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Plans to levy China-built ships 
would have hit 30% of arrivals 
last year

CHINA-BUILT ships accounted for nearly 30% of US arrivals last year, 
implying all major shipping sectors would be significantly impacted by 
US Trade Representative proposals to levy fees on China-built ships.

While China-built general cargo vessels accounted for the largest share 
of those port calls, analysis of Lloyd’s List Intelligence vessel-tracking 
data suggests all vessel sectors will need to make contingency plans to 
limit the effect of millions of dollars of additional costs potentially to 
be imposed by the USTR later this year.

China’s growing dominance of the orderbook also suggests this is likely 
to be a growing problem if the proposals are pushed through.

New orders surged by more than 50% on a deadweight tonnage basis 
last year compared with 2023, which had already seen a 37% increase 
on 2022. One striking feature of 2024, however, was that China 
significantly grew its orderbook, boosting its share of the global 
shipbuilding market by 9.7%, according to the latest analysis from 
shipbroker BRS.

China’s dominant position came at the expense of Japan, which lost 
4.3% compared with China and South Korea, which was down 5.1%.

These figures are likely to come under intense scrutiny next week when 
the USTR proposals will be discussed at a public hearing.
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Industry respondents have by now all submitted their 
comments on the proposals that are ultimately designed 
to subsidise a revival of US merchant shipbuilding.

Almost all appear to have replied negatively, 
including shipowner association BIMCO, which 
represents some 2,100 members and 63% of the 
global merchant fleet, in deadweight terms.

In its submission earlier this week, BIMCO deputy 
secretary-general and director of regulatory affairs 
Lars Robert Pedersen said, “For decades BIMCO 
members have contracted the construction of new 
ships in a competitive international market where 
Asian shipyards have taken an increasing market 
share, particularly in China in recent years.

“The share of Chinese-built tonnage of international 
operators’ fleets has increased in the past decade 
with less complex ship types being procured 
initially, followed by more complex ship types.”

He says that due to the highly competitive nature 
of international shipping markets, the increase in 
cost effective ships built in China has effectively 
provided lower maritime costs, supporting 
global trade and economies, including the US.

“The ships already built of Chinese origin will not 
disappear from the world fleet if the proposed 
port fees are introduced. If they had, it would 
have created a global shortage of tonnage serving 
the world’s transport needs and hyper-inflated 
shipping costs. Rather, the shipping industry will 
seek to avoid paying fees,” added Pedersen.

As with most other industry respondents, he 
believes charging fees on China-built vessels 
calling at US ports or those with Chinese 
ownership links, together with a charge on an 
operator’s share of new tonnage on order at 
Chinese shipyards, will significantly increase 
the cost of transport to and from the US.

Cargo-carrying vessels built in China accounted 
for 29% of non-domestic calls to US ports last 
year, data from Lloyd’s List Intelligence shows.

Pedersen said he expects operators will seek to 
avoid the negative effects of port fees as most 
have one or more vessel of Chinese origin.

Of the three biggest vessel sectors — 
bulk carriers, containerships and tankers 
— the former has the highest share of 
China-built ships calling at US ports.

According to Lloyd’s List Intelligence data, 42% 
of all bulker port calls at US ports in 2024 were 
undertaken by vessels built by Chinese shipyards.

The USTR plans are expected to at least double 
shipping costs for US bulk cargo exporters, with 
coal and soyabeans making up the majority 
of US exports carried in bulk carriers.

The American Soybean Association stated in its 
recent submission to the USTR that, should the 
proposals go into effect, then export markets 
for US soyabeans will be effectively shut out.

Some 23% of combined crude oil tanker and 
product tanker port callings in to the US in 
2024 were provided by China-built ships, 
according to Lloyd’s List Intelligence data.

The USTR levy is expected to be passed down the 
line via charter parties to energy cargo shippers 
and also increase the cost of US exports.

US energy sector lobbyist The American 
Petroleum Institute submitted in its comments 
that the USTR could undermine president 
Trump’s “energy dominance’ agenda” by 
making it “more challenging to export oil, 
LNG and refined products”, and would also 
“hinder the US’s ability to import crude oil”.

In the boxship sector, 30% of vessel callings 
at US ports in 2024 were of China-built 
containerships. Should the USTR plan proceed 
then container line operators are likely to cascade 
China-built boxships to non-US trades.

In his comments to the USTR, Atlantic Container 
Line chief executive Andrew Abbott said that 
the levy would cause “a freight rate explosion” 
that would dwarf the Covid-era rate increase and 
devastate the supply chains of US shippers.

