalf has knowledge of or 
reasonable grounds to suspect inaccuracies, they are 
obligated to insert appropriate remarks in the B/L.

A.76 further provides that if no such remark 
is made, the goods are deemed to be in 
apparent good order and condition.

Additionally, A.77 establishes that the bill of 
lading serves as prima facie evidence of the 
condition of the goods as described therein.

Proof to the contrary is inadmissible 
once the bill has been transferred to a 
third party acting in good faith.

The CMC also incorporates elements of the 
Hamburg Rules, including A.42, which distinguishes 
between the “contractual carrier” and “actual 
carrier”, a distinction absent in the HVR.

A.72 further provides that a bill of lading signed 
by the master is deemed issued on behalf of the 

carrier, which may include time charterers.

Historically, Chinese courts have held time 
charterers liable for cargo damage when they 
were actively involved in loading, lashing, or 
securing, even under an owner’s bill of lading.

However, recent decisions indicated this 
position is shifting, suggesting a potential 
recalibration in how Chinese courts assess 
time charterer liability in cargo claims.

Under A.257 of the CMC, cargo claims under 
contracts of carriage by sea are subject to a 
strict one-year limitation period, starting 
from the date the goods were delivered 
or should have been delivered.

Omitting the charterparty date on a b/l can 
undermine the incorporation of charterparty terms, 
especially arbitration and governing law clauses.

Courts require a clear and specific reference 
to the charterparty and its dispute resolution 
provisions. A generic mention without a date is 
deemed ineffective. Even with a date, clauses not 
expressly incorporated are unlikely to be enforced.

Judicial practice confirms that unless a b/l 
explicitly refers to the charterparty’s arbitration 
and governing law clauses, legal action 
defaults to Chinese courts and Chinese law.

MARKETS

VLCC spot rates dip from peak but outlook 
remains bullish
VERY LARGE crude carrier rates have 
begun to decline, at least temporarily, 
in the wake of a surge that pushed some 
individual fixtures over $100,000 per day.

The Baltic Exchange’s TD3 time charter equivalent 
index for Middle East Gulf-China VLCC rates fell to 
$89,576 per day on Monday, down $5,443 per day or 
6% versus Friday. The latest assessment is down 7% 
versus the high of $96,100 per day on September 16.

The TD15 West Africa-China VLCC TCE 
index came in at $83,963 per day, down 
3% from the high on September 16.

The TD22 US Gulf-China VLCC TCE index was at 
$78,712 per day, down 5% from September 17.

The Baltic Exchange assessed global average 
VLCC rates at $84,084 per day on Monday, down 
5% from the high of $88,082 on September 
17, which was the strongest reading for this 
index since April 30, 2020, at the tail end 
of the Covid-era floating storage boom.

The global index, even with its slight retreat, 
remains at a level that hasn’t been seen 
since April 2020, with the exception of last 
week. In a rising spot market, rates in the 
volatile VLCC segment repeatedly retrench to 
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increasingly higher lows on the way upward. 

Less chartering activity, with 
some fixtures failing

Much of the recent strength has been centred 
in the Middle East Gulf. There has been a 
reduction in fixing activity there in recent days.

“Chartering activity has slowed with 
bookings pushed forward,” said Frode 
Mørkedal of Clarksons Securities.

According to Gibson Shipbroking, “As [last] week 
progressed, enquiry began to taper off, and by week’s 
end, the pace had slowed noticeably.” This week, said 
Gibson, “we could find charterers work more under 
the radar, picking tonnage off to cool the market”.

Brokerage BRS said, “With charterers having 
reached forward, covering most of the first 
decade of October, they have bought a little 
breathing room for the list to be replenished in 
the coming days, and therefore, we can expect 
charterers to delay working their cargoes where 
possible to allow rates to settle slightly lower.”

Jefferies analyst Omar Nokta said, “VLCC rates 
are at strong levels, though expectations are 
for a moderate easing from current averages. 
FFAs [forward freight agreements] are trading 
at an implied TCE on the Arabian Gulf-to-China 
route of $90,000 per day for the remainder of 
September and $75,000 per day for October.”

