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US-blocked VLCC Jaya skirts
sanctions with scrapped
ship masquerade

ZOMBIE tankers — vessels that operate using the resurrected identity
of a scrapped vessel — are increasingly appearing in the market as
mounting US sanctions pressure forces operators into adopting
evermore sophisticated circumvention tactics.

A Lloyd’s List analysis in January found there were close to 30 vessels
of various types using scrapped IMO numbers, however that figure has
steadily grown over recent months.

According TankerTrackers.com co-founder Samir Madani there are
currently more than 50 tankers using fake identities.

One recent operation revived a very large crude carrier Sos (IMO:
9233791), also formerly known as Assos, scrapped in 2022. Its IMO
number was used by US-sanctioned VLCC, Jaya (IMO: 9410387), to
smuggle Iranian oil into China earlier this year, according to

Lloyd’s List analysis.

During this period, Jaya repeatedly changed its vessel name and used
different Maritime Mobile Service Identity (MMSI) numbers to
broadcast its position and identity.

An MMSI is a unique nine-digit number assigned to a vessel for
identification and communication via radio and AIS, but it can be
manually altered by crew on board.
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This practice fragments the vessel’s AIS and
maritime database history into multiple “ships”,
making tracking harder and concealing the
vessel’s true routes and port calls. Such tactics
are common in “dark ship” operations, illicit oil
trades and efforts to bypass port inspections.

The most recent signals showed the vessel
anchoring near Dalian, China, using the

name Quasar and the IMO number of the
scrapped ship — a clear sign of identity fraud, as
the IMO’s Global Integrated Shipping Information
System lists no tanker named Quasar.

Similar tactics were observed earlier this year
and last year. The previous case involved a VLCC
trading as King Plus, which also used the IMO
number of the scrapped EM Longevity while
operating under names including Full

Wood, Stellar Oracle and Young Yong.

These examples show that sanction-busting
traders and vessel operators are becoming
increasingly adept at these methods.

Jaya was sanctioned by the US Office
of Foreign Assets Control in December
2024 for carrying Iranian oil.

Identity theft

Still operating under its original identity and

IMO, Jaya was observed manipulating its AIS in the
Middle East Gulf on and around March 7 to March
18. According to Madani, Jaya received a cargo via a
ship-to-ship transfer from a National Iranian Tanker
Company vessel during that period. Satellite imagery
from PlanetLabs captured the NITC tanker loading
in Kharg Island on March 11, and the STS two

days later. Vortexa data shows that Jaya received
nearly 2m barrels of Iranian heavy crude.

A little over a week later, the identity of Assos,
which was sent for scrapping in Bangladesh three
years ago, was revived, using its last known MMSI
(355810000) and broadcasting its IMO number
(9233791) and name, with AIS data indicating the
resurrected vessel sailing south towards Malaysia
in the South China sea. This continued until around
April 2, 2025, when AIS coordinates placed it
between the Riau Archipelago and Malaysia.

On April 8, Jaya briefly broadcast the
name Quasar and the Assos IMO when it
near Malaysia’s southeast coast using its
own MMSI number, 306033000. Jaya’s
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own AIS signals — broadcasting its original
IMO (9410387) — also ceased that day.

On April 11, MMSI 306662000 began
broadcasting Assos’ IMO, with its
coordinates placing near an oil berth

at Pengerang port, Malaysia. The next day,
AIS data showed it sailing to China.

By April 20, coordinates showed the vessel
docked at Dongjiakou in Shandong, China, a hub
for buyers of sanctioned oil from Iran, Russia
and Venezuela. Satellite imagery confirmed a
VLCC matching Jaya’s appearance at the site.

Afterwards, the MMSI broadcasting Assos’ identity
changed several times, indicating another

layer in the effort to obscure the vessel’s
movements with “virtual clones”.

For several hours on April 22, MMSI 668116326
was broadcasting the Assos IMO and the

name Hathor, showing its location east of
Malaysia while Jaya, still using the same IMO
and the name of the revived Assos, was still
broadcasting its location in Dongjiakou.

