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Houthis’ UN-purchased
tanker takes more Russian
oil in undercover delivery

THE Houthis are taking steps to hide deliveries to the very large crude
carrier Yemen (IMO: 9323948) — a tanker purchased and funded by
the United Nations, but controlled by the Yemeni militants as a floating
storage vessel for Russian diesel.

Analysis of Lloyd’s List Intelligence automatic identification system data
and satellite imagery from Planet Labs shows Yemen engaged in a ship-
to-ship transfer on September 3 with a vessel not broadcasting its AIS.

US intelligence firm SynMax identified the vessel as the Gambia-
flagged medium range tanker Modeste, previously named Manta,
which was sanctioned by the US in October 2024 in connection with a
Ukrainian national alleged to be working with prominent Houthi
financier Sa’id al-Jamal.

Satellite and AIS data indicate that Modeste engaged in a dark STS
transfer north of the Suez Canal before sailing to Yemen, suggesting it
was carrying Russian oil.

The loading marks a shift in tactics for the Houthis, who have been
routinely using Yemen without resorting to means of obfuscation.

A Lloyd’s List investigation in July exposed how the Iran-backed militants
were using the vessel as their de-facto floating storage facility, all while the
UNDP — which retains an advisory oversight role — was paying around
$450,000 per month for technical services to maintain the vessel.
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It was not immediately clear why the Houthis were
now starting to take measures to hide Yemen’s actions,
but the shift in tactics comes amid tightening US
sanctions that have pushed the Houthis’ oil trade into
the shadows in recent months.

Modeste was also Yemen’s first STS partner that
was sanctioned at the time of the operation,
although all but one of Yemen’s other partners
have been designated since engaging in the
transfers, mostly by the US.

According to Ian Ralby, chief executive of
consultancy IR Consilium — and one of the leading
voices that raised the alarm about the floating
storage and offloading platform Safer (IMO:
7376472) — the recent increase in secrecy around
Yemen may not only come from the Houthis
themselves.

“The Iranians and the Russians care much more
about consequences than the Houthis have shown to
care in the past, and they may be the ones driving a
more cautious approach,” he said.

“Either way, it does seem that the UN-provided
tanker is serving as an opportunity for sanctions
evasion at scale.”

Preventing an environmental disaster

Yemen (ex-Nautica) was purchased by the UNDP
for $55m in 2023 to transfer 1.1m barrels of

oil from the decaying FSO Safer, located near
Hodeidah, which was at risk of sinking and
causing an environmental catastrophe.

That part of the operation was completed
successfully in August 2023. But the rest of the plan
stalled as costs mounted and the security situation
in the Red Sea deteriorated.

The first of at least six STS transfers of mostly
Russian gasoil to the vessel came in early 2024.
Those deliveries were taking place despite objections
from the UNDP, a spokesperson for the agency told
Lloyd’s List in July. Lloyd’s List contacted the UNDP
again ahead of this story’s publication.

A spokesperson declined to comment on the recent STS
with Modeste and other questions regarding the vessel’s
operations, citing “evolving security considerations”.

“As we have previously stated, the UNDP does not

own or operate the Yemen,” the spokesperson said.
“UNDP provides advisory services only.”
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As part of the Safer salvage operation, ownership of
Yemen was transferred in 2023 to Safer Exploration
Production & Operations Co (Sepoc), a national

oil company controlled by Yemen’s internationally
recognised government. However, control of the
vessel lies with the Houthis.

Legal representatives for Sepoc declined to comment
for this story but previously told Lloyd’s List that
Sepoc had not been involved with either Yemen or
Safer since 2023, as both are under Houthi control.

Sepoc also previously lamented the UNDP for stating
that Sepoc arranged Yemen’s STS transfers, which
were carried out by the Houthis, and for conflating
the internationally recognised government-controlled
Sepoc with the Iran-backed faction.

A sanctioned Iranian shipping titan’s vessel
awaits

Another delivery of Russian oil to Yemen may also
be imminent.

Charminar (IMO: 9318022), a sanctioned vessel
linked to Hossein Shamkhani, an Iranian shipping
magnate the son of an advisor to Iran’s supreme
leader, is currently anchored about two nautical
miles off Yemen.

The vessel arrived in Yemen’s vicinity on September
21, vessel-tracking data showed. According to
commodities analytics provider Vortexa, it is laden
with Russian diesel.

