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IRS chief defends classing
Russia-trading dark tankers
as fleet doubles

THE head of Indian Register of Shipping has defended the
organisation’s move to class a growing number of tankers suspected of
transporting Russian oil, as its fleet has rapidly expanded since the
Ukraine war erupted.

—Sharma’s remarks come as IRS’s fleet size has nearly doubled in the
past two years, increasing from 22.2m dwt in February 2022 to 43.6m
dwt in May 2024, according to Lloyd’s List Intelligence data.

Lloyd’s List reported in June last year that IRS was servicing more
than 170 ships suspected to be involved in Russian oil trade, with the
number still increasing monthly.

A substantial portion of these ships are registered under management
companies but have opaque ultimate ownership and often lack details
of insurers underwriting them.

“We've classed ships from certain shipmanagement companies, who
own and also manage ships. And these ships have no direct Russian
connection,” said Sharma.

such as the UK, US and EU, which
are at odds with Russia.

He conceded many class societies
have been unable to serve these
ships after the war started, for
fear of contravening restrictions
imposed by countries and regions,

But New Delhi and Moscow “are
not enemies”, even if the former
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may not agree with the latter’s military actions in
Ukraine, he said, adding that India’s continued
purchases of Russian oil are one of the best proofs of
the relationship between the two countries.

Last month, India’s Directorate General of Shipping
added a further three Russian insurers to its white
list, allowing them to provide marine insurance for
tankers carrying Russian crude.

“If somebody is finding it difficult to trade in
these difficult times, and he’s not against you
or has helped you, I don’t mind helping him and
checking with the government if I can do this,”
said Sharma.

He said after the initial 80 to 90 ships switched to
IRS, “another 200 ships came to us, saying we didn’t
know IRS has the capability to serve these 90 ships
in such an efficient manner”.

After the invasion, the G7 countries imposed a price
cap on Russian oil to limit its revenue from selling
energy that can be used to fund the war.

Under the oil price cap, Western shipowners,
charterers, oil traders, banks and insurers can’t
provide services for shipments to third countries
unless cargoes are sold below the $60 per barrel cap

for crude, $45 per barrel for fuel oil and $100 per
barrel for refined products. But class societies are
not on this list.

As the price cap is breached and mainstream
shipowners opt out for fear of sanctions, the
proportion of Russian oil carried by parallel or dark
fleets is rising, despite increased scrutiny by the
West in this area.

Oil loaded on tankers over April defined as part of
the dark fleet exceeded 50.3% by dwt, the highest
monthly percentage since the G7 oil price cap

was first imposed in December 2022, data from
commodities data analytics provider Vortexa and
Lloyd’s List Intelligence shows.

At the same time, UK officials have been told
by industry players that the price cap has many
loopholes and is “increasingly unenforceable”.

Sharma said IRS still ensures it upholds current
sanction regimes, adding the organisation has
previously delisted 15-20 ships found to be in breach
of US Ofac sanctions.

“We have a clause in our contract that even if we've
classed you, but if we find A, B, C, D tomorrow, we’ll
declass you.”

WHAT TO WATCH

UK targets use of escrow agents in dark fleet
sale and purchase deals

THE role of escrow agents to facilitate sales of
elderly tankers is under scrutiny after the UK
government published “key risk indicators”

that indicated these transactions and the use of
“complicated structures” concealed the identity of
the ultimate buyer of the vessel for Russian trading.

The guidelines on the sale of tankers to third countries
were released to prevent further elderly ships being
sold for use in shipping sanctioned Russian oil, the
UK’s Department for Business and Trade said.

Shipbrokers and owners faced unspecified financial
penalties or criminal prosecution, according to the

notice, published May 21.

The imposition of the G7 oil price cap on Russian
oil and shipping nearly 18 months ago has
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accelerated the growth of a dark* or parallel fleet of
anonymously owned, elderly tankers solely deployed
in sanctioned trades, most of which operate outside
Western jurisdiction.

Up to 300 tankers have been sold for dark fleet
trading over the past two and a half years and

are now shipping Russian oil. Many are formerly
owned by Western shipowners and sold under deals
brokered by companies based in Europe or the UK.

Lloyd’s List investigations previously identified
the use of escrow agents in many of these sale and
purchase transactions, spanning legal firms in the
United Arab Emirates, Greece and Singapore.

Buyers and sellers of the vessel sign an escrow
agreement nominating the escrow agent, usually a
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legal firm, as part of the purchase agreement.

The purchase agreement is signed between

the buyer, typically a special purpose vehicle
incorporated in a jurisdiction such as the Marshall
Islands and used as a front company, and

the seller.

Another single-vessel entity wholly owned by the
front company is nominated as the vessel buyer.

The single-vessel entity grants powers of attorney to
financiers, lawyers and others that may or may not
indicate the ultimate beneficial owner to execute the
sale and purchase deal.

Funds are paid to the escrow agent for distribution
to sellers, along with commission to the shipbroker
involved.

The guidance said it wanted to “consolidate industry
awareness of potential risks and common deceptive
practices” for vessel sales to entities that ultimately
used the ship for Russian trading.

