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MSC’s megamax fleet 
expansion is reshaping global 
container shipping

MEDITERRANEAN Shipping Co’s vast orderbook is no longer simply 
outpacing rivals in scale — it is forcing a rethink of vessel deployment 
across the container shipping industry.

The world’s largest carrier is poised to spread its growing fleet of 
20,000+ teu vessels far beyond the Asia-Europe trunk route where 
ships of this size have traditionally been concentrated. 

As deliveries accelerate, MSC is driving a generational shift in network 
design that will see megamax vessels deployed across a far broader 
range of deepsea trades, forcing a generational shift in port investment 
and recalibrating trade lanes in its favour. 

The distinction between core east-west corridors and secondary 
long-haul routes is beginning to blur, as larger ships move into markets 
historically served by smaller tonnage.

The implications extend far beyond fleet deployment. Ports hoping to 
remain competitive will face mounting pressure to deepen channels, 
extend berths and install higher-reach cranes. Terminal operators may 
need to accelerate capital spending, while governments and port 
authorities will increasingly confront the viability of facilities unable to 
accommodate ultra large container vessels.

MSC appears to be positioning both its fleet and terminal portfolio for 
that future.
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Through Terminal Investment Ltd it has 
expanded its presence at facilities capable of 
handling ultra large ships, including assets 
in West Africa, the Red Sea and India. 

The strategy reflects expectations that future 
growth in long-haul container trades will 
increasingly be driven by emerging markets, 
particularly the Indian subcontinent.

Whether rivals follow remains unclear. 
What is certain is that MSC’s orderbook 
represents a fleet expansion unlike 
anything the industry has seen before. 

As those vessels enter service over the coming 
decade, they will influence not only deployment 
patterns but also infrastructure investment 
across the container shipping sector.

If MSC’s orderbook were carved out as a standalone 
carrier, its capacity would match the entire 
operating fleet of Hapag-Lloyd. Delivered tomorrow, 
the pipeline would form the world’s fifth-largest 
liner operator, sitting just behind Cosco.

Lloyd’s List revealed this week that MSC has added 
another 10 LNG-fuelled 20,000 teu vessels at 
China’s Hengli Heavy Industry, lifting its newbuild 
backlog to 166 ships totalling just under 3m teu. 
More than 2m teu of that total, spread across 99 
vessels, exceeds 20,000 teu, while another 17 ships 
fall within the 15,000 teu-19,999 teu bracket.

Over the next five years, MSC will take 
delivery of ultra large tonnage on a scale 
the industry has never witnessed.

Rival lines including CMA CGM, Cosco, Evergreen 
and HMM are also adding 20,000+ teu vessels, 
but none approaches MSC’s scale. More than 40% 
of the industry’s megamax orderbook belongs to 
MSC alone. For rivals, these ships reinforce existing 
deployment patterns; for MSC, they redefine them.

The sheer volume of incoming tonnage means 
MSC must push megamax vessels far beyond 
the Asia-Europe and transpacific trades. While 
competitors will continue to deploy their largest 
ships selectively, MSC’s fleet will be too large and too 
concentrated in the 20,000 teu-24,000 teu segment 
to remain confined to a handful of trunk routes.

For MSC, the industry’s largest ships are becoming 
a standard feature of the global network rather 
than specialist assets reserved for a few corridors.

The process has already begun.

The rerouting of Asia-Europe services around the 
Cape of Good Hope last year unintentionally created 
a proving ground for ultra large ships in West Africa.

 MSC seized the opportunity, deploying its biggest 
vessels through the region. Ports demonstrated 
they could handle ships above 20,000 teu, while 
rising volumes strengthened the trade’s appeal.

Earlier this year MSC upgraded its Africa 
Express service, making 24,000 teu vessels a 
permanent feature of the Asia-West Africa trade.

With more than 100 megamax vessels still to 
arrive, MSC will deploy ultra large tonnage 
across a much broader range of routes. The 
question is no longer where MSC will send 
its megamax ships, but where it will not.

