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Black Sea war risk market 
avoids ‘knee-jerk reaction’ 
to renewed clashes

BLACK Sea marine war risk premiums have inched up on the back of 
intensified clashes between Russia and Ukraine, with increased enquiry 
from vessels planning Danube calls, according to market sources.

The ongoing fighting has seen both sides target each other’s energy 
infrastructure, with a drone strike on Ukrainian-held Izmail on Monday 
hitting liquefied petroleum gas carrier Orinda (IMO: 9240122).

The incident marked the third major attack on a port in the Black Sea 
region in the space of just a few days.

Ukraine targeted the Russian port of Novorossiysk last week, 
damaging infrastructure and causing oil exports to be halted from the 
terminal for nearly 48 hours.

Russia retaliated by hitting the port of Odesa, damaging berths and 
a civilian vessel.

The going rate for Black Sea war risk cover seems to be about 0.5% of 
hull value per trip, indicating a slight firming after the latest episodes 
in the war that commenced with Russia’s illegal invasion of its 
neighbour in February 2022.

However, the mechanism by which the Ukrainian government 
guarantees the first tranche of any war risk insurance payout seems 
to be making little difference, underwriters added.
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The arrangement was designed to allow 
underwriters to keep premiums down, 
facilitating the grain export trade that funds 
Ukraine’s war effort, while still making a 
commercial return.

It is not known whether there have been any claims 
on the facility since its inception. But at the very 
least, it has been little used.

Dylan Mortimer, UK marine hull war leader at 
major broker Marsh, said: “Inevitably the sustained 
intensity of Russian attacks on Ukrainian port 
infrastructure and by extension, commercial trade, 
has begun to impact pricing.

“But by now, underwriters are intimately familiar 
with the risks associated with trade in and 
around the Black Sea and the abrupt knee-jerk 
reactions apparent in regions such as the Red 
Sea, Gulf of Aden and Indian Ocean do not yet 
appear to be present here.”

Mortimer said that his firm had seen underwriters 
increasing their headline gross rate for owners 
seeking to arrange Black Sea calls by up to 30%.

However, this should not be taken as 
representative of the market, with such increases 
in many cases nominal.

“The situation as ever is dynamic and fluid and will 
undoubtedly be carefully observed by underwriters 
seeking to monitor their exposure.”

Anders Hovelsrud is insurance director of 
Norwegian war risk mutual Den Norske 
Krigsforsikring for Skib and chair of Cefor, the 
Nordic marine insurance trade association.

“We give quotes on a case-by-case basis, which 
means the rate is very fluid. What we quote today 
can be different tomorrow,” he said.

“Right now, we are around 0.5%, with a bonus for 
completion of successful calls.”

Hovelsrud added that he would assess the trend 
as fairly stable. That said, the number of vessels 
calling in Ukraine is very low, making it hard to 
establish worthwhile statistics with significance. 
Most DNK members prefer to avoid the area.

Another underwriter, who asked not to be named, 
described 0.5% as the median price right now, 
compared to 0.3% until last week.

Until recently, calls in Ukraine were seen as the 
riskier proposition from a marine underwriting 
perspective.

But Kyiv seems to have raised its game militarily 
and is clearly capable of attacking Russian ports in 
the Black Sea and beyond.

In consequence, the same levels apply to both Russia 
and Ukraine right now. This is the first time for 
some time that this has been the case.

There are also outliers, the same underwriter went 
on, with quotes going as high as 0.8% or even 1%, 
depending on vessel value and port of call.

“LNG vessels are more expensive and the potential 
for larger damage after a strike on an LNG terminal 
is significant, which will push the rate to the upper 
end of the range.”

What he has noticed since the recent run of attacks 
has been an upturn in enquiry for calls to Danube 
river ports such as Izmail and Reni.

While most of the vessels seeking quotes are lower 
value bulk carriers and cargoships, it is apparent 
that their owners are reassessing the risks involved.

Competition is limited and owners looking for cover 
might be able to secure pricing as low as 0.4%.

