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European banks positioning 
themselves to capitalise on 
Chinese leasing exits

SEVERAL major European banks are actively pursuing shipowners 
looking to exit Chinese leasing arrangements amid growing concern 
that punitive US port fees could present a risk.

While the US is yet to clarify whether China-leased ships would be 
deemed China-owned, and thus subject to charges under current plans, 
the uncertainty surrounding the association with Chinese lessors has 
been sufficient to prompt a growing volume of calls to banks.

“There are real concerns over Chinese leasing and this is absolutely an 
opportunity for us,” said Emile Jos Karsten, head of shipping coverage 
nordics, at ABN Amro bank.

“We are actively writing credit proposals now to take out these 
financing arrangements and replace them with bank loans,” he told 
Lloyd’s List on the sidelines of the Marine Money ship finance 
conference in Oslo on Wednesday.

Representatives of several other ship finance banks confirmed that 
they have been receiving an increasing volume of calls from owners 
looking to review their options and sound out potential deals in the 
event that they exercise the early purchase options.

After years of cut-throat competition from Chinese lessors, “the sun is 
finally shining and we have an opportunity here”, said Karsten.
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Lloyd’s List understands that at least one 
other bank has bolstered its presence in Asia 
offices with senior figures now pursuing 
clients off the back of incoming enquiries.

So far, however, there is little evidence 
that owners are ready to jump.

“We don’t really see a massive unwinding 
of Chinese leasing at the moment,” said 
Joachim Jaeger Skorge, head of Asia-Pacific 
investment banking at DNB Carnegie.

“People are definitely exploring their options 
though, and they’re trying to figure out the 
consequences of US policy decisions. If you 
have a lot of US exposure then it’s more relevant 
to look at this and there are alternatives to 
Chinese leasing that are attractive right now.”

Jaeger Skorge also pointed to the potential for 
Chinese leasing houses to rapidly adapt their 
business model by offering traditional lending.

Lloyd’s List reported on Monday that 
some Chinese leasing houses are urgently 
requesting Beijing’s approval to provide 
mortgage lending in a bid to withstand 
escalating fallout from US-China tensions.

Lessors are asking regulators to permit the 
provision of ship loans, allowing the companies to 
retain business even if Washington charges punitive 
port fees on ships they would otherwise own.

“It’s very much a dynamic picture and I think 
there’s been some pressure on some companies 
to unwind structures already, but most of the 
clients we are talking to are still at the stage of 
just exploring at this point. Basically everyone is 
waiting for more guidance from the US, but they 
are also very carefully considering the next steps.”

Rumours of an attempted exodus of owners 
seeking to exercise the early purchase options, 
or sounding out Japanese alternatives, have 
been a consistent topic of conversation 
at this year’s Nor-Shipping events.

According to Chinese leasing giant ICBC, 
however, the concerns have been overblown.

But the official line from the Chinese lessors 
has been that there is nothing to see here.

According to Sharon Guo, who heads up 
Europe and the US for ICBC Financial 
Leasing, while some enquiries may have 
been made in light of the current geopolitical 
tensions, “very little” had happened so far.

“Some owners are taking a wait-and-see approach 
before making any decisions,” she told Lloyd’s List, 
but stressed that the client relationships would 
last beyond any immediate geopolitical tension.

“We see the relationship with our clients 
as a long-term relationship. It’s never been 
a one deal relationship,” she said.

WHAT TO WATCH

Shipping should worry about the economy, 
not geopolitics
DEGLOBALISTION is all the rage at the 
moment, and shipping will have to weather 
geopolitical shocks with increasing frequency, 
Nor-Shipping attendees heard on Wednesday.

When asked whether he thought things would 
get a little smoother next year in terms of 
the political landscape, Drewry executive 
chairman Arjun Batra was quite clear in his 
response: it is going to get worse, and the 
industry will just have to get used to that.

Batra said shipping should “forget about the trade 

war”, as it was very much man-made, and focus on 
more fundamental (and more concerning) factors.

The global economy was at a crossroads, he said, 
with many developed economies having already 
reached their peak investment. He highlighted 
China in particular, which he said had peaked both 
in terms of its ageing population and labour costs.