On May 1, as Jaya was sailing south between Riau
Archipelago and Malaysia, MMSI 620999944
began broadcasting the same IMO (9233791)

as Quasar — the name briefly broadcast

by Jaya’s MMSI on April 2 — at the same time
that MMSI 306662000 was broadcasting

as Assos. Both signals travelled along a
continuous path and stopped later that day.

Three days later, MMSI 620999944 resumed
broadcasting as Quasar with Assos’ IMO
number (9233791).

Analysis of the positions broadcast by Quasar and
satellite data indicates that between May 4 and May
9, Quasar appeared to spoof its location. During
this period, its GNSS coordinates, speed and course
all remained unchanged near a Malaysian port, but
satellite images showed no vessel at that location.

According to Vortexa, Quasar received about 1.8m
barrels of Iranian crude via an STS operation
offshore Singapore with another NITC tanker.

On May 13, Quasar’s draught increased from 11
metres to 19.2 m, indicating that it had loaded cargo,
after which it sailed north, arriving near Qingdao,
Shandong, on May 23 and remaining there for

about four days without a change in draught.
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A port clearance document seen by Lloyd’s List
shows Quasar’s estimated arrival at Dongjiakou on
May 24, with a declared cargo of Iraqi crude.

Earlier that month, the US imposed sanctions on a
third independent Chinese refinery and three port
operators in Shandong’s Dongying port as part of

its efforts to clamp down on Iranian oil shipments.

On May 27, Quasar departed these waters
and sailed further north, arriving near
Dalian in a few days, where it remains at
anchor with its draught indicating it is laden,
suggesting the cargo is still on board.

Satellite imagery from the European
Space Agency dated May 27 suggests it
is still Jaya broadcasting Assos’ IMO
and using the Quasar name.

Ports in Shandong, including Dongying, and
further north in Dalian, are considered major
entry points for sanctioned oil flowing into China.

Amid the Trump administration’s “maximum
pressure” campaign on Iran, Chinese ports are
becoming more cautious, and more sanctioned
and “dark fleet” tankers are resorting to disabling
AIS or broadcasting false identities to conceal
their movements when calling at these ports.

WHAT TO WATCH

Shipping will face decarbonisation pressure
from below, as well as above

IKEA has some of the most ambitious climate
goals of any global brand, and shipping companies
will need to show not just willingness, but
tangible results, to secure its business.

The Swedish homeware giant wants to
reduce the average emissions of transport
in its supply chain by 70% by 2030 and use
only zero-emissions transport by 2040.

That is a tall order for a company that makes more
than 1.5m shipments a year, but global sustainability
director, supply chain operations, Elisabeth

Munck af Rosenschold, thinks it is possible.

“We can do this. The solutions are out there,”
she told Lloyd’s List at Nor-Shipping in Oslo.

Shipping lines will of course have to provide
many of those solutions, which at the moment
are not exactly in plentiful supply.

But through the Zero Emissions Maritime
Buyers Alliance, Ikea is creating demand
for low-emissions shipping solutions.

A quick look at some of the names signed up to
Zemba demonstrates the direction of travel: the
likes of Amazon, Nike and Phillips are all members.
The alliance tenders out the aggregated volume of
cargo pledged, and once a winner is found, those
brands can decide to sign a bilateral contract.

Lloyd’s List | Daily Briefing Friday, 6 June 2025

Hapag-Lloyd won the first tender and
subsequently signed contracts with 17 Zemba
members. The second tender is ongoing.

The idea is that the guaranteed demand will
give both carriers and green fuel producers the
confidence they need to make the investment
required, and begin the break the chicken-and-
egg cycle of demand versus supply signal.

Ikea’s ambitious goals put pressure on
carriers, whether through Zemba or not, to
provide sustainable shipping solutions. And
that pressure carries on down the chain.

“I would say that our customers expect us to be a
responsible company, period. And that goes across
our full supply chains,” af Rosenschéld said.

She said ocean shipping accounted for just over
2% of the company’s emissions, but nonetheless
was a significant part of its net zero puzzle.

“We want this transformation to be as fast as
possible, so that we get to a new normal where
zero-emission shipping is the new normal, and the
more we can get on board on this journey to create
this trust and confidence and direction, the better.