Alphaliner senior analyst Jan Tiedemann argues 
the industry has yet to grasp the full implications 
of MSC’s fleet expansion. These ships, he says, will 
go “everywhere except a few trades”, including 
the transpacific west coast, the US east coast, 
Asia-Suez-US east coast, Asia-Mediterranean, 
Asia-Europe and, increasingly, West Africa.

MSC, he adds, is not positioning itself for 
2028 or 2029, but for 2040 — a world in which 
India, in particular, emerges as a major long-
haul market for megamax deployment.

With MSC standardising its mainline fleet in the 
20,000 teu-24,000 teu range, port infrastructure 
will have to keep pace. Deepwater access, 
extended berths and high-reach cranes will 
become prerequisites rather than advantages.

Fortunately for MSC, Terminal Investment 
Ltd has been investing accordingly.

In West Africa, Lomé Container Terminal in 
Togo already handles vessels above 20,000 
teu, while the group’s Red Sea facility at King 
Abdullah Port is designed for next-generation 
ultra large container ship operations. 

Its latest venture — a major stake in India’s 
Vizhinjam port — positions MSC at the heart 
of what could become a major Asia-India 
long-haul corridor as demand accelerates.

Asia-Middle East services, by contrast, still rely 
largely on ships in the 8,000 teu-14,000 teu 
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range. Ports including Jebel Ali, Khalifa port, 
Dammam and Hamad Port can technically 
accommodate larger vessels, but multi-port 
rotations and crane-reach constraints continue 
to limit sustained ULC deployment. 

These ships are designed for high-volume, 
streamlined loops rather than the multi-
stop structure typical of Gulf services.

King Abdullah Port is therefore likely to play a 
central role in MSC’s future network, assuming 
normal Red Sea transits resume. Elsewhere, 
significant terminal upgrades may be required 
to accommodate the industry’s largest vessels.

Yet demand on Asia-Middle East and 
Indian subcontinent trades is rising rapidly, 
and infrastructure investment is likely to 
follow. Between 2023 and 2025, headhaul 
volumes on the route grew by almost 30%, 
according to Container Trades Statistics. 

India’s long-term economic and demographic 
trajectory, in particular, makes it a natural candidate 
for the next generation of megamax-ready ports.

MSC’s next generation of megamax ships 
will also introduce design features intended 
to broaden their deployment options. 

The carrier has ordered two distinct 21,700 teu 
designs: one from CIMC ORIC (CIMC Ocean 
Engineering Design and Research Institute) 
measuring roughly 380 metres in length and 
59 metres in beam, and another from MARIC 
(Maric Marine Design and Research Institute 

of China) measuring 366 metres in length but 
extending to 24 container rows across.

The vessels combine megamax beam with neo-
panamax length, producing more compact ships 
with smaller engines, larger drafts and optimised 
slow-steaming profiles. Their shorter length 
improves manoeuvrability in ports with strict 
length restrictions, particularly in South America, 
where 400-metre vessels remain challenging.

“I think it helps that the ships are a little smaller,” 
said Tiedemann, arguing that the design choices 
further expand MSC’s deployment options and 
support its strategy of introducing megamax tonnage 
into markets previously considered unsuitable. 

MSC’s megamax strategy is about more than 
fleet expansion. It represents a structural shift in 
how the industry’s largest ships are deployed.

For two decades, vessels above 20,000 teu have 
been largely confined to a handful of high-
volume corridors, constrained by trade density, 
infrastructure and convention. MSC’s orderbook 
breaks that model. The scale of incoming capacity 
is transforming megamax vessels from specialist 
assets into standard tools of global network design.

The consequences extend far beyond MSC. Ports will 
face pressure to deepen channels, lengthen berths 
and modernise equipment. Terminal operators will 
need to accelerate investment, while rival carriers 
will be forced to reassess long-term fleet strategies.

The geography of container shipping is 
changing. MSC is driving that change.

WHAT TO WATCH

Hormuz crisis sparks surge in shipping 
contract disputes
THE Hormuz crisis has sparked a huge surge 
in shipping contract disputes, sometimes 
pitting the industry against charterers who 
insist that owners could and should have gone 
through with previously booked fixtures while 
missiles were flying in the Middle East.

