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Houthis announce partial stop 
to Red Sea attacks

HOUTHI representatives said the Yemeni-based group would no longer 
target US- and UK-owned, managed and flagged ships from January 
19, after “the cessation of aggression on the Gaza Strip”.

The Humanitarian Operations Coordination Center, through which the 
Houthis communicate with merchant shipping, said in an email 
distributed around 5pm London time on Sunday that it was “stopping 
the sanctions imposed on vessels listed on ban lists”.

Global trade through the Red Sea trade corridor has plunged by 60% 
over the past 14 months — most of it Western-linked tonnage — since 
Houthis began attacking ships it claimed were linked to aggression 
against Palestinians.

The Houthis attacked more than 134 ships over 12 months using fast 
attack craft, uncrewed surface vessels, drones, and ballistic, cruise and 
anti-ship missiles supplied by Iran and China amid increased 
collaboration with terrorist groups including Al-Qaeda, according 
to a UN Security Council Panel of Experts report on Yemen 
published in October.

The email, addressed to shipowners, managers, government 
authorities, marine insurers, unions and shipping representative 
groups, said that the “military operations” of the Yemeni Armed 
Forces (how the Houthis reference themselves) were linked to events 
in Gaza.
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Only ships wholly or partially owned by Israeli 
individuals or entities, and Israel-flagged ships, 
would continue to be targeted (referred to as 
“criteria A”), the email said. The Houthis have 
previously outlined a further three criteria for 
targeting vessels, including those managed or 
operated by Israeli nationals or entities (criteria B), 
vessels sailing for Israeli ports (criteria C) and those 
owned by the US or UK entities and/or sailing under 
their flags (criteria D).

Effective Sunday, the HOCC said it was “stopping 
sanctions on vessels listed under the ban criteria 
(A, B, C, D) outlined in the table above, except 
for vessels wholly owned by Israeli individuals or 
entities and/or sailing under the Israeli flag.

“These vessels will remain prohibited from 
transiting the Red Sea, Bab el Mandeb, the Gulf 
of Aden, the Arabian Sea and the Indian Ocean at 
present. Sanctions on them will be stopped upon the 
full implementation of all phases of the agreement.

“We affirm that, in the event of any aggression 
against the Republic of Yemen by the United States 
of America, the United Kingdom or the usurping 
Israeli entity, the sanctions will be reinstated against 
the aggressor state(s). You will be promptly informed 
of such measures should they be implemented.”

Houthis have not successfully attacked any ship 
transiting the Red Sea area since November.

WHAT TO WATCH

Red Sea shipping return inches closer but 
freight rate plunge feared
EXPECTATIONS for the resumption of shipping 
through the Red Sea are rising, with the Gaza 
ceasefire agreement taking effect and the Houthis 
announcing a partial stop to attacking merchant 
vessels.

But while the developments signal a possible end to 
the crisis that forced liners to divert services around 
Africa, analysts warn the container shipping market 
could plunge once capacity is unleashed through the 
Suez Canal again.

Israel released around 90 Palestinian prisoners and 
detainees on Sunday in exchange for three Israeli 
women held captive by Hamas, which seems to have 
kick-started the ceasefire on a positive note. More 
prisoner swaps are expected in the first six weeks of 
negotiations between the two sides.

Meanwhile, the Houthi rebels declared they will stop 
attacks on vessels owned, managed or flagged by the 
UK and US, narrowing their targeting to only Israel-
associated ships.

The ceasefire and eventual agreement and 
implementation of phases two and three, nevertheless, 
should still not be taken for granted, warned Vespucci 
Maritime chief executive Lars Jensen.

“However, the developments during Sunday are 
pointing towards possible light at the end of the 

tunnel in relation to reverting back to a Suez routing 
for merchant vessels,” he said in a LinkedIn post.

Sea-Intelligence also said in its latest report that 
the developments over the weekend could signal the 
beginning of the end of the Red Sea crisis. “It would 
mean a reversal of liner shipping services back to the 
shorter, and less costly, Suez routing,” it said.

While this is good news for shippers and consumers, 
it is quite the opposite for carriers and their 
investors, Sea-Intelligence added. “This in turn 
means that — after a somewhat turbulent period 
with port congestion issues in Europe — spot rates 
will drop sharply.”

The Shanghai container freight futures market has been 
reflecting concerns about rates losing support from the 
longer Africa routing since November last year, and 
declined further after substantive progress was reported 
in the Gaza negotiations earlier this month.

The main April 2025 Shanghai-Europe contract 
(EC2504) has lost more than 25% in value from the 
beginning of this year. The falls are even steeper for 
August and further-dated contracts.

“Futures prices are now 55%-65% below spot freight 
rates last week, which are even lower than the low 
end annual contracts rates that we have heard,” said 
Linerlytica co-founder Johnson Leung.
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If the Red Sea reopens, Sea-Intelligence expects box 
shipping prices could fall back to levels in late 2023, 
when Asia-northern Europe rates were below $800 per 
teu versus $2,279 per teu reported last Friday, according 
to the Shanghai Containerised Freight Index.

