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More tankers turn to China’s 
Dongying as covert hub for 
sanctioned tonnage

EVIDENCE continues to emerge that Dongying port in 
China’s Shandong province is serving as a bypass valve for 
US-sanctioned tankers.

Vessel-tracking data shows three laden aframaxes, which were 
sanctioned by the Office of Foreign Assets Control in January for 
carrying Russian oil, all arrived at Dongying anchorages earlier this 
week, with two observed discharging cargo clandestinely.

The deliveries follow state-owned Shandong Port Group’s 
announcement in early January that it would prohibit shipments from 
US sanctioned vessels, curbing imports at eastern Shandong province, 
the hub for independent refiners which are the main Chinese buyers of 
sanctioned Russian and Iranian crude.

A rapid recalibration in ownership structures of key ports and 
refineries ensued to protect businesses from potential sanction fallouts, 
and the latest arrivals in Dongying indicate the window for China to 
import sanctioned oil remains wide open.

The first vessel is the 2003-built Adonia (IMO: 9242223), which sailed 
from the Pasir Gudang Johor Anchorage off Malaysia in February 
under a false flag.

Sanctioned as Shun Tai under the Liberian flag, the US considered it 
“part of the shadow fleet” used for Russian energy trade.
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After arriving at the Donging anchorage on March 3, 
it remained there until its Automatic Identification 
System transmission was switched off the next day. 
Lloyd’s List Intelligence data shows a signal gap of 
nearly three days for the tanker between March 4-7.

An investigation using satellite imagery and 
AIS data revealed a vessel matching the 
dimensions and characteristics of Adonia 
docked alongside a Dongying terminal between 
March 5-6 with its AIS switched off.

A similar story emerges for the Barbados-flagged 
Victor Konetsky (IMO: 9301421), one of the 
other two ships. It loaded cargo at Russia’s De-
Kastri in the Far East around two weeks ago.

Previously registered in Panama until February 
13 this year, Victor Konetsky also went dark 
shortly after reaching Dongying, with an AIS 
gap more than two days long from March 5-7. 
Satellite images likewise show it covertly docked 
at a terminal of the port during this period.

The third vessel, Olia (IMO: 9268112), came 
from the same waters off Malaysia as Adonia 
and is suspected to have obtained cargo via a 
ship-to-ship transfer there in mid-February.

It has not been observed switching off its 
AIS since arriving at Dongying and appears 
to still be waiting in the anchorage.

The loading and discharging dates for all 
three ships were outside the Ofac grace 
period, making their Dongying port calls 
unlikely to comply with US sanctions.

These are the second batch of sanctioned tankers 
detected outside of the exemption window 
arriving at the Chinese port since February, 
following at least two tracked last month.

Dongying has long been a key Shandong port for 
Chinese independent refiners to receive sanctioned 
oil, especially from Russia’s Far East, given its 
terminals can handle vessels up to aframax size.

Big terminals there were typically joint ventures 
between local private refiners and state-owned 
Shandong Port Group. However, this changed after 
US sanctions on Russian oil trade from January 10 
and SPG’s ban on sanctioned vessels from January 6.

Two key aframax JV terminals in Dongying 
saw their shareholding restructured, severing 

ties with SPG and the refiners, whose overseas 
dealings make them vulnerable to US penalties.

This effectively enables the terminals to bypass SPG 
restrictions and minimise sanctions fallout on their 
original owners, paving the way for Dongying as a 
hub for blacklisted ships and part of a reorganised 
supply chain for sanctioned oil into China.

Since then, sanctioned tankers have been seen 
shifting from large ports overseen by the SPG, 
such as Dongjiakou and Lanshan, to the private 
terminals located in Dongying, in addition to 
several other Chinese ports outside of Shandong, 
including Zhoushan, Yangshan and Huizhou.

However, compared to others, 
Dongying holds geographic and cost 
advantages for Shandong refiners.

Nonetheless, US sanctions have still 
restricted these ships’ trading activities, or 
at least compelling more covert practices, 
Lloyd’s List Intelligence data indicates.

Tankers that were sanctioned by Ofac on January 
10 in relation to Russian oil and gas trades made 
46 traceable calls to China ports in December, 
prior to the sanctions announcement. 

A total of 24 were recorded in January, 
11 of which happened on or after January 
10 but within the grace period. 

These sanctioned tankers made seven calls 
to China ports in February, and one on the 
radar call was recorded on March 2.