Russia had spent considerable resources on efforts
to circumvent the oil price cap by purchasing
secondhand tankers to export oil independent of any
G7+ services, the guidance said.

Due diligence should be undertaken to identify
the true ultimate beneficial owner, and scrutinise
intermediary companies, as well as the source of
funds, said the UK government.

Shipbrokers should identify red flags, which
included vessels aged over 15 years being purchased
at above-market prices and for which the legal
ownership was obscured by the sale structure.

If the country of the SPV buyer was not in line
with industry norms, this was also a red flag, the
guidance said.

The use of complicated structures to conceal
involvement via layered letters of credit, front
companies, intermediaries and hard-to-trace or
opaque payment methods were also cited.

Under the G7 price cap, western marine service
providers including banks, shipowners, charterers,
shipbrokers, and traders can’t ship Russian oil to
third countries unless the cargo was sold below the
price cap.

The cap is $60 per barrel for crude, $100 per barrel
for refined products and $45 per barrel for fuel oil.

Affinity Shipping chief executive Richard Fulford-
Smith told the New Statesman earlier this year that
buyers’ ownership was obscured using bearer shares
of the SPV.

Establishing an escrow account meant lawyers
involved in such sales circumvented financial
regulations that required “know your customer” (or
KYC) checks on the front company, he said.

* 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.

Deripaska charterer decision sets force
majeure precedent, lawyers contend

THE Supreme Court’s finding that a Dutch
shipowner was entitled to reject payment in euros
from a charterer linked to a sanctioned Russian
oligarch sets an important precedent for all
commercial contracts that feature force majeure
clauses, maritime lawyers have told Lloyd’s List.

From a jurisprudential viewpoint, the case pitted the
pragmatism of a seemingly straightforward fix for

a practical problem against the principle of sticking
to the letter of a contract, and ultimately decided for
the latter, they added.
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“The decision reinforces the position in English law
that the words in a contract should be read strictly
by way of what it says on the tin,” said Nicholas Woo,
a partner at Birketts.

“It is important not to get carried away by seeking
an interpretation that tries to understand the words
in a commercial manner.”

Bulk carrier operator MUR had committed to a

contract of affreightment to carry bauxite for RTI, a
Jersey-based entity that is a subsidy of Rusal, one of
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the world’s largest aluminium producers by output.

As is standard in many commercial contracts, the
terms included a force majeure clause that could
be invoked provided it could not be “overcome by
reasonable endeavours from the party affected”.

In 2018, both Rusal and part owner Oleg Deripaska,
its chair at the time, were sanctioned by the US,

in retaliation for Russia’s takeover of Crimea and
occupation of parts of eastern Ukraine.

MUR was concerned that the sanctions would delay
payment of freight in dollars, as per the contract.
As a result, it triggered the force majeure clause,
which released it from obligations, including the
nomination of performing vessels.

RTI — which was not itself sanctioned — offered by way
of reasonable endeavours to settle the bill in euros and
promised to bear any additional costs and exchange rate
losses. However, MUR did not find this acceptable.

RTT thus had to make alternative arrangements to
carry 280,000 tonnes of bauxite per month from
Conakry in Guinea to Dneprobugsky in Ukraine.

The matter went first to arbitration and then
litigation.

In 2022, the Court of Appeal held that force majeure
could not be invoked because “a problem or state of
affairs is overcome if its adverse consequences are
completely avoided”.

However, MUR wished to uphold the principle
that absent express wording to the contrary, the
‘reasonable endeavours’ proviso did not require a
party to accept an offer to perform the contract,
other than in strict accordance with its terms.

By contrast, RTI argued it was reasonable to accept
non-contractual performance, if no detriment or
other prejudice is caused and doing so would achieve
the same result as contractual performance.

Purpose of ‘reasonable endeavours’ proviso

Earlier this month, the Supreme Court allowed
MUR’s appeal, holding that a majority-owned
subsidiary is subject to the same restrictions as a
parent company. Therefore it was “highly probable”
there would have been problems in making timely
dollar payments.

Analysis by Reed Smith lists the thinking behind
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the court’s decision, starting with the objective of a
reasonable endeavours proviso.

This is namely to ensure that failure to render
contractual performance is genuinely caused by a
force majeure event, rather than by failure to take
reasonable steps to overcome a problem.

“The reasonable endeavours that may need to be
taken must aim to achieve performance of the
contract according to its terms, not by some other
method that cuts across the contractual terms,”
said Kyri Evagora, co-chair of the firm’s energy and
natural resources industry group.

“This applies even if the practical results of such
non-contractual performance appear, on the face
of things, to be the same as the practical results of
contractual performance.”

The fundamental English law principle of freedom
of contract extends to freedom not to contract.
Parties must be free not to accept an offer of
non-contractual performance without potentially
prejudicing other rights, such as the right to rely on
force majeure.

Parties should not be required to forego valuable
contractual rights, such as a right to receive
payment in a particular currency and accept an
offer of non-contractual performance, unless
there is clear language in the contract

requiring this.