ACL operates five container/ro-ro cargo vessels 
solely between the US and northern Europe. Its 
single liner service could be paralysed by the USTR 
levy since all of its ships were built in China.

Container line operators are expected to 
reduce the number of US port calls to reduce 
exposure to charges and are likely to then 
call at major ports only. This could lead to 
congestion at the big container terminals.

American exporters of containerised 
cargoes are expected to be hit hard by the 
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proposals since the US is chiefly a shipper of 
lower value goods, at low freight rates.

With the highest share of China-built tonnage is the 
multipurpose general cargoship sector. Lloyd’s List 
Intelligence data shows that 54% of US port calls in 
the sector were provided by ships built in China.

The MPV sector is a vital link for non-containerised 
US trade with the Caribbean and Central America 
and is also used by the energy sector for the 

shipment of oil industry equipment and other so-
called “out-of-gauge” cargoes. The orderbook for 
MPVs is strongly focused on Chinese shipyards.

The vehicle carrier sector is another important 
sector for US commerce but has a relatively low 
percentage of China-built ships. However, this 
is set to change given that China has won some 
85% of the newbuilding orderbook for pure car 
and truck carriers. This orderbook represents 
around 30% of the existing fleet in service. 

WHAT TO WATCH

Syria’s online seaborne trade reaches 
new highs
SYRIA’S maritime trade made a noticeable 
departure from normal patterns last month, 
with traceable port calls hitting a record high.

Lloyd’s List Intelligence data shows 34 arrivals 
of cargo-carrying vessels to Syrian ports.

These voyages were tracked using Automatic 
Identification System data, with the vessels 
enabling the transmission of this data throughout 
their entire voyage and while at berth.

Under Bashar al-Assad’s government ships did call 
at Syria’s ports with AIS enabled, but much of the 
country’s seaborne trade happened offline. The 
high volume of “dark” activity — which continues 
to this day — was a direct response to the many 
sanctions imposed against Syria’s economy.

In 2024 and 2023, an average of 17 arrivals to 
Syria were captured each month using AIS data.

The number of traceable arrivals recorded in 
February is the highest since at least 2022, 
analysis of vessel-tracking data shows.

Since the collapse of the Assad regime the 
US, European Union and UK have lifted 
certain restrictions on Syria, which could be 
encouraging some people to operate more 
transparently and others to test the waters.

“In a way it’s a positive thing,” says 
Daniel Martin, partner at HFW.

“The intention with sanctions relief is to encourage 
the new regime to be supported, in line with stated 
UK policy, which is to support the Syrian people 
in rebuilding their country and promote security 
and stability (while holding Bashar al-Assad and 
his associates to account for their actions against 
the people of Syria): as a result the UK and others 
are not seeking to discourage the lawful trade.”

The uptick in traceable callings, however, is not 
evidence of a widespread resumption in trade and 
any meaningful normalisation will take time.

“Based on what we’ve seen before, with Iran 
and to some extent Venezuela, when restrictions 
are lessened there tends not to be a huge rush 
of participants back in, because people are 
still adjusting to know what the restrictions 
are and also because they may be limited 
by contract terms that were agreed prior to 
the lessening of sanctions,” adds Martin.

The continuing occurrence of dark port calls post-
Assad regime and after partial sanctions lifting 
indicates people still view the trade as risky.

There were at least seven dark port calls to 
Syrian ports in February and at least another 
seven have been recorded so far in March.

One vessel, the 7,876 dwt LPG carrier Gas Catalina 
(IMO: 9183568), which called to Baniyas with 
AIS enabled during two voyages in February, then 
opted to disable AIS on its next three voyages.
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Washington Institute for Near East Policy senior 
fellow Noam Raydan said: “My opinion is that even 
opportunistic traders and shipowners still view their 
activities as risky particularly because of US sanctions 
that remain in place, despite the temporary waiver 
which the Biden administration issued, and because 
Syria in general remains a high-risk area for shipping.”

Other dark port calls captured this month 
include the sanctioned Barbados-flagged 
product tankers Prosperity (IMO: 9322956) and 
Proxima (IMO: 9329655), which were delivering 
Russian diesel to Syria’s Baniyas port.

Despite the strained relationship between Moscow 
and Damascus, Syria’s interim government has 
turned to Russia to secure much needed oil 
shipments to address its critical energy needs.

TankerTrackers reported that Russia has, 
for the first time, dispatched 1m barrels of 
crude oil to Syria on board the sanctioned 
suezmax Sabina (IMO: 9524451).

Sabina departed Murmansk on March 17 
and was using its AIS data to signal Syria’s 
Baniyas as its destination, according to Lloyd’s 
List Intelligence data. The destination was 
changed to Egypt’s Port Said the next day.