While operators do have solid legal arguments 
they can cite to justify non-performance, more 
aggressive charterers are emphasising that a 

handful of transits were undertaken even at the 
height of the conflict. It therefore follows that the 
trips were possible in practice, they contend.

The ceasefire signed between the US and Iran 
in April — which has yet to result in a concrete 
peace — has done nothing to calm the situation and 
may even have caused claims to snowball, sources 
suggested. While charterers will regard the lull in 
hostilities as further support for their stance, many 
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owners with vessels trapped in the Middle East 
Gulf continue to deem attempts at exit too risky.

Parallel bust-ups are likely in marine insurance, 
with some underwriters privately admitting 
they are ready to use similar grounds to decline 
war risk claims. It is impossible to obtain any 
realistic estimate of the scale of this issue. 
But a senior lawyer at one of the big players in 
the field said that claims in his practice alone 
had already reached $1bn, with some $625m 
of that emanating from a single claim.

If that experience is representative, claims 
worldwide will easily run to 11-figure territory.

Disputes reignite

Henry Adams, head of shipping and international 
trade at Birketts, said that the US and Israeli 
attack on Iran last February gave rise to a range of 
potential claims under shipping contracts, as well as 
war risk policies written by marine underwriters.

“There was then a hiatus as parties digested 
the advice they had been given and considered 
their positions. Now, the disputes and 
debates are beginning to reignite as ships 
start sailing through the Strait of Hormuz 
in greater numbers,” said Adams.

“Things will come to a head as owners, charterers 
and cargo interests debate who is responsible for 
the periods of delay and, in some instances, whether 
the owners are entitled to exercise a lien over the 
cargoes with a view to enforcing or securing claims.” 

At this stage, matters seem largely confined 
to exchanges of letters between lawyers, 
who are urging all sides stay calm, be 
conciliatory and reach reasonable settlements 
without taking matters further.

That does seem to be happening, according to 
Allen Marks, a director of Campbell Johnston 
Clark in Newcastle, who remarked: “We’ve 
seen pragmatic charterers working with 
owners and shippers to reach commercial 
solutions where everyone shares the pain.”

But where resolution of differences proves 
impossible, some percentage of the disputes will 
go to arbitration and ultimately lead to litigation.

Common law includes a doctrine of frustration, 
which can be invoked where an unforeseen, 

post-contract event outside either party’s control 
renders performance impossible, illegal or radically 
different from what was originally agreed upon.

A contract is automatically discharged where 
frustration applies. But the caveat is that 
the English courts are strongly predisposed 
to uphold contractual integrity, making 
such claims notoriously difficult to win. 

Because of this, many current contracts contain 
mutually agreed force majeure clauses, excusing one 
or both parties from performing obligations in the 
wake of unforeseeable events beyond their control.

Litigation typically hinges on the express wording of 
force majeure provisions. These will likely include an 
evidentiary burden on the party seeking to rely on 
FM, which will need to show that a given event was 
causative of its inability to keep its side of the deal.

War risks clauses

As well as consideration of wider contract 
law, which apply across all business sectors, 
many shipping charterparties incorporate 
industry-specific war risks clauses.

BIMCO’s standard CONWARTIME and 
VOYWAR wordings entitle vessels to refuse 
orders where “in the reasonable judgement” of 
the master or owners, military clashes make 
it unsafe to proceed. The problem here is 
that the yardstick is inevitably subjective.

“What began with force majeure declarations, 
justified or not, is now developing into 
a pipeline of contractual disputes,” said 
Singapore-based Leon Alexander, global 
head of commodities at Clyde & Co.

Across Asia-Pacific, commodity traders, 
energy companies and charterers are moving 
beyond immediate FM triage into disputes 
over demurrage and delay, termination and 
repudiation, hardship and price review.

As a consequence, FM is no longer being treated 
as a boilerplate issue but is under close scrutiny 
as contracts across the supply chain are tested.

Arbitration decisions will be determined by 
evidence, including documented vessel and 
cargo availability, voyage data and vessel 
movements, war risk insurance availability, port 
congestion and rerouting decisions, he said.
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The Singapore market has already seen a 
marked increase in operational and legal queries 
linked to energy and commodities exposure. 