“The carriers have been voicing that the decline will 
not be as bad, but from a supply/demand perspective, 
it is hard to see any other outcome, than a rapid 
decline back towards the depths seen in 2023.”

Jensen argues that data shows the global supply/
demand balance in the absence of the Red Sea crisis 
could be even worse than it was at the end of 2023 
before the crisis.

“Very simply, global capacity grew 10.5% in 2024 
whereas global demand measured in teu/miles 
(routed via Suez and not Africa) grew 7.1% in 
January to November 2024.

“Then keep in mind that the situation in Q423 was 
that the supply/demand situation (i.e. overcapacity) 
led carriers to rates at loss-making levels.”

Despite the concerns, major carriers do not seem to 
have signalled a large-scale restoration of the Red 
Sea services yet.

A Maersk spokesperson today told Lloyd’s List that 
the Danish giant’s stance has not changed, that it is 
too early to discuss a return and it will only do so 
when it is safe.

Vessel-tracking data from Lloyd’s List Intelligence also 
does not show containerships rounding the Cape of 
Good Hope starting to adjust course or appearing in 
the Red Sea, with only a few exceptions.

Linerlytica’s report today mentions CMA CGM is set 
to be first carrier to return to the Suez route.

It said the 11,388 teu CMA CGM Columba (IMO: 

9410789) is scheduled to make an eastbound Suez 
transit on January 23 having passed through canal 
once in its westbound leg last month.

That makes a potential return to the Red Sea route for 
the Europe Pakistan India Consortium (EPIC) service 
that the French carrier jointly operates with Cosco 
Shipping.

CMA CGM has been one of the very few key carriers 
still transiting the Red Sea with its Asia-Europe 
vessels under French navy escort. The company has 
been approached for comment.

“Carriers will want assurance they have safe passage 
for crews and ships in the long term and that the 
situation will not suddenly deteriorate,” wrote 
Xeneta chief analyst Peter Sand in a blog post.

He said the stabilised services formed by circling 
the Cape of Good Hope were hard earned and will 
not be dismantled quickly. And even when reverting 
to previous network settings, it will be done in a 
phased way.

That means carriers will start by sending ships with 
a capacity below 10,000 teu through the Red Sea. 
Once this is done, they will gradually increase the 
size of vessels transiting the region before finally the 
ultra-large 18,000 teu-24,000 teu containerships.

 “The complexity of ocean container shipping 
networks means it could take one to two months 
for schedules to transition to ‘normal’ operating 
conditions through the Red Sea,” said Sand.

After that, however, the market would collapse, 
being “flooded with capacity”, together with 
newbuilding deliveries.

Maintaining status quo required removing 1.8m teu 
of capacity, which was beyond carriers’ scrapping 
and capacity management capabilities, Sand said.

ANALYSIS

Trump 2.0, China-US relations and shipping’s 
‘parallel’ fleets
WESTERN sanctions have already splintered the 
global shipping fleet. Ocean shipping markets could 
see a further decoupling in Donald Trump’s second 
term if he approves measures that target China.

The US Trade Representative’s conclusion on Thursday 
that China unfairly pursues dominance in shipbuilding 
— requiring “urgent action” — hands more fodder to 
Trump and China hawks in US Congress.
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America could target Chinese interests in numerous 
ways. Proposed actions have been piling up prior to 
Trump’s inauguration on Monday.

The list of possibilities includes steeper tariffs, 
more sanctions, port fees on Chinese-built 
ships, additional US special tonnage taxes and 
lighthouse fees on China-owned, -operated or 
-f lagged ships, and requirements for carriage of 
some US imports from China on board US-built 
vessels.

Brokerage SSY’s global head of research, Roar 
Adland, said in a recent online post that the 
“decoupling thesis” he has talked about since 2023 is 
now “closer to reality”.

“A more aggressive US sanctions regime against 
China’s shipping and shipbuilding industry… would 
immediately accelerate such a bifurcation of our 
industry,” he wrote.

“If I am right in this interpretation, the dark fleet is 
not a temporary phenomenon but merely the start 
of a massive transfer of ownership and the gradual 
build-out of an alternate fleet.”

Adland’s comments echo those of Columbia 
Shipmanagement chief executive Mark O’Neil, 
who said at a Capital Link conference in October, 
“Previously, we had various categories: the dark 
fleet, the grey fleet, the white fleet. Now there seem 
to be parallel universes.

“We have a complete parallel shipping industry. 
We’re perhaps as much of a shadow of the dark fleet 
as its fleet is to ours,” said O’Neil.

With the second Trump term set to begin, here’s 
an overview of possible US actions and how they 
could affect shipping and the ongoing bifurcation 
of the fleet:

Fallout from USTR ruling

The USTR investigation into Chinese shipbuilding 
was instigated in March 2024 at the request of US 
unions. Petitioners asked for a port fee to be levied 
on all China-built ships, one that is higher for 
younger vessels. They cited a hypothetical example 
of a port fee of $1m per call.