Finally, MUR’s straightforward position was to be
preferred over RTT’s in the interests of certainty and
predictability, which are of particular importance in
the context of English commercial law.

Charterer stance too complex

By contrast, RTTI’s position would require a complex
inquiry about each offer of non-contractual
performance, on a case-by-case basis.

Haynes Boone counsel Fiona Cain argued: “Where
do you draw the line? If [payment in euros] was
considered reasonable, it would open the floodgates.
If it was reasonable in this situation, OK. But next
time, what else are you going to be asking someone
to do?

“Certainty is fundamental to English law. We like

to know what our contracts say and that is what
we will do.”
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Had flexibility over currency of payment been
built into the contract, then the case would not
have arisen, she noted — but this was not

the case.

Where owners are happy to accept payment

in alternative currencies to the dollar for any
reason, that stipulation can be built into the
wording, so long as the charterer is happy with
that.

Reed Smith also contended that throughout the
appeals, the parties disagreed on whether the
issue should be addressed as a narrow question
of interpretation of their particular contract, or a
question of general application affecting all force
majeure provisions.

The Supreme Court confirmed that, absent
express wording to the contrary, an obligation to
use reasonable endeavours applies by implication
to all force majeure provisions, even where the
obligation is not spelled out.

In this context, the word “overcome” has the
same meaning as “nullify”, “defeat” or “prevent”.

The court did not directly address the issue

of what constitutes contractual performance.
However, from its comments on the legal
authorities cited by the parties, case law
“implicitly, and strongly” supports MUR’s stance.

While MUR vs RTI does provide clarity on some
of these issues, parties entering into long-term
commercial contracts may now wish to revisit
standard force majeure provisions that expressly
expand the scope and extent of duties to avoid or
mitigate force majeure when unexpected events
occur.

“The Supreme Court’s judgment helpfully
examines the case law in this area, and clarifies
the position on force majeure, making it clear
that the contractual rights of the parties will
trump attempts to arrive at workarounds not
anticipated in the contract,” HFW partner Brian
Perrott and legal director Patrick Knox said in an
analysis.

“Following this judgment, parties can be
confident that the English courts will uphold
their contractual intentions, giving certainty to
their business dealings.”

Sanctions against Rusal were subsequently lifted
after the company loosened its ties to Deripaska.

The case saw Quadrant Chambers’ Vasanti
Selvaratnam KC and James Shirley, instructed
by Clyde & Co LLP, act for the appellants. Nigel
Eaton KC and Adam Woolnough of Essex Court
Chambers, instructed by Rosling King, acted for
the respondents.

MARKETS

Terminal congestion spreads through Asia

INCREASING port congestion is adding another
level of disruption to the situation in the Red Sea
as carriers struggle to maintain services because
of diversions around the Cape of Good Hope.

“Rising port congestion has added further to the
woes of the overstretched container market that
is already reeling from a shortage of container
equipment and vessel space,” said analysts at
Linerlytica.

Its global port congestion indicator has hit

the 2m teu mark, accounting for 6.8% of the
global fleet, with Singapore becoming the latest
congestion chokepoint.

Berthing delays at the world’s second-largest
container port were up to seven days with the
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total capacity waiting to berth rising to 450,000
teu in recent days, Linerlytica said.

“The severe congestion has forced some carriers
to omit their planned Singapore port calls, which
will exacerbate the problem at downstream ports
that will have to handle additional volumes,” it
said.

The delays had also resulted in vessel bunching
that was causing spillover congestion and
schedule disruptions elsewhere, it added.

“The rise in port congestion has taken more than
400,000 teu of vessel capacity out of circulation in
the past week alone, with a further escalation in the
situation expected in the coming month.”
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In its latest operational update, Hapag-Lloyd said
Singapore was the worst-affected port in Asia with
waiting times of up to 110 hours because of vessel
bunching and congestion. Yard utilisation was
running at 80% due to discharge volumes, it added.

In Shanghai, meanwhile, waiting times extended
between 72 hours and 96 hours, depending on the
terminal.

A report today from HSBC said that congestion had
been building in Asia due to Red Sea rerouting with
two to seven days’ delay at some ports.

“Such inefficiencies of cargo movement have led
carriers to omit regional calls and blank sailings in
their longer-haul routes so as to restore schedule
reliability, which has further reduced the already-
tight capacity,” it said.

“We think that port congestion in intra-Asia will not
unwind any time soon, as rising demand from US
and Europe, together with an early peak season, are
adding to more congestion.

There were some signs of improvement at European
ports, with HMM’s latest operational update
showing waiting times of less than a day at the
majority of European hubs.

Problems were only reported at the major
Mediterranean transhipment hub of Algeciras.

“Average berth waiting time has increased to a day
while the berth is almost fully occupied by calling
services, and the current density is above 85%,”
HMM said. “Feeder services have been severely
affected by berth congestion waiting around three to
four days.”

Across the Strait of Gibraltar at Tanger Med,
congestion had reduced at the TC3 terminal.