“This is reflective of the city’s role as a 
regional trading hub, leading international 
arbitration centre and commodities 
trading ecosystem,” said Alexander. 

“Combined with Asian LNG import dependence 
and the lack of Southeast Asian refining 
capacity, contractual ramifications are 
increasingly systemic rather than isolated.”

At the same time, disputes are emerging even all 
sides are agreed that voyages are feasible, at least 
on paper. Rising costs, extended routing, insurance 
surcharges and congestion mean more contracts 
are being renegotiated and pricing mechanics 
being scrutinised. “We expect hardship, material 
adverse change and price review disputes to rise 

sharply where performance is possible but has 
become uneconomic,” Leon said. According to 
US law firm Holland & Knight, another potential 
issue is demurrage, the charge incurred by cargo 
owners, shippers or consignees who do not adhere 
to the port schedules set down in the charterparty.

The calculation of laytime and demurrage will 
turn on whether delays fall within the contractual 
definition of waiting time or force majeure, 
reinforcing the importance of precise contract 
language and causation evidence, it said.

“Parties need to demonstrate reasonable efforts 
to avoid or minimise losses. Under US law, 
the duty to mitigate is well established, and 
courts will usually reduce recoverable damages 
where a party failed to take reasonable steps to 
avoid foreseeable harm,” H&K noted. “Failure 
to mitigate in connection with Hormuz delays 
may therefore limit recoverable damages.”

Curbed crude demand drags Chinese imports 
to new 10-year low
CHINESE crude oil imports extended their decline 
for a fourth consecutive month in June, as the crisis 
in the Strait of Hormuz continues to subdue demand 
and reduce imports of crude oil to a new 10-year low.

Vortexa data shows a 16% drop in imports 
in June on the month, with total crude and 
condensate imports at 5.8m barrels per day.

Barrels from the Middle East Gulf made up 18% 
of imports in June, falling sharply from historical 
norms. MEG barrels made up 56.4% of imports 
into China from July 2024 to March 2026.

The share of imports from the Red Sea 
contracted by nine percentage points 
compared with May to 11% in June. 

This bucked the trend from preceding months, 
when China increased its share of liftings from 
the Saudi Arabian port of Yanbu in the Red Sea. 
Imports from the Red Sea peaked at 1.47m bpd 
in April, the highest seen in the past two years. 

Russia was the top import origin in June, making 
up 20% of total imports into China. Some analysts 
see more room for Russian barrels ahead if Iranian 
crude oil gains favour with mainstream buyers 
with the current waiver of sanctions.  Rising crude 
oil inventory pressure on Russian barrels could 

provide Chinese teapot refiners with discounts 
needed to keep refining margins positive.

From a year-on-year perspective, June’s import 
figures have fallen sharply below 2025 levels 
and historical averages. Imports fell by 47% on 
the year and by 38% when compared to average 
import levels in June between 2016 and 2025.

Imports are set to remain subdued with the 
ongoing choke on Hormuz as the crisis, along with 
pre-crisis changes to China’s energy sourcing, 
drags down Chinese demand for crude oil.

“Much of China’s oil demand loss has been 
driven by the rapid growth in alternative energy 
supplies, including natural gas and electricity. 
So, the key question now is whether oil import 
demand can recover to pre-crisis levels in the 
coming months,” Vortexa analyst Emma Li said.

In her view, a recovery to pre-crisis levels is 
unlikely even if Chinese crude demand rose 
firmly. She expects Chinese crude demand to 
remain at 1m to 1.5m bpd lower than average 
levels in 2025 for the remainder of 2026, in a 
high-case scenario for Chinese crude demand.

“Part of the decline in gasoline and diesel 
consumption appears to be structural rather 
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than cyclical. We estimate domestic fuel demand 
to have fallen by 1.2m bpd during the crisis, 
with at least 400,000 bpd unlikely to return,” Li 
said. This has curtailed demand for crude oil.

Morgan Stanley echoed similar pessimism 
on crude imports, seeing little hope of a 
recovery despite “a small uptick” in the 
number of tankers bound for China.