It is common for vessels to indicate a false 
destination via AIS data when sailing 
to and calling at Syrian ports.

Overall, in terms of sheer volume of activity, 
Syria’s maritime trade under the interim 
government does not significantly differ from 
the previous regime, according to Raydan.

“I don’t see February as a unique month in port 
calls compared to 2024 when looking at both 
traceable and dark port calls. But I would say 
that Syria, under the new government, does 
not appear to be finding it difficult to source its 
imported commodities, including oil shipments.”

Shipping still far behind net zero trajectory, 
marine insurer data shows
FLEETS covered by a group of major hull insurers 
are falling a long way short of meeting International 
Maritime Organization decarbonisation targets, 
according to the third annual report from the 
Poseidon Principles for Marine Insurance.

While direct comparisons are not possible 
because of changes to methodology, the direction 
of travel seems to indicate shipping did even 
more poorly in 2024 than it did in 2023.

The weighted average of climate alignment 
scores against the minimum requirements 
of the International Maritime Organization 
greenhouse gas strategy last year was +24.8%.

Even on the more forgiving simple 
average yardstick, the misalignment was 
still +20.8%, the document says.

The IMO minimum target is a 20% reduction 
in emissions by 2030, on a 2009 baseline, 
and a 70% reduction by 2040, with the 
aim of hitting net zero by 2050.

Compared to the “striving” trajectory of 30% 
by 2030 and 80% by 2040, again looking for 
net zero by 2050, the industry came out in an 

even worse light. The weighted average was 
+30.8% and the simple average +26.7%.

Launched in December 2021, the PPMI 
commits members to gathering and 
publishing hull portfolio client data.

Full members include Fidelis MGU, Gard, 
Hellenic Hull Management, Navium, Norwegian 
Hull Club, SCOR, Swiss Re Corp Solutions, 
Victor Insurance, AXA XL and Skuld. 
There are also nine affiliate members.

Once an individual vessel’s actual emission 
intensity has been calculated by its hull insurer, 
it is then compared to the allowed emissions 
intensity for a vessel of its specific type and size.

The allowed emissions intensity is calculated 
using a continuous emissions intensity baseline, 
to indicate whether the vessel’s emissions are 
on course with a given decarbonisation goal.

Results are collated by the Global Maritime Forum, 
a Denmark-based non-governmental organisation.
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Scores for the rest of the marine insurance 
sector remain unknown, but there is no 
reason to believe they would be any better.

“While the global shipping fleet’s overall 
emissions are currently not aligned with the IMO 
decarbonisation trajectories, both signatories 
and affiliate members remain dedicated to 
supporting the shipping industry in achieving its 
emissions reduction targets,” the report insisted.

“In addition to reporting that an increased 
number of their vessels run on, or are ready to 
run on, alternative fuels, signatories also noted 
a continued commitment to collaborating with 
clients and other stakeholders who are developing 
new technologies, making sure operations are 
efficient, and using alternative fuel types.”

The two previous reports used a framework 
the IMO has now discarded, and the new 
benchmarks represent a slightly raised bar.

But simple averages for the net zero 
pathway were +23.8% in the 2024 report 
and +20.8% in the 2025 report,

The numbers do not cover the signatories’ entire 
hull and machinery portfolios, as not all clients 
reported data back to the insurance providers.

In addition, the standard industry practice 
of each ship having not just a primary 
insurer but several secondary insurers adds 
to the complexity of data collection.

It is also important to note that decarbonisation 
is a responsibility of shipowners rather than 
hull insurers, who are effectively leveraging 
emissions data in the interests of transparency.

ANALYSIS

Ship finance is also struggling to go green
SHIP finance is facing challenges going green, as 
a tight market makes it harder to offer discounts.

Lenders and financiers are trying to green their 
portfolios and help owners install energy saving 
devices. But market conditions and technical and 
regulatory uncertainty are proving difficult.

“The only way to really address the challenges 
that are ahead of us is to spend more money,” 
Pelagic Capital executive director Tobias 
Backer said, speaking at a Reed Smith green 
ship finance event in London on Tuesday.

“That needs more capital. And honestly, I have no idea 
where that money’s going to come from,” he said.

Backer said by one estimate shipping needed an 
estimated 60% increase in capital to make the 
needed investments in the energy transition. 
But that capital “simply isn’t there”.

DNV head of shipping advisory practice Jan-Henrik 
Huebner said changing standards meant what was 
green five or six years ago might not be green today.

“The uncertainty is a problem,” he said.

Some shipowners demanded sustainability 
discounts, but were unwilling to make 
their ship greener to get it.