* Lloyd’s List defines a tanker as part of the dark 
fleet 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 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.
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WHAT TO WATCH

State actors’ were behind recent tanker 
explosions but unknowns make risk 
assessment impossible
THE recent spate of attacks targeting ships 
that previously called at Russian oil export 
hubs was the work of unnamed “state actors”, 
according to the latest threat assessment 
issued by security firm Ambrey.

While the identity of the culprits responsible 
for at least four tankers being hit with 
naval mines remains unclear, the deliberate 
targeting of ships has led security analysts to 
raise their risk assessments for most vessels 
calling at Russian oil export facilities.

Security analysts are divided over the question 
of what happens next, but Ambrey and 
several other security firms are now of the 
opinion that the attacks could continue.

Given the geographical spread of the impacted 
vessels — spanning both the Black Sea, the Baltic 
Sea and the Mediterranean — Ambrey assesses it 
highly likely that multiple locations were used to 
target the vessels, implying the threat to shipping 
is significantly wider than previously assumed.

The latest threat assessment comes amid 
growing concern among shipowners and 
operators, that the lack of clear motive or a 
confirmed source of the attacks is making 
individual vessel risk assessments difficult.

“All vessels calling at Russian ports to load 
hydrocarbon products are at potential risk of 
targeting, irrespective of their ownership, flag, 
cargo origin, or operational profile,” stated the 
Ambrey threat assessment published on Friday.

Speculation regarding the likely identity of the 
attackers has been rife among security and naval 
analysts, with Ukraine repeatedly identified as the 
most likely culprit in several closed door briefings. 

Publicly, however, the “state actor” assessment 
is as far as anyone is prepared to go given 
that no government or non-state actor has 
claimed responsibility for the attacks.

According to BIMCO chief security officer Jakob 
Larsen the possibility of ‘non-state actors’ being 
responsible should not be ruled out entirely. 

“Sticking a magnetic, explosive device onto 
a ship is not a cakewalk, but also not rocket 
science,” Larsen reasoned in response to the 
assessment that naval mines, on balance, 
suggested state actor involvement in the attacks.

While fingers are being pointed towards 
Ukraine, the profile does not fit with previous 
actions attributed to Ukrainian naval forces. 

Throughout the conflict Ukraine has 
typically been quite strategic in its targeting 
of Russian ships that have directly been 
linked to supporting military activity. 

The latest pattern of mine attacks does not fit that 
pattern and comes at a politically pivotal moment 
where Ukraine is unlikely to risk tarnishing relations 
with European governments by attacking EU-owned 
ships. It should be noted, however, that the attacks 
occurred well before the US paused military aid to 
Ukraine and decided to stop sharing intelligence. 

Multiple security analysts have told Lloyd’s List 
that the rumoured involvement of Ukrainian 
forces is highly doubtful. However, the fact that 
no one has claimed responsibility and nothing 
has been recovered to aid in the investigation, 
has left security, naval and shipping executives 
deeply concerned regarding the lack of actionable 
intelligence on which to base risk assessment.

What is known is that an unidentified state 
actor has deliberately targeted merchant 
shipping calling Russian oil export facilities 
including the ports of Novorossiysk and Ust-
Luga since at least December 2024.

Five attacks are known, but in light of the known 
attacks several other previously unreported 
incidents are understood to have been reassessed 
and there are rumours that several more previously 
unreported attacks have flown under the radar.
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Merchant ships that have called the Russian 
ports now considered to be central to 
the targeting criteria have experienced 
damage consistent with naval mines. 

One of the vessels sank in the Mediterranean 
Sea, a second was damaged off the coast of 
Mersin, Türkiye and one suffered damage in 
Libya. One vessel suffered an explosion while 
moored at Ust-Luga, Russia, and partially sank. 

The geographical locations of the explosions are 
largely inconsequential to the assumed threat; 
the perpetrators were likely targeting shipping for 
having called Russian ports, with delayed fuses. 

No naval mines have been recovered, but the 
damage and the timing of multiple concurrent 
explosions are highly suggestive of these weapons. 
According to Ambrey, the attacks were highly likely 
to have been intended to cause total losses of vessels. 

Of the ships that have been targeted, just one has 
been sanctioned and one other falls under the 
Lloyd’s List definition of a dark fleet* tanker. 

The attacks are seemingly also not driven 
exclusively by the Russian origin of the vessel’s 
cargo. Two of the affected vessels had previously 
loaded at the CPC terminal in Novorossiysk, 
which primarily exports Kazakh-origin crude, 
through some Russian infrastructure.

While Russia has repeatedly targeted Ukrainian 
port infrastructure throughout the war with 
complete disregard for vessel safety, any 
speculation regarding state involvement in 
attacks targeting vessels that have called at 
their own ports would mark a significant shift 
away from any previous strategy in the war. 

