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US port fees could ‘cripple’
Caribbean, force islands to
buy more from China

e TN

THERE is a range of reactions in the shipping industry to the US
port fee plan. On one end: This is so ridiculous and self-defeating
that it’s impossible for it to go forward. On the other: Look at what’s
happened in the first two months of Trump 2.0 — anything

is possible.

There are examples of unintended consequences in every shipping
lane. One of the most extreme cases is in the Caribbean, where the
US Trade Representative plan, if approved as written, would

be devastating.

The USTR port fee plan would charge $500,000-$1m for every
US port call by an operator with Chinese-built ships in its fleet,
regardless of vessel size.

This is a triple whammy for the Caribbean, which is uniquely
vulnerable to fee fallout. Caribbean services use a very high
percentage of Chinese-built tonnage, shortsea routes lead to a very
high number of US port calls per year, and vessels in the trade have
very low capacities, inflating the port fee cost per container.

The US port fee plan, which is partially designed to punish China,
would push the Caribbean to buy more goods from China. US ship
operators and exporters would lose out. Caribbean businesses and
residents — and American tourists — would be caught in

the crossfire.
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Why Caribbean is so vulnerable

The Caribbean islands, due to the nature of the
trade and the port facilities, are served by small
containerships. These vessels are operated by
US-owned businesses in Florida. The members of
the Caribbean Shipowners Association (CSO) —
Crowley, Hybur, King Ocean, Seaboard Marine and
Tropical Shipping — have 56 vessels serving the
islands, ranging in size from 170 teu to 1,300 teu.

A $1m fee equates to $400 per feu per call for

a 5,000 teu vessel in east-west trades serving
larger US ports. A $1m fee equates to $2,000 per
feu per call for a 1,000 teu ship in the Caribbean,
and $4,000 per feu for a 500 teu ship.

The Caribbean market is heavily reliant on Chinese-
built tonnage, simply because China is the primary
builder of small containerships. Using Chinese-built
ships in the Caribbean is effectively unavoidable.

Chinese-built ships comprise 45% of the
aggregate fleet of CSO member lines. According
to data from Lloyd’s List Intelligence, 51% of
containerships in operation with capacity of
500 teu-1,999 teu were built in China, and 75%
of containerships on order with capacity of
2,999 teu or less are being built in China.

Data on 2024 containership calls at all US ports
shows that those with capacity of 1,000 teu-1,999
teu were by far the most heavily weighted toward
Chinese-built tonnage — at 61%. These are largely
the ships serving the Caribbean out of Florida.

In contrast, the Chinese-built share is less
than one-fifth of that, just 11%, for the 5,500
teu-9,999 teu containerships that predominate
in the higher-volume Asia-US trades.

Florida ports handle a disproportionately higher
number of calls by Chinese-built vessels due to the
preponderance of small containerships constructed
in China, as well as the high frequency of calls,
given the short sailing distance to the islands.

According to Lloyd’s List Intelligence data,
three Florida ports — Port Everglades, Miami
and Palm Beach — are among the top 10 US
ports measured by the number of Chinese-
built ship calls in 2024 (including all segments:
containerships, bulkers, tankers, etc.).

In 2024, 94% of all calls in Palm Beach were by
Chinese-built ships, versus only 19% in
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Los Angeles. Palm Beach handled more calls by
Chinese-built ships than Los Angeles, even though
Los Angeles had five times as many total calls

and reported 36 times more teu throughput.

Impact on US businesses and
Caribbean economies

US ship operators serving the Caribbean have
filed comments with the USTR on the port fee
proposal, stating that they could not survive it.

Seaboard Marine said the port fee “would
have the unintended consequence of putting
US-owned carriers like Seaboard Marine out
of business”. The company’s chief executive,
Edward Gonzalez, testified at the USTR
hearing in Washington, DC, on Monday.

The CSO estimated that aggregate port fees
charged to its member lines would be as high
as $69m per week, or $3.6bn per year — “more
than five times the total gross revenue of the
CSO members in the CSO trades during 2024

“It is self-evident that this enormous cost cannot be
absorbed by the CSO members. If the proposal is
implemented as drafted, the CSO members are faced
with the choice of going out of business, passing

the increased cost on to their customers, and/or
radically changing the way they do business.”

The Caribbean trade is very different from

the broader US container shipping market. In
other US markets, container trade is heavily
weighted towards imports, meaning that most
of the port fees would be passed along via
surcharges to US businesses bringing cargo in.

In the Caribbean trade, outbound volume
from the US is 12 times higher than inbound
volume, according to the CSO. Ship operators
would need to pass the port fee cost along to
US exporters, which in turn would have to
pass it along to buyers in the Caribbean.