Indeed, just last month, SwissMarine chairman 
Peter Weernink made the bold claim that 2024 
would be China’s peak year in terms of coal imports, 
with seaborne coal trade as a whole following it.
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Batra said shipping had benefited from 
25 years of “absolutely amazing growth” 
in global trade. But now the clouds were 
starting to gather and the deglobalisation 
process was well and truly underway.

Painful supply chain lessons learned during 
the pandemic, as well as anxiousness 
surrounding trade wars (stretching back to 
Trump’s first term) had prompted a spate 
of nearshoring by major companies.

That anxiousness and uncertainty had meant 
deferred investment and, in the case of 
consumers, deferred spending, Batra said, 
pointing to recent International Monetary 
Fund predictions that have seen the odds 
on a US recession shorten considerably.

The maritime sector was tied to economics, 
he said. “The faster we grow, the more 
we trade, the more we buy.”

Another interesting facet to deglobalisation 
is so-called de-dollarisation.

DNB Bank group executive vice-president Harald 
Serck-Hanssen was unequivocal in his assessment: 
the dollar’s role as the world’s currency had already 
started to “erode”. He compared it to the pound, 
which had seen its status slowly shrink over decades.

There is no obvious replacement, though. The 
Chinese yuan, despite increasing its share of 
global reserves, is still a way off the dollar, as 
are other candidates such as the euro or yen.

There is, of course, the argument that all this equals 
inefficiency, which shipping thrives on. The Red Sea 
crisis, together with the Panama Canal drought, 
has staved off a rate plunge in the container sector 
over the past year or so, just as one example. 

But this time is different, Batra said. The US-
China “decoupling” and growing protectionism 
was bad for trade, and bad for investment.

The greater the risk, the higher the return investors 
want, which means less speculative investments.

The sun isn’t going to shine forever, and those that 
fixed the proverbial roof while it was shining will 
be well-placed to roll with the inbound punches.

DNB global head of ocean industries Jan Ole 
Huseby said his bank had seen reduced lending 
recently on the back of strong earnings.

Those that used that time to improve their balance 
sheets would possess the manoeuvrability that will 
surely be required in the next few years, he said.

Sufficient financial wriggle room would be key, 
but so will diversification, he told Nor-Shipping, 
particularly in the face of recent US policy.

Out of almost nowhere, China-built, owned 
and leased ships have become “an issue”.

“You need to tap into various capital sources in order 
to not get squeezed in a situation,” Huseby said.

He had seen some of his clients refinancing to 
reduce their exposure to Chinese lenders.

Those lenders themselves have also been left 
working out how they can get around the port 
fees announced by the US trade representative 
last month, as lessors are nominally the owners of 
vessels and would therefore be subject to port fees.

The geopolitical situation could change quickly 
(no matter how unlikely that may seem). Peace 
talks between Ukraine and Russia could bear 
fruit and the US and China have showed signs 
of a détente in their latest trade war recently.

But Batra presented a longer-term view of global 
economics, and it is not necessarily rosy for 
shipping. Fragmentation and protectionism 
will not be good for the industry, even if 
there are some gains here and there in terms 
of tonne-miles due to trade lane shifts.

EU under pressure to scrap green regulations
BRUSSELS is under pressure to scrap the 
EU ETS and FuelEU Maritime rules as the 
impending global IMO green framework has 
shipowners warning of double taxation.

The International Maritime Organization’s net zero 
framework will come into force in 2028, provided 

it is formally adopted at the MEPC in October.

International Chamber of Shipping 
secretary-general Guy Platten said the EU 
should align its rules with the IMO’s.
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“Otherwise it’s going to be double taxation, 
effectively, and it’s going to make Europe 
less competitive with the rest of the world,” 
Platten told a Nor-Shipping panel.

Odfjell chief executive Harald Fotland 
said European industry was “alone in the 
world” because of its many regulations.

Fotland said the many complicated regulations 
favoured bigger companies, who had the people and 
resources to devote to compliance. He said smaller 
companies had been driven out of the market.

“We see that more and more shipowners 
simply give up,” he said.

Fotini Ioannidou, director of waterborne transport 
at DG Move, the European Commission’s 
transport directorate, said it was too early for the 
EU to make the call on the ETS and FuelEU.