It was not immediately clear why Charminar was
anchored near Yemen and whether an STS transfer
was planned.

Charminar’s AIS trail suggests it was headed to

the Ras Isa anchorage on September 21 but then
diverted to the Yemen’s vicinity, south of the Houthi-
held port.
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WHAT TO WATCH

Hong Kong vows to defend maritime hub
status and strengthen ship registry amid

geopolitical headwinds

HONG KONG's top transport official has
pledged to defend its position as an international
shipping centre — including the competitive
edge of its ship registry — amid an increasingly
volatile geopolitical climate.

Mable Chan, the city’s Secretary for Transport
and Logistics, said the government would

“press ahead with full force” on a series of
priority initiatives, ranging from enhancing the
competitiveness of the ship flag to establishing a
green fuel bunkering and trading hub.

Chan made the remarks at the anniversary reception
of the Hong Kong Chamber of Shipping, an industry
association co-founded and chaired by Hing Chao,
executive chairman of Wah Kwong Maritime
Transportation Holdings, last October.

Her comments came as confidence in the Chinese
special administrative region’s maritime credentials
was once again shaken, following a considerable loss
of members from the city’s ship registry in recent
months, including Seaspan’s mass reflagging of its
fleet to Singapore.

The exodus is widely linked to anticipated new US
port fees targeting Chinese-linked vessels, expected
to take effect next week.

Acknowledging the “increasingly complex and
fast-changing external environment, fierce regional
competition, and the headwinds stemming from the
US—China trade war”, Chan said Hong Kong would
adopt forward-looking strategies to reinforce its
standing as a global maritime city.

In a recent statement to Lloyd’s List, the Marine
Department, which operates under Chan’s bureau,
said it was aware of local shipowners’ concerns over
US discriminatory port fees and the financial and
operational challenges that have followed.

The department, however, emphasised that Hong
Kong’s ship registry “remains highly reputable in
international standing, well equipped with quality
support services from our Marine Department,
competitive in fees, and minimal in red tape”.
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It remains unclear how Hong Kong intends to
reclaim lost ground for its ship registry, particularly
as the outlook for US—China trade negotiations
remains uncertain.

Chan also outlined additional policy priorities for
the maritime sector, including tax concessions

for traders, deeper multimodal connectivity with
mainland China, and port digitalisation initiatives.

Hing Chao of the Chamber of Shipping said Hong
Kong should continue capitalising on its free-port
status and common law system to strengthen its role
as a “super-connector” between China and the rest
of the world.

“We are sailing into the future of multiculturalism,”
Chao said. “I see China playing a critical role in
strengthening ties with traditional trade partners
and opening new routes with emerging markets
through the Belt and Road Initiative.”

The chamber is also urging the government to adopt
more ambitious policies in green shipping, including
incentives for cleaner fuels, shore power, and
innovations in marine insurance and financing.

Chao added that over the past year, his organisation
has deepened cross-border collaboration in the
maritime sector between Hong Kong and mainland
China, focusing on talent development, maritime
services, and green energy transition.

“Last year was about focusing on China,” he
told Lloyd’s List. “Next year, we’ll take a more
balanced approach — continuing the progress
made on the mainland while expanding our
international engagement.”
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Shipowners don't have unlimited choice of
repossession ports, Court of Appeal rules

SHIPOWNERS must take ships back at the port
at which they are alongside when a charterparty
terminates, unless that would be impracticable or
impossible, the Court of Appeal has confirmed.

The decision from Lord Justice Phillips in Songa
Product and Chemical Tankers III v Kairos
Shipping upholds an earlier High Court ruling,
overturning the initial findings at arbitration.

The outcome will provide clarity on the proper
interpretation of BIMCO’s Barecon 2001 standard
form of bareboat charter.

Clause 29 of Barecon provides that “owners shall have
the right to repossess the vessel from the charterers
at her current or next port of call, or at a port or place
convenient to them without hindrance or interference
by the charterers, courts or local authorities”.

Kairos, which is affiliated to Croatian shipyard
Brodotrogir DOQ, delivered chemical tanker Songa
Pride (since renamed Weco Madeleine) (IMO: 9693824)
to Songa in December 2016, on a five-year charterparty,
plus or minus two months at the charterer’s option.

