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Miller open to enquiry on 
Ukraine war risk cover

MILLER IS TO provide what it describes as full war risk insurance 
coverage for vessels operating in the Black Sea, in conjunction 
with unspecified Ukrainian authorities and a vessel-tracking 
services company, according to a statement from the (re)insurance 
broker.

The proposals are entirely separate from an apparently similar 
Ukrainian government-backed plan currently being devised by rival 
broker Marsh, according to marine insurance sources.

Full details of what Miller is offering were not immediately clear, 
but the wording suggests the product will be based on standard 
war risk cover at market pricing, backed by active ship 
monitoring.

The move comes after International Union of Marine Insurance 
president Frédéric Denèfle told Lloyd’s List last week that a return to 
widespread commercial cover in the region is difficult to envisage 
without some sort of parastatal backing.

Most shipowners stopped calling at Ukrainian Black Sea ports in July 
after the collapse of a scheme under which Russia allowed exports of 
wheat, corn and fertiliser bound for emerging markets.

Since the end of the Black Sea Grain Initiative, Russia — which invaded 
its neighbour in February 2022 — has threatened to treat neutral 
vessels as a legitimate military target. Any attack on merchant shipping 
would almost certainly constitute a war crime.

However, there are recent reports that several vessels have picked up 
cargoes in Odesa despite the Russian ultimatum.
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Cover was likely placed commercially with 
underwriters with a sufficient degree of risk 
appetite, presumably at a price that reflects the 
substantial degree of risk involved.

But given Russia’s current stated attitude, readiness 
to follow this lead is probably limited.

Miller’s scheme — backed by unnamed Lloyd’s and 
A-rated London market insurers — uses vessel 
tracking provided by Clearwater Dynamics, 
combined with a 24/7 operations room monitoring 
and vessel reporting in a unilateral grain corridor.

Support will be provided while ships are in port and 
until they exit the high-risk area, giving insurers 
and underwriters live oversight of all vessels in the 
area, thus enabling them to monitor exposures in 
real time.

Nick Summers, head of direct marine at Miller, said: 
“We are open to all enquiries and look forward to 
helping Ukraine resume the vital international 
shipping of its grain.”

Miller has been approached for further comment.

Meanwhile, broker Marsh has confirmed that it is 
talking to the Ukrainian government about a 
scheme in which Ukraine will take the first layer 
of risk.

This will have the key advantage of allowing 
underwriters to offer cover more cheaply than they 
can now, while still making a profit.

Marsh’s global head of marine insisted on Tuesday 
that an announcement was imminent.

“We have a partnership directly with the 
Ukrainian government where they will contribute 
capital to reduce war APs [additional premiums] 
and make the grain exports cheaper. We are 
nearly there but still a few bits of admin to 
finalise,” he said.

But some underwriters are privately unconvinced 
the Marsh plan is viable, fearing that if the facility is 
set too low, it could rapidly be exhausted.

WHAT TO WATCH:

Flood of newbuilding capacity bites 
at boxship charter market
BOXSHIP charter rates are coming under increasing 
pressure as a record amount of newbuilding capacity 
has been entering the market, creating a surplus of 
charter market tonnage across most segments.

The feeder sector, covering vessels of below 3,000 
teu capacity, has been hardest hit following the 
delivery of 95 newbuildings since the beginning of 
this year. Average charter rates for 1,700 teu ships 
have dropped by more than 30% since May, Braemar 
data confirms.

Analysis of Lloyd’s List Intelligence data shows that 
a total of 186 containerships have been delivered 
since January, with a combined capacity of around 
1.4m teu.

This includes 21 “mega” containerships capable of 
loading in excess of 20,000 teu, which have been put 
into service by liner operators Mediterranean 
Shipping Co (12 vessels), OOCL (four), Ocean 
Network Express (three) and Hapag-Lloyd (two 
ships).

With all vessels in the mega containership segment 

being either owned by liner operators or ordered 
against long term time charters, the direct effect on 
the charter market of newbuilding deliveries in the 
20,000 teu plus sector is minimal. However, there is 
a cascade effect as these larger vessels begin to oust 
smaller units in long-haul trades.

Box market analyst Linerlytica notes that global 
containership capacity has been growing at an 
average of over 190,000 teu per month since April, 
after taking into account newbuild deliveries, 
boxship capacity upgrades and tonnage removed by 
recycling.