“Chinese firms cleared just approximately 10m 
barrels of stranded ADNOC Upper Zakum through 
two June tenders — a grade left marooned behind 
the closed Strait and offered at about $5 per barrel 
discounts to the Arab Light Outside Plant — 
alongside scattered discounted Brazilian (Sururu, 
Sepia) and Angolan (Saturno) spot,” the firm said.

It also observed Chinese buyers avoiding Saudi 
term barrels with reduced allocations from Saudi 
Aramco to China in July standing at around 
390,000 bpd. This is “a record low for the third 
consecutive month, down from about 470,000 
bpd for June and around 580,000 bpd for May.”

Teapot refinery rates also declined to 62% in 
May, a four-year low, with Morgan Stanley 
expecting further cuts from June into July. 
“The very waiver that freed Iranian barrels 
also erased the discount on which the teapots 
survive,” the investment banking group said.

Falling tanker rates into China

As overall crude oil imports into China continued 
to decline, tanker rates from West Africa and the 
US to China similarly declined with shipbrokers 
attributing this to the lack of seaborne crude 

oil demand from Chinese refineries. “There 
has been virtually no demand since the war 
started, and I am also seeing an oversupply of 
tonnage serving the Chinese market. It really 
comes as no surprise that rates are finally 
buckling,” one shipbroker told Lloyd’s List.

He noted that intra-Asia rates for aframax 
tankers declined since the war began 
because of China’s refrain from imports. 

The Baltic Exchange’s US Gulf-China and West 
Africa-China very large crude carrier tanker rate 
benchmarks have been volatile since the crisis 
began. Rates initially rose as China pivoted to 
other origins to replace lost MEG barrels.

But both showed sharp declines in recent 
weeks as China found its footing in domestic 
refinery run cuts, oil product export bans 
and the structural shift in fuel needs.

West Africa-China time charter earnings fell 
by almost 32% between June 22 and July 1, 
while US-China TCEs fell 23%. Shipbrokers 
also noted that tanker rates from the MEG 
remain higher than rates from other origins, 
given the risk that the MEG currently brings.

The Baltic Exchange’s TD3C assessment for 
MEG-China TCEs showed a similar trend with 
declines of 44% since June 22. Rates remain higher 
than those from the US Gulf and West Africa.

But shipbrokers cautioned that rates for 
MEG fixtures could differ significantly from 
benchmarks because of the current opacity 
arising from the conflict in the MEG.

MARKETS

Alternative fuel vessel orders fall as large 
containership demand cools
ORDERS for new ships capable of operating 
on alternative fuels fell by 12% in the first 
half of 2026, reflecting a slowdown in large 
dual-fuel containership contracting, while 
liquefied natural gas continues to dominate 
fuel choice across most vessel segments.

According to the latest data from DNV’s Alternative 
Fuels Insight (AFI) platform, 137 alternative-fuelled 

vessels were ordered during the first six months of 
the year, down from 155 in the same period of 2025.

LNG remained the preferred alternative fuel 
choice, accounting for 73 of the new orders. 

In terms of vessel sectors, dual-fuel LPG carriers 
recorded the strongest growth, with 55 orders 
compared with just 15 in the first half of last year. 
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Ordering activity slowed in June, when just 
15 alternative-fuelled ships were ordered 
compared to 36 vessels in May.  Vehicle carriers 
dominated the month’s contracting with nine 
such ships being ordered, in addition to a single 
CO2 carrier and five LPG/ethane carriers. 

Meanwhile, the LNG bunkering fleet is 
continuing to expand, with two such vessels 
being contracted in June, bringing orders 
in the segment to seven so far this year.

While total alternative-fuel vessel 
orders have softened, deliveries of new 
alternative-fuel ships remains strong.  

So far in 2026, 61 LNG-fuelled vessels and 38 
methanol-fuelled vessels have entered service.

A notable milestone was reached when Exmar 
took delivery of the world’s first ocean-going 
dual-fuel ammonia vessel, moving ammonia 
propulsion beyond the pilot and demonstration 
stage towards commercial deployment.

Jason Stefanatos, global decarbonisation 
director at DNV Maritime, said the figures 
highlighted a market advancing at different 
speeds across shipping sectors.