The commission’s rules meant it must assess 
the ambition and environmental integrity of 
whatever the IMO came up with, she said.

“We have started this analysis but we are 
really at the beginning,” Ioannidou said.

She said the IMO had also left “a huge number” 
of guidelines to be decided in future. In 
particular, the EU needed to know the IMO’s 
final lifecycle assessment guidelines and rewards 
for green fuels before making the call.

“We need to see a little bit more clearly 
before we decide the way we go,” she said.

Ioannidou said the closer challenge was ensuring 
the IMO had the majority of countries it needed 
to pass the net zero framework in October.

“I am not saying I am pessimistic, but we 
should not take it for granted,” Ioannidou 
said of the regulation passing.

Fotland said companies should ask their 
home governments how they planned to 
vote in October. If it was “no” or “abstain”, 
companies should demand an explanation.

ANALYSIS

Northern Europe port congestion to last until 
at least August
CONGESTION at container ports in northern 
Europe is showing little sign of alleviating with 
the issue expected to last until August at the very 
earliest, coinciding with the end of the peak season.

In recent week carriers have started rerouting services 
to avoid the worst-affected hubs, while warning shippers 
to expect further disruption in the coming weeks.

With the peak season fast approaching 
for mainline Asia-Europe cargoes lines 
have looked to pre-empt further delays, 
announcing several revised port rotations.

Among the worst impacted has been Rotterdam, 
Europe’s largest box facility on annual teu terms.

Last week, Maersk announced that “due 
to the current operational constraints” its 
transatlantic TA5 service would no longer call 
in Rotterdam from June 25 onwards, sailing 
instead straight from Felixstowe to Hamburg.

On June 3, Lloyd’s List Intelligence vessel 
tracking showed as many as 11 ships anchored 
off Rotterdam awaiting clearance into the port.

Meanwhile, Maersk’s former 2M partner 
Mediterranean Shipping Co has warned customers 
that it is planning “slidings”, or extended 
transit times, on two services later this month, 
in a move prompted by “ongoing challenging 
market situation generating congestion and 
schedule delays across the supply chain”.

The slidings will take effect on the carrier’s 
standalone Asia-Europe services — Britannia, 
which includes calls in Rotterdam, Antwerp 
and Hamburg, as well as Lion, from weeks 
25 and 26 respectively. The Lion standalone 
loop also makes a stopover in Antwerp.

In Antwerp delays persist, although congestion 
is not at the heights of early May, when a 
walkout from private and public sectors 
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against the Belgian government’s budget 
cuts brough the port to a standstill.

Last week, Drewry noted that berth waiting 
times in Antwerp jumped from 32 hours in 
week 13 to 44 hours in week 20, a rise of 37%.

On Tuesday, as many as five containerships 
were queuing at the Westhinder anchorage off 
the Belgian coast awaiting clearance through 
the river Scheldt to access the port, according 
to Lloyd’s List Intelligence’s Seasearcher.

Hamburg is also seeing vessel queues 
into its terminal. Here six ships were 
anchored off the port on Tuesday.

In a weekly advisory to customers, South Korean 
carrier HMM has continued to warn of heavy port 
congestion across the continent, including the 
most lengthy delays into Hamburg, highlighting 
average vessel waiting times of up to six days.

However, it has reported that delays at the UK 
port of London Gateway, operated by DP World, 
have improved in recent weeks. This week, it 
noted, that vessel scheduling was only being 
affected by up to 24 hours, compared with as 
much as three days this time last week.

Carriers are though still looking to reroute services 
from the port to avoid delays in the coming weeks.

CMA CGM and Maersk have informed customers 
that their joint NeoSamba/SAFRAN service, 
connecting North Europe with the South American 
east coast, will now call in Southampton rather 
than London Gateway for four consecutive voyages 
this month. This will commence with the arrival 
of Maersk Leticia (IMO: 9526916) in the UK this 
week, which is scheduled to call Southampton on 
June 5, in what Maersk said is a “temporary change 
with the goal of avoiding congesting activities”.