A number of analysts and brokers have 
pointed out that there has been less “fixing 
and failing” — placing ships on subjects as a 
free option — during this month’s rate spike 
than in past runups, implying that the driver 
is more fundamentals than sentiment.

That said, there have been multiple VLCCs 
placed on subs at high rates recently that 
have failed to conclude their fixtures.

According to data from the Tankers International 
VLCC pool, fixtures have recently failed for 
Universal Challenger (IMO: 9851854), which had 
been placed on subs by ExxonMobil for a West 
Africa-China voyage at $99,930 per day; Monaco 
Loyalty (IMO: 9312511), on subs at W107.5 for 
a MEG-Malaysia charter for Petco Petroleum; 
Front Tweed (IMO: 9920784), originally slated 
for a US Gulf-China trip for Phillips 66 at 
$130,487 per day; and Zourva (IMO: 9679593), 
which had been put on subs by Clearlake for a 

US Gulf-China voyage at $127,368 per day.

Causes for caution

One reason for current rate strength could 
be VLCC positioning on the global map, with 
MEG position lists temporarily reduced.

“The current surge in rates mirrors the pattern 
observed in September 2022, primarily driven by 
a noticeable decline in the number of vessels in 
the Arabian Gulf,” said Signal Ocean on Monday.

“Ras Tanura has seen a consistent decrease in 
VLCC numbers following a peak in early July. 
The vessel count has now reached a year low of 
85, leading to skyrocketing rates and a bullish 
market sentiment for the end of September.”

Another cause for caution: the outlook for Chinese 
imports, a key driver of VLCC demand, is muted.

Vortexa lead market analyst Emma Li recently 
wrote, “So far this year, China’s seaborne 
crude imports have averaged 10.3m barrels 
per day, about 3% higher than the same period 
in 2024. But if we strip out stock builds, 
adjusted imports have been consistently 
lower year-on-year from March to August.

“Since June, stockpiling momentum has stalled. 
With most new [storage] tanks only expected from 
late 2026 onward, there is little scope for inventories 
to climb much higher in the near term,” said Li.

“China’s crude stockpile growth looks set to 
plateau, leaving imports more closely tied 
to underlying demand trends, rather than 
storage plays, in the months ahead.”

Bull case for fourth quarter

Overall, sentiment on fourth-quarter 
VLCC rates remains highly bullish.

According to Xclusive Shipbrokers, “The intra-
September average is now roughly $65,300 
per day. Until the end of August, the year’s 
high was just over $60,500 per day, so this is 
not a gentle repricing. It’s a regime change.

“This September breakout is the strongest since 
the pandemic storage episode and the first time 
in 2025 that VLCCs have decisively retaken 
leadership from midsize crude segments.”
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Xclusive attributed the breakout to longer voyage 
lengths and higher tonne-mile demand, as 
well as sanctions and “trade frictions” shifting 
more barrels toward compliant tonnage.

There is also looming upside from higher Opec+ 
production. Frontline chief executive Lars Barstad 
noted during the recent Capital Link forum in 
London that the much-anticipated incremental 
Opec+ barrels still haven’t been loaded on VLCCs.

Xclusive said, “Those volumes haven’t fully hit 
the water yet, but the market is already clearing 
the forward programme at richer numbers.

“Add refinery maintenance and the prospect of 
inventory builds in 4Q25 and 1Q26, and you have 
the preconditions for contango and, if onshore 
tanks fill quickly, a modest return of floating 
storage. It doesn’t take 2020-style storage to 
move the needle: even small increments absorb 
capacity and force charterers up the curve.”

Mørkedal explained on Monday, “Contango in this 
environment is more likely to deepen because of 
storage, rather than storage responding to contango.

“Once balances force barrels onto ships, freight 
becomes part of the carry cost. As tonnage is 
removed, the trading fleet tightens and freight rates 
rise, raising the cost of storage at sea. For the trade 
to remain economic, time spreads must widen, 
pushing the forward curve further into contango.”

According to Poten & Partners manager of marine 
research Erik Broekhuizen, “The underlying 
reasons for the high VLCC rates are relatively 
straightforward: increasing demand for ships 
and limited supply of available tonnage.