Munro Anderson of Gallagher managing general agent 
Vessel Protect argued that it was difficult to make direct 
comparisons between the Black Sea and the Red Sea.

“Rates are always a lagging indicator of events, but 
they are always an appropriate reflection of the risk 
that is found at the time,” he said.

The Houthi missile attacks on ships transiting the Red 
Sea are driven by hostilities between Israel and Gaza, 
and the involvement of other states such as the US.

The Red Sea scenario is a legacy state-on-
state conflict and that changes the risk profile 
fundamentally.

The only real comparison that can be drawn is that both 
areas present significant risk for shipping companies.

“In the Red Sea, we’re seeing vessels targeted 
in transit, based on the fact they have an 
association with Israel, perceived or otherwise, 
or are on a list of supposedly sanctioned entities 
known only to the Houthis.
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“While we have seen vessels targeted directly 
in the Black Sea, we are predominantly seeing 
vessels being hit by proxy or damaged by 
being in port.”

Ukraine does not have the intent to target merchant 
tonnage and is disincentivised from doing so 
because it is militarily dependent on the West.

That said, its military actions are not risk-free 
for shipping. Striking Russian LNG and oil 
terminals could certainly result in substantial 
collateral damage.

By contrast Russia does appear to have 
deliberately targeted ships at ports, sometimes 
resulting in loss of life.

But the message from marine underwriters to 
shipowners is that the absence of casualties is not 
evidence of the absence of risk and commercial decision-
making should not be based on such a false equation.

“It’s appropriate that shipping companies remain 
mindful of the latent risk and the increasing 
capability and appetite of both states to target 
maritime infrastructure in the region.”

WHAT TO WATCH

China Merchants chief urges shipping to 
‘break barriers’ amid geopolitical turbulence
CHINA Merchants Group chairman Miao Jianmin 
has called on the global maritime sector to “break the 
barriers” of politics, technology and fragmentation, 
warning that shipping is entering an era of 
unprecedented turbulence and systemic change.

Speaking at the opening of Hong Kong Maritime 
Week this week, Miao said the industry is being 
buffeted by intensifying geopolitical frictions, 
supply chain shocks and the disruptive impact of 
digitalisation and decarbonisation.

His remarks come as shipping grapples with 
mounting geopolitical shocks, ranging from US 
tariffs and time‑limited Washington-Beijing port 
fee arrangements to frustration over setbacks 
at the International Maritime Organization in 
agreeing its Net‑Zero Framework.

“The ocean of shipping on which we depend for 
our survival and development is experiencing 
unprecedented turmoil and challenges,” he 
told delegates, citing “the growing shadow of 
unilateralism” and the rise of trade barriers that 
are “eroding the foundation of fair competition”.

The rules‑based multilateral trading system and 
international economic order now faces “severe 
challenges”, he warned.

Persistent regional conflicts and rising risks in key 
maritime passages are amplifying threats to safe 
navigation, Miao said.

Recent black swan events such as the Suez Canal 
blockage, drought‑driven constraints at the 
Panama Canal and extreme weather have driven 
up freight rates and pushed global supply chains 
into “a state of uncertainty with unpredictable 
schedules and unmanageable costs”.

“Disorder, unpredictability and randomness are 
becoming the new normal that the shipping industry 
must confront,” he said.

Yet Miao argued that the same forces are also 
creating “a vast blue ocean brimming with vitality 
and opportunity” as a new wave of technological and 
industrial change sweeps the sector.

Digital technologies and artificial intelligence 
are “rapidly reshaping the entire shipping, port 
and logistics network”, while the green transition 
is triggering a revolution “from shipbuilding to 
operational management, from fuel production to 
storage, transport and bunkering”.

Business models are shifting away from pure 
scale and price competition towards integrated 
end‑to‑end logistics and supply chain solutions, 
he added, as ports, carriers and logistics providers 
converge into multi‑modal ecosystems.

Against this backdrop, Miao — whose state‑owned 
conglomerate controls one of the world’s largest 
combined fleet of tankers, dry bulkers, LNG carriers 
and boxships, and is also a major global player in 
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port operations, ship finance and shipbuilding — set 
out three proposals for global stakeholders.