A spokesperson for the British International 
Freight Association told Lloyd’s List that some of 
its members have said that London Gateway has 
been subjected to more delays in the UK compared 
to its other key ports, namely Southampton and 
Felixstowe, as it continues to incorporate services 
operated under the Gemini Cooperation.

The trade association also noted anecdotal 
evidence from its members of congestion issues, 
as well as containers being delivered late to the 
railhead and missing booked train connections.

Prolonged congestion

Ports in northern Europe have been subject to 
delays of varying degrees for several months, 
which have occurred for several reasons 
rather than one determining factor.

The sector has had to cope with the major shift in 
shipping alliances, including the break of 2M and 
subsequent formation of the Gemini Cooperation. 
This has meant a serious overhaul in vessel 
positioning and supply chain configuration for 
the carriers implicated. There have also been low 
water levels on the continent, which has restricted 
hinterland barge activity, widespread strike action 
at major ports, while also an unprecedented 
surge in cargo on the Asia-Europe trade and 
near record volumes on the transatlantic route 
at the hands of tariff-induced front-loading.

The immediate concern is that the European port 
sector is heading into the summer peak season, 
signalling a traditional uptick in demand.

Moves to reroute sailings and extend sailing times 
in the coming weeks are testament to how carriers 
are looking to minimise further delays. However, 
with carriers announcing service reroutings 
into July, this suggests an expectation that 
congestion will persist at least into next month.

Hind Chitty, senior manager at London-based 
analysts Drewry, told Lloyd’s List that the 
likelihood is congestion in northern Europe will 
last until the peak season draws to a close.

“Provided no further major labour disruption 
occurs, and key market dynamics begin to 
stabilise, as the situation is not confined to just 
Europe it’s all over, including across Asia and 
now in North America, we would expect the 
congestion to end by August as we don’t foresee 
any surge in demand after that,” she said.
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Palmali v Litasco ruling shows deals must 
be realistic
THE recent High Court ruling in Palmali v 
Litasco shows that commercially unrealistic 
shipping contracts may not be binding at all.

While the judgment was of course case-
specific, owners and charters need to be aware 
that clearly unworkable agreements may not 
be deemed binding under English law, said 
Craig Morrison KC of Brick Court Chambers, 
who acted for the successful defendant.

“There may come a point when it defies reality to 
such an extent that the court will conclude that 
there isn’t really any contract in the first place.”

Turkish tanker operator Palmali launched legal 
action against Litasco in 2017, contending that the 
latter was in breach of contract of affreightment 
after failing to come up with the required cargo for 
shipment, causing it losses worth around $2bn.

These claims were partly struck out by Mr Justice 
Foxton in 2020. Palmali — controlled by Azerbaijan-
born entrepreneur Mubariz Mansimov — subsequent 
repleaded the case in a much-reduced sum.

In hearings that ran over 19 days in 
January and February, the claimants sought 
$120m from Litasco, alleging that the 
latter breached an obligation to supply up 
to 700,000 tonnes of cargo a month.

However, Judge Mark Pelling KC last 
month rejected its case, citing a conflict of 
interest on the part of Valery Golovushkin, 
Litasco’s chief executive at that time.

Palmali knew that the CoA was contrary to 
Litasco’s best interests, and therefore void under 
the law of Switzerland, where it was signed.

In addition, as a matter of English law, 
the contract was not (objectively) intended 
by the parties to be binding.

Pelling J also allowed Litasco’s counterclaim for 
unpaid debts and unjust enrichment, leading to 
a judgment debt of around $15m in its favour. 

“This was a dispute about the validity of a 
purported contract that would, if it were 

valid, have involved the long-term supply 
of various types of oil,” said Morrison.

“The key question in the case was whether 
the contract was in fact valid or not. The 
court decided it was not valid.”

The first reason was that the contract was contrary 
to Swiss law, as the chief executive at that time 
had personal dealings with Palmali. As he was 
operating under an undisclosed conflict of interest, 
he did not have authority to sign the agreement.

The second reason was that as a matter of English 
law, the contract was not intended to be binding. 
One of the judge’s reasons for this decision was 
that the terms it included were unworkable.

In particular, it required large quantities of oil to 
be transported in small lots at a time of year when 
there were no means to do so economically, because 
the rivers necessary to deliver them were frozen.

