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Red Sea attacks pull idle 
containership capacity back 
to pandemic levels

RED Sea diversions continue to buoy containership lessor returns by 
inflating demand for available tonnage.

Less than 1% of the world’s containership capacity is commercially idle, 
a level that “echoes numbers recorded during Covid”, said Alphaliner 
on Tuesday. Idle capacity was at 0.9% in March and 0.7% in February, 
the lowest since February 2022, at the height of the supply chain crisis.

Demand for ship charters “remains healthy,” with lease rates that 
exceed pre-Covid levels. Scrapping remains minimal.

Post-panamaxes and larger ships continue to be fully booked, leading 
to a dearth of fresh charters. Panamaxes “remain very popular with 
charterers and are enjoying further rate increases”, said Alphaliner.

It reported that the 4,253 teu panamax Synergy Antwerp (IMO: 
9443580) has just been chartered by Hapag-Lloyd for 11 to 14 months 
at $26,500 per day, above the prior benchmark of $25,000-$25,500 
per day.

Sub-panamaxes and smaller ships are seeing even higher demand. 
According to Braemar, “The feeder segment remains the most active, 
with the majority of reported transactions and extensions.”

The ultimate impact of the Red Sea crisis on containership lessors 
hinges on whether Red Sea diversions outlast current legacy charters, 
which are headed toward a “maturity wall”.
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A substantial portion of tonnage in larger asset 
classes was placed on multi-year charters during the 
Covid boom. Many of those ships remain tied up on 
legacy leases, but lease maturities will accelerate in 
2025, with renewal prospects to depend on whether 
disruptions are still ongoing.

“Nobody has the slightest clue when the Red Sea 
situation is going to be resolved,” said Lars Jensen, 
CEO of consultancy Vespucci Maritime, in an 
interview with Lloyd’s List. “It could be a month or 
two from now. It could be a year or two.

“I don’t think we can rule out a scenario where this 
is something that lasts for years. So, the Red Sea 
problem could still be persisting when those [legacy 
lease] ships come back on the market.”

Very different scenario without Houthi hits
The Red Sea crisis changed the script for carriers 
— and thus, ship lessors — just as carriers were 
about to start idling more tonnage, believes Jensen.

“My take is that just before the Red Sea erupted, the 
carriers were in their usual staring contest — who 
will back down first?”

He believes that if the Houthis hadn’t launched their 
attacks, carriers would have reached a tipping point 
and reduced capacity in Q1 or early Q2 of this year. 
“Rates would have been a lot worse. Carriers would 
have said ‘enough is enough’ and we would have seen 
vessels being idled.”

Instead, the Houthi attacks created a market “where 
we have enough ships to go around Africa and we 
don’t have excess ships. It’s fairly well balanced.

“As we get the orderbook delivered through the rest 
of 2024, carriers will likely try to manage that by 
slowing down some of the ships they had previously 
sped up to make their schedules around Africa.”

Ship size has also played a significant role in 

resilient demand for leased containerships and 
should continue to do so going forward.
“The orderbook is heavily skewed toward the bigger 
vessels,” said Jensen. This equates to less capacity 
pressure on lease rates of smaller ships.

“Also, some of the new carrier networks that are 
coming out are more hub-and-spoke, and if you go 
to more hub-and-spoke, you need the small ships,” 
he added.

A common view of how the container shipping cycle 
will play out is: Carrier profits fell first as freight 
rates normalised from pandemic highs, and 
containership lessor profits will fall next as legacy 
multi-year charters expire.

In a note to clients on Tuesday, Jefferies detailed a 
new interview with Oscar Hasbun, CEO of CSAV 
(which owns 30% of Hapag-Lloyd), in which Hasbun 
was paraphrased as saying, “All vessels were needed 
during the pandemic, with longer contracts with 
shipowners, but these are coming to an end in 
2025-2026.”

Carriers will have much more fuel-efficient 
newbuilding tonnage in their fleets by then, allowing 
them to save on operating costs by letting leases on 
older ships expire — to the extent older leased 
tonnage is no longer needed to service demand.