“We need that. And it’s doable!”

Page 3



But Wallenius Wilhelmsen chief executive Lasse
Kristoffersen said that in his company’s case, it
was the shipping line that took the green solution
to the customer, not the other way round.

The Oslo-listed company’s reduced carbon
freight service uses biofuels blends to
reduce emissions and allocate those
savings to customers that opted in.

Kristoffersen said Wallenius Wilhelmsen’s
customers had the will to decarbonise but
lacked the infrastructure to do so.

“I think we need to take half that
blame,” he told Lloyd’s List.

“There was probably no product, nothing

they could buy, in a sense. So as soon as we
developed the products and we were confronting
them with it, there was an interest.”

While he acknowledged the role Zemba
and ITkea were playing in scaling demand,
pressure from above would be crucial

in shipping’s race to decarbonise.

Agreeing a carbon price at the International
Maritime Organization was a “major
breakthrough”, especially in a period where

sustainability has taken somewhat of a step
out of the limelight politically, he added.

Kristoffersen said shipping was not
a “hard to abate industry”.

“We know what to do. We have the technology.
The fuels are not available yet, but we can make
them available. We know how to make them.

“But it’s a hard to orchestrate industry, meaning
that we need a mechanism to transfer the
cost all the way through to the consumer.”

The cost to decarbonise was significant
for individual players, but the actual
cost to the consumer buying a car at the
end of the chain is fairly insignificant,
relative to the product’s total cost.

In reality, the pressure is likely to come from
both directions. It appears that emissions
regulation is finally coming to the shipping
industry, but the pace of that transition might
not be quick enough for the likes of Tkea, who
will continue to come under pressure from
their customers to go further and faster.

Shipping will have to keep up, or
risk being dragged along.

ANALYSIS

Why P&l clubs are losing money

on underwriting

THEY have one job. The whole point
of P&I clubs is to write protection and
indemnity cover at a breakeven price.

It’s just that most of them failed to meet their
annual appraisal goals last year, if the string of
underwriting deficits unveiled by International
Group affiliates in recent weeks is anything to go by.

The handiest measure for performance
evaluation, especially comparatively, is a
formula known as the combined ratio. This
measures payouts and operating expenses
as a proportion of premium income.

If that figure goes over 100%, you are paying
out more than you are taking in. And, for
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many IG members, that figure went well
over 100% in the 2024-25 policy year.

CoRs reached 104% for West of England, 112%
for Skuld, 113% for Steamship Mutual, 114%
for NorthStandard and 116% for UK Club.

Britannia has yet to realise a combined ratio number
after a board meeting last week, but shipowners
in attendance were told that it had hit 135%.

Some did better, of course. Gard managed 96%
and the Swedish Club 98%, while the perennially
profitable Shipowners’ Club — always an exception,
due to its small craft specialism — was on 99%.
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What accounts for the variations? Much of it is

undoubtedly down to dumb luck. Although insurers

hate the analogy intensely, there obviously are
parallels between insurance and gambling. Success

in either activity is contingent on correctly assessing

the statistical probabilities of given outcomes.

Then there is the matter of accounting periods.
P&I clubs have traditionally aligned their financial
reporting years with their policy years — which,
thanks to quaint tradition, run from noon on
February 20 to the same point 12 months later.

Since the start of the decade, some Scandinavian
clubs have opted to publish financial statements
covering calendar years instead.

The significance of this is that claims sustained in
January and the first three weeks of February —
which is the worst of the northern hemisphere
winter — will not show up until the following year.

This will have helped Gard somewhat on this
occasion, rival clubs contend. But Gard chief
executive Rolf Thore Roppestad is insistent that
its outcome is down largely to its own efforts.

“Of course, there will always be an element
of luck involved in this. Marine insurance
is a very volatile business,” he said.

“At the same time, luck can never replace good
underwriting and good claims handling. At Gard,
we try to focus on the fundamentals: sound risk
assessments and disciplined underwriting. And
then, hopefully, good results will follow from that.”