Huebner added that competition 
among the banks was fierce.

“Many shipping companies have paid 
back loans; you’re all sitting on cash 
that needs to be spent,” he said.

“There’s tight margins and you’re probably not in 
a position to give big discounts for green loans.

“Of course, every shipowner assumes that he 
could get 20, 30, whatever basis points discount 
on that, [which] I think is impossible.”

Lenders also took on reputation risk if the 
client “green-stamps a loan which in the end 
isn’t so green”. This could discourage lenders 
from doing such deals, Huebner said.

SMBC Bank managing director Guillaume 
Dufour said standards in sustainable finance 
had become more stringent and this had 
helped reduce the risk of greenwashing.
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Dufour said in the absence of alternative fuels, 
his bank tried to help the cause by financing 
newbuildings — a move “not as trivial as what 
it may seem”, given today’s high prices — as 
well as helping shipowners find green fuels, 
and providing green loans and bonds.

The Japanese bank could act as offtaker 
on, say, green methanol to bridge the gap 
between the fuel cost and project finance 
if it made sense to do so, Dufour said.

Greenheart Management technical director 
Nikos Benetis said his company — part of 
asset manager Hayfin Capital Management 
— planned green upgrades for the ships 
it took on, from their first drydock.

Benetis said in one example, Greenheart 
used a third-party consultant to predict the 
cost and returns of possible upgrades for 
a ship before drydock, with the charterer 
agreeing to pay 70% of the cost.

It delivered a 10% improvement, which would 
equate to about $500,000 in bunkers saved 

and 2,400 tonnes of CO2 saved in year one.

“These are direct receivables; returns which make 
sense to the charterer,” Benetis said. “That’s an 
indirect way of investing in new technologies.”

Backer said he did not expect the US’ 
green policy rollback under Donald Trump 
to hurt the maritime green transition, 
likening it to the switch to electric cars.

“At the end of the day, this is a transition that 
is happening,” he said. “It may be slowed down 
or delayed, but overall this is happening.” 

Dufour said sustainability finance volumes 
across all sectors in the US were down 70% 
since the beginning of the year, and there 
was caution from borrowers and insurers.

“In Europe the volumes are slightly 
down, but they’re stabilised,” he said. “So 
clearly don’t see the same effect.”

Most shipping lenders were in Europe or Asia, not 
America, so lending appetite would not reduce.

Cargo insurance premiums at ‘punishing and 
unsustainable’ levels
THE SOFT market for cargo insurance has hit 
“punishing and unsustainable” levels, with market 
discipline and improved pricing adequacy needed to 
address a sequence of ‘relentless downward spirals’, 
an industry audience will hear on Thursday.

So reads the advance billing for a panel discussion 
at the Cargo Insurance London conference, which 
takes place on Thursday and will likely draw several 
hundred attendees from London and beyond.

The issue will be addressed by Richard Hill 
of Cambiaso Risso, Canopius’s Donna Young, 
Christopher Hicks of Liberty Specialty Markets, 
Matthew Barkhurst of Cardinal Health and 
McGill and Partner’s Gordon Longley.

The organisers might be stating the case in the 
strongest possible terms. Market sources tell Lloyd’s 
List that cargo insurance is still a profitable line.

If anything, it is making more money than it 
did towards the back end of the 2010s, prior to 
the Lloyd’s Decile 10 process, which effectively 
ordered the shutdown of underperformers.

But there is no doubt that the niche has seen 
rates suffer of late, largely under the influence 
of new capacity, attracted to cargo precisely 
because it was looking attractive again.

London underwriters are said to be conceding 
discounts in the 5%-10% range to better-
performing accounts. Conditions in the US 
appear to be more competitive still.

That in itself represents a reversal of fortune 
compared to just two years ago, when 
premiums climbed on the back of high 
commodity prices, inflation and positive 
rate environment for underwriters.

Cargo remains the biggest book in marine 
by some distance, with premiums up 6.2% to 
reach $22.1bn last year, according to statistics 
revealed at the International Union of Marine 
Insurance conference in Berlin last September.

That makes it twice as large by volume 
as marine hull, where premiums totalled 
$9.2bn in the same period.
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Obviously the product is usually bought by 
cargo interests, notably including the big 
trading and mining houses, charterers and 
freight forwarders and logistics companies. 
But many commodity producers operate their 
own fleets, making them shipowners too.

Rates are based on a fraction of cargo value, 
with the range of goods carried obviously widely 
disparate, given sharply different levels of risk.

Annual covers are available for assureds who ship 
the same sort of goods on dedicated routes.