“In theory — and in aggregate — that is right,” said 
Jensen of this scenario. “But there will be enormous 
differences, because it boils down to the size of the 
vessels. The ship lessors are going to be pressured in 
aggregate, but the extent is going to be diverse and 
will depend on which vessels they’ve got.”

Lessors of smaller ships will fare better, he said. 
“Carriers have underordered smaller ships, so some 
might sit on [leased] assets. Because even if there is 
structural global overcapacity and I have too many 
20,000 teu ships, that does not help me if I need a 
ship that can go into the fjords of Oslo

WHAT TO WATCH 

Russian crude exports defy G7 price cap 
during March
MORE than 90% of crude exports in March  
were shipped on tankers operating outside  
of Western jurisdiction, as the assessed average 

price of oil exceeded the $60 per barrel price cap by 
as much as 30% over the month.
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Twenty-six of the 116 tankers tracked loading crude 
from Russian ports had protection and indemnity 
coverage with the 12 clubs that form the 
International Group of P&I Clubs, data from Lloyd’s 
List Intelligence and Vortexa shows.

Marine insurance with the International Group is 
seen as a proxy for tankers’ compliance with the G7 
price cap on Russian oil exports, put into effect 15 
months ago to curb revenue flowing to the Kremlin 
while avoiding price shocks.

However, for a second consecutive month, the share 
of Russia-calling tankers insured with the 
International Group was the lowest recorded since 
the imposition of sanctions.

A total of 37% of the 334 tankers tracked had P&I 
coverage from the group in March, measured by 
deadweight, analysis shows. That compares with 
39% in February and as high as 70% in early 2023 
when the Russian oil price was below the cap.

Insurance coverage for the remainder of the tankers 
was unknown, although Russia’s Ingosstrakh has 
confirmed that it provides coverage for Sovcomflot-
owned tankers that have not been directly 
designated by US Office of Foreign Assets Control, as 
well as some dark fleet* tankers.

The figures demonstrate how the rising price of 
global crude is presenting a dilemma for US, UK and 
EU regulators keen to enforce the price cap and 
prevent sanctions circumvention.

Under the terms of the G7-designed price cap, 
Western insurers, shipowners and shipmanagers are 
required to avoid involvement in Russian oil exports 
sold for more than a maximum price, fixed at $60 
per barrel for crude.

Even as the Russian oil price is assessed by price 
reporting agencies in excess of $60 per barrel for 
nine of the past 10 months, it continues to be sold 
and shipped on tankers to destinations including 
Türkiye, China and India, beyond regulators’ reach.

The price of Russia’s Urals crude shipped from the 
Baltic and Black Seas averaged nearly $69 per barrel 
in March, while Eastern Siberia–Pacific Ocean grade 
oil exported from the eastern seaboard was at 
$78.80 per barrel, according to price reporting 
agency, Argus Media.

Individual oil sales can be within the price cap even 
if media and other reports say otherwise, P&I 

officials have previously told Lloyd’s List.

Since February 20, attestation documents are 
required for each oil cargo, after regulators decided 
to no longer accept annual declarations from marine 
service providers. Annual attestations were 
previously provided to insurers by shipowners.

The change in rules accompanied a series of 
designations in relation to shipmanagers and 
registered shipowners and operators from October, 
including Russia-controlled Sovcomflot, which 
regulators said were circumventing the price cap.

Oil traders and charterers must now provide a 
breakdown of ancillary charges, including freight, 
amid evidence that shipping costs were being 
inflated to disguise cap breaches.

That has resulted in a recalibration of risk appetite 
for Greek shipowners, who previously commanded a 
50% market share of Russian oil trades less than 12 
months ago.

Greece-owned vessels comprised 23% of tankers 
tracked calling at Russian ports over March, 
measured by deadweight, data shows. That is the 
lowest since sanctions began.

Vessels from the dark fleet, referred to by some 
marine insurers as the “parallel fleet” operating 
alongside those with Western marine service 
providers, totalled 45%, with Russian and Turkish-
owned vessels at 13% and 7% respectively.

More than 91% of crude, measured by volume 
shipped, occurred outside Western jurisdiction, with 
69 of these tankers transporting the oil defined as 
part of the dark fleet under Lloyd’s List 
methodology.