“This pace of growth is the fastest rate ever recorded 
for the container markets and is set to continue for 
the next two years.”

While charter rates in the feeder segment have been 
hardest hit by rate reductions in the past four 
months, larger tonnage has also come under 
pressure.

In the panamax segment, average charter rates have 
dropped by some 28% since May and have fallen by 5% 
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in the past fortnight alone to around $18,000 per day.

Nevertheless, Braemar notes that they remain above the 
pre-pandemic levels seen in late 2019, when panamax 
units were obtaining daily rates of circa $14,000.

It said that current chartered tonnage demand “does 
not exceed the supply side and most sizes are facing 
excess supply”.

Most recent fixture activity has been focused on the 
feeder sector, in particular for ships of below 2,000 
teu, while charter periods have become habitually 
shorter in recent weeks, as liner operators have 
become more cautious in procuring chartered ships 
due to the continued excess supply of slots in most 
trade lanes.

Meanwhile, a two-tier market has developed, which 
favours fuel-efficient tonnage.

“Modern tonnage is expected to be favoured, which 
is a trend we have already seen for some time, and 
with bunker prices having increased significantly 
during the past two months, this trend will 
intensify,” said Braemar.

According to Argus Media data, pricing of high 
sulphur fuel oil sourced in Singapore has risen by 
more than 28% since May, while very low sulphur 
fuel oil bunkered at Rotterdam has increased by 
20% in the same period. 

Recently reported fixtures by brokers in the 
feedermax sector included the 2,846 teu Robin 4 
(IMO: 9399741). Reflecting the short-term nature of 
most fixtures in the current market it was secured 
for up to two months by Maersk, at a daily rate of 
$15,000. At the height of the containership freight 
and charter markets in mid-2021, such a vessel 
would have achieved daily rates of over $80,000 per 
day.

In the regional feeder sector, Cosco extended the 
1,700 teu Olympia for up to nine months at $12,500 
per day for the Middle East and Indian subcontinent 
trades.

The oversupply of small feeder vessels in Asia is 
confirmed by the low rate being secured for the 
charter of the 1,000 teu Wiebke Schepers (IMO: 
9353747) at just $7,850 per day for a seven-month 
fixture.

IEA net zero scenario sees limited 
methanol uptake in shipping
METHANOL’S share in the bunker fuel mix will be 
limited to 1% in 2030 and 2035, according to the 
International Energy Agency’s net zero scenario that 
estimates higher maritime demand for biofuel and 
ammonia.

Biofuels’ share in shipping’s final energy 
consumption reaches 8% in 2030, rising to 13% and 
19% in 2035 and 2050 respectively, the IEA’s net 
zero road map showed.

Ammonia becomes the primary marine fuel in 2050 
with a 44% share, after reaching 6% in 2030 and 
15% in 2035, according to the Paris-based agency’s 
net zero 2050 scenario. Hydrogen’s share matches 
that of biofuels in 2050 with 19%.

“In the net zero scenario, orders of ammonia-ready 
vessels increase from the 2022 level on average by 
about 20% per year to 2030, representing about 15% 
of typical annual vessel orders,” the IEA said.

“In shipping, efficiency improvements including the 
use of wind assistance and fuel switching cut oil use. 
Ammonia is the primary low-emissions fuel used to 
decarbonise shipping, with the contributions from 

biofuels and hydrogen limited in large part by their 
relatively high costs.”

The IEA estimates came despite the sharp rise in 
dual-fuel methanol vessel orders in 2023, especially 
from the containership segment. There are 209 
dual-fuel methanol vessels on order including 
retrofits, according to data tracked by Lloyd’s List.

Maersk took delivery of its first such vessel this 
summer, as the liner giant named the 2,100 teu 
boxship Laura Maersk (IMO: 9944546) on 
September 14.

The ship bunkered with bio-methanol and Maersk 
hopes to use green methanol made from renewable 
electricity in the future, but there are doubts it will 
be able to find supplies.

Maersk expects to receive green methanol from 
Danish supplier European Energy in the first half of 
2024, as the firm will start operations at its 
e-methanol facility in Denmark.

Under its net zero scenario, which envisages 
stringent and effective policies, the IEA estimates 



Lloyd’s List | Daily Briefing Wednesday 27th September Page 4

coal demand falling to around 500m tonnes by 
2050, from 5.8bn in 2022. Oil demand would fall to 

24m barrels per day by 2050 in the same scenario, 
from 100m bpd in 2022.