Russia has resumed targeting shipping 
calling Ukrainian ports with missiles. 

“This punitive response could just as easily provoke 
further attacks on shipping calling Russian 
ports, in an escalatory spiral,” said Ambrey.

As a result of the attacks several owners 
with tankers calling at Russian ports are 
now sending divers and underwater drones 
to check their ships’ hulls for mines.

While such measures are likely to find naval 
mines if placed before entering port, it is 
highly likely the explosives were placed on the 
vessels during drifting periods when vessels 
were stationary at multiple locations. 

According to the Ambrey assessment likely 
locations include the Black Sea exit to the 
Bosporus, Gulf of Finland and inside the CPC 
Terminal area at the point of loading. However, 
they also note less likely, but possible locations 
including some Mediterranean locations. 

OPINION

The long view from Long Beach
WOE be to anyone forecasting short-term 
shipping markets. Donald Trump, agent 
of chaos, is scrambling the global trade 
equation on a daily, at times hourly, basis.

Why he’s doing this depends on which end of 
the political spectrum you’re on. Trump’s most 
fervent supporters see him as a patriotic player 
of four-dimensional chess, negotiating a path to 
America’s “Golden Age”. His fiercest critics dismiss 
him as a belligerent egomaniacal shyster who 
couldn’t win a round of noughts and crosses.

The increasingly surreal tariff drama involving 
Mexico and Canada — America’s first- and 
third-largest import sources — does not feel 
like a game of four-dimensional chess.

Trump initially threatened 25% tariffs on 
Mexican and Canadian goods, then dropped 
it to 10% for Canadian energy, then delayed 
them for a month at the last minute, then put 
the tariffs on this Tuesday, then took them 
off for goods covered under the existing trade 
agreement on Thursday, but promised to put 
them all back on again, definitely this time, 
starting April 2 (although this may change 
at some point in the next few minutes).

Presenters at the TPM25 conference in Long Beach, 
California, couldn’t update their slide decks fast 
enough to keep up with this week’s news flow.

One takeaway from America’s largest annual 
gathering of cargo shippers: You cannot predict 
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what will happen in the short term amid the 
Trump tariff maelstrom, so don’t bother trying.

The more valuable insights at TPM25 were 
about the long view of global trade. This long-
term perspective is particularly relevant to 
shipowners, who are in the business of signing 
multi-year charter contracts and owning very 
expensive assets that depreciate over 20 years.

TPM25 speakers addressed two big-picture 
questions that will steer shipping markets in the 
coming decades. Will the US ultimately become 
more isolated and less relevant in global goods 
trades, forcing exporters to find new buyers in 
the years ahead? And will the US withdraw its 
global security guarantees, leading to more wars 
and supply chain disruptions in the future?

The future of global trade

Lars Jensen, founder of Vespucci Maritime, 
sees the US retreating over the long term, and 
other countries turning to more dependable 
buyers for their goods exports, a shift that 
would have major shipping consequences.

“If you look to the next 10 to 20 years down 
the line, I think we’re already at the point of 
no return. What I think is going to happen is 
that most countries will come to the realisation 
that the US is not a trustworthy partner. It’s as 
simple as that. Once that realisation has sunk 
in, the next question is whether this is just 
four years — whether this is just temporary.

“And it’s not, because we’ve already had 
Trump 1.0 and now we Trump 2.0 and there’s 
no guarantee on what comes afterwards.

“The comparison I tend to use is: If we’re in 
the business world and I have a client that is 
my largest client and without that client I’d 
otherwise go bankrupt, and suddenly he starts 
behaving like an A-hole, do I like that customer? 
No, I do not. But he’s my largest customer and 
without him I’d go bankrupt, so, yes, I will 
play nice. I will keep him as my customer.

“And why do I do that? Because I can build 
up my customer portfolio with everybody 
else over time, until I get to the point where 
I can tell that guy over here: ‘Sorry, I’m not 
going to do business with you anymore.’

“That is the direction I see the world is going 
to take in the next 10-20 years. We’re going to 
end up with a US that is very isolated, which 
definitely seems to be where this administration 
wants to end up, and that will have all sorts of 
consequences. And I think we’re already at that 
point. This is the train that has been set in motion.”

Pete Mento, director of customs and trade 
services at DSV, offered a much more sympathetic 
view of Trump’s tariffs, explaining the long-
term policy rationale that’s driving them.

“We are the world’s largest single economy. 
No other economy on planet Earth has people 
who spend more money they don’t have on 
crap they don’t need to buy to impress people 
they don’t like in the first place,” he said.