Less than 9% of Urals crude was shipped on Greece-
owned tankers, Vortexa data shows.

None of the crude was shipped from Kozmino, 
where ESPO crude is at nearly $80 per barrel. Of the 
10 Greek tankers tracked, five shipped Urals crude 
and the remainder from the Arctic terminals of 
Murmansk and Sabetta.

There is no suggestion that sanctions were breached. 
These shipments on Greece-owned ships, alongside 
several from Turkish-owners, were covered by the 
International Group.

Most of the 123 Greece-owned tankers tracked in 
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overall Russian trades last month were shipping 
diesel, gasoil, naphtha, gasoline and fuel oil, 
according to London-based commodities data 
analytics provider Vortexa.

* Lloyd’s List defines a tanker as part of the dark 
fleet if it is aged 15 years or over, anonymously 
owned and/or has a corporate structure designed 

to obfuscate beneficial ownership discovery, solely 
deployed in sanctioned oil trades, and engaged in 
one or more of the deceptive shipping practices 
outlined in US State Department guidance issued in 
May 2020. The figures exclude tankers tracked to 
government-controlled shipping entities such as 
Russia’s Sovcomflot, or Iran’s National Iranian 
Tanker Co, and those already sanctioned.

Iran’s oil exports sail to record post-sanctions 
first quarter as second Panama-flagged 
tanker exodus under way
BOOMING Chinese demand has helped Iran achieve 
its strongest Q1 oil exports volumes in five years, 
despite renewed US scrutiny on its commodity 
exports.

Preliminary figures from US lobbying group United 
Against Nuclear Iran indicate that Tehran exported 
1.55m barrels per day of crude and condensates in 
the first quarter, including 1.8m bpd in March. If the 
figures hold, Q1 would be the second-best quarter 
overall since sanctions were fully reimposed in April 
2019, with Q3 of last year topping the list.

Tracking these shipments is notoriously complicated 
and these figures are subject to revisions. But the 
data suggests that Iran’s exports, which hit a post-
sanctions high last year, are moving from strength 
to strength.

China’s appetite for discounted Iranian oil remains 
strong. Beijing accounted for almost 85% of all 
barrels shipped by Iran in Q1, UANI’s data showed, 
in-line with its role as Tehran’s most important 
customer for energy exports.

Almost 89% of Iran’s seaborne exports, or about 
1.6m bpd, were shipped to China in March.

The US has been demonstrating a renewed interest 
in Iran’s commodity exports and their role in 
financing its regional proxies in the wake of the 
October 7 atrocities and the Houthis’ terror in the 
Red Sea.

In November, the US Office of Foreign Asset controls 
targeted Iran’s commodity exports for the first time 
since March, saying the revenues are used to fund 
proxies such as Hamas and Hezbollah. It has 
blacklisted 11 tankers tied to Iran’s armed forces and 
a Houthi facilitator since January.

While these actions do not appear to have impacted 
Iran’s exports thus far, US lawmakers and acting 
Iran envoy Abram Paley have been pressuring the 
Panama flag registry (AMP) to cut loose tankers 
involved in sanctioned trades.

According to UANI, Panama is the biggest flag state 
for tankers ferrying Iranian oil and petrochemicals. 
On January 11, US senators Marco Rubio and Robert 
Casey Jr sent a letter to Panamanian officials, urging 
them to investigate and remove vessels involved in 
the sanctioned trade. The senators cited UANI’s 
research that found 189 Panama-flagged tankers 
and liquefied petroleum gas carriers involved in 
shipping Iranian oil and LPG.

In a statement on January 16, the AMP said: 
“Regarding the 188 ships referred to in the note sent 
by the congressmen of January 11, the AMP has 
generated reports and technical criteria related to 
the compliance of 152 ships, that have resulted in 
the opening of an ex-officio cancellation process of 
80 ships, three cancelled ships and 36 ships that are 
still being investigated. 

Based in what is established in Law 57 from August 
2008, it has been possible to conclude that there are 
not enough elements to penalise the remaining 69 
ships.”

Meanwhile, Paley had met with minister of foreign 
affairs Vladimir Franco and the director general of 
merchant marine for the AMP Rafael Cigarruista in 
March.