“Mainline vessels can berth on arrival and feeder
vessels need to wait around one to two days to
berth,” HMM said. “The TC3 yard is congested as
well due to an increase of volumes discharging from
late-arriving vessels.”

State-owned CHN Energy boosts shipping
foray with 11-ship purchase

THE leasing arm of China’s largest coal mining
and thermal power company, state-owned CHN
Energy, has entered shipping by acquiring 11
vessels from the resale market.

CHN Energy Financial Leasing said in a statement
that it won the bid for the fleet — comprising 10
newbuilding and under-construction 65,000 dwt
ultramax bulkers and one 57,000 dwt secondhand
ship — together with its sister company,

CHN Energy Shipping, at the Shanghai Shipping
Exchange.

The ships were originally ordered at Dalian
Shipbuilding Industry Co in March 2022 by
domestic peer Citic Financial Leasing, a subsidiary
of China Citic Bank, under the leadership of its
then shipping head, Bill Guo.

Guo has disappeared from public view since
reportedly being taken away by party discipline
enforcers in September 2022.

Of the 10 ships, two had already been delivered
and were said to have secured employment from
a Chinese charterer when ordered, mainly to haul
coal, grains and machinery equipment in China’s
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domestic and coastal trades.

The rest are scheduled for delivery from this
month to August 2025, according to
Clarksons’ data.

CHN Energy Leasing said the vessels will be able
to call at all its parent company’s power plants
along the lower reaches of the Yangtze River,
transhipment ports and most coastal in-house
power plant berths.

“[These vessels] will greatly enhance the
integrated energy supply and security capabilities
of the shipping company,” it stated.

The energy giant-backed lessor was established in
March 2014 with a portfolio primarily focused on
thermal, wind, and hydropower industries.

CHN Energy Shipping was set up in March of the
previous year to consolidate the parent group’s
shipping operations.

It owns 58 vessels with a total capacity of 3.2m

dwt, mainly engaging in domestic trade, along with
services connecting Southeast Asian countries
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including Indonesia, Vietnam, the Philippines

and India.

Lagging transatlantic left out of spot rate rally

— at least so far

SPOT rates in the Asia-US and Asia-Europe trades
have stunned the market to the upside, spiking
ever higher on a mix of Red Sea diversions, strong
import demand, and shipper fear.

And then there’s the transatlantic westbound trade
— from Europe to the US east coast — which is
bucking the trend.

According to the Drewry World Container Index
(WCI), Asia-US west coast spot rates averaged
$5,277 per feu in the week ending Thursday,
soaring 51% since week ending April 18.

The WCI put spot rates in the transatlantic
westbound market at just $2,241 per feu on
Thursday, down 2% since April 18.

Transatlantic lag effect

“The Atlantic is always late,” said Rolf Habben
Jansen, chief executive of Hapag-Lloyd, during the
carrier’s quarterly call on May 15.

“Whenever we see adjustments in the market,
whether it’s up or down, the Atlantic typically
follows three or fourth months later.

“So I would expect to see a bit of a recovery on
rates there also, because capacity on the Atlantic at
the moment is fairly tight.”

According to Xeneta analyst Emily Stausbell: “As
rates increase on a fronthaul out of the Far East,
carriers tend to shift capacity onto this trade to
make more money.

“This additional capacity often comes from trades
such as the transatlantic, which in turn places
upward pressure on rates.

“The fact that this redeployment of capacity takes
a number of months to complete explains the
delayed uptick in rates on the transatlantic trades,”
she wrote.

This lag effect was highly apparent in both the

run-up to the Covid-era shipping boom and the
wind-down that followed.
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WCT historical data shows that Shanghai-Los
Angeles spot rates began their pandemic run in
June 2020. Rotterdam-New York rates did not
start their ascent until April 2021, 10 months later.

Shanghai-Los Angeles rates began their post-boom
collapse in January 2022. Rotterdam-New York
rates held up far longer, not capitulating until
December 2022.

At one point in November 2022, the WCI
transatlantic westbound assessment was more
than $5,200 per feu higher than the Asia-US west
coast assessment.

The Rotterdam-New York average crashed down
to around $1,500 per feu in September-November
2023, reaching its post-pandemic nadir around
seven months after the transpacific hit rock
bottom.

Transatlantic cargo demand is falling

A big reason why transatlantic and transpacific
rates diverge is the fact that there are very
different commodities filling the boxes in these
lanes.

Cargo bound from Asia to the US is much more
weighted toward manufactured consumer goods;
cargoes arriving in the US from Europe favour
building supplies, food and beverage, vehicle parts,
and equipment.

If the recent spike in US import demand is being
driven by a pull-forward in peak demand for
seasonal retail goods, it would affect rates in the
Pacific much more than in the Atlantic.

Furthermore, the year-on-year trend for US
imports from Europe is negative, whereas US
imports overall are up in 2024 versus 2023. Unlike
in the transpacific, container transport demand in
the transatlantic is down.

Data on US containerised imports from Europe
was provided to Lloyd’s List by Jason Miller, a
freight economist and professor of supply chain
management at Michigan State University, who
calculated trends using statistics from the US
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Census Bureau.