The main justification for the high CoRs
from club managers is the number of major
casualties seen in the last policy year.

Although the information isn’t public, it is thought
that the period included 20 claims notified to the
IG pool scheme, the mechanism by which claims in
excess of $10m are shared, according to a weighted
formula. Further notifications are not precluded.

Some of these claims are potentially huge — most
obviously the incident in which a boxship felled

a bridge over Baltimore harbour in March 2024,
which has already cost more than $100m and is
shaping up to be the biggest marine loss in history.

As a result, there is no dispute that the pool scheme

is heading for a thumping deficit. Again, the level
is not public. But estimates from marine insurance
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sources range from somewhere over $600m to
about $750m. Either way, this is not small change.

Broker Pippa Atkins, who manages the
London office of Lockton PL Ferrari, said
she was not surprised by the way things
have turned out, but also emphasised
the need for a longer-term outlook.

“This was very much anticipated by the clubs
and is a direct consequence of a significant
increase in pool claims, both in number and
value, after two relatively benign years.

“We do not think that this is a reason to panic.
History would suggest that this is all part of the
cycle. The years 2016 and 2017 were relatively
benign, while 2019 was worse, and 2020 and
2021 were two of the worst on record.

“However, it does suggest that while rates may be
adequate in benign claims years, they are still too
thin to withstand a return to normal activity.”

But if clubs are losing money on their core
function, things are not quite as simple
as the ‘one job’ catchphrase suggests.

P&I clubs are mutual entities, rather than
for-profit businesses. With no shareholders
demanding dividends, their business model
stays on the road so long as it balances

over a cycle, rather than year by year.

They are also — unusually among insurers —
self-capitalising, collectively sitting on a $6bn-
plus cash pile known as free reserves.

Those funds are, of course, invested, generally
in conservative portfolios, with returns used
to make good any underwriting shortfalls.

Thankfully, investment returns were typically
in the mid-single-digit percentage point bracket
in 2024. In book-keeping terms, that means
that most clubs will officially be in profit.

In the worst scenarios, free reserves can even be
dipped into, as NorthStandard admits to having
to do last year. That expedient is not ideal, but
cushions are there to protect backsides.

There is also commercial business, which
can provide useful insulation against the
volatility that is a natural feature of P&I.
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Many P&I clubs offer other classes of marine
insurance, from fixed premium P&I to hull and
machinery, war risk and cyber cover, in the
expectation of turning a commercial profit.

This strategy was first developed by the
Scandinavian clubs a couple of decades ago,
and a number UK-based clubs are in the
process of emulating it — although a handful
of traditionalists are not persuaded and are
happy enough to stick to their knitting.

It is probably too early to reach conclusions
about the next renewal round. But the mere fact
that so many clubs have seen their underwriting
plunge into deficit suggests they will be looking
for further hefty general and target increases.

“There is always a difference between what

we hear in the spring reporting round, when
everything is rosy in the garden, and what
clubs say in the autumn, when renewal policies
are decided,” noted veteran observer Mark
Cracknell, head of P&I at broker Marsh.

“I fully expect the clubs to put more emphasis
then on their technical results, and to stress that
investment returns cannot be relied upon.”

Shipowners may even be asked for higher
premium hikes at the next renewal than
they were at the last one, he predicted.

“If that is what happens, club members

may find it somewhat frustrating. If the
deteriorated results in 2024 are an aberration,
isn’t that what the free reserves are for?”

Ports face challenges preparing for hydrogen

and ammonia

A HYDROGEN-fuelled future for shipping is still far

from assured. But ports and technology firms are
ensuring they will be ready if and when it comes.

Nor-Shipping’s hydrogen conference was told of

projects betting on hydrogen for shortsea shipping,
as well as efforts to make green hydrogen offshore.

Producers are trying to find ways to bring
down hydrogen’s high costs, while also working
out safety and infrastructure challenges.

Spain’s Port of Algeciras is turning its old
refinery into a green energy hub, with several
projects underway hoping to export solar and
wind power in the form of green fuels.

Algeciras head of port planning Juan Pablo
Perez said Algeciras and Rotterdam have
faced challenges with ammonia
infrastructure, such as allocating space.