As usual in marine insurance, there are discounts 
for assureds with long-term relationships with their 
insurers and big players that need coverage for 
high volumes. There are also no-claims bonuses.

But essentially, every policy is bespoke, depending 
on the needs of the individual clients. For instance, 
they can cover transit alone, transit and storage, or 
be applicable at all stages of a product’s lifecycle.

“It’s a huge market and the premium 
base will continue to grow,” said Brook 
Styles, head of cargo at Markel.

He also noted an improvement in loss trends since 
2019, paralleling improvements in shipping safety.

But as well as the new capacity, insurers that have 
written cargo for a number of years are looking to 
grow their portfolio. The laws of supply and demand 
work as anyone would expect, Styles added.

Additionally, cargo faces the same 
political challenges as other disciplines 
within the marine sector.

Outlook for world trade

Among the uncertainties is the outlook for 
world trade, which could take a knock from 
the recent US-led turn to protectionism.

A recent projection from Dutch ING Bank 
suggests that while world trade is set for growth 
this year, it could contract by up to 3% in 2026.

But with announcements from Donald Trump’s 
White House apt to change literally day by 
day, all such predictions must necessarily be 
even more tenuous than they usually are.

The expectation is that tariffs will entail broadly 
commensurate increases in cargo insurance 
premiums, because the final selling price of 
goods is the most important single element 
used by underwriters drawing up quotes.

The increase will not be 1:1, so 25% tariffs don’t 
exactly mean 25% rate hikes, and there will be 
other adjustments for risk. But the relationship 
probably won’t be too far off that. Given the 
increased value at risk, the additional money 
won’t end up in underwriters’ pocket, and the 
impact will ultimately be felt by consumers.

The impact of the Houthi onslaught on merchant 
tonnage in the Red Sea is one of the issues that 
will be addressed in a panel discussion, with 
speakers including David Pressman of Markel, 
Alex Smith of Ascot and Howden’s Ellis Morley.

The Sounion (IMO: 9312145) casualty alone is 
thought to have cost the cargo market $70m, with 
Italy’s Generali leading the slip on the 150,000 
tonnes of Iraqi crude on board the blazing tanker.

The casualty has meant higher cargo rates 
for vessels still transiting the Red Sea. Most 
owners have rerouted round the Cape of Good 
Hope, but that has meant an attendant increase 
in losses on account of heavy weather.

Two CMA CGM boxships illustrate the 
potential pitfalls. In July 2024, CMA CGM 
Benjamin Franklin (IMO: 9706891) lost 44 
boxes and suffered damage to another 30.

The following month, CMA CGM Belem (IMO: 
9938286) lost 99 containers, equivalent to almost 
half of all the containers lost at sea in 2023.

Sanctions — particular those imposed by the US, 
EU and UK against Russia — are another live issue, 
impacting cargo routes and costs. A presentation 
from David Savage, a partner at law firm HFW, 
will discuss the implications for cargo premiums.

There has also been a noticeable increase in theft 
and fraud claims impacting insureds’ goods. 
Criminals are getting more sophisticated and 
making use of the latest technologies. This issue 
will be discussed at the conference by Juan 
Carlos Martinez of CargoCorp Underwriters.
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OPINION

The tides are turning: a call to action to secure 
Europe’s maritime future
THE tides of European history are turning, and 
each day brings a new reminder of the huge 
challenges the future holds for our continent from 
agile and well-supported rivals across the globe.

Europe’s position as a shipping superpower, 
controlling 33.6% of global tonnage, 
has always given her major advantages, 
providing economic resilience, trade 
security and industrial competitiveness.

But with geopolitical tensions and technology 
reshaping supply chains, energy security and 
our industries, it is not an understatement to 
say we stand at a pivotal moment in which 
Europe cannot afford a fragmented approach to 
its most strategic industry. Circumstances call 
for decisive action to maintain the continent’s 
advantages as a global leader in maritime trade.

The strategic role of shipping 
in Europe’s economy

Shipping is and always has been the backbone of 
the European economy, moving 75% of the EU’s 
external trade, directly contributing €58.5bn 
to EU GDP, and supporting 1.4m jobs globally. 
Greece, as the leading maritime nation in Europe, 
represents 61.5% of the EU-controlled fleet. In this 
respect Greek shipping is European shipping.

This all shows shipping is more than just another 
industrial sector. It is a lifeline for European 
commerce, energy security, and industrial 
supply chains. Yet, despite its importance, 
European shipping faces growing regulatory 
complexity and uncertainty that threatens its 
global standing. As former European Central 
Bank president Mario Draghi clearly stated in his 
recent report, these hurdles are putting European 
business at a “competitive disadvantage”.