The surcharge for US exporters transporting
goods to the Caribbean would be much higher
than the surcharge for US importers with
boxes arriving at larger US ports on board
larger vessels, because the USTR fee would
be spread over many fewer containers per

call in the case of the Caribbean trade.

“A significant portion of the export cargo
carried by our members is destined for hotels,
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resorts and cruiseship providers serving the
Caribbean,” said the CSO. If the cost of exports
increased, the cost paid by US vacationers

in the islands would have to increase.

The Caribbean population is also heavily
reliant on US exports of food.

Florida’s ports handle more containerised US
grocery exports than any other state, with

those boxes bound for the islands. The ports of
Jacksonville, Port Everglades, Miami and Palm
Beach account for a combined 36% of total US
containerised exports of grocery items, according
to data from the US Department of Agriculture.

The Caricom (Caribbean Community) Private
Sector Organisation said the US port fee plan would
have “devastating implications for the cost of food
imports” and would “raise the cost of imports to
astronomical levels, crippling economic activity.
The social and economic ramifications of such
measures by the United States are unthinkable.”

Caribbean businesspeople filed numerous
comments to the USTR, all negative.

Among the responses: “This tax will kill us.” It
will “destroy services to the Caribbean”. “This will
affect millions of people.” “You can expect Puerto
Rico and the US Virgin Islands to just shut down
and we will have to move to the mainland.” “This
proposal will be devastating.” “Just stop and think
for a moment how ridiculously stupid this idea is.”

Caribbean buyers already
looking for non-US sources

Caricom said that 43% of goods imports of its
island members come from the US. However,
there are options to shift to other suppliers.

The Caribbean region has seven large container
transhipment hubs: MIT, CCT and Cristobal on
the Atlantic side of Panama; Cartagena, Colombia;
Kingston, Jamaica; Caucedo in the Dominican
Republic; and Freeport in the Bahamas.

High-capacity containerships in Asia-US east coast
service and Europe-South America service call at
these hubs en route, dropping off cargoes for final
delivery to the islands. The Caribbean also sources
goods directly from Central and South America.

Tropical Shipping chief executive Tim Martin,
who testified at the hearing on Monday, said in
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his submission to the USTR that the port fee
proposal would “raise the cost of goods exported
from the US to the Caribbean, which would
cause a shift in the $92.3bn export business
away from the US to other countries”.

Preparations for this shift are already underway.

The mere threat of the US port fees has driven
some Caribbean importers to explore other
options, said David Ross, founder and chief
executive of Florida-based freight forwarder CFL
Agencies USA, in an interview with Lloyd’s List.

“About 60% of our business is in and out of the
US. The other 40% is global. We move cargo from
Asia and China into the Caribbean and Central
America. We move it from Turkey, Europe and
Brazil. We've got agents all over the world. All

of that stuff flows directly into the Caribbean
without coming through any US port.

“Our business from Asia and China into the
Caribbean is growing at a fast clip. Its also growing
out of Europe and out of Brazil.”

Ross said the Caribbean has already had two
“practice runs” for replacing US exports. “During
Covid, when things were shutting down in the US
and people couldn’t get some supplies in the islands,
we saw buying patterns shift to Central America,
Brazil and Europe. We also saw it with the ILA
[International Longshoremen’s Association] strike.”

Customers are reacting to the USTR port fee plan
by front-loading and looking at alternative sources.

“The conversation with our customers is:

‘If you're going to buy it, buy it now’,” said
Ross. “Make sure you get it, because we don’t
know what the impact will be. Maybe nothing
happens at all, but if you don’t get it now,

you might not be able to afford it later.

“Our customers are also looking at whether

they can buy products somewhere else: who the
supplier is, what the price is, what it costs to ship
it. These conversations are happening now.

“They are not waiting [for the final USTR
decision]. You could say: ‘This is not going to
happen’, but an astute businessman will say:
‘What if it does?’ I don’t think anyone is just
assuming this is not going to happen. They are
unsure about what’s going to happen, so they are
thinking about how they will figure this out.
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“The Covid experience and the strike
experience geared people in the Caribbean to
find other options when they see something

like this on the horizon. They’re saying: ‘If I

29

can’t buy it here, I'll buy it over there’.

WHAT TO WATCH

Trump’s car import tariffs add to vehicle

carrier operator woes

CONFIRMATION by the US government

that it will significantly increase tariffs on
imported cars is expected to have a significant
impact on vehicle carrier operators.