“What we can take away from the first half of 
2026, in terms of the alternative-fuels orderbook, 
is that we have a market progressing at different 
speeds depending on segment economics, fuel 
availability, and the regulatory landscape. 

Shipowners and other stakeholders are 
pursuing different pathways based on their 
individual priorities and requirements. 

“LNG remains the leading near-term fuel option, 
with order activity continuing to be led by 
containers and car carriers. LPG and ethane carriers 
have also accounted for a significant share of activity 
in the first half of the year, while developments 
in areas such as ammonia and ethanol show that 
multiple pathways continue to be explored.”

The decline in alternative-fuel orders has 
been driven largely by reduced ordering 
activity for large containerships, which are 
typically specified with either LNG-fuel 
or methanol-fuel propulsion systems.

Lloyd’s List data shows that while more 
than 220 containerships have been ordered 
so far in 2026, only around a quarter are 
equipped with dual-fuel propulsion. 

That compares with 60% of containership 
orders during the first six months of 2025. 

The shift reflects changing investment 
priorities rather than a weakening 
commitment to decarbonisation. 

Following several years dominated by orders 
for containerships of over 10,000 teu, carriers 
are increasingly focusing on smaller feeder and 
regional ships, where the economics of alternative-
fuel propulsion remain more challenging.

TEN exercises option for second LNG carrier
TSAKOS Energy Navigation confirmed it has 
ordered a second liquefied natural gas carrier from 
HD Hyundai Heavy Industries in South Korea.

The contract, which was announced by the 
shipbuilder earlier this week without identifying 
the shipowner, is worth about $254m.

It originated as an option attached to 
TEN’s order for a first 174,000 cu m LNG 
carrier at the yard in February. 

The first vessel is scheduled for delivery in the 
fourth quarter of 2028, with the second to follow 
in the first quarter of 2029. It is understood the 
company will likely wait until closer to the delivery 
times to engage in serious employment negotiations.

New York Stock Exchange-listed TEN has been 
involved in the LNG shipping market since 2007, 
when its first LNG carrier was delivered, but has 
been famously cautious about overexpansion.

It owns and operates two LNG carriers, Maria 
Energy (IMO: 9659725) and Tenergy (IMO: 
9892456), built in 2016 and 2022, respectively. 

“The growing global energy demand 
fuelled by geopolitical developments has 
increased the need for LNG as an alternative 
source,” said company president and chief 
operating officer George Saroglou. 

Saroglou told Lloyd’s List that the company’s 
caution in the sector primarily stemmed from the 
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rapid changes in technology, whether in terms of 
optimum vessel size, or boil-off rates, or propulsion.

“Hopefully, the technology is more settled now,” 
he said.  The implication could be that TEN may 
look to expand further in the future. “It is one of 
our three pillars, along with shuttle tankers and 
conventional tankers,” he said. “We believe in 
LNG.” The two LNG carrier contracts bring the 

company’s orderbook to 20 vessels, including 10 
shuttle tankers, three very large crude carriers 
and five panamax product tankers. The next 
newbuilding scheduled for delivery is Anfield DP, 
a DP2 shuttle tanker, that is due in late July . 

It will immediately begin a minimum 10-year 
employment to a US oil major, that could reach 
up to 20 years with optional extensions.

Seanergy Maritime has go-ahead for €100m 
Greek bond
CAPESIZE owner Seanergy Maritime has 
confirmed plans for a bond issue to raise up to 
€100m on the Euronext Athens exchange.

The move adds to a growing impression 
that interest in the nascent Greek capital 
market is finally building within the 
powerful local shipping community.

It follows fellow dry bulk owner Safe Bulkers’ listing 
on the stock exchange one month ago, making 
it the first shipping company dual-listed on the 
Athens Stock Exchange and Euronext Athens.

Earlier this year, Capital Clean Carriers 
raised €250m to refinance its first Greek 
bond issued back in 2021 and to help finance 
an ambitious newbuilding programme. 

The Hellenic Capital Market Commission has 
approved Seanergy’s prospectus that states 
that the company intends to use about €76m of 
the expected proceeds for fleet expansion.