The USTR’s decision on penalties can be “at the 
specific direction” of the US president, meaning it 
will be up to Trump.

What Trump will decide as president is unpredictable. 
Much of his pre-inauguration talk is viewed as a 
negotiating tactic. On Friday, Trump said he had 
a “good” call with China President Xi Jinping, and 
that he expects the two countries “will solve many 
problems together, starting immediately”.

A port fee like the one proposed by US unions 
would compel ship operators to shuffle deployments 
and move China-built vessels to non-US services, 
accelerating the bifurcation of the global fleet that 
began with Western sanctions.

A Lloyd’s List Intelligence review of ship-movements 
of China-built vessels found that only 9% called 
in the US in 1Q24. While that number has likely 
grown and will continue to increase as Chinese 
yards deliver more newbuilds, the percentage is still 
manageable enough to allow operators to shuffle 
deployments.

Joe Kramek, president of the World Shipping 
Council, said during a hearing on the USTR case in 
May that most containerships serving the US are not 
Chinese-built and vessel operators would be able to 
“avoid the port fee by shifting Chinese-built ships 
onto the many non-US routes, while using non-
China-built ships for US routes”.

He warned that if shipping companies with a large 
number of China-built vessels ceased serving the US 
entirely, it would decrease competition, increasing 
prices for US importers and exporters.

For any China-built containerships that continued 
to call at US ports and were charged a port fee, 
the added expense would be passed along to US 
importers and exporters as a surcharge, said the 
WSC in its hearing submission.

Tanker and bulker operators, like container lines, 
could also redeploy China-built ships elsewhere to 
avoid a US port charge.

However, this would limit options for owners of 
China-built vessels — particularly those with smaller 
fleets — given the importance of US crude, refined 
products, propane, liquified natural gas, grains and 
coal to Atlantic Basin spot cargo markets.

More tariffs on China

Trump has stated that he will hike tariffs on all 
imports from China by a further 10% on top of the 
current average of 10%. This is expected to be only 
the first step up for new Chinese tariffs.
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Tariffs have pushed more Chinese goods exports 
away from the US since Trump first enacted them 
in 2019 and president Joe Biden kept them in 
place. According to Chinese customs data, the 
US accounted for 19.2% of Chinese goods export 
value measured in Yuan in 2018 — prior to initial 
Trump sanctions — but just 12.7% in 2024.

Chinese export volumes that didn’t go to the US 
were redirected to Southeast Asia and South 
America. Total Chinese goods exports have grown 
sharply despite US tariffs, with the Yuan value 
surging 167% in 2024 versus 2018, a positive for 
international shipping demand.

The initial effect of the new round of Trump tariffs 
is expected to be a pull-forward of containerised 
demand followed by inventory drawdowns, 
impacting timing of flows but not total volume. 
Tariffs are paid by US importers, so there is no cost 
impact for ocean carriers.

Longer term, the concern for shipping is that tariffs 
will destroy demand via inflation, reducing volumes 
at sea. The counterargument is that tariffs redirect 
trade flows, as they have since 2018, preserving 
shipping demand while altering deployments as 
globe trade continues to decouple.

More sanctions on oil trades

One of the biggest variables for shipping is how 
Trump will handle sanctions on Iranian and Russian 
petroleum exports.

Tougher sanctions on Iran are widely expected, with 
some speculation that these sanctions might target 
Chinese ports.

Shipping impacts of US and G7 sanctions have been 
mixed, depending on the shipping segment. Aframax 
and suezmax tankers benefited from sweeping shifts 
in trade patterns caused by Russia sanctions in 2023-
2024, whereas very large crude carriers lost business 
to the dark fleet*. Mainstream VLCCs have also lost 
business due to Iran’s ability to evade US sanctions.

The barrage of Russia sanctions in the waning days 
of the Biden administration significantly improved 
the outlook for VLCCs, given China’s and India’s 
newfound reluctance to accept dark fleet cargoes.

However, the outcome will depend on how Trump 
enforces those sanctions, and on the path of US-
China relations, and thus, China’s future willingness 
to buy Russian, Iranian and Venezuelan crude.

Geopolitics will dictate whether the shadow fleet is 
ultimately wound down, or whether it will live on 
as a parallel fleet that is perennially refreshed, the 
scenario cited by Adland.

Special tonnage taxes and lighthouse fees

Another proposal targeting China is embedded in 
the SHIPS for America Act, a bill introduced in 
Congress in December that will be reintroduced in 
the next Congress.

The goal of the bill is to revitalise US shipbuilding — 
a goal Trump supports.

Peter Hegseth, the nominee for Department of 
Defense secretary, said during his nomination 
hearing on January 14, “President Trump has told 
me that shipbuilding will be one of the absolute top 
priorities of this administration.”

The SHIPS Act includes language that would 
increase costs for Chinese ships calling in the US. 
The language removes presidential authority to 
suspend special tonnages taxes and light money 
(lighthouse fees) for vessels that are owned or 
operated by a “foreign entity of concern”, are 
registered in such a country, or have been registered 
there in the past three years.