There was no demand for the specified 
quantities of oil to be transported by sea. 
The parties would both have known that.

“The fundamental point is that contract wasn’t 
valid as a matter of law,” Morrison concluded.

Palmali, which has been approached for 
comment, has publicly stated its intention to 
appeal against what it described as the court’s 
“categorically unfounded and baseless” findings. 
But it had yet to do so at the time of writing.

In addition to Morrison, Tim Lord KC, Geoffrey 
Kuehne, Aarushi Sahore and Firdaus Mohandas 
of Brick Court Chambers acted for Litasco, 
instructed by Hogan Lovells International. 

Nigel Eaton KC and Stephen Donnelly, instructed 
by Rosling King, acted for the claimant.
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MARKETS

Trump 2.0 trade war and energy shipping: 
VLECs now in the crosshairs
CONCERNS over the Trump 2.0 trade 
war have centred on container shipping, 
but liquid bulk commodity flows — crude, 
products, liquefied natural gas, propane 
and ethane — are far from immune.

Indeed, as the economic fallout builds around the 
globe, so too will consequences for energy shipping.

The indirect fallout for tanker demand 
was highlighted in recent reports by the 
Organisation for Economic Co-operation 
and Development and Wood Mackenzie.

A presentation by Vortexa on Tuesday highlighted 
some of the more direct impacts, including a 
potentially serious effect on US ethane exports 
shipped via very large ethane carriers.

Lower global growth implies 
lower tanker demand

Global GDP correlates with energy demand, 
particularly in developing countries.

On Tuesday, the OECD forecasted that global 
growth would slow from 3.3% this year to 
2.9% in 2026 and 2027. Prior to US president 
Donald Trump taking office, the OECD had 
forecasted growth of 3.3% for next year.

Wood Mackenzie outlined how three tariff 
scenarios could impact energy markets: trade 
truce (a return to 2024 levels), trade tensions 
(10% tariffs) and trade war (30% plus tariffs).

Under trade tensions, Wood Mackenzie estimated 
that global oil demand in 2030 would rise by 
3.5m barrels per day from 2024 levels — 900,000 
bpd less than in the trade truce scenario.

Under the trade war scenario, it projected oil 
demand would increase by just 1.9m bpd between 
2024 and 2030, including “an outright fall” in 2026.

Wood Mackenzie predicted a more modest 
impact on LNG than oil demand under a trade 
tensions scenario, but warned that the trade 
war scenario would “hit LNG demand hard” 
and create “a period of severe oversupply”.

US-China flows at ‘greatest risk’

According to Vortexa chief economist David Wech: 
“Nothing is set in stone with this administration. 
There can be surprises every day. But a couple 
of themes are becoming pretty clear — and 
one of the clearest themes is that the standoff 
between the US and China will continue.”

Another theme, he said, is that “tariffs and 
other related policies are making the market 
more segmented. It’s getting more and more 
difficult in terms of compliance. The system 
is simply not working as efficiently as it used 
to and that’s bringing higher costs”.

According to Pamela Munger, head of Europe 
market analysis at Vortexa: “The intersection 
of the US and the oil world is huge. The total 
volume of US seaborne crude and products 
imports recently has been close to 4m bpd 
and, on the exports side of things, it has been 
closer to 9m-10m bpd. So, whatever policy 
the US takes in terms of energy, on tariffs or 
anything, has very large global repercussions.

“What’s most at risk really are US 
seaborne exports to China,” she said.

Vortexa data shows a sharp drop of Chinese 
liquid bulk energy imports from the US 
during both the first trade war in 2018-
19, as well as in 2025. Chinese imports of 
US crude and LNG have now completely 
collapsed, as they did in the first trade war.

The difference this time around is that US 
exports of propane and ethane to China had 
ramped up dramatically between the two Trump 
administrations. China still has a 10% tariff on US 
propane, despite the recent tariff reprieve with 
the US, and US propane exports to China in 2025 
are currently around half of last year’s levels.

Ethane is different, because unlike propane, 
China does not have an alternative source. So 
far, US ethane exports to China have remained 
high, but that looks like it could change.
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US ethane gets caught up in trade war

China has commodities the US needs and doesn’t 
have, creating a negotiating pressure point, 
such as rare earths and rare-earth magnets. 
What the US has that China needs is ethane. 
Vortexa data shows that China is currently 
importing around 250,000 bpd of US ethane.