In October 2020, the Croatian courts announced a
restructuring plan for the yard, which was in financial
difficulties. Songa exercised its termination rights.

Songa Pride had just discharged at Stockton in
California and Songa notified Kairos that it should
take repossession there.

The owners refused to do so and insisted that the
vessel be handed over at Trogir in Croatia.

After a standoff, during which the vessel had been
taken to Mexico to reduce costs, the charterers
commenced the voyage to Trogir under protest.

In September 2021, after sailing for 37 days, the
charterers arrested the vessel at Gibraltar. In January
2022, the owners provided security as ordered by the
Supreme Court of Gibraltar and took possession.

Songa claimed costs and the matter went to London
arbitration. In March 2024, a tribunal reached a

partial final award.

The tribunal ruled that while clause 29 did not give
the owners an unlimited choice of repossession
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ports, the words “convenient to them” should carry
their natural meaning.

Songa took the matter to the High Court on the
construction of the wording,.

In December last year, His Honour Judge
Pelling KC found that it was necessary to
consider the contract as a whole, as a literal
reading of the isolated clause would be highly
prejudicial to charterers.

“On its true construction, the defendant was
required to repossess the vessel at Stockton,
being her current port of call, unless it was either
impossible or impractical for a representative of
the defendant to board the vessel in that port,”
Pelling J found.

Kairos took the dispute to the Court of Appeal, which
reaches similar conclusions to the first instance.

Phillips J — supported by Lord Justice
Nugee and Lady Justice King — said: “I agree
with the judge that, if the vessel is currently
in port when the charterparty is terminated
under clause 29, the meaning and effect of
the clause is that the owners must repossess
at that port unless it is impracticable or
impossible for them to do so.”

Simon Milnes KC of Twenty Essex, instructed by
Mills & Co, acted for Songa.

“The charterer’s position was that the owners were
entitled to repossess the vessel at a convenient port
and that it was at a convenient port, so come and
get it in California.

“The owners said they wanted to repossess the
vessel where they were based, and the charterers
should sale it from California to Croatia.”

The tribunal sided largely with the owners,

in that it was genuinely more convenient for a
Croatian shipyard in financial difficulties to seek
repossession in Croatia.

But the purpose of the clause is to facilitate the
termination of charterparties in a way that makes
business sense. The High Court and the Court of
Appeals took the other view.
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“The clause is not meant to give the owners a menu
of free options, so that whatever a vessel is doing.
It’s meant to cater for the different scenarios where a
termination might happen.

“A ship might be in port, in which case, repossess where
she is. It might be on its way somewhere and have a
convenient port of call, in which case repossess there.

“But if there is somewhere else where it can be
repossessed more efficiently, as soon as reasonably
practicable, it should be repossessed there, rather
than unnecessarily go off on some long voyage that
doesn’t serve any business purpose.”

Kairos was represented by Koye Akoni of Quadrant
Chambers, instructed by DWF Law.

ANALYSIS

Falling attack costs help fuel rising

cyber risk at ports

THE threat landscape for cyber attacks on port
and terminal infrastructure is evolving, with state
actors and criminal organisations and ‘hacktivists’
all having the motive and capability to cause
disruptions and target critical points.

But the challenge is organisational as well as
technical, according to Chloe Rowland, data
collaboration, risk and resilience manager with the
International Association of Ports and Harbors.

“Many ports still lack standardised cyber security
protocols,” she told the World Ports Conference in
Kobe. “They face fragmented oversight and often
struggle with underinvestment in digital resilience.”

As more infrastructure became automated and ports
became smarter and more digital, cyber security
must be built into the foundations and not treated as
an afterthought, she added.

One of the key issues was a lack of awareness at
board level. In large companies, cyber security
accounted for between 8%-15% of I'T budgets, but
in smaller companies it was often much less, said
Chin Beng Ong, Maritime and Port Authority of
Singapore chief information security officer.

This was relevant in multi-stakeholder ports,
where smaller companies often interacted on
the same networks shared by the port authority
and other users.

“There is the weakest link factor,” he said. “If any
part of that fails, it can take down the whole port.”

Port of Los Angeles chief information officer Sheeba

Varuguese warned that IT departments needed to
clearly communicate risks and allocate budget to
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risks, but this was difficult in organisations that did
not have a C-level security function in management.