“Important to continue co-ordination to ensure Iran 
does not abuse Panama’s shipping registry to fund 
terrorism,” Paley said on X following what he 
described as “productive meetings”.

UANI’s chief of staff Claire Jungman said that so far, 
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41 of the tankers cited in the senator’s letter have 
changed flags. Comoros is the new home to 15 of 
them, with Cook Islands a close second at 13, and 
the rest split between Gabon (three), Guyana (two), 
Hong Kong (one), St Kitts and Nevis (one) and 
Eswatini (one).

The deflaggings mark the second time the AMP 
removes Iran-linked ships after pressure from the 
US.

The AMP disclosed last year that it had deflagged 
dozens of vessels with links to the National Iranian 
Oil Company. 

A Lloyd’s List analysis from February last year based 
on a vessel list from the AMP found that most of 125 
tankers and LPG carriers ejected between 2019-
2020 for suspected links to Iran and terrorism 
switched flags to Iran.

Lloyd’s List Intelligence data showed the next two 

registries to take on the most ships from that list 
were Cook Islands and Comoros, who 
accommodated 14 and nine ships, respectively. 
However, only one ejected vessel was still flagged by 
Comoros last February, while Cook Islands flagged 
nine.

Last year’s announcement by the AMP was in 
response to a scathing opinion piece in the 
Washington Post by former Florida governor and 
current UANI advisory board member Jeb Bush, 
who accused Panama of knowingly flagging ships 
that have skirted US sanctions on Iran.

The AMP’s response garnered much media attention 
and even earned a dismissive rebuke from Iran’s 
Ports and Maritime Organisation on the state-
owned Iran Press TV.

The AMP later amended its statement to omit the 
part about deflagging ships tied to the NIOC.

Delay cover will pick up bill for Baltimore 
waits… for minority that have it
TIME CHARTERED vessels unable to leave 
Baltimore following last month’s bridge collapse 
remain on hire, with charterers still liable to meet 
agreed day rates, according to experts.

The bill will in some instances be defrayed by delay 
insurance, a leading P&I club has confirmed, but 
only for the small minority sufficiently prudent to 
buy what many regard as a luxury cover.

Lawyers believe the picture may be different for 
voyage charters, where matters will hinge on 
whether contractual wording contains “always 
accessible” or “reachable on arrival” warranties.

Nick Rowe, head of strike & delay at NorthStandard, 
said that the world’s second-largest P&I club is 
paying out on delay policies for two vessels unable to 
depart the US east coast port since boxship Dali 
(IMO: 9697428) struck and brought down a bridge 
over the bay on Tuesday last week.

Delay cover exists to protect revenue from maritime 
assets. It subdivides into shipboard risk cover for 
shipowners and onshore risk cover for either 
charterers or owners not currently chartering 
their ships.

“If a ship is exposed to a hull & machinery, P&I, war 
or cyber risk, then under a time charterparty, the 

charterer of that ship will typically be allowed to put 
that ship off hire,” he went on.

“The shipowner is no longer earning revenue. So we 
step in and pay that revenue to them during that 
period of delay.”

The product is broadly similar to loss of hire cover, 
but there are crucial differences. Delay kicks in after 
a deductible of just one lost day and provides cover 
for 20 days thereafter.

Loss of hire comes into effect only after two lost 
weeks, although it does go on paying for up to 90 
days, and only covers against H&M risks.

Buying both is a belt and braces approach, and many 
owners and charterers prefer to “self-insure” for 
delay, as insurers like to call not buying insurance 
at all.

Most of the time that saves money, and as a result, 
only about 5% of the world fleet is covered for delay 
at any one time. But if things go wrong, owners are 
on their own.

Delay cover for charterers is primarily useful 
precisely in situations where vessels are on hire but 
unable to leave port, precisely as is the case in 
Baltimore right now.
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“The shipowners, who are still getting their money, 
are very happy. But the charterer — who thought 
‘I’m going to go to Baltimore, the voyage will take 10 
days, it will cost me $100,000, I’m going to collect a 
cargo worth $200,000 and make $100,000 profit’ 
— now won’t make any profit. That really hurts.”