First, he urged the industry to “break the barriers 
of isolation” and defend open, inclusive governance, 
arguing that unilateralism “serves only to undermine 
the very foundations of the shipping industry”.

China Merchants, he said, is “firmly integrated into 
economic globalisation” and ready to co-operate to 
safeguard the efficiency of global shipping networks 
and build “a more fair and rational global shipping 
governance system”.

Second, he called for closing the “technological 
divide” by accelerating collaboration on digital and 
green innovation.

Miao highlighted China Merchants’ own digital 
intelligence platforms, including smart carbon 
and safety tools, and advocated fair and sound 
global carbon‑reduction rules, international green 

shipping corridors and “green technology alliances” 
to support decarbonisation at scale — a pointed 
contrast to the political deadlock hampering climate 
rule‑making at the IMO.

Third, he argued that the sector must overcome 
“industry fragmentation” by embracing value 
chain integration.

Hong Kong, he said, is uniquely positioned as a 
global hub for finance and shipping and “a perfect 
value‑adder” for the world’s maritime industry.

Miao closed by citing “Below the Lion Rock”, a 
classic Hong Kong song that celebrates unity and 
perseverance “in the same boat”.

Its message, he said, should inspire shipping to 
uphold openness, inclusiveness and shared success 
and to steer “this great ship that carries the dream 
of human prosperity through stormy seas toward a 
bright future of sustainable development”.

ANALYSIS

FuelEU pooling can make biogas viable
FUELEU Maritime pooling can make using greener 
fuels more profitable on the right trades, according 
to Finnish compliance start-up Ahti Climate.

Ahti sells its FuelEU vessel pool as a way for ships 
that use green fuels to sell their compliance surplus 
to other ships that can’t or won’t switch fuels. This 
helps older ships comply with the new European fuel 
standard and encourages companies with access to 
greener, more expensive options to use those options.

“They are able to minimise the emissions on 
their vessels and the carbon footprint of the 
transportation of their products,” Ahti Climate chief 
executive Risto-Juhani Kariranta said.

“This bio-LNG has super-low carbon intensity in the 
regulatory calculations — it’s much more than the 
regulations require.

“Therefore within this FuelEU framework, we’re 
allowed to pool that surplus of emission reduction 
with other companies.”

Biogas offers the best bang for FuelEU compliance 
buck, since the regulation recognises its potential for 
negative emissions (since turning, say, farm manure 

into biogas averts the methane emissions it would 
have created if left to rot in a field).

It is becoming more available as more shipping 
companies realise this, Kariranta said.

Ahti is one of several companies that have sprung 
up to help companies figure out their FuelEU 
pooling strategy.

On Friday, the company invited Lloyd’s List to the 
bunkering of 56 tonnes of bio-LNG on the 6,747 
dwt ro-ro Bore Wave (IMO: 9892896) at Kotka, in 
southeastern Finland.

The Netherlands-flagged ship carries Finnish wood 
products to southern Europe for UPM, a domestic 
wood company.

UPM logistics vice president Jukka Hölsä said 
joining the Ahti pool let UPM move from fossil LNG 
to zero-carbon fuel.

He said the price spread between fossil and bio-LNG 
fluctuated based on the market, but “higher 
bio-LNG cost is at least partly offset by the pooling 
mechanism and the sale of carbon allowances”.



Lloyd’s List | Daily Briefing  Thursday, 20 November 2025 Page 5

Interest in pooling is expected to grow following 
the mothballing of the IMO’s global carbon price 
framework last month.

Some companies were waiting to see if approval of 
the Net-Zero Framework, now delayed for a year, 
would have led to the EU scrapping its ETS and 
FuelEU regulations.

But now the EU rules are here to stay for the time 
being, and could be increased to cover 100% of 
voyages in and out of Europe (from 50% today) if the 
NZF is rejected outright in 2026.

Kariranta said pooling was a f lexible tool for 
Asian shipowners uncertain how often their 

ships would call at EU ports, and in turn how 
much compliance they needed. 