What’s happening now with ethane “is 
a microcosm of the ongoing US-China 
trade war”, said Samantha Hartke, head of 
Americas market analysis at Vortexa.

“US ethane is a key cornerstone of the Chinese 
petrochemical process. And with ethane, 
there is no way out. The largest supplier 
of ethane in the world is the US — and the 
largest importer in the world is China.”

Enterprise Products Partners reported in a 
securities filing that it received a letter from 
the Department of Commerce’s Bureau of 
Industry and Security (BIS) on May 23, stating 
that EPP would require a licence to export 
ethane to China due to the “unacceptable risk 
of use in or diversion to military end use”.

“The BIS decision has the potential to ruin 
the US ethane market and disrupt global 

flows,” said RBN Energy on Monday.

According to Hartke: “It cost nothing to apply 
for a licence — it’s just time — but there is added 
stress and added uncertainty in the market. We 
now have three VLECs sitting off US Gulf coast 
ports filled with ethane, and there’s no clarity.

“We understand from our market conversations 
that some of these exporters have been given some 
sort of assurances that they will get a licence, but 
the ships are still there. They haven’t moved.”

And even if those licences are approved, there is 
another issue looming as a result of the US Trade 
Representative plan for US port fees for Chinese-
operated ships that go into effect in mid-October.

“This was a proposal that was extremely harsh 
when it first hit, then it got a lot milder, but it 
still affects ships that are operated by Chinese 
companies,” said Hartke. Chinese VLECs 
comprise 27% of the global VLEC fleet.

If one US strategy doesn’t pressure China 
enough — i.e., the new licensing fee requirement 
— then “there are other means to ensure 
trade with China is hampered”, said Harke. 
“Ethane is the poster child for that.”

Dual-fuel vessel deliveries set to peak in 2025, 
led by containerships and vehicle carriers
THE alternative-fuel capable vessel fleet is 
set to reach almost 1,000 ships by the end of 
2025, as a record number of dual-fuel vessels 
are due to be delivered by shipyards.

According to DNV Alternative Fuel Insight data, 
deliveries of merchant vessels able to operate 
on alternative fuels is due to peak this year.

A total of 285 dual-fuel newbuildings, and seven dual-
fuel retrofits, are booked to be handed over in 2025. 
This represents an increase of 48%, in ship number 
terms, compared to the 198 vessels delivered in 2024.

Some 75% of newbuilding deliveries in 2025 capable 
of alternative-fuel operations are of liquified 
natural gas dual-fuel specification, with the 
remainder provided by methanol-capable tonnage.

The containership sector continues to lead the 
way in the switch to dual-fuel capable vessels. A 
total of 120 boxship newbuildings, comprising 

81 LNG dual-fuel and 39 methanol-capable 
vessels are booked to be delivered this year. 

Half of all containership newbuildings to be 
delivered in 2025 are of dual-fuel specification.

Six more containerships, for leading container 
line operators CMA CGM (two vessels) and Cosco 
(four vessels), are booked to be retrofitted this 
year to enable dual-fuel methanol operations.

The vehicle carrier sector will provide the 
second-highest amount of dual-fuel ships to the 
global fleet this year. The entire pure car and 
truck carrier newbuilding orderbook comprises 
alternative-fuel capable vessels. This year, a total 
of 60 PCTCs are due to be delivered, with all 
but one being of LNG dual-fuel specification.

The remaining vessel, a 9,300 ceu 
ship for China Merchants Group, is 
capable of utilising methanol fuel.
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The tanker sector provides the third-largest number 
of alternative fuel deliveries in 2025, with 39 ships 
comprising seven methanol dual-fuel vessels, and 
the remainder provided by LNG-fuel capable ships.

In the dry cargo sector, three methanol dual-fuel 
ultramax bulkers are booked to be delivered in 2025, 
while 14 LNG dual-fuel bulkers are also set to be 
handed over by the end of the year, AFI data shows. 