ANALYSIS:

Russia’s Danube offensive is failing 
to dent Ukraine exports
THE barrage of Russian drone attacks on Ukraine’s 
Danube ports since July have failed to significantly 
reduce shipments or curb demand.

Analysis of Lloyd’s List Intelligence vessel-tracking 
data confirms immediate disruptions at the ports 
in the wake of the 11 drone attacks since July 24. 
But the effect on shipments has proved to be 
temporary.

Despite significant damage to maritime 
infrastructure, the impact of the attacks on 
shipments has been limited, and overall shipowners 
have been undeterred with inbound traffic 
continuing to flow at near-normal levels.

In the month following the first attack on the river 
ports some 353 cargo-carrying vessels arrived at 
Ukraine’s Danube ports, down from 360 during the 
previous four-week period.

Black Sea arrivals fell 13% over this period, while 
inland voyages rose sharply.

Inbound traffic recovered during the next 
month, with some 373 cargo-carrying vessels 
arriving between August 21 and September 17, a 
figure that is only slightly lower than normal 
levels.

According to customs data, Ukraine exported just 
over 2m tonnes of agricultural products via the 
Danube channels both in July and August. That 
compares with 2.2m tonnes in May and 1.9m tonnes 
in June.

During the first half of September some 1.1m tonnes 
of agricultural products were exported, down 
slightly month on month.

Russia began targeting the Danube ports shortly after it 
withdrew from the Black Sea Initiative, an agreement 
which enabled the safe transport of agricultural 
products from Ukraine’s greater Odesa ports.

There have been 11 direct attacks on Danube 
infrastructure since July 17, the day the grain 

deal ended, with the first drone strikes taking 
place on July 24.

The latest drone strike took place on Monday night, 
further damaging infrastructure at the port of Izmail.

Ukraine’s Danube ports of Reni, Izmail and Kiliia 
constitute Ukraine’s main export route since the 
collapse of the grain corridor, particularly for 
agricultural products.

Russia’s repeated attacks are widely seen as attempts 
to further curtail Ukraine’s ability to trade. The UK’s 
Ministry of Defence has said Russia is trying to 
coerce and intimidate shipping into cutting trade 
ties.

While vessel-tracking analysis proves that the 
attacks are yet to have a significant impact, 
Ukraine’s leaders remain concerned that continued 
attacks will ultimately slow trade, not least because 
of pre-existing issues that have routinely caused 
logjams along the route.

One major problem is the build-up of vessels along 
the river.

Ships are able to enter the Danube river via the 
Bystroe and Sulina channels. However, draught 
restrictions mean many vessels can only exit 
through the Sulina Canal.

This leads to a backlog inland, which is exacerbated 
by a shortage of pilots.

Since August there have been more than two weeks 
where the Sulina Canal has been closed to inbound 
traffic to give pilots the opportunity to clear out 
ships waiting to enter the Black Sea.

A local consultancy estimated that at the beginning 
of August ships were waiting approximately 15 days 
to enter the Danube ports. As of mid-September this 
has decreased to five to seven days.

Vessels needing to exit via the Sulina Canal are now 
waiting some six to 10 days.
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There are other issues that affect navigation, 
including low water levels and bad weather.

It is a challenge to isolate the impact of Russia’s 
strikes given the range of factors impacting 
efficiency, as well as the sheer length of time it takes 
for a ship to complete a voyage.

However, it is widely thought that the attacks are 
adding further pressure to the Danube supply chain.

Julia Kiryanova, chief executive of Smart Holding, 
one of the largest industrial and investment groups 
in Ukraine, said: “One of the heaviest impacts has 
been on the wider supply chain; the railway system 
has already been placed under immense pressure by 
the war and from a logistics point of view, the 
attacks on the infrastructure have created 
bottlenecks further down the supply chain.”

Further, while early data shows a steady inbound 
flow of ships, there are underlying concerns that the 
impact of the attacks will become more obvious over 
the longer term.

Katerina Kononenko, a port agent at Avalon 
Shipping, a shipping agency specialising in the 
transit of vessels through the Sulina channel to 
ports in Romania and Ukraine, said that the number 
of pro-forma invoice requests is falling.

Avalon Shipping receives approximately one to two 
requests daily, down from three to five.