Unlike the ETS, FuelEU was not designed with 
a credit-trading system built in. Opponents of 
industry credit-trading schemes have argued ships 
should be made to switch to greener fuel, rather 
than just buying compliance.

Kariranta countered that his pool helped ships use 
green fuels where it made the most sense, such as on 
newer, fuel-efficient ships like Bore Wave.

“By making it more affordable, we can make 
more emissions reductions [at] the end of the 
day,” he said.

ICS pushes for more frequent enclosed 
space training
ENCLOSED space training should be given at 
regular intervals throughout a seafarer’s career, 
according to a submission by the International 
Chamber of Shipping to the International Maritime 
Organization’s Sub-Committee on Human Element, 
Training and Watchkeeping.

This might seem like a no-brainer, but as author 
and ICS senior manager Arvind Natrajan explained, 
it seeks to rectify a crucial gap in the training of 
thousands of seafarers on vessels around the world.

Data from InterManager shows more than 300 
people, including shore workers, have died in 
enclosed spaces on board vessels since 1996, with 
anywhere between 14 and 30 casualties taking 
place each year.

Training on how to operate in enclosed spaces is 
often only given to seafarers at the very beginning 
of their careers, Natrajan explained, meaning a high 
number of senior ranked officers lose their lives in 
enclosed spaces.

“What typically happens is that a person goes into 
an enclosed space without the adequate safety 
requirements and unfortunately loses consciousness 
in the space,” Natrajan said.

“And then the senior officers who are overseeing the 
whole operation would, in a hurry, enter into the 
space to rescue this person and lose their own lives.”

Natrajan questioned how much of the enclosed 
space training given to “18-year-olds who have just 

completed college” and who have “never seen a ship, 
never seen an enclosed space” is actually absorbed.

“And then they never get any other training, never 
at all. Never in their career, right until they reach 
the highest level of management on board ships,” 
he said, apart from on some vessel types, such as 
tankers, where training is more frequent.

“So you can imagine that on a bulk carrier or on a 
containership, probably the only person who knows 
something about enclosed space is the junior-most 
person who has just entered into the workforce, who 
has done some training.”

The ICS instead has proposed changes to the 
1978 International Convention on Standards 
of Training, Certification and Watchkeeping 
for Seafarers, which would see enclosed 
space training repeated every time seafarers 
achieved a new level of competency and 
progressed through the ranks.

If a seafarer remains at the same rank for five years, 
then the training would also be repeated.

While critically important, it’s not just improved 
enclosed space training the chamber is calling for.

The ICS submission also proposes training “in 
relation to developing 21st century skills”.

Existing training, Natrajan explained, does not take 
into account things like seafarers’ mental health or 
mentoring on board ships.
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“Seafarers, when they work on ships, are working in 
an environment quite away from the kind of support 
that you would get if you were working in a shore-
based role,” he explained.

Things like stress management, effective 
communication and working in a multicultural 
environment are all competencies the chamber 
wants to see introduced into the STCW.

Natrajan gave the example in his career of a gesture 
used commonly in the Western world that is in 
actual fact quite offensive to Filipinos.

“Having that awareness that when you work with 
different cultures, what you feel or what a person 
feels is normal might not be so normal in other 
cultures” was crucial, he said.

This training is of course designed to make life more 
pleasant for everyone on board vessels, but Natrajan 

thinks it could play a role in attracting more people 
into the industry.

One reason for the industry’s crewing shortage, he 
said, was that working on board ships was just not a 
very attractive prospect anymore.

“The perception that people have, and I can say that 
this was my perception when I started this career, 
was that if I were to work on a ship, I would do that 
for the rest of my life,” he said.

But now, the new generation is thinking about things 
differently and sees working on board vessels as 
a stepping stone to a better role ashore, Natrajan 
ventured.

By developing these so-called 21st century skills, 
the aim is “to promote this idea that we are not just 
giving you a job on board a ship, we are giving you 
the chance for a career in the maritime industry”.

MARKETS

How long can crude tanker rate rally 
last and how could it end?
TANKER markets keep chugging along in boom 
territory, with very large crude carrier rates still 
topping six figures per day.