Perez said he was helping projects at Algeciras’
green energy hub work together to cut costs. He
added one port was said to be developing “seven
cracking ammonia plants” simultaneously, but
this might not be the best use of resources.

“It’s amazing that they’re doing that,” he said.
“But perhaps — at least in the beginning

of this stage — we should look to make

better use of what we’re delivering.”
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Perez said work was being done to understand
the implications of an ammonia release. One
presentation found a potential release of 9 km.

“That’s not a distance that could be
possible in many places,” he said.

But knowing the exact requirements, one
could use bunker barges to “reduce the
distance to something that is doable, that’s
feasible, and can be presented to society”.

Port of Rotterdam senior business development
manager Steven Jan van Hengel said port
authorities had to work with their surrounding
communities to allay public safety fears

about ammonia, which is highly toxic.

Port of Oslo chief executive Ingvar Mathisen
said ports should weigh up what made sense for
them, and focus on what they were best at.

“Not everyone has to have everything,” he said.

Regulations also had to be worked out
alongside innovation, but typically lagged.

Oslo’s port, for example, had to work out
how to allow hydrogen bunkering alongside
port operations, or ships planning to use

it would not be able to work fast enough to
become viable, the conference was told.
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MARKETS

Record number of LR2s trading dirty, yet
product tanker rates still tepid

PRODUCT tanker rates continue to be
supported by geopolitical disruptions. It’s
a good thing for shipowners that world
peace has not prevailed, because even with
ongoing disruptions, spot rates are tepid.

During an online presentation on Tuesday,
Mary Melton, senior freight analyst at Vortexa,
outlined how sanctions by the outgoing

Biden administration in January on crude
tankers in the Russian Pacific market have
indirectly translated — five months later — into
support for long range 2 product tankers.

The January sanctions primarily targeted tankers
moving ESPO crude moving from Kozmino,
Russia, to China. “Russia made the decision to
priortise the trade” after the sanctions, with
vessels “pivoting to the Far East”, she said.

“That left a gap of vessels in the Baltic and Black
Sea to facilitate Urals volumes. So, the Russians
gave a significant discount on Urals to get it below
the price cap, so that the European operators
could come back in and facilitate these volumes.”

The Greeks have answered the call.

According to Vortexa data, Greek operators’
share of Russian Urals volumes jumped

to 30% in March, the highest level since
September 2023, and is now at 20%.

Brokerage BRS also cited this trend in
its latest weekly report. It said that in
December, 77% of Russian crude fixtures
were done by the “grey fleet”, and that by
May, that share had fallen to 57%.

According to Melton, the return of Greek-
owned aframaxes to the Russian export trade
in the Baltic and Black Sea “created a gap
that needed filling elsewhere”, which in turn
led to coated LR2 product tankers switching
from clean products to dirty trades.

“Almost immediately, LR2s dirtied up into

the dirty trade and more and more have
continued to trade dirty,” she said.
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Vortexa has data on LR2s trading clean
versus dirty going back to 2016, and the
current proportion of dirty over clean “is
a data set high for us”, said Melton.

“We’ve never seen this many LR2s trading dirty.
The only other time that there were more LR2s
trading dirty than clean was very, very briefly
in March 2020, so this is very significant.”

The switching by coated LR2/aframaxes
has helped the supply-demand balance
on the clean trading side.

“This is one of the reasons why you’re seeing
more expensive LR2 rates currently for
either naphtha going eastbound or east-to-
west middle distillates,” said Melton.

Product tanker rates down
y/y and vs YTD highs

Even so, LR2 rates — and product tanker rates in
general — have remained generally uninspiring
this year and are down sharply from where they
were at this time in 2024. That raises the question:
How low would rates be if not for the Ukraine-
Russia war, US sanctions and Red Sea diversions?

The Baltic Exchange LR2 time-charter
equivalent index for the Midde East-Japan
route was at $25,059 per day on Wednesday.
That’s up 79% year to date (YTD), but it’s
down 17% from the YTD high reached in mid-
March and down 45% year on year (y/y).