Kononenko says that it is fear that has caused 
waning interest and indicates that there are owners 
that refuse to go to the Danube ports because of the 
threat of Russian attack.

Ukraine’s infrastructure minister Oleksandr 
Kubrakov said after a strike on September 13 that 
the attacks on the Danube have reduced grain 
export potential by almost 500,000 tonnes per 
month.

There is no indication that Russia’s attacks on 
Ukrainian port infrastructure will slow, with more 
than 20 strikes on ports across the country since 
Russia exited the grain deal.

MARKETS:

Norden chief executive says asset-light 
strategy keeps it profitable amid bulker 
rates slump
DANISH shipowner Norden said its seven-year-old, 
asset-light strategy will let it profit from uncertainty 
and volatility in the dry bulk market, amid 
continued economic headwinds over the next 18 
months.

Norden owns just 5% of the 413 ships that it 
operates, including 20 of the 130 tankers and even 
fewer of its 300-plus bulk carriers.

The remainder are either “chartered, operated or we 
have in pools” said chief executive Jan Rindbo.

“We built our strategy around being more asset-light 
and being able to adapt to these different kinds of 
markets that we’re in,” he told Lloyd’s List.

“The classic business model in shipping is that you 
own a lot of assets, a lot of ships, and basically you 
hope for the best.

“We didn’t really see that business model was the 
best way to be invested in shipping and rather than 

being afraid of volatility we wanted to have a 
strategy where we could embrace volatility, and also 
make money in more difficult times.

“At the same time, we wanted to have stable service 
to our clients, a better return for our investors, and 
then having a business that was more resilient.”

Norden joins other pure shipping companies such as 
Oldendorff Carriers and Western Bulk in the dry 
bulk space with an asset-light approach, built 
around the concept of trading freight rather than 
ships.

The company reported second-quarter profits of 
$108m, down from $150m over the first three 
months of the year. Last year was its most profitable 
in Norden’s 152-year history, at $743.5m.

Being asset-light means the company has remained 
in the black every year since the strategy was set in 
2016, said Rindbo. That followed a string of years in 
the red after the global financial crisis of 2008, 
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culminating in a combined $700m in losses over 
2014 and 2015.

“The macro trends we saw for the industry (back 
then) were rising geopolitical tensions … and we just 
saw that the world was moving a little bit in an 
anti-globalisation direction, at least in terms [of] 
some of the tensions, and that could lead to volatility 
and a more unpredictable market,” Rindbo said.

“We also saw decarbonisation and digitalisation, but 
we definitely expected more volatile markets.”

Focus on freight over ships meant that Norden 
suggested to customers logistics strategies across 
different ship types and sizes — such as upgrading 
to supramaxes from handysizes — which those with 
specialised or sector-specific fleets could not offer.

Despite the strategy, the decline in bulk carrier rates 
has hit profitability this year. Bulk carrier rates are 
lagging on 2022 levels with year-to-date averages 
running between 25% to 60% lower depending on 
asset class.

The average capesize time charter equivalent rate of 
$12,510 daily between January 1 and August 26, 
compares with $16,577 daily for the same period last 
year, according to Baltic Exchange indices.

The decline was even steeper for smaller bulk 
carriers that ship grains and minerals, in addition to 
coal and iron ore that consequently enjoyed more 
buoyant rates last year.

Supramax vessels have averaged daily rates of 
$10,247 and handysizes $9,610 so far in 2023, which 
are both 60% lower than the year-on-year 
comparisons, data show.

Norden had purchase options on 15% of its fleet, 
which meant it had “asset upside” said Rindbo.

“This is an important part of how we think asset 
light,” he said. “We lease vessels in, especially in the 

Japanese market, and that brings the optionality on 
purchase options, so that we still have some upside 
in good markets. And it has given us a lot of 
flexibility.”

Norden made roughly $2bn during dry bulk’s 
halcyon years of the noughties that ended in 2008 
and lost around a billion dollars after that until 
2016, Rinbo said.

Since then, the company’s combined profits had 
reached $1.3bn.

“We can make a lot of money in good years, like we 
did last year,” said Rindbo.

“But we are also profitable when things are tougher 
and that is actually the more important part.”

Rindbo said he wanted to move the company away 
from the “very unhealthy” boom-and-bust scenario.

“Norden has never been close to bust, but when you 
lose a lot of money, then your decision making and 
your investment in people and everything else tends 
to change,” he said.