Now that sky-high fourth-quarter profits are 
effectively in the bag, the question for tanker owners 
and investors is: How long can this upcycle persist? 
The answer hinges on another question: What is 
driving this rally?

If the driver is a one-off event, or a fleeting 
confluence of such events, rate strength could 
dissipate when circumstances change — as the VLCC 
market has seen so many times in the past.

If the driver is oil demand growth exceeding vessel 
supply growth, exceptionally profitable rates would 
be more sustainable.

Brokerage BRS pointed to the temporary nature 
of rate spikes over the past six years, driven by US 
sanctions on Cosco tankers in October 2019, the 
pandemic effect in March-April 2020, Russia’s 
invasion of Ukraine in 2022, and the Israel-Iran 
conflict this June.

“In each of these incidents, earnings for VLCCs — 
and to varying degrees, other tanker segments, in 
a trickle-down effect — were stimulated by ‘black 
swan’ events, rather than fundamentals.

“In the absence of an exogenous event driving the 
increase this time around, the current era for VLCC 
earnings feels slightly different,” said BRS.

“The fundamentals underpinning this wave suggest that 
the current VLCC rally has legs. There currently seems 
little possibility of VLCC rates and earnings returning to 
the lows of 2024 and 2025 in the next year.”

That said, there is an exogenous event this time 
around: heightened sanctions pressure is having a 
greater effect on crude supply chains than in the past.

Crude in transit

Vortexa’s oil in transit data implies that current 
market strength is due to sanctions fallout 
coinciding with stronger flows of non-sanctioned 
barrels to Asia from the Middle East and, more 
importantly, from the Americas.
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There were 1.37bn barrels of crude and 
condensate in transit on November 14, higher 
than the peak of 1.35bn barrels during the 
f loating storage boom in May 2020.

“It’s pretty striking that we can have higher oil at 
sea at this point in time, when oil prices are still 
above $60 and largely in backwardation,” said David 
Wech, Vortexa’s chief economist, during an online 
presentation on Tuesday.

Oil at sea has increased by 240m barrels between 
August 31 and November 14, according to Vortexa 
data. Of that incremental gain, 29% or 70m barrels 
was from Iran, Russia and Venezuela; 34% or 80m 
barrels was Americas volume headed to Asia; and 
23% or 54m barrels was Middle East volume.

“Most of the incremental supply this year is coming 
from two places: first, non-Opec barrels from the 
Americas, and second, distressed or sanctioned 
barrels,” said Claire Jungman, Vortexa’s director of 
maritime risk and intelligence.

“Sanctioned flows heading to Asia are part of what’s 
jamming things up. They move inefficiently instead 
of clearing quickly, and you end up with record 
amounts of oil on the water. It looks like oversupply, 
but much of it is essentially locked away from 
refiners who actually need it.

“Iran is a major part of the crude-on-the-water 
build that we’re seeing globally. The dark fleet is 
basically at maximum utilisation. Iran is running 
out of places to store crude, at sea or on land, 
especially as China has recently taken fewer 
barrels,” said Jungman.

According to Wech, “Iran is starting to feel the 
[sanctions] pressure, because it has only one 
customer out there, which is China.”

Higher on-the-water barrels from Russia are due to a 
combination of new US sanctions and higher exports. 
Russia is exporting more crude as it refines less diesel 
following Ukrainian attacks on its energy complex.

“We’ve seen much higher supplies of Russian crude 
over the last several months,” said Wech.

The higher Middle East exports on the water do 
not point to any supply chain disruptions. Cargoes 
are unloading smoothly. “The 54m barrels [versus 
August] is not necessarily a big volume given how 
massively Middle Eastern crude exports have 
increased over the last couple of months,” said Wech.

The increase from the Americas to Asia is 
particularly important to VLCC tonne-miles, and 
as with the Middle East volumes, higher Americas 
oil on the water does not point to supply chain 
problems.

“It’s a simple logistical requirement,” said Wech. “If 
you’re sending more oil a very long distance, you will 
have a buildup of oil at sea. Outside of what’s going 
to Asia, we haven’t seen any change in terms of oil at 
sea from the Americas market.