The Baltic’s Middle East-Japan LR1 TCE index was
at $28,684 per day, up 31% YTD but down 29% from
the YTD high in mid-January and down 51% y/y.

BRS expects LR1 rates to fall this month
as temporary regional imbalances between
tonnage supply and cargo availability clear
up and as LR2s “eat into” LR1 demand.

The Baltic’s Atlantic basket for medium
range and handysize product tankers was at
$19,857 per day, down 19% YTD, 38% versus
the YTD high in late March and 60% y/y.
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The Pacific basket for MRs and handysizes
was at $21,240 per day, up 32% YTD but
down 19% versus the YTD high in the
third week of May and down 56% y/y.

Investors have forsaken
product tanker stocks

Stock investors are clearly not impressed.

Product tankers stocks have performed worse
than those of very large crude carrier owners
and midsize crude tanker owners. Investors
appear to be looking at the current geopolitical
support for product tankers and assuming that
at some point, that support will be removed.

The discount to net asset value for product
tanker stocks has improved in recent weeks
but its still considerable. Clarksons Securities
put the median discount to NAV of the

product tanker stocks it covers at 26%.

Product tanker stocks have also heavily
underperformed the broader equity market,
as exemplified by the SPDR exchange traded
fund that tracks the S&P 500 index.

As of Tuesday, the adjusted close of SPDR was up
14% y/y. In contrast, the price of Ardmore had
sunk 54%, with Scorpio Tankers down

48%, Torm 46% and Hafnia 32%.

Most of that underperformance came in the
second half of 2024, when product tanker
rates surprised the market to the downside.
But 2025 has not seen much improvement

SPDR is up 2% YTD, while Ardmore is down
21%, Scorpio 19%, Torm 15% and Hafnia 11%.

Boxship newbuild backlog hits 9.7m teu as
more orders are being lined up

THE containership newbuilding orderbook
has reached a record 9.7m teu of capacity
as orders by container line operators and
tonnage providers have surged this year.

More orders are in the pipeline for operation
with leading carriers for vessels of above 12,000
teu, while additional newbuilding contracts are

expected to be placed for ships of below 5,000 teu.

“The appetite for newbuildings has reached
unprecedented levels as the backlog of
newbuilding containerships has expanded to
an all-time high of 9.7m teu,” said Braemar
container market analyst Jonathan Roach.

Since the beginning of the year, some 2m

teu of boxship capacity was ordered alone to
boost the newbuilding orderbook to a 15-year
high, 31.1% of the existing fleet in service.

“While concerns around oversupply remain,
clearly fleet renewal and fleet modernisation
have taken precedence,” noted Roach.

Further orders are in the pipeline to boost
the newbuilding backlog even further
than its current record high level.

Germany’s Hapag-Lloyd is believed to be in
discussions with shipyards in China and
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South Korea for up to 12 neo-panamax boxships
of 13,000 teu and eight 16,000 teu units.

They would add to a total of 24 boxships, of

9,200 teu and 16,800 teu, which the Hamburg-
headquartered container line operator contracted
in November 2024 from two Chinese shipbuilders.

Also in the market for boxship newbuildings
is Singapore-based operator Ocean Network
Express. It is rumoured to be about to sign
a letter of intent with South Korea’s HD
Hyundai Heavy Industries for 12 16,000 teu
boxships, for delivery in 2028 and 2029.

Other orders in the pipeline include vessels of
between 1,900 teu and 5,000 teu for several
tonnage providers, which are expected to

be ordered from Chinese shipbuilders.

Meanwhile, Netherlands-headquartered
refrigerated cargo specialist Seatrade is
understood to have signed a letter of intent for a
new series of 2,800 teu boxships, with high reefer
capacity, at China’s Huanghai Shipbuilding.

This year has seen growing interest in the ordering
of mid-sized containerships and regional feeder-
type tonnage, as orders in the past few years have
been dominated by ships of above 10,000 teu.
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“Interest in smaller boxships has grown markedly
and we estimate that 55% of vessels ordered in
2025 are sized up to 9,999 teu. This compares to
50% in 2023 and 48% in 2024,” Roach said.