“That consumption policy, and the way we built our 
economy, has allowed a number of other economies 
to lift themselves out of financial destitution. The 
economy in the United States drives a lot of growth 
in other parts of the world, and because of that, it 
gives us unprecedented abilities to push trade policy.

“But we are losing that position in the world. A lot 
has to do with population growth. Every woman in 
America has to have 2.1 children for us to overcome 
the death statistics, and right now we’re averaging 
about 1.6. We’re not making enough Americans.

“So, a lot of our policy is being driven by the 
fact that we have a limited time to be the world’s 
largest economy. We have to get policies in place 
now for the next 100 years. By trying to get the 
most positive outcome from trade policy now, 
locking it in gives us time to enjoy those benefits 
while we basically dwindle into obscurity.”

The counterargument to this policy justification 
is that any new US trade agreements Trump 
bullies into force may not be locked in for 
long — let alone 100 years — given that 
Trump’s tariff strategy reneges on the trade 
agreements America previously signed.

“As of today, the US has 14 different free 
trade agreement, including one with Mexico 
and Canada,” said Jensen. “I would not 
expect any of them to survive this year.”

If so, why would America’s trading partners 
honour agreements down the road, agreements 
they made under duress, after they’ve had 
time to find new trading routes and are not 
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as beholden to that big and untrustworthy 
business client they don’t really like?

The future of global security

On the other big-picture topic at TPM25 — America’s 
role as global security provider — Jensen said, 
“Trump’s approach to the Ukraine war has sent 
a very, very clear message that if you are an ally 
of the US, there is no guarantee that the US 
will come to your aid unless you pay for it.

“Will the US come to the aid of Taiwan? 
Will it come to the aid of the Philippines? 
Or anyone else out there? That is more of 
an open question than it used to be.”

John Bolton, former US national security adviser 
and ambassador to the UN, said, “The Chinese 
government is watching what happens in Ukraine 
very closely, and if the US and the West as a whole 
don’t stand up against the unprovoked aggression of 
the Russians, it will send a strong signal to China.

“A weaker America leads to a more unstable world, 
a more chaotic world. If we pull back from the 
world, disorder will spread. That may not impair 
shipping on international waters immediately, 
but it will have an incredible ripple effect as 
the order breaks down all across the globe.”

But Bolton, unlike Jensen, does not believe the US 
has passed the point of no return. “I don’t think it’s 
inevitable that we will retreat further, but to prevent 
that from happening, people have to speak up.”

ANALYSIS

US shipbuilding revival missing the detail as 
CMA CGM pledges first newbuilding contracts
CMA CGM chairman and chief executive Rodolphe 
Saadé acted remarkably quickly in announcing 
support for American shipbuilding, after he pledged 
to order new ships at US shipyards yesterday.

The promise came only a day after US President 
Donald Trump announced to bring shipbuilding 
“home to America, where it belongs”, with 
promises of tax incentives for those shipowners 
willing to order ships at American shipyards.

Ordering new ships in US yards appears a smart 
move by the French container line giant. There 
is a growing likelihood that fees of up to $1.5m 
per port call for shipowners with China-built 
ships, pushed by the US Trade Representative, 
will become a reality by the middle of this year.

CMA CGM is likely to be looked upon more favourably 
than its rivals by committing to build ships in the US.

The announcement comes only a week after 
the company was confirmed to have ordered 12 
ultra large boxships at a Chinese shipyard.      

CMA CGM is one of the few big carriers that 
operate a fleet of US-flagged containerships, 
which are a legacy of its purchase of former 
American-flag container line APL. 

APL no longer operates any vessels built in US 
shipyards, but CMA CGM has stated that it will 
boost APL’s American-flag fleet within the next 
four years, potentially from 10 ships to 30 ships.

Such a move would require the employment of 
some 600-700 additional American seafarers, as 
US flag operations require a 100% American crew. 
US flag containerships typically cost twice the 
amount to crew than non-American flag vessels.

CMA CGM might be able to the bear the extra 
cost by limiting its exposure to the huge financial 
burden of USTR port levies. But where it will 
source all the US seafarers to crew an additional 
20 US-flag boxships has not been made clear.

Nevertheless, the crewing question should 
be an easier problem to solve than trying 
to build new containerships in the US.

Signing a shipbuilding contract is not a particularly 
difficult thing to do, but ensuring a vessel is delivered 
on time and within budget is going to be a challenge.