“So, the story here is that the marginal barrel from the 
Americas has been sent to Asia over the last couple 
of months. And a huge chunk of these extras supplies 
from the Americas has not yet arrived in Asia.”

According to BRS, there were 101 VLCC loadings in 
Brazil in August through this month, up 42% year 
on year, and 19 VLCC loadings in Guyana, up 73%.

The buildup of oil at sea has been characterised by 
some market watchers as evidence that oil is globally 
oversupplied and unloading delays are effectively 
floating storage, which would imply that the current 
trend is not sustainable.

Opec Secretary General Haitham Al-Ghais 
ridiculed this idea during an interview with 
CNBC on Monday.

“Inventories globally are still way below the 
historical five-year average and the market is still in 
full backwardation,” he said.

“In my 30-plus years in the oil business, I’ve never 
seen people storing oil when the market is in 
backwardation. That does not make sense. If there’s 
a new phenomenon that some reporters can explain, 
maybe it’s time for us to learn about it. Because, to 
my knowledge, you don’t store oil on ships when 
there’s backwardation. You don’t store oil, period, 
when there’s backwardation.”

Vortexa’s data on crude in transit that hasn’t 
moved for over seven days — a proxy for floating 
storage — is very different from its data on total 
crude in transit.

While total crude in transit exceeds highs during 
the 2020 floating storage boom, the volume that 
hasn’t moved for over seven days is less than half 
the 2020 highs, and most of the current total is 
Russian, Iranian and Venezuelan cargoes delayed 
by sanctions. The floating storage level of non-
sanctioned cargo is normal.
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“This tells us that the market is clearly not 
oversupplied yet,” said Wech. “The supply chain 
[with the exception of sanctioned barrels] is moving 
smoothly. People are requesting these barrels at this 
point in time. And you don’t have pressure on oil 
prices so far.”

The end game

One variable is whether the recent jump in crude 
tanker cargoes is due to sustainable demand 
driven by economic growth, or by Asian importers 
replacing cargoes from Russia, Iran and Venezuela 
that are delayed by sanctions.

Wech told Lloyd’s List: “There is definitely a good 
fit with interest in looking for replacement barrels. 
But it’s always a question of what flows are driven by 
demand ‘pull’ or supply ‘push’.

“I see a push element in it. If supply grows a 
lot, which it did, especially over the last three 
months from the Americas, the barrels need to 
find new homes.”

How could the crude tanker rally end? For crude 
tanker owners and investors savouring today’s 
stratospheric spot rates after years of disappointment, 
this may sound like a “champagne problem”, but some 
outcomes would be better than others.

One theory is that sanctioned barrels will ultimately 
be unloaded after delays, the shadow fleet* network 
will be reconfigured to work around sanctions and 
go back to business as usual, and Asia will no longer 

need as many incremental non-sanctioned long-haul 
barrels from the Americas.

If so, there could be a hangover effect as current 
drivers unwind. The f loating storage boom in 
the early days of the pandemic was followed by a 
slump for tankers.

“I do tend to think in that direction,” said Wech 
when asked about a potential hangover effect.

“But this requires a supply side reaction: lower 
supplies from Opec or also from Russia and Iran, 
making room for Americas barrels,” he explained. In 
other words, the “push” would need to be reduced to 
match a lower “pull”.

“Otherwise, it is more of the 2020 scenario of 
substantial oversupply, leading to contango and 
deliberate oil at sea, with positive repercussions for 
the freight markets,” said Wech. 

* 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. Or it participates in a cargo delivery 
where at some point over the course of the delivery one 
party in the chain engages in one or more deceptive 
shipping practices. Seasearcher subscribers can activate 
the Shadow Fleet list by clicking the link above.

Yangzijiang orders quadruple in second 
half but lag behind last year
CHINESE shipbuilder Yangzijiang Shipbuilding 
saw year-to-date newbuilding orders quadruple 
compared to that of 1H25 in its third-quarter 
earnings results released this week.