“This trend reflects the need to refresh smaller
vessel segments, particularly in light of carbon
abatement compliance requirements.”

With the newbuilding backlog having
hit unprecedented levels, the potential
for vessel capacity oversupply is growing
— especially if container line operators
return to utilising the Suez Canal.

“Our base case estimates suggest an average
oversupply of 26% annually from 2026 to 2030.
However, with the likely implementation of more

slow steaming, due to carbon abatement measures,
this figure could decline to around 22%,” said Roach.

When adjusting for continued Red Sea
avoidance, that oversupply would be
closer to only 7% per annum.

“This artificially constrained environment is
supporting a tight charter market, further amplified
by factors such as vessel maintenance, alliance
reshuffling and port congestion,” said Roach.

The recycling of elderly ships will help to abate
oversupply. There are some 1,500 containerships in
service of 20 years or older. Should boxship recycling
stay at its current very low levels, then the 20-year-
old-plus fleet will reach 2,700 ships by 2030.

“The ageing fleet profile presents a clear opportunity
for fleet renewal, especially as environmental
regulations tighten and fuel efficiency becomes
critical to cost management,” said Roach.

TOP Ships plots spin-off for suezmaxes

TOP Ships, the US-listed tanker owner that
has recently diversified in superyachts, has
unveiled plans to float a new publicly listed
vehicle concentrating on suezmax tankers.

The Greece-based owner is seeking approval
from the authorities to list the new company,
Rubico, on the Nasdaq Capital Market.

Two of TOP Ships’ suezmax tankers
would comprise the spin-off’s initial fleet,
said the company in a statement.

These were identified as the 2021-built,
scrubber-fitted pair Eco Malibu (IMO:
9902823) and Eco West Coast (IMO: 9902811).

Both the 157,286 dwt tankers are on charters
to Clearlake Shipping at rates of $32,850
per day until the first quarter of 2027.

The charterer, a subsidiary of Gunvor Group,
has two one-year options to extend, at daily
rates of $34,750 and $36,750, respectively.

TOP Ships has three other modern suezmaxes
in its fleet, including the 2019-built Eco

Bel Air (IMO: 9794056) and Eco Beverly
Hills (IMO: 9794068), which are on charters
to Trafigura that expire in December.

The other suezmax is the 2022-built Eco Oceano
Ca (IMO: 9794020), which has been chartered
for 15 years to Central Tankers Chartering, a
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private affiliate linked to TOP Ships’ founder
and chief executive Evangelos Pistiolis.

Also in the fleet are two very large crude carriers
and three medium range product tankers of
50,000 dwt, of which one is wholly owned

and two are 50% owned by the company.

It said it intends distributing 100% of the
common shares of Rubico pro rata to the
common shareholders of TOP Ships and to all
holders of outstanding common stock purchase
warrants “on an as-exercised basis”.

TOP Ships’ shareholders will receive one share
in Rubico for every two TOP Ships shares held at
close of business on June 16 and the distribution
is expected around the end of this month.

According to the company’s latest annual
report, Pistiolis and related family trusts
in aggregate owned more than 70% of TOP
Ships’ outstanding common shares.

Pursuant to the spin-off, Rubico plans to raise
$1.5m through a private placement of common
shares at a price of $20 per share, TOP Ships said.

After spinning off, it was anticipated that
Rubico would be independent, with “no
overlapping board members or executive officers
between Rubico and TOP Ships”, it said.
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In April this year, TOP Ships took delivery of
a 499 tonne superyacht, Para Bellvm (IMO:
9993987), which it acquired under a $20m
purchase deal last year with Pistiolis.

At the same time, the tanker company entered
into a second agreement with an affiliate

of Pistiolis to acquire a newbuilding yacht

due in 2027 for the amount of $27m.

The 1,150-tonne yacht under construction
can accommodate 12 guests and 15 crew.

For last year, TOP Ships posted net income of $5m,

down from $6.1m in 2023 and $18.9m in 2022.

Revenues, however, rose slightly in 2024 to
$86.1m from $82.9m the previous year.