The US imported 9m tonnes of containerised goods
from Europe in 1Q24 — down 5% from 1Q23, and
down 10% from 1Q22.

The largest declines between 1Q24 and 1Q22
were goods used for construction, including
plywood, clay, cement, concrete, and steel.
Separately, there was a big drop in imported
beverages.

“Taken together, my sense is that the 2024 versus
2022 decline is heavily driven by the slowdown in
construction activity in the US, combined with cost-
shock issues,” said Miller, adding that “beverages
may be down due to a change in Americans’
consumption habits”.

He also cited an impact from the war in Ukraine.
By country, the largest declines in US imports from
Europe over the past two years have been from
Russia and Tiirkiye.

Declines from Russia “heavily affected veneer,
plywood, engineered wood products, iron, steel,

ferroalloy, and basic chemicals”, said Miller.

Declines in US imports from Turkey impacted
“cement and concrete products, clay and refractory
products, other nonmetallic mineral products, and
basic chemicals”.

However, it hasn’t been all negative. The US Census
Bureau data shows a number of commodities
gaining ground over the past two years.

Gains primarily fell in two areas: food (fruit,
vegetables, specialty foods, and bakery and tortilla
products) and equipment and parts (motor vehicle
parts, agricultural and construction equipment,
general machinery, electrical equipment).

Both lists — the top gainers and the top decliners
— highlight how different the mix is on board
containerships arriving in the US from Europe
compared to those from Asia.

It makes sense that spot rates in the Pacific and
the Atlantic do not follow the same paths — at
least initially — before cross-basin shifts in vessel
capacity serve as a balancer.

Higher charter rates boost MPC Container

Ships’ outlook

THE Red Sea crisis has driven an upward trend in
both charter rates and durations that has led MPC
Container Ships to raise its full-year guidance as the
risk of overcapacity subsides.

“For 2024, most of the analysts had expected to see a
different picture compared to what we experienced in
the container market and the market developments
have been very dynamic,” said co-chief executive
Constantin Baack in a presentation after the release of
the company’s first-quarter results.

“Since December, the Harpex Index is up by almost
70%, and those rates are certainly above initial
expectations going into the year that they would
continue the downward trend which they had
started in the second half of 2023.

“However, the additional teu per mile demand
created by the Red Sea bypassing and the resulting
struggle of the carriers to reshuffle their networks
has created a substantial demand for extra
tonnage, which would otherwise not have been
present in the market.”
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As a result, the number of open positions in the
market was low.

“We’re looking at an idle fleet of 0.6%, which is
basically full employment of the global fleet,” Baack
said. “There is a very limited supply of vessels above
2,000 teu.”

But not only had charter rates increased
significantly, charter periods were also on the rise.

“I think noteworthy is the recent package deal
that we did with Hapag-Lloyd where we extended
four vessels in total including forward fixing
positions eight months ahead of expiration date
and at rates close to $20,000 per day,” said co-
chief executive and chief finance officer Moritz
Fuhrmann.

“So for the larger assets in our fleet, it is fair to say
24 months is a new standard. And as we speak,
we see continued inquiries from the big operators
trying to secure tonnage matching the current
demand dynamics in the market.”
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The impact of rerouting was also helping reduce the
overcapacity that had been forecast for this year.

“Looking at the supply side, full-year fleet expansion
was expected to be somewhere between 9% and
10%,” Baack said.

“But around 4% of the fleet is tied up through delays,
which means the actual supply growth is more in
the vicinity of 5%. So there is a clear imbalance in
favour of demand at this stage, triggered by certain
immediate effects in addition to the underlying
fundamentals in terms of demand growth and new
deliveries in to the market.”

The orderbook still remained at over 20% of the
existing fleet, which had already grown by 3% this
year, but the deliveries had been digested by the
market since the start of 2024.

“That is an aspect that will be relevant for the
market going forward,” Baack said. “However,

for 2024, it seems that the Red Sea bypassing is
overcompensating the fleet expansion, and there is

no immediate freight or charter weakness in sight.”

MPCC reported a profit of $76.1m for the first
quarter, down from $88.9m in 1Q23, on revenues of
$147.5m. Earnings before interest, tax, depreciation
and amortisation fell to $96.1m, but fleet utilisation
rose to 98.9%.

And with the expectation that the Red Sea rerouting
will continue to affect the market for quite some
time, MPCC has raised its ebitda guidance for the
full year from $240m-$280om to $280om-$305m.

“Over recent months, the market has firmed up
considerably, with smaller vessels now being
fixed on charters for 12-24 months or longer and
increasingly on forward charter positions, driving
an improved contract coverage and earnings
visibility,” Baack said.

“Still, outlook remains uncertain due to the potential
resolution of the Red Sea Crisis and the increased
supply of new vessels in the larger segments, which
could change the current supply-demand dynamics.”

Danaos ups methanol-ready boxship

orderbook

DANAOS has upped its newbuilding programme of
methanol-ready containerships to 14 vessels, while

also doubling down on a recent diversification into

large dry bulk carriers.