The shipbuilder clocked nearly $2.2bn in 
orders between January and September, more 
than four times the $500m that it secured in 
this year’s first half.

It secured orders for 38 containerships, 10 bulk 
carriers and two gas carriers this year.

Geopolitical uncertainties hit the shipbuilder hard. 
Yangzijiang last year secured a record $14.6bn 
in orders as global shipowners favoured Chinese 
shipbuilders because of lower costs. This consisted 

of 68 containerships, 13 bulk carriers, 16 gas carriers 
and 29 oil and chemical tankers.

But US port fees on Chinese-built ships deterred 
shipowners from placing orders with Chinese 
shipyards. This has been the main cause of 
Yangzijiang’s sharp decline in orders.

Port fees have now been mutually suspended by 
both the US and China, affording some stability for 
the maritime sector amid what has been a year of 
great uncertainty.

“With greater clarity in the global macroeconomic 
outlook, we are seeing improved customer sentiment 
and a modest recovery in order momentum,” said 
executive chairman and chief executive Ren Letian.
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Looking ahead, the firm aims to complete its 
outstanding orderbook of $22.8bn. Clean energy 
vessels make up 71% of the total value.

The orderbook comprises 245 vessels, including 
126 containerships, 47 oil tankers, 26 gas carriers 
and 46 bulk carriers. These vessels have a delivery 
timeframe between 2025-2030.

Yangzijiang also managed to deliver 82% of 
vessels that are due for delivery this year within 

the first three quarters of the year. 46 vessels 
were delivered with another 10 remaining for the 
fourth quarter — of which, five have already been 
delivered in the fourth quarter.

YAMIC, Yangzijiang’s joint venture with 
Japanese Mitsui Engineering & Shipbuilding 
Company, has a $3bn orderbook on hand. 
61 vessels have been booked with delivery 
timeframes between 2025-2029. Yangzijiang 
has a 51% stake in the JV.

Star Bulk sees escalating need for dry 
bulk fleet renewal
STAR Bulk Carriers, the Nasdaq-listed owner of 145 
bulkers, has said it is taking an “opportunistic” approach 
to fleet renewal to underline a dry bulk market that has 
strong prospects despite near-term uncertainties.

“The dry bulk market has been impacted by 
geopolitical tensions, including the US and 
Chinese port fee measures and the postponement 
of the decision on the International Maritime 
Organization’s Net-Zero Framework,” said chief 
executive Petros Pappas.

“Despite these near-term uncertainties, we believe 
the medium-term fundamentals are robust. Renewal 
needs are increasing due to a rapidly ageing fleet and 
fleet growth will remain restricted.”

Pappas confirmed that it has acquired contracts for 
three kamsarmax newbuildings at Hengli Heavy 
Industries in China, as earlier reported by Lloyd’s List.

The vessels, scheduled to be delivered in the third 
quarter of 2026, bring to eight the number of new 
kamsarmaxes on order for the Greece-based owner.

The company also has five on order for delivery next 
year from Qingdao Shipyard.

Up to $130m in debt financing has been secured 
to help fund the Qingdao newbuildings and Star 
Bulk expected to raise another $74m against the 
three Hengli bulkers.

This month, the owner entered an agreement with 
DNB for a loan of up to $100m to refinance a facility 
of similar size with the bank.

The new facility will be secured by mortgages 
on 13 of its vessels, leaving 15 bulkers 
unencumbered, the owner said.

Star Bulk has also renewed its fleet through eight 
long-term charter-in contracts.

It has been selling older vessels at the same time.

A total of five vessels have been delivered to their 
buyers since the start of the third quarter, yielding 
proceeds of about $25m.

For the latest quarter, Star Bulk saw revenues 
decrease by 23% to $263.9m, mainly due to a 
reduction in the number of vessels in the f leet, as 
well as weaker market conditions.

Adjusted net income came in at $32.4m, or $0.28 
per share, versus $82.7m, or $0.71 per share, in last 
year’s third quarter.

For the fourth quarter, 74% of the f leet is 
covered with employment at an average rate of 
$18,790 per day.

This compares with a daily time charter average of 
$16,634 for the third quarter.