The FuelEU Maritime Regulation and the 
extension of the EU Emissions Trading System to 
maritime transport are examples of how regional 
regulations for an international industry like 
shipping, if not aligned with global frameworks set 
by the International Maritime Organization, risk 
undermining Europe’s competitiveness without 
delivering meaningful environmental benefits.

A global industry with globally moveable 
assets requires global solutions. The EU’s 
Industrial Maritime Strategy now presents an 
excellent opportunity to create a comprehensive 
framework for a thriving EU shipping sector, 
provided that it focuses on the whole shipping 
ecosystem, including the core shipping sector 
which is the pillar of the EU maritime cluster.

Investing in a sustainable future

The industry has already made significant strides 
in decarbonisation when you consider that over 
the past two decades, global shipping activity 
has doubled, yet its share of CO2 emissions has 
declined. Greek shipping remains a leader in this 
transition, operating the world’s largest fleet of 
alternative fuel-capable vessels. Some 43% of 
our fleet is now equipped with Energy Saving 
Technology compared to a global average of 39%.

However, the route to full decarbonisation 
remains difficult especially given that many 
technologies we need either do not yet exist at 
scale or are not available on the market. What is 
clear is the requirement for substantial investment 
amounting to an estimated €39bn per year from 
2031 to 2050, according to the Draghi report.

Yet at this time of acute need for finance, stricter 
EU capital requirements for banks have actually 
helped to precipitate a significant €149bn fall 
in ship financing between 2013 and 2023.

Nonetheless, the energy transition is an 
opportunity. If Europe acts decisively, it 
can lead the way in maritime innovation, 
securing its position as a centre for sustainable 
shipping and advanced shipbuilding.

Decisive action can entail using the Innovation Fund 
and the EU’s Sustainable Transport Investment 
Plan for bridging the price gap between alternative 
and fossil fuels and for targeted financial support 
for green technologies including carbon capture 
solutions. Decisive action should entail the 
inclusion of alternative marine fuels in the Clean 
Industrial Deal accompanied with measures that 
lead fuel suppliers to ensure the availability of 
viable, safe alternatives at commercial scale.
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With our most important asset being our people, 
investment in maritime education and upskilling 
to prepare our workforce for the digital and green 
transition is, above all, an absolute priority.

A call for unified action

I’m outlining these objectives at the European 
Shipping Summit in Brussels this week. They 
will only be achieved through a coordinated and 
collaborative effort between policy makers and 

industry leaders. We must move beyond fragmented, 
short-term decision making and instead embrace 
a cohesive, long-term maritime strategy that 
balances sustainability and global competitiveness.

If we fail to act, we risk ceding our leadership 
position to other global maritime powers. 
If we succeed, we will set a course for 
prosperity, innovation and resilience 
in the face of global uncertainty.

MARKETS

Boxship charter rate fall expected as freight 
markets decline
CONTAINERSHIP charter rates appear set for a 
correction because most freight markets continue 
to decline amid a big influx of newbuildings, which 
is set to reduce demand for chartered boxships. 
But with no sign of a mass return to Red Sea 
routings the impact is likely to be limited.

Alphaliner reports the container charter 
market has continued to perform “very well” 
in the past two weeks despite of multiple 
uncertainties the sector is facing.

“Demand remains strong across the board 
for most sizes of ships although charterers 
are displaying greater caution when it comes 
to fixing ships a long time in advance or 
for extended periods,” said Alphaliner.

It notes that charter rates remain stable, at healthy 
levels, for all size segments with an upward 
momentum observed for the 1,500 teu-1,900 
teu segment and in the sub-1,000 teu sizes.

Nevertheless, Alphaliner warns a downturn 
in the charter market could be coming.

“With charter rates historically following the 
evolution of freight rates with a lag, it has to be 
feared that, unless the freight trend is reversed, it 
is only a matter of time before the charter market 
starts tumbling as well,” said the analyst.

“The 1.7m teu of newbuilding capacity due 
to hit the water by the end of the year will do 
little to help, especially if demolition sales fail 
to pick up significantly,” added Alphaliner.

However, as Houthi rebels appear to be set to 
resume attacks on shipping in the Red Sea this will 
delay any mass return to the shorter Suez route 
and help to delay potential fleet overcapacity.

Shipbroker Braemar reported a high number of 
reported fixtures in the past week. In spite of 
various freight indices declining since January 
this has not stopped container line operators from 
actively looking to cover open tonnage requirements.

“If carriers fail to stabilise freight rates, we 
could see an increase in surplus tonnage being 
released into the market. However, the supply 
side remains extremely tight, so we do not 
anticipate any major shifts or changes in the 
charter market for now,” said Braemar.