Unveiling another strong set of first-quarter results,
Greece-based Danaos said it recently placed an
order for two additional 8,258 teu vessels, both for
delivery in 2027.

The move leaves Danaos with eight boxships of
8,258 teu as well as two of 8,010 teu and another
pair of 6,014 teu vessels.

The four latest 8,258 teu orders, placed in the first
quarter, will cost an aggregate of $376.8m, the
company said.

Two newbuildings were recently delivered — the
8,010 teu post-panamax Catherine C (IMO:
9969998) and a 7,165 teu, Interasia Accelerate
(IMO: 9969912).

The New York-listed owner has secured two- or

three-year chartering agreements for all the vessels
on order.
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These latest deals were part of $423m worth of
chartering activity during the most recent three
months that has brought Danaos’ contracted
revenue to $2.5bn.

The company had completed all necessary
rechartering “in excess of internal forecasts”, said
chief executive John Coustas.

He said that renewed market optimism extended

to “the longer-term view of the charterers, who

are making charter commitments on newbuilding
vessels with deliveries scheduled from 2025 through
the end of 2027”.

“All the vessels in our newbuilding orderbook are
methanol-ready, future proofing a portion of our
fleet on green fuel usage,” Coustas said.

Danaos had secured “very conservative” financing
for the first eight newbuildings at competitive rates
“to ensure that we are able to maintain a strong
liquidity profile to support continued opportunistic
fleet expansion”, Coustas said.

The vessels will join an existing fleet numbering 69
boxships of an aggregate 434,268 teu capacity.
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Dry bulk exposure

At the same time, the owner has acquired a further
capesize and now has three secondhand capesizes
to be delivered, increasing the size of its capesize
bulker fleet to 10 vessels.

“We are continuing to explore ways to increase our
exposure to this market,” said Coustas.

“The dry bulk market has performed above
expectations, and we are confident that an eventual
Chinese recovery will drive the market higher.”

Danaos should “easily” be able to at least break-even
in the dry bulk segment of its business because of its
relatively low entry point in terms of asset prices, he

In addition to its own purchases of bulkers starting
last year, Danaos also invested in supramax and
ultramax owner Eagle Bulk.

Following the recent all-stock merger of Eagle Bulk
with Star Bulk Carriers, Danaos owns about 4m
shares in Star Bulk.

The company posted net income of $140m for the
first quarter, compared with $145.3m in the same

quarter a year ago.

Of this, the container vessels segment accounted for
$138.9m of the profit.

Operating revenues increased by 4% to $253.4m.

said.

Danaos declared a dividend of $0.80 per common
share for the quarter.

IN OTHER NEWS

Houthis begin warning owners and
operators as bulker hit in Red Sea

A GREECE-OWNED bulk carrier
was damaged in the latest attack
in the Red Sea.

The incident occurred at 0930
hrs on May 28, about 31 nautical
miles southwest of Al Hudaydha,
Yemen. The vessel was en route
from Fujairah, UAE to Port Said,

Egypt.

UK Maritime Trade Operations said
the ship’s master reported missile
damage, as well as a hit in the
water near the ship at 1040 hrs.
The crew and ship were safe and
continuing to the next port of call.

The vessel has not been publicly
identified, but Lloyd’s List
understands it to be the Marshall
Islands-flagged, 2012-built,
82,265 dwt Laax (IMO: 9512355)

Cypriot ports future in doubt after
government spat

THE future of the Port of
Larnaca, Cyprus, has been
thrown into chaos after the
Cypriot government ripped up
an agreement with Kition Ocean

Holdings to develop the port.

Kition was given control of the
port in April 2022, with a view to
developing a 10-berth terminal
and yachting marina.

However, this week control

was handed back to Cyprus
Ports Authority after transport
minister Alexis Vafeades told
Cypriot media Kition failed to pay
financial guarantees on time.

HD Hyundai teams up with Shell to
develop liquefied hydrogen carrier
SOUTH Korean shipbuilding and
engineering conglomerate HD
Hyundai and the global energy
giant Shell have agreed to jointly
develop a liquefied hydrogen
(LH2) carrier.

With the new carrier, both sides
expect to lead the emerging LH2
seaborne trade, as the hydrogen
storage and transport market

is anticipated to reach $4.4bn
by 2030, up from just $0.3bn in
2024, according to research firm
Markets and Markets.

Under the agreement, the two
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companies will jointly develop

a large LH2 tanker that can be
operational from the 2030s for
intercontinental transportation, the
South Korean conglomerate said.

MOL bolsters wind propulsion rollout
with seven more eco-newbuilds
MITSUI OSK Lines plans to install
wind propulsion systems on
seven more newbuilding ships

to be operated by its subsidiary,
MOL Drybulk, as the technologies
gain traction in shipping'’s
decarbonisation journey.

Three 42,000 dwt dry bulkers
will be equipped with the

Wind Challenger hard sails
co-developed with Oshima
Shipbuilding, with construction
contracts already signed.

The Japanese shipping group
said tracking data from an
existing vessel continuously
operating the hardware shows
greenhouse gas emission
reductions of 7%-16%, depending
on factors including routes and
sea conditions.