Other significant dual-fuel newbuildings for 
delivery this year include eight LNG-fuel and 
two methanol-capable cruiseships, all under 
construction in European shipyards.

In the ro-ro cargo sector, intra-Europe operator 
CLdN recently took delivery of the first of 
two LNG-fuel, 8,000 lane metre vessels from 
South Korea’s HD Hyundai Mipo, with the 

second ship set for delivery in September.

Sweden’s Stena Group will take delivery 
of the world’s first methanol dual-fuel 
ro-ro cargoships later this year.

They were ordered from China Merchants 
Jinling Shipyard in 2023, for deployment 
in Stena’s Irish Sea freight services.

A total of 1,762 vessels capable of utilising alternative 
fuels have been ordered since 2003. A further 
70 vessels are confirmed as either having been 
retrofitted for dual-fuel or are booked for retrofit.

LNG continues to be the most favoured fuel type, 
making up 73.5% of the combined alternative 
fuel in service, newbuilding and retrofit fleet.

Euroseas says 20-year-old boxship sets new 
high with three-year charter
EUROSEAS has clinched a new three-year charter 
for a 20 year-old intermediate-size containership 
that is reflective of a current shortage of available 
capacity in the sector, according to the owner.

The 4,250 teu, 2005-built Emmanuel P (IMO: 
9290127), has secured employment for 36-38 
months at a gross rate of $38,000 per day.

The counterparty was not immediately 
identified but described as a “top-tier 
charterer” by Nasdaq-listed Euroseas.

The vessel has been earning a daily rate 
of $21,000 under its current employment, 
which expires in August.

“Amidst a shortage of tonnage, this fixture 
sets a higher rate level than ‘last done’ and 
serves as a strong testament to the continued 
strength of the containership market,” said chief 
executive Aristides Pittas in a statement.

He said it also reflected “the trust main market 
players place on Euroseas’s commercial, 
technical and commercial management”.

The charter is expected to generate more 
than $32m in earnings before interest, 
taxes and depreciation, and it increases the 
company’s charter coverage to about 97% for 
2025, 67% for 2026 and 40% for 2027.

According to Pittas, it lifts the average 
contracted rate for the fleet to about $28,700 
per day for the remainder of 2025.

This is estimated to further increase to 
more than $31,000 per day in 2026 — and 
more than $33,000 per day in 2027.

Euroseas said the new charter is expected 
to start in September after the vessel 
completes a scheduled drydocking, as well 
as installation of energy-saving devices.

Emmanuel P will become one of the highest-earning 
units in the Euroseas fleet of 22 on-the-water 
containerships, behind only Gregos (IMO: 9955533) 
and Terataki (IMO: 9955545), a pair of newbuilding 
feeders delivered in 2023 that are earning $48,000 
per day under three-year charters expiring next 
year; and the 2009-built intermediate boxship 
Synergy Oakland (IMO: 9450583), which has a 
contract paying $42,000 daily until May next year.

Greece-based Euroseas has taken delivery of 
nine feeder newbuildings in the past two years 
and it has a pair of new 4,300 teu boxships 
on order for the fourth quarter of 2027.

The largest vessel in the existing fleet, the 20-year-
old Marcos V (IMO: 9307059), which has a capacity 
of 6,350 teu, has been sold for $50m but is not 
scheduled for delivery to the buyer until October.
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Euroseas will book a gain of $8.5m on the 
sale but, said Pittas, the vessel had generated 
“exceptional returns” of “more than five 
times our original equity investment”.

Acquired in the fourth quarter of 2021 for 
$40m, it was chartered for three years at 
$42,000 per day and is in a fourth year that was 
optioned by the charterer at $15,000 daily.

Newbuilding orders dip to four-year low in 
year to date
A MOOD of caution has taken hold across shipping 
if the diminished rate of newbuilding projects 
signed so far this year is any indication, a leading 
Greece-based shipbroking house has argued.

According to Allied Shipbroking, global 
ordering has hit a four-year low, with just 439 
ships ordered during the first four months 
of 2025, down from 980 ships in the same 
period last year — and 809 in 2023.