But putting a value on risk meant it was difficult for
boards to price the cost of security.

“The Rol is not like other investments,” Varuguese
said. “One metric is the number of attacks
defended. Los Angeles sees 80m-9om attempted
attacks per month, any one of which could affect
cargo movement.”

Chin said the problem was being exacerbated by the
falling cost of Al-assisted attacks. The cost of an
average attack is thought to have fallen to around
$0.10 from $10 in recent years.

“The NotPetya attack on Maersk woke up cyber
security, but attacks can now also affect physical
operations,” he said.

A mismatch between the digital world of IT and the
physical infrastructure of ports could also lead to
potential risks, he added.

“IT doesn’t know how a crane works,” he said. “On
the other hand, a chief engineer’s first response
when something goes wrong is to hit the reset
button. But if he does this, it will likely wipe any
chance of doing forensics on the problem.”

The solution, he suggested, was to train IT in how
ships and infrastructure worked, and to train
engineers about IT.

Other protective measures suggested included constant
training for evolving threats and continuous monitoring
of weak points, as many threat vectors included insiders
not following security protocols rigorously.
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MARKETS

Panama Canal container cargo sinks
to lowest level since 2016

IT’S NO surprise that the Panama Canal handled
more cargo in the current fiscal year — October 2024
through to last month — than in the prior one, given
that the waterway suffered a historic drought in FY24.

What’s more telling is how poorly the latest fiscal
year’s cargo numbers rank historically.

Cargo weight in FY25 totalled 244.3m long tonnes,
up 16% versus FY24, according to newly released data
from the Panama Canal Authority (ACP).

But excluding the anomalous drought-stricken year,
this is the lowest overall cargo weight transiting

the waterway since FY17, the first full fiscal year to
incorporate the larger neopanamax locks, which
debuted in June 2016 after being built for a cost of
more than $5bn.

Total cargo weight in the latest fiscal year was
essentially flat — up just 1% — versus where it was
eight years ago, and was 17% below the peak seen in
FY22 during the pandemic boom.

Weakness in containership cargo volumes

The primary rationale for the construction of the
neopanamax locks was defensive: container shipping
had evolved, boxships were growing in size, and the
canal needed larger locks to remain relevant in the
Asia-US trade.

The ACP publicly releases cargo weight data at the end
of each fiscal year. The data it releases each month
during the year only covers transits*. The monthly
transit data has painted a very positive picture on
neopanamax containership traffic.

Despite steep US tariffs on imports from China and
other Asian sources, neopanamax containerships
transits hit an all-time high this August, and were one
transit below that high in September.

However, looking at transits can be deceiving if the
cargo weight per transit falls — and that is what
happened with neopanamax containerships in FY25.

According to the newly released ACP statistics,

only 41.9m tonnes of cargo was carried on boxships
transiting the neopanamax locks in FY25, down 22%
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year on year (y/y). It was the lowest cargo tally for
neopanamax containerships since FY18.

Meanwhile, containership cargo through the older
panamax locks has continued to decline, and hit a new
low for the modern era, at just 7.1m tonnes in FY25,
down 20% y/y.

Total containership cargo for both locks combined
dropped 21% y/y to the lowest point since FY16, a
period when the neopanamax locks were only open for
one-third of the fiscal year.

Containership cargo through both locks totalled 49m
tonnes in FY25, compared to 39.6m tonnes in FY16
and 53.7m tonnes in FY17.

This lack of cargo growth at the waterway in
this segment coincides with a period when US
containerised imports have risen much higher.

Between the periods covered by the ACP’s FY17 and
FY25, US containerised imports have surged by
almost 30%, meaning that the Panama Canal route
has lost market share in the US-Asia trade.

Fall in cargo per containership transit

The stats show an even more severe drop in tonnes per
transit for neopanamax containerships.

The number of transits for these vessels rose 11%
in FY25 versus FY24, depressing the tonnes per
transit figure.

Containerships using the neopanamax locks
average only 21,202 tonnes of cargo per transit
in FY25 (including transits in both directions),

a 20% decline versus FY24. The average over

the previous eight fiscal years was 32,233 tonnes
per transit, 52% higher.

Boxships using the neopanamax locks are not
getting smaller. The capacity of the vessels, as
measured by PC/UMS tonnage, did not change
materially y/y.