Greek shipowners on the hook for
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335m next year under ETS phase-in
MORE than 2,000 vessels
operated by around 400 Greek
shipping companies will have to
surrender EU allowances under
the bloc’s emissions trading
scheme.

That's according to maritime data
analytics company OceanScore,
which estimates Greek
shipowners will have to surrender
almost 12m EUAs in 2025, based
on voyage data from 2022 for
Greece-owned ships sailing to
and from EU ports.

The current price of an EUA is €70
(§76), resulting in costs of €335m
for Greek shipowners this year.

ACL teams up with BG Freight for
Irish service

ATLANTIC Container Line, the
Grimaldi Group group subsidiary,
has launched a new service
between Ireland and the US east
coast alongside Peel Ports’ unit
BG Freight Line that will see the
UK company providing feeder
services to ACLSs first port of call
in Europe, Liverpool.

ACL's deepsea ships link the US
and Canada with BG Freight Line’s
feeder vessels in Liverpool, which
is the nearest deepsea port to
Ireland. BG Freight will feeder
cargo from Dublin and Belfast.

The new service will use Peel
Ports’ Liverpool container
facilities and has secured berth
and crane priority to ensure
smooth connections every week.

SITA makes debut in maritime with
Columbia link-up

GENEVA-based airline technology
group SITA has launched
SmartSea, a new company aiming
to apply to maritime the same
advanced technology used in
running airlines and airports.

SmartSea is also backed by
Columbia Shipmanagement, its
first client.

The new venture ambitiously aims
to establish itself as “the market
leader in maritime technology by
implementing solutions trusted
by the vast majority of the global
air travel industry”.
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Classified notices follow

Lloyd’s ListD

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

Please contact: marketingservices@lloydslistintelligence.com
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MORGAN OFFSHORE WIND LIMITED
SECTION 56 PLANNING ACT 2008

REGULATION 9 OF THE INFRASTRUCTURE PLANNING (APPLICATIONS:
PRESCRIBED FORMS AND PROCEDURE) REGULATIONS 2009

REGULATION 16 OF THE INFRASTRUCTURE PLANNING (ENVIRONMENTAL IMPACT
ASSESSMENT) REGULATIONS 2017

NOTICE OF ACCEPTANCE OF AN APPLICATION FOR A DEVELOPMENT CONSENT
ORDER (“DCO”)

Notice is hereby given that the Secretary of State for Levelling Up, Housing and
Communities has accepted an application by Morgan Offshore Wind Limited (the
"Applicant") of Building B, Chertsey Road, Sunbury on Thames, UK, TW16 7BP for a
Development Consent Order (“DCQO”) under the Planning Act 2008 (“the Application”). The
Application was submitted by the Applicant to the Secretary of State, C/O the Planning
Inspectorate on 24 April 2024 and was accepted on 17 May 2024. The reference number
applied to the Application by the Planning Inspectorate is EN010136.

The Project

The Project consists of the generation assets for a proposed offshore wind farm located in
the Irish Sea and associated offshore infrastructure. The wind farm is expected to comprise
up to 96 wind turbine generators. At the closest points the array area is 22.2 km from the Isle
of Man, 37.1 km from the northwest coast of England and 58.5 km from the Welsh coastline
(Anglesey).

The proposed DCO will, among other things, authorise:
a) The construction, operation and decommissioning of up to 96 offshore wind turbine
generators and their foundations;
b) The construction, operation and decommissioning of up to four offshore substation
platforms (OSP) and their foundations; and
c) The construction of a network of subsea inter-array cables connecting the wind
turbine generators and a network of interconnector cables connecting the OSPs.

A separate development consent order is being sought for the transmission assets required
to convey the electricity generated by the wind turbine generators within the Morgan Array
Area to shore and onwards to the existing National Grid substation at Penwortham,
Lancashire. An application seeking consent for this infrastructure pursuant to a direction
issued by the Secretary of State on 4 October 2022 under section 35 of the Planning Act
2008 is being prepared and will be submitted jointly with Morecambe Offshore Windfarm
Limited.

Environmental Impact Assessment - The Project is an Environmental Impact Assessment
(EIA) development as defined in the Infrastructure Planning (Environmental Impact
Assessment) Regulations 2017. Consequently, the Applicant has submitted an
Environmental Statement as part of the Application. A Non-Technical Summary (“NTS”) of
the Environmental Statement is also available.
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Viewing the DCO application

All the DCO application documents, including the application form and all the plans and
maps, can be freely viewed on the Planning Inspectorate’s website for the full relevant
representations period and throughout the examination of the Application here on the

Morgan Offshore Wind Project: Generation Assets webpage: https://national-infrastructure-

consenting.planninginspectorate.gov.uk/projects/EN010136

You may also access these online versions of the Morgan Offshore Wind Project:
Generation Assets DCO documents free-of-charge at the below locations, until at least the
end of the relevant representation period of 10 July 2024. Please check directly with the
facilities to confirm their opening hours, as well as any bookings or registrations that might
be required to access the documents digitally through the computers available at the

respective locations.