The US shipbuilding industry has been hollowed 
out over decades and has been chiefly dependent 
on one client — the US government via the Navy 
and Coastguard — since the early 1980s.
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This followed the 1981 withdrawal of merchant 
shipbuilding subsidies, which offset high 
US shipbuilding costs versus cheaper Asian 
shipbuilding pricing, by the Reagan administration.

More detail on CMA CGM’s newbuilding orders 
is expected in the coming weeks, but so far 
there is no mention of how many ships, or 
their capacity, are expected to be ordered.

At least two American shipyards are still 
in the game in containership construction. 
Philadelphia-based Philly Shipyard, now 
owned by South Korean shipbuilding giant 
Hanwha, has orders in hand for a trio of 3,800 
teu vessels for Jones Act carrier Matson.

The newbuilding contract for these vessels 
were signed in 2022 and was valued at an 
eye-watering $1bn, or at least six times 
higher than prevailing Chinese prices.

Other American shipyards capable of 
building cargo carrying vessels include the 
General Dynamics-owned National Steel and 
Shipbuilding in San Diego, with a track record 
in building medium range product tankers. 

Nevertheless, all appear to be tied up with 
long-term military shipbuilding and ship 
repair and have limited, or no, availability to 
construct a long series of merchant vessels.

Saadé’s announcement of his support for US 
shipbuilding was made in the Oval Office with 
Trump. The President stated afterwards that 
“we’re going to be announcing next week or the 
week after a massive new programme for building 
very large, the largest ships in the world.”

If Trump was referring to a potential CMA 
CGM order for giant containerships then the 
only US shipbuilding facility with a drydock 
large enough to build a boxship in excess of 
the current largest vessels is Norfolk, Virginia, 

based Newport News Shipbuilding.

But again, this shipyard is committed to naval 
shipbuilding construction and is presently building 
two giant aircraft carriers, with the possibility of 
10 more being ordered over the next few years.

Previous attempts

Previous attempts by national governments 
elsewhere to revitalise their merchant 
shipbuilding industries have not ended well. 

Brazilian president Luiz Inácio Lula da Silva 
pushed through a national shipbuilding strategy 
from the early 2000s, in a partnership with 
experienced Japanese and South Korean shipyards.

Backed by a plethora of orders for tankers and 
drilling rigs from state-owned Petrobras, the 
brand new shipyards managed to construct 
only a handful of vessels, all delivered late. The 
programme was ultimately shut down in 2017, 
with billions of taxpayers money squandered and 
thousands of shipyard workers thrown out of work.   

Nevertheless, Saadé’s promise to build new 
containerships in US shipyards is likely to be the 
first of many such announcements by foreign 
shipowners as they seek to win favour with the 
Trump administration, and attempt to avoid 
the brunt of the USTR’s massive port fees.

But actually delivering the ships, and how to fund 
the huge cost differential with Asian shipyards, 
is going to be a considerable challenge.

Providing Saadé ensures any cancellation or 
delivery delay clauses in the shipbuilding contracts 
are stacked in CMA CGM’s favour, the risk could 
all be on the US government’s shoulders.

While Trump’s interest in detail might 
be lacking, for shipbuilding contracts 
the devil really is in the detail.

FuelEU fudges highlight complexity of 
carbon trading
THE growing market for FuelEU Maritime 
compliance highlights the risks of carbon trading 
loopholes going global, as IMO negotiators decide 
whether to impose a similar regulation worldwide.

The European fuel standard has many in 

shipping scratching their heads about how 
to cut their carbon intensity with biofuels or 
LNG, or pool their ships with those that can.

Unlike the EU ETS, FuelEU offers no 
credits with which to buy compliance.
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But the regulation’s pooling mechanism 
and its perks for LNG fuel are creating an 
unofficial market for such credits, which 
carbon traders are rushing to exploit.

OceanScore managing director Albrecht Grell, 
whose company sells carbon advice and compliance 
products, said companies were buying commercial 
agreements “basically like a future” committing 
to enter a compliance pool in the future.

“What we are seeing currently is companies out 
in the market saying: ‘I am willing to sell you one 
tonne of CO2 compliance balance to be pooled 
with your vessels in 2026, at this price’,” he said. 
“Not everyone is doing it, but many are.”

Grell estimated that shipping would have a 
total FuelEU deficit of about 2m tonnes of CO2 
equivalent, representing 95% of vessels.

He predicted about 1m tonnes of surplus compliance 
would come from just 600-700 ships, 85% of 
which were LNG and LPG carriers, and 15% from 
containerships experimenting with biofuels.

That left shipping with a 1m-tonne deficit. But Grell 
predicted a “massive oversupply” of compliance 
surplus would drive down its price in coming 
years as more biofuels came to market, and more 
LNG carriers increased their trade to Europe.