Nor was there a y/y increase in the share of transits

from the Atlantic to Pacific, which carry less
containerised cargo than on the headhaul route.
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This implies that neopanamax slot utilisation was
lower over the course of the fiscal year. Possible
drivers could include fallout from US tariffs, cross-
isthmus transhipment, and/or higher sourcing of US
imports via the Cape of Good Hope or the land bridge
(truck and rail) from the US west coast.

Lloyd’s List sought comment from the ACP on why
neopanamax containership cargo levels fared so
poorly this fiscal year. It had not replied by the
time of publication.

Cargo volumes in other segments

The most important segment for Panama Canal cargo
weight is dry bulk, with these vessels overwhelmingly
using the older panamax locks.

Dry cargo amounts collapsed during the drought, with
bulkers moving grain from the US to Asia shifting to
the Cape of Good Hope route.

The main reason that total canal cargo weight was
up in FY25 versus FY24 was the partial return of
the dry bulk trade following the end of the drought
crisis. Dry bulk cargo plunged from 101.6m long
tonnes in FY23 to just 44.8m tonnes in FY24, then
nearly doubled to 83.8m tonnes in FY25.

Total cargo through the panamax locks rose 32%
y/y, driven up by dry bulk, while total cargo through
the neopanamax locks fell 8% y/y, driven down by
containerships.

Looking at the long-term trends for the main cargo
categories, dry bulk cargo has fallen by 12.5m tonnes,
or 13%, since FY17.

Containerised cargo, the second-largest category
by weight, is down 4.6m tonnes, or 9%, over the
same period.

Chemical tankers are the third-largest segment
measured by cargo weight; as with dry bulk, these
vessels overwhelmingly favour the panamax locks.

Chemical tanker cargo is up by 6.6m tonnes, or 17%,
since FY17.

Liquefied petroleum gas is by far the biggest gainer,
driven by very large gas carrier transits through the
neopanamax locks in addition to transits of smaller
LPG carriers through the panamax locks.

LPG cargo amounts have jumped by 151%, or 23.2m
tonnes, since FY17. LPG cargoes totalled 38.5m tonnes
in the latest fiscal year, the highest on record.

Crude and product tanker cargo amounts in FY25 were
down 935,264 tonnes or 6% versus FY17. This segment
peaked in FY20 at 20.2m tonnes and is down 32% from
that high, to 13.8m tonnes in the latest period.

One of the biggest disappointments for the canal is
liquefied natural gas, which was once seen as a potential
major customer for the neopanamax locks, given the
massive buildout of US Gulf liquefaction capacity.

LNG carrier operators shifted away from the canal
during the drought crisis and never came back. More
US LNG is heading to Europe, and freight rates are
historically cheap, making the Cape of Good Hope
route to Asia more attractive.

LNG cargo is down 4.6m tonnes, or 26%, from FY17;
however, that was before this trade ramped up.

LNG cargo via the Panama Canal peaked at 18.6m
tonnes in FY21. Prior to the drought, in FY23, the
total was 11.5m tonnes. In FY24, it collapsed to 4.2m
tonnes and, in the latest fiscal year, it dwindled
further, to just 1.8m tonnes, down 90% from the
high point in 2021.

* The ACP does not release monthly transit
statistics by segment or statistics on total monthly
transits. It releases fiscal-year-to-date transits by
segment and fiscal-year-to-date total transits since
October, the beginning of its fiscal year. Lloyd’s List
calculates monthly transits by comparing each
month’s cumulative fiscal-year-to-date statistics.

Liner majors to sign up for more

big boxship orders

MAJOR container lines are setting up more big
boxship orders as they advance fleet renewal with
alternative-fuelled vessels.

These include a potential new order from CMA
CGM, which is expected to sign up for another
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tranche of large dual-fuel containerships.

Alphaliner reports that the French container line
is understood to have issued tenders with Chinese
and South Korean shipbuilders for new tonnage of
between 17,000 teu and 24,000 teu.
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CMA CGM currently has 54 containerships on order,
comprising owned and long-term chartered tonnage,
with capacities of 18,500 teu and 24,000 teu. All are
of liquefied natural gas dual-fuel specification.