Isle of Man

Location

Opening times

Henry Bloom Noble Library
8 Duke Street, Douglas, Isle of Man, IM1
2AY

Mon — Weds and Fri: 8:30am to 5pm
Thurs: 10am to 7pm
Sat: 9am to 4pm

Ramsey Town Library
Parliament Square, Ramsey, Isle of Man
IM8 1RT

Mon — Thurs and Sat: 9am to 4:30pm
Fri: 9am to 4pm

North West England

Location

Opening times

Barrow-in-Furness Main Public Library
Ramsden Square, Barrow-in-Furness LA14
1LL

Mon — Thurs: 9:30am to 6pm
Fri: 9:30am to 5pm
Sat: 10am to 4pm

Penwortham Community Library
Priory Lane Community Centre, Priory
Lane, Penwortham, Preston PR1 0AR

Tues — Thurs: 10am to 4pm

The Harris Library
The Guild Hall, Lancaster Road, Preston
PR1 1HT

Mon — Sat: 9am to 5pm

Southport Library
112 Lord Street, Southport PR8 1DJ

Mon — Fri: 10am to 5pm
Sat: 10am to 2pm

If you require an alternative method for inspection of the DCO application documents or
have any queries, including how to access the documents on the Planning Inspectorate’s
website, please call the Applicant on 0800 915 2493 (option 1) or email

info@morganoffshorewind.com.

The Applicant can also provide any of the documents as required on a USB (free of charge).

Hard copies of the NTS can also be provided upon reasonable request. Provision of hard

copies of the ES will be subject to a maximum charge of £7,000, plus VAT, to cover printing

and delivery costs.
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Relevant Representation

Anyone may register as an Interested Party by submitting a Relevant Representation on the
Application during the representation period. The Relevant Representation must be made
directly to the Planning Inspectorate (effectively giving notice of any interest in, or objection
to, the Application).

Any Relevant Representation must be submitted on the required registration form provided
by the Planning Inspectorate and must include details of the party’s name, address and
telephone number, along with a summary of key points explaining out the basis on which the
representation is made. Please refer to the Planning Inspectorate’s Advice Note 8.2: How to
Register to Participate in an Examination, for more information on this process, it can be
found online here: https://www.gov.uk/government/publications/nationally-significant-
infrastructure-projects-advice-note-eight-overview-of-the-nationally-significant-infrastructure-
planning-process-for-members/nationally-significant-infrastructure-projects-advice-note-82-
how-to-reqister-to-participate-in-an-examination

The Relevant Representation registration form must be completed and can be accessed
online via the Morgan Offshore Wind Project: Generation Assets project page on the
Planning Inspectorate’s website here: htips://national-infrastructure-
consenting.planninginspectorate.gov.uk/projects/EN010136

Please contact the Planning Inspectorate directly if you require a hard copy of the
registration form by telephoning 0303 444 5000 and quoting the name of the Application and
the Planning Inspectorate’s reference number: EN010136. A completed hard copy form can
be sent to: The Planning Inspectorate, Temple Quay House, Temple Quay, BRISTOL BS1
6PN.

Please note that all representations submitted will be published on the Planning
Inspectorate’s website and will be subject to their privacy policy, found online here:
https://www.gov.uk/government/publications/planning-inspectorate-privacy-notices

Relevant representations can be made up to and including 10 July 2024.
Further information about Morgan Generation Assets can be found on the project website:

https://morganandmona.com/morgan/ or by contacting the team on 0800 915 2493 (option 1)
or email info@morganoffshorewind.com.
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PAKISTAN NATIONAL SHIPPING CORPORATION

(Statutory Corporation, Established under the ordinance, XX of 1979)

INVITATION TO BID

DRY DOCKING AND ASSOCIATED REPAIRS/SPECIAL SURVEY OF M.V SIBI

TENDER NO. MRD/18785/2024

Pakistan National Shipping Corporation (PNSC), Invites bids through protected E-mail:
sibi.drydock@pnsc.com.pk for Dry Docking and Associated Repairs/ Special Survey of M.V SIBI, as per
clause-36(a) of PPR Rules, 2004.

Bidding documents can be downloaded from PNSC website www.pnsc.com.pk/tenders/Sibi-Drydock-
2024.zip till June 25%, 2024. This advertisement is available on PPRA website www.ppra.org.pk. The Bids
shall be sent on above E-mail address only, latest by (10:00 PKT/05:00 GMT) June 26", 2024. Bids will
be opened on the same day at (10:30 PKT / 05:30 GMT) in the Conference Room, First Floor, PNSC
Building, M.T Khan Road Karachi in the presence of bidders, who may wish to attend.

MUHAMMAD JAVED NOOR, ACTG. GENERAL MANAGER (SM)

PNSC, Building, First Floor, M.T Khan Road, Karachi.

Cell # +92 300-2277176, Dir: 021-99210266 (6007)

Email: tanveer.hasan@pnsc.com.pk & vmrs@pnsc.com.pk (for query only)
Website: www.pnsc.com.pk
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