Onshore risk delay cover protects against any 
disruption to the supply chain, from inland factory 
or mine to port. That includes extreme weather 
events, train derailments, civil unrest and 
dockers’ strikes.

In other words, pretty much anything untoward that 
can happen not on a ship, but still delay the vessel 
and cost the charterer money. And in case you’re 
wondering, yes, that does include bridge collapses.

If legal liability is established, delay insurers have 
the ability to seek recovery of revenues they have 
indemnified from liability insurers. But it is a 
judgement call whether the time and legal expenses 
needed to do so make such an exercise worthwhile.

Alex Davey, head of litigation and disputes 
resolution at law firm Birketts, highlighted the 
importance of the “always accessible” and “reachable 
on arrival” warranties contained in some voyage 
charterparties.

Voyage charterers are not normally responsible for 
delays — even lengthy delays — in leaving a berth, 
unless the delays are so long as to frustrate 
the charter.

“If it takes longer than expected to get to the next 
port, than normally the owner has to just suck that 
up,” he said.

Voyage charters are analogous to minicabs and time 
charters to metered taxis. If you’re stuck in a traffic 
jam to the airport, you might miss your flight either 
way. But with the minicab, you only pay the fare 
agreed at the commencement of the trip rather than 
the sum clocking up on the meter.

However, if charterers have given a warranty that 
the berth is always accessible, that should be taken 
literally. Both the 2013 BIMCO laytime definitions 
and the 2014 Baltic Code specify that the words 
mean a vessel must be able to both enter and depart 
from a berth.

This was confirmed in a 2018 ruling from Mr Justice 
Knowles in the Aconcagua Bay case, which centred 
on a vessel stuck at its berth for 14 days after 
loading, due to a broken lock.

“If a charterer says to the owners, the berth is 
always accessible, it means you can get into the 
berth and you can get out of the berth. 

“But if the vessel is stuck because of the collapse of a 
bridge, you’re in breach of warranty,” said Davey.

“Always accessible” is distinguished from “reachable 
on arrival”, a warranty that again does what it says 
on the tin and only applies on arrival. Obviously this 
will be relevant for those vessels who have been 
delayed in berthing at Baltimore.

According to data from Lloyd’s List Intelligence, 
eight vessels were stuck in Baltimore as a result of 
the Dali bridge strike. Limited transits under draft 
constraints commenced on Monday this week, and 
there have been six subsequent arrivals.

MARKETS 

Scrapping hits the rocks as demand 
stays strong
VESSEL scrapping has reached its lowest level in 20 
years as continued demand across a range of sectors 
keeps older tonnage in service, according to figures 
released by BIMCO.

In the first quarter of 2024, only 2m dwt were sent 
for recycling, marking the ninth consecutive quarter 
with demolition levels below 3m dwt and matching 
levels not seen since before the 2008 financial crisis.

“A combination of strong demand following a series 
of market shocks and low orderbooks have kept 
older ships operating for longer than usual,” said 
BIMCO shipping analyst Filipe Gouveia.

“As the fleet is currently much larger than  
before the financial crisis, recycling during the  
past eight quarters has been at the lowest level in  
20 years. 
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On average, only 0.1% of the fleet has been recycled 
during this period compared with 0.45% on average 
during the past 20 years.”

Gouveia pointed to the disruptions in Red Sea 
sailings as one of a series of shocks that had boosted 
demand for tonnage, and also sanctions on Russian 
oil and coal exports which had a “lasting impact” on 
the tanker and dry bulk sectors.

“While high demand and freight rates kept ship 
recycling low, the limited tanker and bulker 
orderbooks seen in recent years have equally 
contributed to low ship recycling levels,” 
Gouveia said.

“Combined bulker and tanker newbuilding deliveries 
have also reached the lowest levels in 20 years.”

Scrapping had been expected to increase 
significantly, particularly in the container sector, as 
a flood of newbuildings came into a market facing 
lower demand.

But the tonnage requirements to divert around  
the Cape of Good Hope had helped reduce 
overcapacity, at least in the short term, and ships 

that would have normally been sent for demolition 
are still finding employment.

As Lloyd’s List reported on Wednesday, demand for 
containerships remains high, with idle vessels 
accounting for less than 1% of total fleet capacity and 
tonnage providers still finding their vessels 
in demand.