The Marseille-headquartered company is also
expected to become the first big carrier to build
containerships in India. This follows pledges by

the Indian government to develop its shipbuilding
industry through major investment and subsidies to
modernise facilities and expand capacity.

CMA CGM is expected to order at least three
gas-fuelled feeder boxships from India’s largest
builder of merchant vessels, Cochin Shipyard.
CMA CGM first announced plans to order
containerships in India in May.

The order would follow Cochin Shipyard’s first ever
containership newbuilding contract, signed in 2023
by intra-Europe container line operator Samskip.

The Netherlands-headquartered company signed up for
two hydrogen fuel cell-powered containerships, with the
first vessel booked to be delivered later this year. The
500 teu vessels will be the first containerships capable of
operating on green hydrogen.

Earlier this year, Cochin Shipyard entered into a
collaboration agreement with South Korea’s HD
Hyundai Heavy Industries to improve quality
standards and provide workforce training,
procurement and ship design.

Alphaliner suggests that CMA CGM’s new Indian-
built ships will likely utilise a design based on an
existing HHI platform.

CMA CGM has been actively expanding its Indian
operations, with investments in terminals and
logistics operations. It recently transferred the 3,500
teu CMA CGM Diamond (IMO: 9405033) and the
2,556 teu sister vessels CMA CGM Manaus (IMO:
9434917) and CMA CGM Vitoria (IMO: 9434905) to
the Indian ship register.

In March, CMA CGM chairman and chief executive
Rodolphe Saadé also pledged to order new
containerships from US shipyards for its US-flag
operations. However, no detail on CMA CGM’s US
plans have been forthcoming.

CMA CGM is one of the few big carriers that operate
a fleet of US-flagged containerships — a legacy of

its purchase of former American-flag container line
APL back in 2016.
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Meanwhile, Taiwan’s Evergreen is also
understood to be planning new orders for dual-
fuel 15,000 teu boxships.

Evergreen recently took delivery of the last in

a series of 20 conventional-fuel containerships
of the same capacity, which were ordered from
South Korean shipbuilder Samsung in 2021 and
delivered from 2023.

The Taipei-headquartered line presently has 45
containerships on order of between 3,000 teu and
16,500 teu, with a combined capacity of more than
700,000 teu.

Maersk, the world’s second-largest container line,
is also rumoured to be gearing up for a major fleet
expansion, with an order for a new generation of
LNG dual-fuel containerships.

Sources say the Danish giant has its sights set on up
to 12 vessels, with capacities of at least 18,000 teu.

Finally, South Korea’s HMM is understood to have
signed letters of intent for 12 LNG dual-fuelled
neopanamax vessels, with capacities of 14,000 teu,
at compatriot shipyards.

Eight of the ships are expected to be firmed up at
HD Hyundai, while the remaining four are set to
built by Hanwha Ocean. HMM is also understood
to have plans to order an undisclosed number

of smaller ships for its intra-Asia services, with
capacities of 1,900 teu and 3,000 teu.

The size of the global containership orderbook has
reached an all-time high, fuelling concerns over a
potential future glut in boxship capacity.

Latest industry data shows the current order backlog
stands at a record 10.5m teu, accounting for some
34% of the total fleet currently in service.

This expansion comes when container

shipping is grappling with a wave of uncertainty,
driven by escalating geopolitical tensions,

trade disruptions, and shifting demand
patterns. Despite these headwinds, carriers
flush with cash continue to place substantial
newbuilding orders.

Container lines argue that their current ordering
spree is a strategic move for the long term. Most
newbuildings — many of them dual-fuel capable —
are intended to replace ageing vessels, rather than
simply grow fleet capacity.
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Strikes reignite congestion at key

North European ports

NORTHERN Europe’s major ports of Rotterdam and
Antwerp-Bruges are facing fresh congestion due to
further industrial action.

In Rotterdam, workers from the International
Lashing Service and Matrans Marine Service
walked out on October 8 at 1515 hrs because of
an ongoing labour dispute concerning working
conditions and pay. The strike is scheduled to last
until Friday, October 10 at 1515 hrs.

Danish line Maersk said vessels alongside will
experience delays and interruptions when discharging,
with vessel operations “significantly impacted”.

Meanwhile, Antwerp-Bruges is suffering significant
congestion of its own as a result of industrial action.