It defines the foreign countries of concern as 
China, North Korea, Russia and Iran. “In effect, 
this will impose a new duty on goods imported on 
Chinese-owned or Chinese-flagged vessels,” said 
one of the bill’s sponsors, Arizona senator Mark 
Kelly.

Under the US Code, special tonnage taxes are 
$0.50 per net tonne and lighthouse fees are $0.50 
per net tonne for non-US ships, with these fees 
waived for vessels from countries that do not 
charge “discriminating or countervailing duties”. 
The change in language in the SHIPS Act implies 
an additional cost of $1 per net tonne per call for 
Chinese ships.

For example, the 13,800 teu containership COSCO 
Shipping Orchid (IMO: 9785770), currently off the 
US east coast, has net tonnage of 84,940. It calls at 
three US east coast ports per service loop, equating 
to a hypothetical incremental cost of around 
$250,000 per US visit.

Ship operators could reshuffle deployments of 
Chinese ships to avoid special tonnage taxes and 
lighthouse fees proposed in the bill. As with the 
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port charge proposed in the USTR case, this would 
limit spot-cargo options for bulk commodity ship 
operators.

But the scope of affected ships would be different 
than in the USTR enforcement case. The proposed 
port fee suggested by USTR petitioners is only for 
Chinese-built ships. The SHIPS Act proposal covers 
ships owned or operated by China, a definition that 
would presumably include state-controlled Cosco, a 
company that was recently placed on the DOD watch 
list.

Cosco is a member of the Ocean Alliance — the 
world’s largest alliance — along with its subsidiary 
OOCL, Taiwan’s Evergreen and France’s CMA CGM. 
In an alliance, each member shares the others’ 
ships. In addition, other carriers have vessel-
sharing agreements with the Ocean Alliance; Ocean 
Network Express has a VSA with the Ocean Alliance 
in the Mediterranean-US east coast trade.

Given the scale of the Ocean Alliance in the US 
container market, it’s hard to see how the proposed 
added costs could be avoided. If the language is 
passed into law, additional special tonnage taxes and 
lighthouse fees would likely be paid by the carrier 
and passed along to US importers and exporters as 
surcharges.

Proposal to force some cargoes onto US ships

The SHIPS Act also proposes forcing some US 
import and export cargoes onto US tonnage, which 
would further bifurcate shipping and push some 
vessels to other trades. Requirements to carry 
cargo on US-built ships would not kick in until after 
Trump left office.

The bill would require that 10% of cargo imported 
from China is carried on US-built, US-crewed 
vessels 14 years after the legislation is passed: 1% 
in the fifth year and an additional 1% in each year 
thereafter until year 14.

Assuming US yards can actually build enough 
containerships to meet the future requirements on 
schedule, it would decrease market share available 
to non-US containerships.

It would also increase the costs for importers, as freight 
rates would have to be higher for transport using US-
built ships, because freight income would have to cover 
these newbuilds’ much higher construction costs, and 
US importers would be required by law to book some of 
their cargo on US-built ships.

US importers that do not book the required 
percentage on US ships would be taxed. They would 
pay a fine equivalent to the difference between using 
a non-US ship and using a US ship (language that 
implicitly confirms higher freight costs for US ships). 
As with tariffs, the cost liability would fall on the 
importers and exporters, not ocean carriers.

The bill would also require that a portion of US 
crude and LNG exports are shipped aboard US-built 
tankers.

In the first four years after enactment, 3% of US 
crude exports would have to be shipped on US-
flagged, US-crewed (but not US-built) tankers. 
In the fifth to seventh year, 3% would have to be 
shipped on US-built tankers, gradually increasing to 
10% by year 14.

At least 2% of US LNG exports would have to be 
shipped on US-flagged, US-crewed tankers through 
the fifth year after enactment, then 2% on US-
built LNG ships in years six and seven, with the 
percentage gradually increasing to 15% by year 22.

Exceptions would be granted if the new LNG and 
crude export rules violated requirements of free 
trade agreements (needless to say, the US and China 
do not have a free trade agreement).

Crude tankers built in the US are multiple times 
more expensive than those built in Asia, and a US 
yard has not built an LNG vessel since the 1970s.

As with the proposed container shipping 
requirement, freight rates for transport on US 
crude and LNG newbuilds would be higher than on 
non-US tankers, given much higher construction 
costs and the legal requirement to use US tonnage.

The abysmal state of US shipbuilding was summed 
up by US Navy secretary Carlos Del Toro during 
a congressional committee in May 2024. “We’ve 
essentially given up on commercial shipbuilding,” 
he lamented. “China — and thank God our allies 
in Japan and South Korea — have invested heavily 
in shipbuilding. But we’ve lost that art here in the 
United States. We can’t even build our own LNG 
ships here in the United States, when we should be 
building them.” 