In the tanker sector, BIMCO said recent increases in 
newbuilding contracting would cause deliveries to 
rise significantly in 2025 and 2026, while cargo 
volume growth could remain low, indicating more 
scope for older, less efficient vessels to be scrapped.

“Ship recycling will inevitably rebound in the 
coming years,” Gouveia said.

“The ships that would have been recycled if the Cape 
of Good Hope rerouting had not been necessary will 
likely be recycled soon after the situation is resolved.

“Therefore, despite this short-term lull in recycling, 
we still expect that more than twice as many ships 
will be recycled between 2023 and 2033 than were 
recycled during the past 10 years.” 

The Alliance pauses service restart on  
Red Sea disruptions
CARRIERS in The Alliance have postponed the 
relaunch of one of their Asia-US east coast services 
because of disruption in the Red Sea.

The EC4 service, one of five US east coast services 
that The Alliance offers, was suspended last October. 
At the time, the lines cited weak market conditions 
for the cancellation of sailings.

At that point Hapag-Lloyd, in particular, was 
looking to remove entire loops rather than rely on ad 
hoc blank sailings to match supply with demand.

The service deployed 11 ships of 13,000 teu-14,000 
teu on a 13-week rotation.

The service had been slated to return in week 16 of 
this year, in just over a week’s time, but The Alliance 
has now postponed that relaunch and has not 
indicated when it will return.

This time the carriers have placed the blame on their 
decisions not to sail via the Red Sea.

Advisories from Ocean Network Express and 
Hapag-Lloyd said the service’s reintroduction would 
be postponed until the situation in the Red Sea 
“further stabilises”.

Vessels deployed on the service will be reassigned to 
the remaining east coast services, they added.

Additional port calls would occur across the services 
to make up for ports missed by the EC4. 

The EC5 service will continue to route around the 
Cape of Good Hope, while the EC1 and EC2 services 
will go transpacific via the Panama Canal.

In contrast, CMA CGM continues to occasionally 
send ships via the Red Sea when it believes the risk 
is manageable.

Vessel-tracking data from Lloyd’s List Intelligence 
shows CMA CGM Volga (IMO: 9705081) and CMA 
CGM Verdi (IMO: 9331165) crossing the Indian 
Ocean after transiting the Red Sea, while CMA CGM 
Ganges (IMO: 9718117) is in the Suez Canal 
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returning via the Red Sea from an outbound voyage 
that also took it through the Bab el Mandeb.

Analysts at Linerlytica said vessel diversions to the 
Cape of Good Hope route had remained steady over 
the past week, with the average capacity of vessels 
on the cape route at 4.2m teu with a slight increase 
at the end of the week because of increased vessel 

activity on Asia-Europe/Mediterranean and India/
Middle East-Europe routes.

These were partly offset by a reduction in the 
number of ships on Asia-US east coast route that 
were using the long route, as some of these ships 
returning to the Panama Canal as transit 
restrictions had eased.

IN OTHER NEWS

US sanctions 13 tankers and LPG 
carriers ferrying Iranian commodities
THE US Office of Foreign Assets 
Control has blacklisted 13 vessels 
and their operator for Iran links, 
the latest in a string of actions 
targeting commodity exports 
funding the regime’s armed 
forces.

Ofac said Dubai-based Oceanlink 
Maritime DMCC, the blacklisted 
operator, facilitated shipments of 
Iranian commodities on behalf of 
Iran’s Armed Forces General Staff 
and Ministry of Defense and 
Armed Forces Logistics.

The 13 oil and liquefied petroleum 
gas carriers are “deeply involved” 
in shipping Iranian commodities, 
including on behalf of Iran’s 
military, according to Ofac. They 
had also shipped commodities on 
behalf of Sepehr Energy Jahan 
Nama Pars Co, itself sanctioned 
by Ofac in 2023 for overseeing a 
network of front companies 
facilitating sales of Iranian 
commodities.

Danish military closes shipping strait 
over missile fault
DENMARK’S military has closed 
air and sea traffic and in a major 
shipping strait off the Danish 
coast in relation to a missile fault 
on one of its warships.