“By having a more stable performance, it means that 
now we can lean a lot more into the decarbonisation 
discussions, we can lean a lot more into 
transformation in general such as digital 
transformation and have a customer focus.

“So it just brings us into a more steady state. With 
an asset light strategy, I would argue that it’s been a 
successful transformation for Norden.

“I’m much more proud of the years when the 
markets are tough and we’re making money, because 
that actually shows that we have achieved what was 
our sort of strategic objective of making sure that 
this company can thrive also, when things are tough.

“Not many shipping companies have a profitable 
track record for seven or eight years.”

China’s Cinda Leasing emerges as 
lender for Hengli’s first VLCC order
CINDA Financial Leasing has emerged as the 
financier for Hengli Heavy Industry’s maiden very 
large crude carrier order, according to market 
sources.

The reborn Chinese shipyard secured a contract 
from its parent company Hengli Group earlier this 

month to build two units due for delivery in 2026. At 
the time, the lender appeared to be still 
undetermined.

The Chinese lessor, a subsidiary of China Cinda 
Asset Management, one of China’s largest distressed 
asset managers, was said to have agreed on a 
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loan-to-value ratio of above 80% for the 
conventional-fuel pair expected to cost about $110m 
each.

“Under a leasing structure, the nominal shipowner 
should be the leasing firm, while the charterer will 
be Hengli Petrochemical,” one source familiar with 
the matter said.

Cinda Leasing and Hengli have been approached for 
comments.

Hengli Petrochemical, part of Hengli Group, has 
a refinery and petrochemical project in Dalian 
with a capacity of 20m tonnes per year, which 
started operations in 2019. The company has 
chartered tankers from owners including Cosco 
Shipping.

Sources said Hengli had earlier talked with Cosco 
Shipping’s tanker arm and CDB Financial Leasing, 
which has greater experience of shipping, about 
possible tie-ups to order VLCCs.

Cinda Leasing’s first foray into ship leasing was in 
2010, but exposure in the sector has remained small 
since then, with clients limited to domestic players, 
according to Clarksons’ data.

Its vessel portfolio stood at six ships worth $120m 
by end of June this year, having added one vessel in 
2022.

Its website shows the company had assets worth 
Rmb80bn ($11.3bn) by the end of 2022, with top 
three exposures in construction machinery and 
automotive, new energy and aircraft.

Market observers noted increasingly more Chinese 
leasing houses now eye vessels as an attractive asset 
class amid a slowing domestic economy, thanks to 
its internationality, large ticket size and high 
liquidity.

But concerns regarding oil pollution risks mean very 
few Chinese lessors have been willing to touch the 
VLCC business.

Russian diesel ban and Europe’s gasoil 
shortfall to push demand for product 
tankers higher
RUSSIA’s ban in diesel exports will accelerate 
already strong demand for product tankers to ship 
middle distillates to northwest Europe and the 
Mediterranean from the Middle East and Asia — no 
matter the duration.

Exports of diesel from the Middle East, dominated 
by Saudi Arabia and the United Arab Emirates, will 
“partly fill up the slack” left by Russia, said 
shipbroker BRS in its weekly newsletter published 
September 25.

The ban comes amid forecasts that Europe faces a 
looming diesel crunch over winter.

Refinery profits for producing the middle distillate 
are already nearing records around the world, ahead 
of the usual seasonal December-to-January rally 
when demand jumps for gasoil and diesel for heating 
in the northern hemisphere.

European refineries, which already don’t produce 
enough diesel to meet domestic demand, have 
lowered middle distillate output because they’re no 
longer sourcing medium sour Russian crude grades.

They are instead relying on greater volumes of light 

sweet grades from the US that don’t produce as 
much diesel, gasoil and jet fuel.

“The longer the (diesel) ban lasts, the higher the 
downward pressure on diesel inventories west of 
Suez,” the BRS report noted.

Short-term demand for medium range tankers to 
ship diesel from the US Gulf to Europe was expected 
to rise, according to BRS.

Despite additional diesel exports from the Middle 
East, there will still be a shortfall in volumes 
required by Türkiye and Latin America — the major 
recipients of refined products from the federation 
since Europe imposed an import ban last February, 
the report concluded.

BRS said tonne miles for the medium range tankers 
would moderate in the fourth quarter should the ban 
last through October. Tonne miles measure 
distances travelled by volumes carried and are a 
proxy for tanker demand.