The rewards baked into FuelEU are turning LNG 
ships into compliance cash machines, at least 
in the short term, before the rules get stricter 
and erode LNG’s advantage in the mid-2030s.

Some sources believe this windfall is partly behind 
the recent resurgence in dual-fuel LNG ordering.

Money and climate politics

The complexity around carbon trading will 
create winners and losers. What is less clear 
is whether it will cut shipping emissions.

That dry, academic topic has become highly 
political as the International Maritime Organization 
decides in the coming weeks whether to use a 
fuel standard with carbon trading to push the 
industry to net zero, instead of a simpler but 
more contentious flat levy on carbon emissions.

UCL Energy Institute professor Tristan Smith said 
the lack of a trading mechanism in FuelEU was a 
feature, not a bug as far as the planet was concerned.

He said third-party tokens were a symptom 
of the regulation not working.

Smith said regulators setting the stringency of 
a carbon trading scheme too low would lock in 
fossil LNG and hurt the green transition, just 
as Maersk warned Lloyd’s List this week.

“It’s a real risk if the IMO has credit trading,” 
Smith said. He has criticised a compromise 
plan nicknamed J9 and circulating among IMO 
states in recent days, saying its credit trading 
plan would fail to achieve green goals.

Smith said the EU ETS creates paper 
trading (in EU allowances, or EUAs) in the 
hope of stimulating a physical market.

This was possible as long as green options 
were available and affordable for ships. 
But if they were not, Smith warned, “it 
just stimulates a lot of credit trading”.

He said this highlighted the need for a 
carbon levy paired with a fuel standard: one 
to level the prices of fossil and green fuels, 
and the other to force a technical change. 
Neither worked without the other.

Hecla Emissions Management executive 
Benjamin Gibson disagreed that compliance 
trading would hurt decarbonisation.

Hecla has created an exchange for trading 
tokens representing FuelEU compliance, as we 
reported yesterday. Gibson said shipowners 
who chose to buy tokens instead of biofuel were 
subsidising others’ use of compliant fuel.

“I fully admit that if that’s LNG, then that LNG 
probably was going to be there anyway. But 
as we go through the years of the regulation, 
increasingly that will be lower-carbon fuels.”

Gibson said compliance trading should detract 
from other green efforts, such as research on sail 
power, “but this is something that will help”.

Grell, of OceanScore, said the IMO’s draft 
proposals for global green regulations 
were “hugely complicated”.

“Shipping is begging for something that’s 
making it a bit more simple than this duality 
of ETS and FuelEU, and then potentially 
UK ETS when you have it,” he said.



Lloyd’s List | Daily Briefing  Monday, 10 March 2025 Page 9

Even if regional regulations were subsumed by 
the IMO, which Grell thought unlikely given 
the vast revenues they raised, global regulation 

“should be easy to adopt for shipping”

“And I think what I’ve seen is far from that.”

MARKETS

Wan Hai considers switching from methanol 
to LNG
TAIWANESE carrier Wan Hai Lines is 
considering switching a series of orders from 
methanol to LNG power, amid a growing trend 
of newbuilding orders favouring LNG dual-
fuel engines, the carrier told Lloyd’s List.

Responding to inquiries about possible 
renegotiations with South Korean shipyards to 
switch from methanol to LNG engines for eight 
16,000 teu containerships ordered last October, 
Wan Hai vice-president of the operation division 
Laura Su told Lloyd’s List that the company is 
evaluating its decarbonisation strategies to ensure 
compliance with environmental standards, 
while aligning with operational demands.

“Due to the recent shift in new vessel orders 
towards LNG, we must carefully consider our 
options, focusing on both carbon reduction and 
operational practicality. We need to thoroughly 
evaluate and choose between methanol dual-fuel 
and LNG dual-fuel solutions to ensure compliance 
with environmental regulations, while meeting 
operational needs. No final decision has been made 
yet,” Su explained via an emailed statement.

Wan Hai signed contracts in October 2024 with 
Samsung Heavy Industries and HD Hyundai Samho 
for the construction of four 16,000 teu methanol 
dual-fuel containerships at each yard, totalling 

around $1.5bn to $1.6bn. The newbuildings are 
scheduled for delivery between 2027 and 2028.

As part of its decarbonisation commitment, Wan Hai 
was expanding its green fleet. Alongside the eight 
16,000 teu containerships, the carrier announced 
in August 2023 to order up to 20 medium-sized 
methanol-fuelled containerships worth up to 
$3bn, including 12+4 8,000 teu containerships 
from China Shipbuilding Corporation Taiwan and 
four 8,700 teu units from HD Hyundai Samho.