* Lloyd’s List defines a tanker as part of the dark 
f leet if it is aged 15 years or over, anonymously 
owned and/or has a corporate structure 
designed to obfuscate beneficial ownership 
discovery, solely deployed in sanctioned oil 
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trades, and engaged in one or more of the 
deceptive shipping practices outlined in US 
State Department guidance issued in May 
2020. The figures exclude tankers tracked to 

government-controlled shipping entities such as 
Russia’s Sovcomflot, or Iran’s National Iranian 
Tanker Co, and those already sanctioned.

US climate finance alliance exodus will not 
affect Poseidon Principles
AN EXODUS from banking’s biggest climate target-
setting group, the Net Zero Banking Alliance, will 
not spill over into shipping’s associated alliance, 
the Poseidon Principles, according to its chairman 
Michael Parker.

Shipping lenders remain committed to meeting 
climate-related targets and there is no immediate 
threat of banks pulling out of the Poseidon 
Principles, argue senior shipping lenders.

However, with several European banks now 
expected to follow US and Canadian institutions 
exiting the NZBA and climate collaboration 
between banks crumbling amid a US-led political 
and regulatory backlash against so-called ‘woke 
capitalism’, scrutiny is expected to be re-focused 
away from the collective climate targets of alliances 
towards the individual risk appetites of financial 
institutions.

That shift will likely expose the growing gulf 
between the most and least ambitious individual 
shipping lenders and how far they are prepared to 
back green financing rhetoric with action. 

US banking groups including Goldman Sachs, 
Morgan Stanley, Wells Fargo, Bank of America, 
JP Morgan and Citigroup have all confirmed over 
recent weeks that they will no longer be a member of 
the NZBA. 

While the banks have not offered official reasons 
for exiting the alliance, the moves come amid 
growing political pressure in the US and attacks 
by the Republican Party on what it has sought to 
characterise as “woke” capitalism.

Executives from top European banks are now said 
to also be re-evaluating their position in the NZBA 
alliance, citing differences in approach to climate 
action and the potential legal challenges posed by 
antitrust laws in the US.

US banks were last year targeted by 22 Republican 
attorneys general who accused them of colluding to 
block finance to oil and gas companies.

In December, a US Judiciary Committee said it 
had found “substantial evidence that a climate 
cartel of financial institutions” had engaged in 
“anticompetitive collusion” by demanding that 
companies “disclose, reduce and enforce” their net 
zero climate commitments.

The committee singled out the Glasgow Financial 
Alliance for Net Zero and similar groups for leading 
what it described as “a climate crusade”.

Given growing concerns about antitrust issues and 
potential lawsuits, particularly from conservative 
states like Texas, many US banks have opted 
to distance themselves from such climate 
collaborations.

The NZBA is a voluntary network of global banks 
committed to “align lending and investment 
portfolios with net zero emissions by 2050”.

It is part of the umbrella GFANZ, which counts 
among its membership dozens of “alliances” 
covering the various segments of global finance.

While the Poseidon Principles, a framework for 
assessing and disclosing the climate impact of 
financial institutions’ shipping portfolios, operates 
entirely independently of the NZBA and GFANZ 
with only limited cross over in membership, the 
alliances are closely associated in terms of targets 
and methodology.

The NZBA had last year established a shipping 
working group, including many of the Poseidon 
Principles signatories and co-led by Citi chairman 
of global shipping, logistics and offshore Michael 
Parker and Société Générale global head of shipping 
and offshore Paul Taylor.

That work had only just started last year and was 
intended to complement the Poseidon Principles 
so that the target setting required by the NZBA 
used the same methodology as the Poseidon 
Principles, but with the inclusion of measuring 
the emissions from unsecured debt and capital 
markets activity.
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The objective had been to align both initiatives with 
the anticipated alignment of ambition between the 
International Maritime Organization and the Paris 
Agreement.

The work in both organisations was expected to 
evolve this year as the IMO finalises its mid-term 
measures and the Poseidon methodology adapts to 
those new regulatory requirements.

If the latest reports of top European lenders 
reconsidering their membership of the NZBA prove 
to be true, senior bankers suggest that the credibility 
of that alliance will have been fundamentally 
undermined.

The fraying of global climate alliances elsewhere, 
however, is not going to affect the Poseidon 
Principles’ aims or see a similar exodus of 
membership, according to Parker. It also does not 
affect the individual commitments of the banks to 
climate-related targets in shipping.

“There are no implications here for the Poseidon 
Principles. If anything this strengthens our 
commitment to the single sector initiatives,” said 
Parker. “We are still committed to net zero in 2050 
and have set targets accordingly.”

While political pressure from the US may have been 
the catalyst that prompted a mass NZBA walk out 
from banks ahead of Donald Trump’s inauguration 
as US president on Monday, the rifts in the climate 
alliances had been building for some time.

Not all banks were keeping up with the climate 
targeting agenda.

Among NZBA signatory banks reporting exposure 
to the sector, shipping had the lowest rate of target 
setting. Only 27 of 65 banks reporting exposure to 
the shipping sector had set targets by the end of May 
2024.

The pace of change required by the NZBA, whose 
members must submit science-aligned targets 
within 18 months of joining, alongside disclosing 
plans for and status updates on meeting them, was 
known to be causing rifts inside many financial 
institutions.