Imposed on September 21, the ban will impact about 
1m barrels a day of Russian diesel and gasoil, and 
114,000 barrels a day of gasoline according to 
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shipbrokers Poten & Partners, citing average 
shipments from the region from January through 
October, from data analytics provider Vortexa.

Russia’s limited storage capacity meant that it was 
unlikely to sustain its export ban without reducing 
refinery runs, with many commentators suggesting 
the temporary ban is related to domestic needs only.

More than half of Russia’s seaborne diesel and gasoil 
exports originate from the Baltic and about 40% 
originates from the Black Sea, Poten said.

Some 75% of gasoline is shipped from the Baltic and 
most of the remainder loaded in Siberia, mainly 
Murmansk.

Half of total exports are shipped on handymax 
tankers, 22% on handysize tankers with long range 
one (15%) and long range two (9%) tankers making 
up the remainder.

“This will be a test in how successfully the ships 
involved in Russian exports will be in transitioning 
to other markets,” said Poten.

“The main owners involved in these trades are 
Russian, Turkish and some Greek owners.

“Not all of these owners will find it easy to switch to 
regular trades as these often involve US or European 
ports or charterers that might limit their access to 
such markets through port state control or vetting 
requirements.”

London-based shipbrokers Gibson said in its 
September 22 report that exports to Europe from 
the Middle East Gulf were already up 43% year on 
year, at 820,000 barrels a day.

Leading the increase were increased runs from the 
400,000 barrels a day Jizan refinery and the start-
up of the new 615,000 barrels a day Al Zour plant, 
the shipbroker said.

“Middle East clean petroleum product exports will 
continue to increase in the months ahead,” the 
report said.

“The Al Zour plant still hasn’t reached its full export 
capacity, whilst the newly commissioned 215,000 
[barrels a day] Duqm plant has exported its first 
diesel cargo earlier this month.

“Additional diesel demand into Europe is also likely. 
Amsterdam-Rotterdam-Antwerp gasoil inventories 
have been steadily declining in recent months, 
falling close to their lowest level this year due to 
stronger domestic demand over summer months 
and unplanned refinery outages.

“Inventories are likely to remain under downward 
pressure over the next couple of months, with some 
European refineries heading into maintenance in 
September and October.”

The additional wildcard for summer diesel flows 
alongside the Russian ban was the provision of 
Chinese export quotas.

The Chinese government has recently released a 
third batch of product exports, bringing the 
2023 total for the year to date some 15% above 
last year’s CPP total volume, according to 
Gibson.

A possibility of another batch of export quotas later 
in the year was likely, depending on domestic 
demand.

Danaos continues deep dive into dry 
bulk with move for capesize brace
CONTAINERSHIP owner Danaos has moved to 
acquire two more secondhand capesize vessels, 
continuing a diversification into dry bulk that was 
launched over the summer.

The Greece-based owner has agreed prices of about 
$18.3m each for the 175,879 dwt West Trader (IMO: 
9467665) and the 176,130 dwt East Trader (IMO: 
9557874).

Both bulkers were built in 2009 by Jinhai Heavy 
Industry and are in the fleet of South Korean group 
Sinokor.

Industry sources told Lloyd’s List that the deal for 
West Trader has gone through and it is scheduled to 
be delivered to Danaos in November.

The acquisition of East Trader, however, is 
understood to remain subject to completion of 
certain inspections.

The brace of acquisitions would bring the dry bulk fleet 
of New York Stock Exchange-listed Danaos to seven 
middle-aged capesizes, all constructed by Jinhai Heavy.

The boxship owner moved into capes in July with a 



Lloyd’s List | Daily Briefing Wednesday 27th September Page 9

$103m deal to buy five capesizes, all built between 
2010 and 2012, from China Development Bank 
Leasing.

The first of this quintet, the 175,858 dwt Bulk Peace 
(IMO: 9568067), was delivered to Danaos on Tuesday.

Danaos is not the only boxship owner to have entered 
the dry bulk sector because it is a more promising 
investment than the containership arena, which is 
facing a forbidding overhang of newbuild orders.

Capesizes are seen as the first segment to benefit 
from any upturn in the dry bulk market, but the big 
ships are likely also seen as complementary to 
Danaos’ second-quarter investment in US-listed 
Eagle Bulk, which controls a fleet of 52 ultramaxes 
and supramaxes.