However, LNG dual-fuel ship orders have outpaced 
methanol options, becoming a dominant trend in 
newbuilding contracting in the past year. 81% of 
tonnage ordered since the start of 2024 has been 
alternative fuel capable, with some liner companies 
refocusing interest in LNG amid concerns around 
green methanol supply, according to Clarksons.

The ships under construction by CSBC Taiwan 
cannot switch to LNG dual-fuel engines, as materials 
have already been ordered and converting the South 
Korea-built vessels would require a full redesign, 
leading to higher costs and delivery delays, a source 
close to Wan Hai told Lloyd’s List. The potential 
cost increase remains unclear, the source added.

Wan Hai operates a fleet of 123 vessels, 
according to data from its official website.

Dry bulk scrapping will finally take off this 
year. Probably
THIS is the year that will see a significant number 
of older bulk carriers go to the breakers.

Except this is a record that has been played before. 
Last year was surely the year an ageing fleet 
would catch up with shipping, but as shipbroker 
BRS argued, a “relatively benign freight market” 
meant most ships remained profitable.

Howe Robinson managing partner Guy Hindley, 

speaking at the shipbroker’s dry bulk seminar 
in London’s beautiful Stationers’ Hall, reminded 
the audience just how positive 2024 was.

“People have very short memories in shipping 
I find,” he said. “We actually had a pretty good 
market, but it was only in that last fourth 
quarter that the market really came off.”

Healthy freight rates up until a disappointing 
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fourth quarter were paired with low scrap prices, 
making the decision even easier for owners.

Steel rebar futures fell from $536 per 
tonne at the start of 2024 to less than 
$400 per tonne by August of that year.

That of course means owners get less buck for 
their bulker. Average recycling price per light 
displacement tonne was $470 on the Indian 
subcontinent at the end of 2024, a far cry from 
the $600 and $700 condemned bulkers were 
fetching in early 2023 and 2022. According to 
shipbroker BRS, demolition prices for capesizes 
have weakened further in 2025 and now stand at 
just under $10m, down from $11.4m in mid-June.

It’s not difficult to see why owners of elderly 
bulkers made their choice. Why take the recycling 
hit when your vessel could still be profitable?

In truth this has been the story for some three 
years now. Why will 2025 be any different?

To start off with, this year looks nowhere near 
as “benign” for the dry bulk market as far as 
freight rates go. Decreased demand growth for 
key commodities, including iron ore, coal and 
grain, has poured cold water on any hopes for a 
significant bounceback after 2024’s disappointing 
end (despite capesize rates rallying of late).

The panamax segment, despite a recovery from 
the floor reached in January 2025, remains 
weak. The $8,931 per day time charter average 
seen on the Baltic Exchange’s P5TC index on 
March 6, 2025 is a far cry from the $20,685 
per day high-water mark in March 2024.

It’s panamaxes that could provide the most scrap 
candidates too. The recent high in terms of ship 
recycling was in 2015 and 2016, which saw more 
than 15m gt and 16m gt scrapped respectively.

What aided the peaks in those years, Hindley 
argued, was China’s scrap and build policy. 
Launched in 2013, it offered ¥1,500 (then 
$242) per gross tonne, with half paid upon 
demolition and half paid upon ordering a 
newbuilding with a Chinese shipyard.

That scheme was extended in 2015 and originally 
ran to 2017, boosting Chinese shipbuilding 
and keeping recycling levels high.

Beijing announced a similar scheme in late 2024, 
whereby China-flagged coastal vessels between 

20-30 years old would fetch a subsidy of ¥1,000 
($140) per gross tonne against an alternative-
fuelled newbuilding at a Chinese yard.

Lloyd’s List Intelligence data shows 
there are more than 100 China-flagged 
panamaxes built before 2005, which could 
well be candidates for this scheme.

While a significant majority of these vessels 
operate on Chinese coastal trade routes, 
there are plenty that operate between 
China, Indonesia and often Russia too.

“Those are the ships that may really come under 
pressure this year and may disappear,” Hindley said.

They might need to disappear too. Hindley pointed 
to a significant number of panamaxes on order that 
are likely to hit the water in 2026 and 2027 and 
more or less equal those scrap candidates in number.

There is evidence to back this hypothesis up too. 
Four elderly China-owned panamxes were sold for 
recycling in January, Wirana Shipping reported.