Recently reported fixtures included the 2007-built 
panamax Rena P (IMO: 9301859). The charter of 
this 4,250 teu ship was extended by Hong Kong’s 
OOCL for 38 months at a daily rate of $35,000.

In the feedermax segment, Zim has extended the 
charter of the 1,717 teu Ophelia (IMO: 9765586) for 
up to 25 months for $22,750 per day, while CMA 
CGM extended the 1,700 teu Alejandrina (IMO: 
9431630) for 18 months at a daily rate of $22,000.

Meanwhile, Singapore-headquartered 
feeder operator Bengal Tiger Line secured 
the 1,510 teu TB Jinjiang (IMO: 9143116) 
for up to one year at $21,750 per day.

In the small feeder segment, SITC fixed the 
1,132 teu Oriental Bright (IMO: 9412804) at a 
daily rate of $17,500 for a 20-month charter.
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LNG shipping rates have bounced off bottom 
but they’re still very weak
SHIPPING is prone to recency bias — 
comparing today’s rates to the most recent 
levels and not putting them in historical 
context. LNG shipping is a case in point.

Rates for LNG carriers are indeed up versus their 
recent nadir. That’s certainly good news. But if you 
look further back, rates are still extremely low.

“The rebound in the LNG spot market 
continued last week,” said Clarksons analyst 
Frode Mørkedal on Monday. “West of Suez, 
a surge in cargo requirements for April gave 
owners the opportunity to push rates higher, 
with limited tonnage available in the basin.

“East of Suez, the market was more muted, leaving 
rates in the region unchanged. However, availability 
of suitable tonnage in the Pacific is limited, with 
a significant portion of vessels turning warm. An 
incoming requirement towards the end of the week 
left owners in anticipation of a tightening market.”

A shipbroker also struck a positive tone in a report 
on Friday. “Spot charter rates are on the rise. Several 
shipping requirements have been surfacing in both 
basins, maintaining a decent level of activity.”

The broker pointed to trader and portfolio player 
requirements in the Atlantic for April and the first 
half of May for US Gulf loadings to Europe, and in 
the east-of-Suez market for loadings in Australia 
and the Middle East for deliveries to southeast Asia.

Spot rates bounce off the bottom

Spark Commodities reported that spot rates for two-
stroke LNG carriers in the Atlantic basin rose by 
$6,250 per day last week, to an average of $25,750 
per day. Spot rates in the Pacific rose $2,250 per 
day last week, to an average of $19,750 per day.

Recent spot rate gains are off historic lows 
of just $3,500 per day in the Atlantic in late 
January and $9,500 per day in the Pacific 
in February. Current spot rates in both the 
Atlantic and Pacific are still around half their 
historical averages for this time of year.

Period rates also rise from bottom

The LNG shipping period market has also shown 
improvement, but not much, and term rates are 

still very low versus prior years. Recent gains 
are more of a plateauing than a rebound.

The Baltic Exchange index for three-year 
periods for two-stroke LNG carriers was at 
$48,200 per day last week. Three-year rates 
have held up better than shorter terms and the 
index has been stable since late January.

The latest three-year period assessment is 
up 11% from the low hit in mid-December, 
but it is down 40% from a year ago and is 
about one-third of rates two years ago.

The Baltic index for one-year charters was 
at just $23,575 per day last week, up only 
5% from the low in late February. It is down 
70% year on year, and the one-year rate at 
this time in 2023 was seven times higher.

The index for six-month charters was at 
only $17,150 per day last week, up 13% from 
the mid-February low. The index is down 
71% year on year, and the six-month period 
rate two years ago was 7.7 times higher. 

Troubling supply-demand balance

Mørkedal outlined the broader dilemma for LNG 
shipping in a March 12 client note on Cool Co.

“The LNG carrier market remains weighed down by 
vessels tied to delayed liquefaction projects or ramp-
ups being re-let into the spot market,” he wrote.

“Oversupply remains the key underlying 
challenge for LNG carriers, with remaining 
deliveries in 2025 amounting to 13.3% of the 
existing fleet. Deliveries in 2026 amount to 
13.4% of the existing fleet, before growth slows 
significantly towards the end of the decade.

“On the demand side, Clarksons Research projects 
tonne-mile demand growth at just 3.9% in 2025 due 
to increased US-Europe trade and timing of export 
capacity ramp-up skewed towards the second half. 
In 2026, demand growth is expected to reach 16.7% 
on the back of continued ramp-up of projects and an 
increase in long-haul US-Asia trade,” said Mørkedal.