A missile could launch and “fly a 
few kilometres away”, the 
Denmark Defence Command 
said. The fault developed during 
mandatory a test whereby a 

launcher was activated and could 
not be disabled. However, the 
missile is unarmed and will not 
explode if it launches and hits the 
water, the military added.

The problem is on board the 
frigate Niels Juel (IMO: 4537013) 
at Korsør, at the eastern end of 
the Great Belt Bridge. The 
warning covers an area 5-7km 
west and south west of Korsør, 
but does not include the bridge 
itself. Ships in the zone have 
been notified.

Vessel reports ‘electronic 
interference’ in Middle East Gulf
A VESSEL in the Middle East Gulf 
had experienced disruptions to its 
electronic navigational systems 
(AIS/GPS) in the early hours of 
Wednesday local time, according 
to the UK Maritime Trade 
Operations.

The agency said the unusual 
incident occurred when the vessel 
was about 95 nautical miles east 
of Ras Al Zour, Saudi Arabia.

“Vessels are advised to transit 
with caution and report any 
Irregular Activity to UKMTO,” the 
agency said on X.

Euroseas scores higher charter deal 
for newly retrofitted boxship
EUROSEAS, the Nasdaq-listed 
owner of feeder and intermediate-
sized container vessels, has 
scored a strong charter rate for 
one of its vessels after 
completing a package of retrofits 

aimed at improving consumption 
by a significant margin.

Greece-based Euroseas 
confirmed that the 4,253 teu 
Synergy Antwerp (IMO: 9443580) 
has already started the 11.5 to 
14-month period of employment 
to “a top-tier charterer” at a gross 
daily rate of $26,500.

“The charter rate represents a 
strong increase compared to last 
done, indicating the charterer’s 
interest in more modern, energy 
efficient vessels,” said company 
chief executive Aristides Pittas.

Maersk bunkers first deepsea 
methanol vessel in Antwerp-Bruges 
THE first of Maersk’s 16,000 teu 
methanol-fuelled boxships, Ane 
Maersk (IMO: 9948748), has 
completed its first methanol 
bunker in Europe at the port of 
Antwerp-Bruges.

The call is part of the vessel’s 
inaugural round-trip voyage after 
launching in South Korea in 
January.

Ane Maersk is the lead ship in a 
series of 12 deepsea 
containerships that were ordered 
in 2021 and 2022, and which are 
the first of this size to be capable 
of using methanol.

HMM and SIPG sign agreement on 
green marine fuel bunkering
SOUTH Korean carrier  
HMM has teamed up with 
Shanghai International Port  
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Group for methanol and liquefied 
natural gas bunkering at the 
world’s busiest container port.

The Memorandum of 
Understanding signed by  

the two parties also 
encompasses carbon reduction 
efforts and the promotion of 
global shipping energy 
transformation.

“Through this co-operation with 
SIPG, we have expanded our 
green fuel supply chain in China, 
following South Korea and 
Singapore,” HMM said in 
a statement.

Classified notices follow

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

 
Please contact: marketingservices@lloydslistintelligence.com
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Container Tracker

Save time. Stay compliant.

Track containers,
not just ships

Complete checks in
minutes, not hours 

Save time, with all the data you 
need in one interface, supported
by tracking intelligence from over 

600 Lloyd’s agents worldwide.

Download 
the evidence 

Downloadable reports ensure you have 
the necessary documentation to prove 

compliance, including specific end-to-end 
transhipment reports and more.

Request a demo:
America Tel: +1 212-520-2747
EMEA Tel: +44 20 7017 5392
APAC Tel: +65 6505 2084
lloydslistintelligence.com/containertracker

Simplify transhipment tracking 
with end-to-end downloadable data 

trails on containers – by container 
number or Bill of Lading. 



Lloyd’s List | Daily Briefing  Friday 5 April 2024 Page 11

Curated maritime news  and 
market analysis

Unrivalled 
 news coverage

115k+ articles 
 in our archive

Correspondents 
in  seven 
maritime hubs

Choose the trusted source
Contact us today on +44 20 7017 5392 (EMEA) / +65 6508 2428 (APAC) /
+1(212) 502 2703 (US) or visit lloydslist.com
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