Perhaps, then, this is the year that the dam bursts. 
The market is not going to be as strong, there’s 
plenty of newbuildings on the horizon — time to 
cash in, especially with scrap prices still healthy by 
historical standards. Beat the rush and the potential 
downside in demolition values it might bring.

We have been here before. But policy from 
Beijing, combined with those market 
fundamentals, could mean 2025 is different.
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IN OTHER NEWS

Shipping cyber attacks 
disappear under the radar
CYBER attacks on the shipping 
industry vastly outnumber the 
cases being publicly reported, 
the co-founder of a new maritime 
cyber security company has said.

“There have been so many 
attacks on shipping companies 
and ships, more than you 
read about,” said Dimitrios 
Koukas, the head of Optima 
Shipping Services, Greece’s 
largest shipbroking house.

It has just established 
Optima Cyber together with 
two experienced Greece-
based partners, TicTac Cyber 
Security and Crimelab.

Sovcomflot takes big bottom 
line hit from sanctions
WESTERN sanctions contributed 
to a 55% drop in full-year net 
profits at Sovcomflot, which fell 
to $424m in 2024, the Russian 
tanker major has confirmed.

Earnings before interest, tax, 
depreciation and amortisation 
declined 34% to $1.0bn, with 
revenue down 19.3% to $1.87bn.

Subsequent restrictions 
introduced by a number of 
jurisdictions since the end 
of the reporting period will 
keep the pressure up in the 
year ahead, SCF added.

Rodolphe Saadé vows $20bn 
investment in US and pledges 
to grow US-flagged fleet
CMA CGM chief executive 
Rodolphe Saadé vowed to invest 
billions of dollars in the US and 
to help grow the US-flagged 
fleet, as he stood alongside 
US President Donald Trump in 
the Oval Office on Thursday.

Saadé said the French liner giant 
will invest $20bn in “shipping and 

logistics” over the next four years 
and is also “looking at investing 
in shipbuilding of container 
vessels, and we most probably 
will be making an announcement 
in the next coming weeks.”

The move comes amid the Trump 
administration’s push to revitalise 
the US shipbuilding sector, with 
Trump recently announcing 
plans to form a new office of 
shipbuilding in the White House. 
On Thursday, Trump said the US 
will announce a new shipbuilding 
programme in the coming weeks.  

Dalian Shipbuilding secures 
breakthrough order from NYK 
for deck cargo newbuilds
DALIAN Shipbuilding Industry, 
a subsidiary of China State 
Shipbuilding Corp, has won 
an order from Japan’s NYK 
Line for up to four 33,000 
dwt deck cargoships.

The order, placed by NYK Bulk 
& Projects Carriers, Japan’s 
sole operator of heavylift and 
deck cargo vessels, includes 
options for two additional ships. 
Deliveries are scheduled for 2027.

This marks DSIC first foray into 
the high-end vessel market in 
Japan, the Chinese builder said.
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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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Antigua and Barbuda Flag State Marine Surveyor 

(Ship, Engineer or Nautical Discipline) 
 

The Maritime Administration of Antigua and Barbuda, the Department of Marine Services and Merchant Shipping 
(ADOMS) has a vacancy for a Senior Marine Surveyor to join its multidiscipline survey team.  

The successful applicant will assist in meeting ADOMS strategy for maritime safety, security and environmental 
protection, by carrying out statutory surveys, inspections, audits and enforcement duties, in a combination of desk 
work and ship surveys. 

This is a very varied and rewarding job, with the opportunity to bring your professional and technical skills to 
supporting the Antigua and Barbuda international ship register and domestic shipping. 

Based in the St John’s office in Antigua, you may be required to complete short term visits overseas, to meet 
operational business needs. 

With a marine industry background and extensive experience in a managerial role, onboard ship, or in a technical 
capacity, you should hold at least STCW II/2 Master unlimited Certificate of Competency, STCW Chief Engineer III/2 
unlimited Certificate of Competency, or an Honours Degree in Naval Architecture. 

You should be commercially aware, have good communication skills and be able to deliver excellent customer service 
and in return we offer an attractive salary and benefits package, including group healthcare scheme. 

Interested persons are invited to submit a cover letter, a comprehensive resume and three (3) professional references 
to:  

Ms. Shenica Sebastian 
Quality/Human Resources and Administration Manager 
P.O. Box 1394 
St. John’s 
Antigua  
West Indies 
Re: Senior Marine Surveyor 
 
Applications by email should be submitted to: ssebastian@abregistry.ag. Full details can be found on our 
web site www.abregistry.ag.  Closing date for applications is 11th April 2025.  

                                                                                                                                                                                                                                                                                                                                                                                                                                                                                      
         
 