This supply-demand equation implies a rough 
2025 for LNG shipping, regardless of recent 
upbeat news on bouncing spot rates.
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IN OTHER NEWS

The marine market must work 
together to improve shipping safety
THE shipping industry is not 
only lagging behind many other 
industry sectors in terms of 
safety, but its performance 
continues to deteriorate with 
an increasing number of 
incidents and fatalities.

The Allianz Shipping and Safety 
Review reported a 10% increase 
in maritime incidents globally 
over the past three years 
and, according to Lloyd’s List 
Intelligence data, there has been a 
similar increase in the frequency 
of incidents involving a fatality 
each year for the last five years.

Other industries continue to 
make progress. One example is 
the airline industry, where the 
number of fatal incidents and 
fatalities have both improved 
by 85% in the past 10 years.

Trump and Putin to negotiate 
Black Sea ceasefire
PRESIDENT Trump and 
President Putin agreed to a 
“movement to peace” that 
would include a ceasefire in 
the Black Sea, the White House 
said in a press statement.

The two world leaders spoke on 
the phone on March 18 about 
the conflict in Ukraine. Putin did 
not agree to the broader 30-day 
ceasefire the US negotiated 
with Ukraine during talks in 
Saudi Arabia last week, but did 
agree to a 30-day halt on strikes 
on energy infrastructure.

White House press secretary 
Karoline Leavitt said the conflict 
in Ukraine “should never have 
started and should have been 
ended long ago with sincere 
and good faith peace efforts”.

Fredriksen buys 10% 
stake in Star Bulk
JOHN Fredriksen has purchased 
a 10.07% stake in Star Bulk, which 
operates one of the biggest 
dry bulk fleets on the water.

Famatown Finance, which 
is controlled by Fredriksen, 
acquired 11.8m shares of Star 
Bulk according to a US Securities 
and Exchange Commission 
filing. That deal is worth some 
$196.8m at Star Bulk’s share 
price of $16.68 seen at the market 
close on Tuesday, March 18.

The deal comes only a few weeks 
after Fredriksen sold his 40.4% 
stake in fellow dry bulk operator 
Golden Ocean to Saverys-led 
CMB.Tech for nearly $1.2bn.

Crowley’s US-flagged gas carrier to 
ship LNG from US Gulf to Puerto Rico
CROWLEY Maritime has 
announced its recently acquired 
liquefied natural gas carrier 
has been reflagged to the US 
and will operate on the US 
Gulf to Puerto Rico route. 

The Jacksonville-based shipping 
conglomerate said the 1994-
built, 130,305 cu m American 
Energy (IMO: 9030802) will 
regularly deliver US-sourced 
LNG to Naturgy’s facility in 
Penuelas, Puerto Rico under a 
multiyear agreement, and will 
become the first US-flagged gas 
carrier to deliver domestically 
produced LNG to the island.

Under a 1920 law known 
as the Jones Act, cargoes 
carried between two US ports 
must be carried on US-built, 
flagged and crewed ships.

Harbor Lab introduces AI feature 
to optimise port cost analysis
HARBOR Lab, an Athens-based 
maritime technology company 
that aims to transform port call 
management and disbursements 
analysis in the shipping 
industry, has launched a new 
artificial intelligence-powered 
feature for its platform.

The company said that the 
new feature, dubbed HL 
AI, is designed to optimise 
disbursement account (DA) 
analysis and streamline port 
expense management.

The launch is seen as a step 
towards fully integrating AI into 
Harbor Lab’s entire platform 
ecosystem, “helping shipowners 
and operators unlock efficiency 
and major cost savings in 
daily vessel operations”.

Euroseas completes spin-off 
amid strong boxship demand
EUROSEAS, the Aristides Pittas-
led owner of 22 containerships 
and another two on order, 
has completed the spin-off of 
EuroHoldings, a new vehicle 
for older boxships with the 
flexibility to pursue other 
maritime opportunities.

All the shares in EuroHoldings 
were distributed to shareholders 
this week according to their 
shareholdings in Euroseas and 
the new company has listed on 
Nasdaq under the ticker “EHLD.”

The company starts with 
a fleet of two ships , both 
hailing from the 1990s.

Hafnia co-founder steps down
CO-FOUNDER of tanker owner 
Hafnia Erik Bartnes will step 
down from his role as non-
executive director after 14 
years at the company.
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Bartnes will vacate his 
role formally after Hafnia’s 
AGM on May 14.

Hafnia chairman Andreas 
Sohmen-Pao thanked Bartnes 
for “his involvement from the 
establishment until Wednesday 
as a co-founder, investor and 
executive chairman until the 
merger with BW Pacific in 2019”.
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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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