The Professional Association of Pilots started work-

to-rule action on Sunday, October 5 for an indefinite
period, meaning pilots will only work between 8000
hrs and 1700 hrs.

The action has left scores of vessels awaiting pilotage
services to enter the two ports, which is mandatory
in both Antwerp and Zeebrugge.

As of 1900 hrs on Wednesday, October 8, the port
of Antwerp-Bruges said there were 71 vessels
without a “confirmed planning”, that is without

a confirmed berth or timeslot at Antwerp. In

Zeebrugge, 10 vessels were left without a plan.

The port authority said it was “making every effort
to plan vessel movements as efficiently as possible
and to minimise waiting times”. As of 0700 hrs

on October 9, the number of vessels waiting for

an entry slot into Antwerp had reduced but still
remained at 65.

The scale of the congestion is displayed quite clearly
on Lloyd’s List Intelligence’s Seasearcher platform.

More than 20 containerships were anchored outside
the ports as of 1100 hrs on October 9, versus just
four on October 5.

Again, Maersk warned its customers of “severe
delays” to vessel arrivals and departures at both
Antwerp and Zeebrugge over the next few days.

The latest delays in Rotterdam and Antwerp
follow varying degrees of congestion at port across
northern Europe so far this year, as reported by
Lloyd’s List.

Adjustments to carrier alliances have taken its toll
alongside low water levels that have restricted barge
movements in the hinterland, and sustained periods of
industrial action. The issue has only been exacerbated
by a sustained period of strong demand, including
near record volumes in the first half of 2025.

OTHER NEWS

Gas engine tech cuts methane

slip by 98% in sea trial

JAPAN'S Mitsui OSK Lines,
Kanadevia Corp and diesel engine
maker Yanmar have cut methane
slip by 98% in trials using catalysts
and recirculating exhaust gas on
an LNG-fuelled coal carrier.

The technology, adapted for use
on ships, had achieved a 93.8%
reduction in trials on land at 100%
engine load, the three companies
said in a joint statement.

MOL started sea trials in May
on its large coal carrier Reimei
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(IM0: 9902976) on various routes,
including voyages between Japan
and Australia.

Marshall Islands takes Heroic Idun
case to ITLOS

THE International Tribunal for the
Law of the Sea is currently hearing
a complaint from the Marshall
Islands against Equatorial Guinea,
centred on a VLCC seized by the
African country in 2023.

The Hamburg-based body was
established by the United Nations
Convention of the Law of the
Seain 1982, with its 21 judges

empowered to handle disputes
between state parties.

Heroic Idun (now named Sea
Lion) (IMO: 9858058), which was
accused of oil theft and faking

a pirate attack, was held along
with its crew of 26 for around 10
months, first in Equatorial Guinea
and then in nearby Nigeria.

Human Rights at Sea returns six
months after closure

SEAFARER advocacy organisation
Human Rights at Sea has
announced its return after closing
as a charity in April 2025.
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A lack of funding saw the charity
close after 11 years, during
which time it gained consultative
status from the UN and develop
Geneva Declaration on Human
Rights at Sea.

Now the organisation has returned
as a Community Interest Company,
a type of UK company that cannot
make private profit and instead
must reinvest its results back into
the community it serves.

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

Please contact: marketingservices@lloydslistintelligence.com
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Curated maritime news and
market analysis

Unrivalled 115k+ articles ) Fjorrespondents
. : (b. in seven
news coverage in our archive “/ maritime hubs

Choose the trusted source
Contact us today on +44 20 7017 5392 (EMEA) / +65 6508 2428 (APAC) /

+1(212) 502 2703 (US) or visit lloydslist.com
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Container Tracker

Save time. Stay compliant.

Track containers, Complete checks in Download
not just ships minutes, not hours the evidence
Simplify transhipment tracking Save time, with all the data you Downloadable reports ensure you have
with end-to-end downloadable data need in one interface, supported the necessary documentation to prove
trails on containers - by container by tracking intelligence from over compliance, including specific end-to-end
number or Bill of Lading. 600 Lloyd’s agents worldwide. transhipment reports and more.

Request a demo:

America Tel: +1 212-520-2747

EMEA Tel: +44 20 7017 5392

APAC Tel: +65 6505 2084 . . D
)

lloydslistintelligence.com/containertracker LlOyd s List Intelhgence
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