Okeanis raises $115m for suezmax resale 
acquisitions
OKEANIS Eco Tankers, the owner of 14 large 
crude tankers, has raised close to $115m from an 
equity offering to help fund the acquisition of two 
suezmax newbuildings.

The offering of more than 3.2m new shares 
in the New York- and Oslo-listed company was 
priced at $35.50 per share after “strong demand”, 
it said.
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Greece-based Okeanis said that it has agreed 
a price of $97m for each of the tankers that 
are under construction at Daehan Shipbuilding 
in South Korea.

Described as an unrelated third-party, the seller was 
not identified in Okeanis’ announcement of the deal 
but the ships are being touted by market sources as 
coming from Greece-based compatriot owner Atlas 
Maritime Limited, which is believed to have a total 
of five suezmaxes on order at the yard.

The two tankers are both scheduled for delivery 
from the yard in January.

Okeanis said that if either or both acquisitions failed 
to complete, then proceeds from the share offering 
may be used for other corporate purposes.

Fearnley Securities is acting as global coordinator 
and joint bookrunner for the public offering with 
Clarksons Securities engaged as joint bookrunner.

The company’s share price had closed at $38.94 after 
trading on Tuesday.

As recently as last week, Okeanis chief executive 
Aristides Alafouzos had underlined the company’s 

interest in growth against a strong market outlook 
but he suggested the company was reluctant to place 
fresh shipbuilding contracts itself.

“I think the most attractive investments are assets 
that you can have delivered quickly,” he said.

“I think purchasing something that delivers in three 
or four years is too far out, and it’s too much capital 
committed for a company like us at the moment.”

In terms of deals, Okeanis had “examined many 
opportunities” but until then had “not found one 
that fits”.

The two additional suezmaxes will even up the 
number of suezmaxes in the fleet with its eight 
current VLCCs.

Alafouzos said that the company “can comfortably 
grow to 20 or 25 ships without impacting how we 
like to trade our ships materially”.

Okeanis posted significant increases in third-
quarter revenues and profits.

Alafouzos said that the fourth quarter this year was 
“shaping up to be a fantastic quarter”.

OTHER NEWS

Tanker seized by Iran released
A TANKER seized by Iran’s 
Islamic Revolutionary Guard 
Corps last week was released on 
Tuesday morning.

The Marshall Islands-flagged, 
73,371 dwt Talara (IMO: 9569994) 
was seized by Iran last Friday 
as it sailed south of the Strait of 
Hormuz en route to Singapore 
laden with high-sulphur gasoil 
loaded in the port of Hamriyah in 
the United Arab Emirates.

Talara’s third-party 
shipmanager Columbia 
Shipmanagement said the 
vessel was released at 
approximately 0442 hrs on 
November 19 “with its crew 
complement of 21 seafarers, 
all of whom are safe and in 
good spirits”.

Baltimore bridge collapse caused by 
single loose wire
THE chain of events which 
caused containership Dali (IMO: 
9697428) to hit Baltimore’s 
Francis Scott Key Bridge has 
been traced back to a single 
loose wire.

At a public hearing on Tuesday, 
November 18, the US National 
Transportation Safety Board 
said a loose wire in the vessel’s 
electrical system caused a 
breaker to unexpectedly open, 
which in turn caused the two 
blackouts on board Dali and the 
subsequent loss of propulsion.

Investigators found the wire-
label banding was too low and 
meant it could not be properly 
inserted into a terminal, causing 
a loose connection.

Semiramis Paliou elected to third 
term at helm of Helmepa
SHIPOWNER Semiramis 
Paliou has been elected to 
a third consecutive term as 
chairperson of the Hellenic 
Marine Environment Protection 
Association, or Helmepa.

The chief executive of New York 
Stock Exchange-listed bulk 
carrier owner Diana Shipping is 
on course to match the record 
eight years that founder George 
Livanos spent at the helm of 
the voluntary anti-pollution 
organisation.

Driven by Livanos, Helmepa was 
launched in 1982 by agreement 
between Greece’s shipowners 
and seafarers.
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