“Current activity levels now converge with those 
last seen in 2020, highlighting a prevailing 
sense of caution across the industry, shaped 
by macroeconomic pressures, increasingly 
complex regulatory demands, and mounting 
geopolitical uncertainty,” said the firm’s 
Allied QuantumSea research arm.

During the first four months, Chinese 
companies contracted the most newbuildings 
of any nationality with 69, followed by Greek 
owners with 65 new vessels ordered.

Both Chinese and Greek owners were focused 
primarily on tankers, which accounted for 
about half the contracting by both groups, 
while only a smattering of dry bulk carriers 
were ordered, and no gas carriers.

By contrast, of Japan-backed contracting during 
the first four months, 39% of the 23 new orders 
were bulkers and gas carriers about 17%.

Allied said that “amid this broader landscape 
of hesitation”, Greek owners stood out 
for their highly focused approach.

“Greek market players are adopting a highly 
selective investment strategy, shifting their 
contracting activity toward technically sound, 
regulation-aligned shipbuilders,” it said.

“This redirection not only mitigates 
geopolitical risk, but also signals a clear 
and deliberate strategic stance.

“Investment allocation by vessel type and 
geographical preference of shipyards both 
reflect a steady commitment to long-term 
operational and commercial value, even 
in a year of reduced overall activity.”

Compared with last year, when more than 
63% of Greek orders were placed with China-
based shipbuilders, so far in 2025, Greeks have 
leaned 70% towards South Korean shipbuilders 
and the portion of contracting in China has 
fallen to 32%, according to the broker.

Although the count of Greek orders was smaller 
than the 112 placed over the same period last 
year, their share of global contracting rose 
from 11.5% in 2024 to 15.8% this year.

This pointed to “an enhanced Greek presence 
in a market that has become markedly 
more selective and risk-aware”.

The vast majority of recent Greek orders had 
been either tankers, a sector with “more balanced 
fundamentals”, or containerships, which “also 
appear to be transitioning toward a more 
normalised growth trajectory”, said Allied.

In the dry bulk sector, “owners appear to be 
adopting a wait-and-see approach, as they 
weigh the evolving dynamics of fleet supply”.
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IN OTHER NEWS

Crew evacuated from Zodiac 
Maritime vehicle carrier in 
Pacific Ocean after fire
ALL crew have been evacuated 
from a vehicle carrier that has 
suffered a fire in the Pacific 
Ocean and are being transferred 
to a containership in the vicinity.

London-headquartered Zodiac 
Maritime, owner of the 5,000 
ceu pure car and truck carrier 
Morning Midas (IMO: 9289910), 
confirmed that the incident 
occurred at around midnight UCT 
on June 3, during the vessel’s 
passage from Yantai, China to 
Lazaro Cardenas, Mexico.

The 2006-built ship is laden with 
some 3,000 vehicles, with 800 of 
them said to be electric vehicles.

Date set for Solong 
manslaughter trial
THE master of the boxship 
that hit a tanker in the North 
Sea earlier this year, resulting 
in the death of one of his 
crew, will stand trial on one 
count of gross negligence 
manslaughter early next year, 
the Old Bailey has ruled.

Vladimir Motin, 59, from 
the Primorsky area of St 
Petersburg in Russia, pleaded 
not guilty to the charge via 
video link from prison at a 
hearing before the court in 
central London on Monday.

He was remanded in custody 
until the trial commences on 
January 12, 2026. A further 
case management hearing has 
been set for September 10.

CSSC removes another senior 
executive amid ongoing 
management overhaul
CHINA State Shipbuilding Corp, 
the world’s largest shipbuilding 
group, has seen another senior 
executive depart amid a top 

management reshuffle that 
began late last year, when its 
former chief was ensnared 
in an anti-graft storm.

Former company vice-president 
and party committee member 
Sheng Jigang has been removed 
from the conglomerate’s 
leadership list. He was 
replaced by Zhao Tongbin, 
formerly the group’s head of 
technology and information.

Meanwhile, Sheng’s position 
as chairman of CSSC Holdings, 
CSSC’s flagship listed unit, was 
taken over by another group 
vice-president, Hu Xianfu.
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Looking to publish a judicial sale, public notice,  
court orders and recruitment? 

 
Please contact: marketingservices@lloydslistintelligence.com

Classified notices follow
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