The spin-off was subject to approvals
and could be abandoned unilaterally
by TOP Ships, the company said.

Last year, TOP Ships itself migrated from
the Nasdaq, where it initially listed in
2004, to the New York Stock Exchange.

EuroDry loss widens as dry bulk

rebound fizzles

EURODRY, the Nasdagq-listed owner of 12 bulk

carriers that started as a spin-off from containership
owner Euroseas, is taking the full brunt of today’s

poor market in the hope of better times ahead.

“We have refrained from locking our

vessels into longer-duration charters at
non-profitable levels, deciding to face the
market by pursuing short-term trip charters
to potentially benefit from any reversal in
trends,” said chief executive Aristides Pittas.

Although it had modestly increased, the
orderbook as a percentage of the existing
fleet remained low, said Pittas.

This offered “the possibility that a
meaningful upturn in demand could
quickly translate to better rates”.

However, the first quarter of this year had
seen charter markets in the sector at a
low ebb, “the lowest since the early days
of the pandemic”, according to Pittas.

A partial rebound in April and May had been
insufficient to return most vessels to profitability.

“In addition, it started fizzling out by the end
of May and early June in the face of season
trends, and the uncertainty created by the
back-and-forths on the tariff front.”

EuroDry has two newbuilding ultramaxes
on order and Pittas indicated the future of
some of a quartet of older panamaxes in
the fleet is being kept under review.
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“As always, we continuously look for new
opportunities to invest, mainly, in combination
with the renewal of our fleet,” he said.

The recent $5m demolition sale of the
company’s oldest vessel, the 25-year-old
panamax Tasos (IMO: 9180906), resulted
from a cost/benefit analysis, he added.

Most of the EuroDry fleet is trading in
the spot market or short-term periods
and only three of its vessels are on time
charters stretching into next year.

Those are also exposed to the spot market as the
charters are linked to the Baltic supramax index.

As EuroDry is fully exposed to the short-
term charter markets, it is no surprise
that we had a rather poor financial
outcome for the quarter,” said Pittas.

The near-term outlook remained “volatile”
as demand has been affected by the
weakness of the steel industry and overall
economic growth in China, he said.

Pittas also cited a negative medium-term
trend for thermal coal and ongoing strife in
Ukraine and Gaza that had “pushed significant
reconstruction projects to the future.”

First-quarter revenues slumped by 36.2%
to $9.2m, while average time charter
equivalent rates for the fleet decreased even
further, by 42.5%, to $7,167 per day.

An offsetting factor was that the fleet had
no drydockings during the latest quarter,
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compared with 52.5 days of scheduled off-

hire in the same period last year.

The company’s net loss for the first quarter doubled
to $4m, up from $1.9m in the same quarter of 2024.

IN OTHER NEWS

Costamare boxship rescues

Zodiac Maritime crew as

salvage team appointed

THE Costamare-owned
containership Cosco Hellas (IMO:
9308510) has rescued all crew
members from the stricken
vehicle carrier Morning

Midas (IMO: 9289910), after fire
broke out on a vehicle deck at
around midnight UCT on June 3.

Owned by London-
headquartered Zodiac Maritime,
the 5,000 ceu Morning Midas was
on passage from Yantai, China

to Lazaro Cardenas, Mexico,
when smoke was initially

seen emanating from a deck
containing electric vehicles.

Zodiac Maritime has confirmed
that it has appointed a

salvage company to respond
to the fire aboard the ship.

Wah Kwong launches Venture Energy
to drive clean bunker fuel supply
HONG KONG-based Wah

Kwong Maritime Transport has
announced the launch of a new
subsidiary, Venture Energy, to
focus on trading clean bunker
fuels, with the aim of supplying
greener methanol next year.

The company said Venture
Energy will leverage Wah
Kwong's resources and
networks to connect fuel
producers in China with
shipowner customers globally.

It will develop projects,
procure cleaner fuels and
potentially supply Wah Kwong
and other shipowners to
meet future decarbonisation
needs, the company added.
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Classified notices follow

Lloyd’s Listl>

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

Please contact: marketingservices@lloydslistintelligence.com
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