While many of the banks signed up to the Poseidon 
Principles had eagerly agreed to initial targets, many 
are known to be struggling with the more ambitious 
agenda being pushed by front-running institutions. In 
some cases the shipping lenders are now struggling to 
secure internal support to meet the commitments.

The decision within the NZBA to require banks to 
disclose and target capital markets activity during 
2025 is understood to have been one of the key 
issues that led many of the North American banks to 
exit the alliance.

At the same time, however, the banks have to 
balance the US political agenda with their own 
climate target commitments and the potentially 
conflicting signals from European regulators.

The EU has begun to phase in stricter requirements 
for reporting on climate issues in annual corporate 
accounts which will include large overseas 
companies with a footprint in the bloc, including the 
US banks.

There is also the underlying demand from the 
bank’s customers. Even as many of them step away 
from the alliances, banks and asset managers are 
continuing to develop products and services that 
are targeted towards green or energy transition 
activities.

While banks will likely be increasingly careful 
regarding any statements on global climate 
collaboration, it is notable that so far all of the 
banks which have left the NZBA say they remain 
committed to their existing climate targets.

According to one senior shipping lender the net 
effect of the alliances crumbling may simply expose 
the pre-existing gap between rhetoric and reality 
when it comes to green finance.

“In a way, by coming out of an organization whilst 
remaining committed to the same objective or the 
same goal, your individual actions can get more 
scrutiny because you don’t have this umbrella 
under which to shelter,” explained the banking 
executive.

“And I think in a way, for US institutions, that’s 
really where the focus will be now — from 
shareholders, from regulators and others, on what 
are you actually doing, rather than what you say you 
are doing”.
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MARKETS

There’s life in old boxships yet, as Euroseas 
seeks to prove
CONTAINERSHIP owner Euroseas has lost little time 
underlining the more opportunistic and transactional 
character envisaged for its new spin-off, Euroholdings.

Unveiled just a few days ago, Euroholdings was 
allotted an initial fleet of three older boxships from 
Nasdaq-listed Euroseas but one of the trio has been 
sold even before the new subsidiary has been spun 
off with its own Nasdaq listing.

On Thursday, Euroseas revealed it has sold the 
27 year-old, 2,008 teu feeder vessel Diamantis P. 
(IMO: 9146314) for a relatively handsome sum of 
just over $13m.

The ship has just completed minor repairs following 
the expiry of a charter and has already been 
delivered to the buyer that, although not identified 
by Euroseas, is understood to be a liner operator.

Euroseas has said that the gain on the sale is 
expected to be $10.2m but all proceeds from the 
deal will go to Euroholdings, which is seeking its 
own listing on Nasdaq.

When Euroholdings was presented for the first time 
on January 7, management had enthused about the 
cash-generation potential for even older boxships in 
today’s market.

The other two feeders designated for Euroholdings 
— the 1997-built Aegean Express (IMO: 9138161) 
and the 1999-built Joanna (IMO: 9204477) — are 
both averaging at least $16,500 daily from recently-
negotiated charters that will take them up to 
intermediate surveys.

Meanwhile, overall break-even levels for the debt-
free ships are said to be around $7,800 per day.

All the shares in the spin-off are expected to be 
issued to Euroseas shareholders as a dividend 
equivalent to 5% of Euroseas’ net asset value 
(NAV) by the end of this month, assuming all stock 
exchange approvals have been received by then.

Older vessels still profitable

“We firmly believe that there is still value in these 
older vessels,” said chairman and chief executive 
Aristides Pittas.

“They are nearing the end of their economic life, 
we acknowledge that, but they will generate very 
significant cash flow,” he added. The subsequent sale 
of Diamantis P also speaks to that point.

At that time, Pittas made it clear to analysts that 
the company was still mulling the best scenario 
for Diamantis P, that as yet had no charter to 
take it up to its next intermediate survey and 
drydocking in October 2026, that could prove 
too expensive to justify. At the same time, 
offers to purchase the vessel had thus far been 
disappointing.

The sale thus begs the question: what happened in 
the last few days?

“We have not seen any softening in charter rates,” 
Pittas told Lloyd’s List. “But we have seen an 
increase in valuations.”

The unexpectedly high offer for the vintage 
feeder was attractive not only compared with 
employment prospects at current rates but also 
compared with a recent third-party valuation of 
$10m for the ship.

Euroholdings plans to use the proceeds to advance 
its strategy of consolidating older vessels and 
maximising the value realised from them.

The very fact of the profitable sale of the elderly 
feeder can tangentially be seen as early validation 
for the strategy.

According to Pittas, a prime area that could give rise 
to consolidation opportunities for the new spin-off 
are the ranks of larger liner companies that are keen 
to get older tonnage off their books as they seek to 
rapidly decarbonise.

Moreover, Euroseas itself wants to streamline 
and strengthen its profile as a quality provider 
of younger ships to the major carriers, which will 
involve a gradual phasing out of older vessels.