“The strong VLCC market is not a surprise, but 
what about the future? Is this sustainable? We 
think it is. Many of the drivers that pushed the 
market up so far will remain in place for a while.”

Ageing feeder fleet demands greater 
investment despite rise in smaller 
boxship orders 
WHILE orders for sub-5,000 teu containership 
newbuildings have surged since the second quarter, 
significantly greater investment is needed to 
replace the ageing feeder fleet and meet demand 
for larger tonnage in intra-regional trades.

“The feeder segments are heavily underrepresented 
in the newbuilding orderbook, which we believe will 
lead to a supply-side crunch in the future,” Moritz 
Fuhrmann, co-chief executive and chief financial 
officer at boxship tonnage provider MPC Container 
Ships, told delegates at London International 
Shipping Week’s Sustainable Container 
Shipping Forum, hosted by Lloyd’s Register.

“Regulatory pressure will soon drive older feeder 
vessels out of the market — there is a growing share 
of tonnage aged 20 years or more,” Fuhrmann 
said. He argued that older post-panamax 
tonnage, up to 8,000 teu and serving medium-
haul trades, would also require replacement.

Despite the rise in orders for smaller containerships 
this year, the newbuilding orderbook for vessels 
below 5,000 teu represents just 6.5% of the 
existing fleet by vessel numbers, compared 
to 34% for vessels of 5,000 teu and above.

Meanwhile, limited capacity to build smaller 
containerships may constrain further order 
growth. With most shipyards having full 
orderbooks, shipowners may face limited 
choices for newbuilding contracts.

Consequently, most recent orders for smaller 
boxships have been placed with second-tier 
private shipbuilders, primarily in China.

“Japan is less interested in orders from foreign 
shipowners, and there are significant price 
differences between China and South Korea, 
naturally leading us to China,” Fuhrmann added.

MPCC has developed a close relationship with 
the private Chinese shipbuilder Taizhou Sanfu. 
After the successful delivery of two 1,279 teu 
methanol dual-fuel ships this year, ordered in 
2022 and backed by 15-year charters, the company 
returned to the same builder in July to order 
four dual-fuel ready 4,500 teu newbuildings.

With options for two additional ships, all four 
are reportedly supported by time charters to a 
leading intra-Asia container line operator.
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Fuhrmann highlighted that smaller shipyards 
offer more flexibility in building containerships 
to an owner’s preferred specifications, 
rather than relying on standard designs 
that may not suit certain feeder trades.

“When big shipyards are busy, they tend to be less 
flexible on specifications, but private second-tier 
yards offer much greater flexibility,” he said.

Chinese state-owned shipyards typically build 
only designs provided by the government-
owned Shanghai Merchant Ship Design 
and Research Institute, which are not 
always suitable for MPCC’s charterers.

This flexibility in ship design is especially 
important for smaller containerships, which 
often need to be optimized for regional 
trading with varying requirements.

Fridtjof Rohde, director of sales at Hamburg-
based ship designer Technolog, noted that smaller 
boxships operating in northern Europe and Baltic 
trades require a wider range of fuel types. They may 
also need to accommodate more 45 ft or “pallet-
wide” containers, along with a higher number of 
refrigerated containers compared to other trades.

Rohde told delegates at the Lloyd’s Register forum 
that operators of feeder containerships serving 
intra-Asia trades have limited interest in alternative 
fuels. Their priorities lean more towards vessel hull 
dimensions due to draft restrictions at key ports 
such as Bangkok, Thailand, and Kolkata, India.

“Outside Europe, requirements are very different. 
In Asia, there is a strong focus on high-cube 
containers, but no demand for pallet-wide boxes. 

In Europe, there is growing interest in options like 
carbon capture for new tonnage,” Rohde said.

Shivendu Gadkar, head of sustainability at third-
party feeder container line X-Press Feeders, 
observed that new feeder containership designs 
should be developed to accommodate growing 
box volumes to and from developing regions.

“Trade lane growth in Africa and Latin 
America means newbuildings will require 
more niche designs,” Gadkar said.

Vessels serving these trades generally have 
lower speed demands, but need to cover longer 
voyages. Demand remains strong for geared 
vessels, which can load and discharge with 
their own cranes, especially in the southern 
hemisphere, though few newbuildings are 
currently being specified with cranes.