Danaos spent $68.2m on acquiring close to 1.6m shares 
in Eagle Bulk, giving it a 16.7% stake in the company and 
decent exposure to that segment of the market.

If the Greek owner had wished to build on the initial 
stake, though, it was thwarted by a poison pill 
implemented by Eagle Bulk’s board, preventing it 
from purchasing further shares.

The two owners have been arguing publicly about 
the tactics, but Danaos has shown no sign of backing 
away from the company.

Dry bulk rates have improved in recent weeks and 
secondhand prices have risen along with the market 
sentiment.

Would-be buyers have been commenting that 
opportunities to acquire good capesizes at attractive 
prices have grown scarcer.

Danaos has invested in dry bulk alongside its 
traditional containership specialisation.

It has an orderbook of 10 methanol-ready boxship 
newbuildings.

Maersk Line to offload USMMI 
tanker business to Jones Act owner 
Maritime Partners
MAERSK Line Limited, the US-based business of 
A.P. Moller-Maersk, has agreed to sell its subsidiary 
US Marine Management Incorporated (USMMI) to 
Jones Act owner Maritime Partners.

The deal is Maritime Partners’ second major move 
in the US tanker market in as many months, having 
agreed to acquire AMSC’s Jones Act business 
American Tanker Holding Company in a deal valued 
at nearly $750m.

In contrast, the USMMI agreement will see Maersk 
Line offload four tankers and a support vessel and 
exit the US-flagged tanker market.

A Maersk spokesperson said that following USMMI’s 
sale, Maersk Line will continue to operate 20 US-
flagged boxships and three ro-ro vessels “operating 
around the world to support the United States with 
government-related and humanitarian missions”.

USMMI’s current ownership structure has “for some 
time” limited its “opportunities to compete on a level 
playing field and fully unlock its growth potential”, 
he told Lloyd’s List in a statement.

“The decision was therefore made to sell USMMI 
and after an extensive process Maritime Partners 
was found to be the best owner.”

The deal is subject to regulatory approval.

Earlier this year, USMMI acquired the 2016-built, 
50,034 product tanker Badlands Trader (IMO: 
9700483).

Following its acquisition and reflagging in the US, 
it was awarded a five-year (with options) time 
charter contract with the US Navy to support the 
Red Hill bulk storage facility de-fueling 
programme.

IN OTHER NEWS:
Japan’s three shipping giants team up 
to carry liquefied hydrogen
JAPAN’S three largest 
shipowners Mitsui OSK Lines, 

NYK Line and K Line have agreed 
to invest in JSE Ocean, a research 
company specialising in carrying 
liquefied hydrogen (LH2), to build 

a global supply chain for the 
clean fuel.

Each will hold 16.6% of the stock 
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in JSE Ocean, while Japan Suiso 
Energy remains the majority 
shareholder with 50.2% of shares, 
according to a release.

China unveils standards for methanol 
as marine fuel
CHINA Cosco Shipping’s bunker 
service provider launched two 
standards for methanol as 
marine fuel, in another step 
towards methanol’s wider 
adoption.

China Marine Bunker 
(PetroChina) Co, also known as 
Chimbusco, said the new 
standards for methanol fuel 
quality and bunkering are the first 

of their kind in China and fill a 
crucial gap in the industry.

Seacor sells harbour-towing 
operations and assets
SEACOR Holdings is offloading 
harbour-towing operations and 
assets from its subsidiary 
Seabulk Towing to New Orleans-
based EN Bisso & Son and 
Houston-based Bay-Houston 
Towing Company.

The EN Bisso transaction 
includes 12 harbour-towing 
vessels operating in ports in 
Florida and Alabama, while the 
Bay-Houston transaction 
includes eight harbour-towing 

vessels operating in Texas and 
the port of Lake Charles, 
Louisiana.

Norway funds ammonia and hydrogen 
ship projects
THE Norwegian government’s 
climate fund Enova has awarded 
grants to multiple maritime 
transport projects that include 
Viridis Bulkers’ project to order 
ammonia-powered bulk carriers.

Viridis Bulkers will receive 
Nkr152m ($14m) for its upcoming 
order of two 4,700 dwt ammonia-
powered bulkers. The firm aims 
to order the two vessels around 
the end of the year.

Classified notices follow
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