The launch of Euroholdings coincided virtually to 
the day with the delivery of the last pair in a series 
of nine fuel-efficient feeder newbuildings ordered in 
early 2022 and 2023.
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The company has also contracted two further, 
intermediate-size newbuilds of 4,300 teu for 
delivery in 2027.

Following the transfer of its three oldest ships, 
Euroseas still has a few vessels of 20 years or more 
in the fleet, notably the 2001-built Evridiki G (IMO: 
9231482) and EM Corfu (IMO: 9231494), but this 
pair are earning very solid money from existing 
charters that run well into 2026.

Asked if these could also be candidates for the 
Euroholdings spin-off, Pittas said: “It is possible at 
a later date we may consider doing that. But we did 
not want to take too much out of Euroseas at this 
stage.”

Euroseas, with a remaining fleet of 22 vessels on 
the water, was “essentially the same — nothing has 
changed”, he said.

Euroholdings’ shares, once all stock exchange 
approvals have been received, are to be 100% issued 
to Euroseas’ shareholders as a dividend equivalent 
to 5% of the company’s net asset value (NAV).

The founding Pittas shipping family owns 60% of 
the company and Pittas has cited this, together with 
the fact the company has only one class of common 
stock, as evidence that the family’s interests and 
those of the public shareholders are closely aligned.

The spin-off has also been encouraged by the 
success of Euroseas’ earlier spin-off in 2018 of its 
dry bulk fleet, as EuroDry, a bulker owner with its 
own Nasdaq listing.

On that occasion, the combined valuation of the two 
companies increased by 50% right after the EuroDry 
spin-off.

Pittas said he is optimistic that investors will 
appreciate the move and that Euroseas’ share 
price, which is already trading at an estimated 45% 
discount to NAV, will not suffer.

Meanwhile, management is also hopeful that 

Euroholdings will trade closer to NAV, on the basis 
that the valuation of the fleet is based purely on 
scrap value and the value of the charters.

According to Euroseas’ chief financial officer Tasos 
Aslidis, “there is less uncertainty in [valuing] a 
company that has vessels with one to three years 
of life left than a company with ships that have 20 
years ahead of them.”

Clear investment choices

As with the separation of the dry bulk fleet from the 
containers seven years ago, Pittas wanted to provide 
investors with clear investment choices.

The two companies will pursue “different 
philosophies”, he underlined, going beyond simply 
the age of the vessels.

Euroholdings, which will be a completely separate 
entity after the spin-off, will be more opportunistic 
and “more open to discuss different sizes of vessels, 
even different types of vessel and opportunities in 
the maritime spectrum that might have nothing to 
do with feeder container vessels.”

Thanks to the sale of the Diamantis P, Euroholdings 
will start life with a pile of cash as well as two debt-
free vessels, but it will “keep all options open.”

Pittas noted in discussion with analysts earlier 
this month that “profitability does not necessarily 
have to do with scale” and smaller companies, as 
Euroseas has illustrated, can be profitable although 
they are often derided in capital market circles.

At the same time, he is aware that only using cash 
would make it “extremely slow” for a company to 
grow.

Euroholdings therefore may well add debt if 
necessary to seize certain opportunities and could 
also use its own shares to acquire assets — a kind 
of deal that becomes “much easier” if its stock, as 
hoped, does indeed trade at closer to NAV than most 
shipping companies.

The week in newbuildings: Ordering
activity muted
NEWBUILDING contracts for two bulk carriers, 
a pair of product tankers, three containerships 
and five chemical tankers were recorded in the 
past week, all at Chinese shipyards.

Fifty-five new ships have been ordered since the 
beginning of the year, far down on the 92 vessels 
recorded in the same period last year.
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The downturn appears to be due to a shortage of 
berths at significant shipyards and already large 
orderbooks for the main vessel sectors because of 
high levels of ordering activity in 2023 and 2024.

New orders reported by shipbrokers in the past week 
included two ultramax bulk carriers, which were 
contracted by China’s Zhejiang Zheshang Financial 
Leasing.

The 63,500 dwt pair are said to have been ordered 
against long-term charters to Zhejiang Shipping and 
are booked for delivery in 2027.

 In the chemical tanker segment, London-
headquartered RFOcean is reported to have added 
an additional 6,600 dwt ship at Chinese shipbuilder 
Wuhu Shipyard with delivery in 2028.

The stainless steel tank-fitted ship adds to seven 
vessels of the same design previously ordered by this 
owner at Wuhu.

Meanwhile, London-listed James Fisher has 
confirmed that it has contracted China Merchants 
Jinling Shipyard Yangzhou to build four 6,000 dwt 
chemical tankers.

They will be of similar design to two ships delivered to 
James Fisher in 2022 and 2023 by the same builder.

In the boxship segment, Hong Kong-headquartered 
Kawa Shipping is said to have lined up its first 
newbuilding order.

Three 4,800 teu ships are reported to have been 
contracted from Wuhu Shipyard with delivery in 
2027. An option for at least one other ship has been 
arranged as part of the shipbuilding contract.