Seanergy has a current newbuilding programme 
including six capesize bulkers, ordered at Imabari 
Shipbuilding in Japan, and two Chinese yards, 
Hengli Shipbuilding and Jiangsu Hantong.

Four of these already have about $237m of 
financing commitments lined up and it is 
understood that financing is also close to being 
finalised for the remaining two vessels.

Depending on how the bond performs, however, 
it will give the company the flexibility to 
use proceeds for newbuildings or perhaps 
fund new secondhand acquisitions.

The prospectus also suggests that Seanergy 
may shortly add to the sextet of capes already 
on order. As recently as last month, the 

Nasdaq-listed owner of 20 large bulkers on the 
water reiterated its belief in the capesize market.

“The capesize outlook remains very strong for the 
next years,” said chief executive Stamatis Tsantanis.

The public offering is due to take place next week, 
between July 6 and July 8, and the bonds are 
expected to be listed on the public market on July 13.

It will be Seanergy’s first ever bond issue, 
although the company came close last year 
to issuing a bond in the Nordic market.

The company came close to pricing, but the 
market was disrupted by Donald Trump’s 
“Liberation Day” announcement of tariffs 
slapped on trading partners all over the globe.

There is no indication as yet that Seanergy 
is looking at a secondary listing in 
Athens, to emulate Safe Bulkers.

But market sources have spoken of a flurry 
of interest in both parallel listings and 
bonds among shipping companies.

In the case of bonds, the fledgling Athens market 
has caught the eye for enabling companies to borrow 
at lower costs than in the US or Norwegian markets.

Capital’s issue this year was priced at 3.75% and 
was said to be comfortably oversubscribed.

Interest has risen significantly since late last 
year when the Athens Stock Exchange was 
acquired by Euronext in a significant move 
towards an integrated European market.

One of the candidates expected to launch its own 
bond listing in the next few months is a major 
publicly listed tanker company based in Greece.
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IN OTHER NEWS

AP Moller Holding strengthens 
shipping investments with purchase 
of Norwegian ship lessor Ocean Yield
AP MOLLER Holding has agreed 
to acquire Norwegian ship lessor 
Ocean Yield from US private 
equity firm KKR, strengthening 
the AP Moller Group’s maritime 
investment portfolio.

Oslo-headquartered Ocean Yield 
owns interests in a diversified 
fleet of 73 vessels comprising 
five offshore vessels, eight bulk 
carriers, 10 containerships, 16 
tankers and 34 gas carriers.

Financial terms of the acquisition 
were not disclosed, with 
the transaction expected to 
close following receipt of the 
necessary regulatory approvals.

US court decisions could shake-up 
Hague Rules impact, warns Gard
RECENT US court decisions 
rewrite the definition of 
“package” under the 1936 
Carriage of Goods by Sea Act, 
the domestic iteration of the 
Hague Rules, according to the 
world’s leading marine insurer.

Several rulings, particularly 
from the Second Circuit in 
New York, suggest a more 
contractual approach to the 
meaning of term, senior claims 
executive Beatriz Luaces Asgard 
contended on the Gard website.

The development could 
significantly reduce carriers’ 
limitation exposure and 
highlight the importance of 

carefully aligned contractual 
drafting, she said.

Middle East port update: 
Thursday, July 2
Iraqi High Maritime Authority 
has issued a circular 
requiring all vessels in its 
territorial waters to keep 
their Automatic Identification 
System active at all times.

In UAE, Ruwais and Abu Dhabi 
petroleum ports are operational. 
Ruwais PPA (ISPS Level 2) and 
Abu Dhabi Ports (ISPS Level 1).

The situation in the Middle 
East Gulf remains fluid and 
conditions may change at 
short notice in response to 
local authority guidance.
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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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Container Tracker

Save time. Stay compliant.

Track containers,
not just ships

Complete checks in
minutes, not hours 

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

600 Lloyd’s agents worldwide.

Download 
the evidence 

Downloadable reports ensure you have 
the necessary documentation to prove 

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

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

Simplify transhipment tracking 
with end-to-end downloadable data 

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