With newbuilding investment until recently focused 
on very large ships, particularly those capable 
of loading more than 16,000 teu, the structural 
shortage of feeder and regional boxships is unlikely 
to be resolved by cascading older, larger vessels 
from mainline trades, as it had been in the past.

Braemar container market analyst Jonathan Roach 
told Lloyd’s List: “Surplus traditional panamax 
tonnage may provide some stopgap relief, but 
their inefficiency and unsuitability for feeder 
services make them a poor long-term solution.

“Ultimately, the situation highlights the urgent need 
for renewed investment in a variety of modern, 
efficient vessels able to load up to 3,000 teu.”

IN OTHER NEWS

X-Press Feeders pauses payouts 
in X-Press Pearl case as it urges 
Sri Lanka for guarantees
X-PRESS Feeders chief executive 
Shmuel Yoskovitz says the 
company is not willing to make 
more payments to the Sri 
Lanka government, as part of 
compensation for 2021’s X-Press 
Pearl disaster, until it is assured 
that compensation is aligned 
with international conventions.

The 2,700 teu X-Press Pearl (IMO: 
9875343) experienced a fire in its 
cargo of containers off the coast 
of Colombo in May 2021, which 
spread and later caused the 
vessel’s sinking, leading to what 
has been described as one of the 
worst maritime environmental 
disasters in Sri Lanka’s history.

In a statement issued on 
Tuesday, X-Press Feeders, along 
with its insurer, said it has 

“carefully considered” the court’s 
July 2025 ruling, which mandated 
an initial payment of $250m to 
be paid today, September 23, as 
part of an interim $1bn order.

Shipowners’ Club to offer 
combined P&I and H&M cover
SHIPOWNERS’ Club is to offer 
combined protection & indemnity 
and hull & machinery cover for 
selected risks, the International 
Group affiliate has announced.
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This plan has been in the works 
since the small craft specialist’s 
acquisition of hull-focused 
Lloyd’s managing general agent 
Waterborne in October 2024.

As indicated by chief 
executive Simon Peacock in 
a subsequent interview with 
Lloyd’s List, the all-in product 
will initially be made available 
to members based in the UK 
and Ireland before eventually 
being rolled out worldwide.

Spliethoff MPV attacked in the Gulf 
of Aden after weeks of relative calm
AN ATTACK in the Gulf of Aden 
targeted a Dutch multi-purpose 
cargoship on Tuesday morning, 
after weeks of calm in the region.

The UKMTO said that the master 
of the 12,200 dwt Minervagracht 
(IMO: 9571521) reported a 
splash and the sound of an 
explosion “in the vicinity of the 
vessel” 120 nautical miles east 
of Aden, Yemen, at 0620hrs.

The vessel is not damaged and 
the crew are safe, and they 
proceed to the next port of call, 
according to the master of the 
Netherlands-flagged vessel.

Digitalisation and port development 
key in keeping Singapore competitive
DEVELOPMENTS in 
Singapore’s port capabilities 
and digital infrastructure will 
aid in preserving its status 
as a key shipping hub.

The expansion of Singapore’s 
Tuas port will be a cornerstone 
in keeping Singapore 
competitive, the Marine Money 
Asia conference was told.

Tuas port will have a handling 
capacity of 27m teu by 2027. 
The port is being opened in 
phases and handled 10m teu 
in 2024. By the 2040s, the 
fully automated port will be 
able to handle 65m teu.

Maritime players diversify 
currency to mitigate risk
CURRENCY risks stemming from 
macroeconomic uncertainties 
have pushed the maritime 
sector to explore alternative 
currencies for financing.

“I am not suggesting that the 
US dollar will no longer be 
the currency of the shipping 
industry,” Transport Capital 
managing partner Philip Clausius 
said at the Marine Money Asia 
conference in Singapore.

“I think it will be the currency 
of the shipping industry for 
a long time to come. Yet, you 
cannot help but note the general 
nervousness around the dollar.”
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Looking to publish a judicial sale, public notice,  
court orders and recruitment? 

 
Please contact: marketingservices@lloydslistintelligence.com

Classified notices follow
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