Kawa Shipping launched its first service in 2023, 
between China and the Middle East. It started 
a China to Germany service last year using a 
secondhand 2,500 teu containership which was 
purchased from Taiwan’s Wan Hai Lines.

In the product tanker segment, Greek shipowner 
Pleiades Shipping Agents is reported by brokers 
to have exercised options for two long range one 
tankers at China’s New Times Shipbuilding.

The options were arranged against an order for 
two 73,000 dwt ships signed in October 2024 for 
delivery in 2027. The latest ships are booked for 
delivery in 2028.

Panamax bulkers sold for scrap as recycling 
candidates on the rise
FOUR elderly panamax bulk carriers have been 
sold for recycling as more ageing ships are being 
marketed for scrap sale.

At the same time, reduced demand for recycled steel 
means pricing is coming under pressure during a 
period of weakening currencies at the main ship 
recycling centres of the Indian subcontinent.

“The number of candidates being circulated has 
comparatively increased from the dry cargo and 
liquefied natural gas segments. We would expect 
more deals to be concluded in the coming weeks,” 
said cash buyer Wirana Shipping.

It reports that Chinese shipowners have sold four 
1990s-built panamax bulk carriers.

The sales comprise the 1997-built, 70,200 dwt, Rong 
Yuan (IMO: 9157507) and the 1994-built, 73,000 
dwt Ocean Peace (IMO: 8213691). Both vessels 
have been picked up by Bangladeshi recyclers for 
$450 per light displacement tonne and $455 per ldt, 
respectively.

Meanwhile, the 1995-built, 70,000 dwt Wellgem 
(IMO: 9109495) and the 1998-built, 73,300 dwt 
Golden Orient (IMO: 9137636) have both been sold 
on an “as is” basis with handover in China and Hong 
Kong, respectively.

Cash buyer GMS said with the jilted state of global 
economies, ship recycling destinations suffered 
“worrying” reversals in vessel prices recently 
because of weaker currencies, depressed sentiments 
and overall declining steel plate prices.

It noted that the increase in supply of ships for 
recycling of late had set “a damaging pressure” on 
Indian subcontinent markets, as demand for steel 
remained forcibly in check due to the collapsing 
state of fundamentals.

“Vessel offers are starting to get shaky once again,” 
said GMS, which reported that Bangladesh had been 
hardest hit with up to $30 per ldt wiped off vessel 
prices in the past two weeks.

“For now, the overall ship recycling outlook looks 
uncertain once again, especially as shipowners 
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consistently look to achieve the next highest priced 
sale and ever-exuberant cash buyers remain eager 

to please, driving prices up rather than enjoying the 
present,” said GMS.

 IN OTHER NEWS

Hede Shipping partners with LA 
terminal amid China-US e-commerce 
boom
HEDE (Hongkong) International 
Shipping, a new entrant in the 
China-US West Coast trade, 
has announced a strategic 
partnership with the West Basin 
Container Terminal at the port of 
Los Angeles.
The collaboration aims to further 
bolster Hede’s presence in the 
region by strengthening supply 
chains, optimising terminal 
operations, and supporting the 
booming e-commerce trade 
between China and the US.

The agreement was signed during 
a recent conference in Long 
Beach, Los Angeles, according to 
a statement by Hede Shipping’s 
parent company, Hebei Port 
Group.

Pilbara ports reopen after Cyclone 
Sean floods mines
PORT Hedland reopened on 
Monday after tropical Cyclone 
Sean flooded iron ore mines 
in Western Australia over the 
weekend.

The world’s largest iron ore 
export hub resumed operations 
as the cyclone moved southwest 
away from the coast, the Pilbara 
Ports Authority said.

The PPA on Saturday ordered all 
bulk carriers to leave the port by 
1800 hrs, with only essential staff 
remaining onsite.

Diana promotes Maria Dede to co-
chief financial officer
DIANA Shipping has appointed 
longstanding executive Maria 
Dede as the company’s co-chief 
financial officer.

She will work alongside current 
chief executive Ioannis Zafirakis 
who is set to continue as co-CFO, 
concentrating on strategic 
finance. 

In the last three months alone, 
Diana has concluded an $80m 
refinancing with Danish Ship 
Finance, a $25m ‘tap issue’ under 
an outstanding unsecured bond 
issue, and a $23m stock buyback 
pursuant to a self-tender offer for 
up to 15m shares.
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Looking to publish a judicial sale, public notice,  
court orders and recruitment? 

 
Please contact: marketingservices@lloydslistintelligence.com

Classified notices follow



Lloyd’s List | Daily Briefing  Tuesday, 21 January 2025 Page 14

Curated maritime news  and 
market analysis

Unrivalled 
 news coverage

115k+ articles 
 in our archive

Correspondents 
in  seven 
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

LL-Ad-210x297-Nov2021.indd   1LL-Ad-210x297-Nov2021.indd   1 01/11/2021   09:3401/11/2021   09:34



Lloyd’s List | Daily Briefing  Tuesday, 21 January 2025 Page 15

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. 