President Donald Trump confirmedon Wednesday,

March 26, that tariffs of 25% on all cars imported to
the US will come in to effect from April 2. Imported

cars are currently only subject to a 2.5% tariff.

At the same time, it was confirmed that 25% tariffs
will also apply on imported autoparts, effective
from May at the earliest, which is expected to

have a particular impact on container markets.

While the plans had been mooted by Trump in
January and so were hardly unexpected, car
manufacturers are now faced with thousands of
cars currently on board vehicle carriers arriving to
US shores after the new tariff’s implementation.

Fearnley Securities said on Thursday,
March 27, that the April 2 implementation
of the tariffs means there will be no

room for front-loading cargoes.

It expects stock exchange-listed vehicle carrier
operators’ shares to trade down on Thursday due
to expectations of reduced vessel load factors.

“Near half of all cars sold in the US last year
were imported, and it is quite clear for us
that a 25% cost increase for importers will
pressure car sales in the country further. All
else equal, we expect car volumes going into
the US to come down, negatively affecting
seaborne volumes and thus also car carrier
earnings,” noted Fearnley Securities.

As the world’s largest vehicle carrier operator,
and the provider of logistics services between
Mexico and Canada to the US, Wallenius
Wilhelmsen could be most hard hit by any
downturn in imported cars to the US.
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According to Lloyd’s List Intelligence data,
Wallenius Wilhelmsen vessels (including
those operated by its South Korean subsidiary
EUKOR and US-flag subsidiary American
Roll-On Roll-Off Carrier (ARC)) made a

total of 371 port calls in the US in 2024.

Oslo Euronext-listed Wallenius Wilhelmen’s
share price dropped from its 0900 hrs

CET Wednesday price of NOK82.2 to
NOK73.5 as of midday March 27.

A spokesperson for Wallenius Wilhemsen told
Lloyd’s List: “The 25% US import tariff on vehicles
and key automotive parts announced by the US
administration are expected to have implications
for manufacturers, consumers and markets.

“Tariffs, the likelihood of reciprocal measures
from impacted countries, and further escalations
can affect global trade flows and may have
long-term implications for supply chains.

“Wallenius Wilhelmsen’s business remains
diversified across markets, regions and
segments and we continuously adapt to
evolving global trade conditions.”

They added: “We monitor the situation
closely and are in constant dialogue with
our customers and stakeholders.”

In February, Wallenius Wilhelmsen chief
executive Lasse Kristoffersen admitted that US
tariffs could have a big impact on activity levels
at Wallenius Wilhelmsen’s logistics division.

The logistics division provides vehicle
finishing and delivery services to Mexican and
Canadian car factories, which export cars to
the US over their respective land borders.

However, Kristoffersen noted that while US
tariffs are likely to impact car volumes shipped
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to North America, they could provide for
additional seaborne exports of US-produced
vehicles, and the diversions of cars produced in
Mexico and Canada to other markets by ship.

The share price of fifth-largest operator

Hoegh Autoliners, which is also listed on Oslo
Euronext, was trading at NOK77 as at midday on
Thursday, down from Wednesday’s NOK82.4.

Commenting on the planned implementation of
significant US import tariffs, Hoegh Autoliners
chief executive Andreas Enger told Lloyd’s

List: “We have seen the news and will spend
the next few days assessing what this will

mean in collaboration with our customers.”

Car volumes moved by vehicle carriers from the
European Union, Japan, South Korea and the
UK are likely to be most affected by Trump’s
plans to boost US domestic car manufacturing.

Germany-headquartered Volkswagen Group, the
world’s second-largest car manufacturer, is the
biggest shipper of cars from Europe to the US.

Volkswagen utilises some shipping capacity
provided by the major vehicle carrier
operators but has its own dedicated fleet of
pure car and truck carriers for the US market.
They operate from the German North Sea
port of Emden to US east coast ports.

Volkswagen has four factories in the US that
could be ramped up to cater for a greater
share of locally manufactured cars.

Japanese and South Korean car manufacturers
already have significant production capacity

in North America but also have the highest
share of car exports to the US.

South Korea’s Hyundai Motor Corporation has
already announced plans to produce steel in
the US and expand local car production.

Veson Nautical ro-ro analyst Andrea de Luca
told Lloyd’s List that Japan and South Korea
will suffer the most from tariffs, given they are
the largest car-exporting nations to the US.

“Almost a third of Japan’s light vehicle exports
are sold to the US, whereas South Korea’s
exposure is even higher, at an eye-watering
circa 41%. Almost all are shipped on PCTCs.
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“The global vehicle carrier market has just
flipped from balanced to firmly negative for
the rest of 2025. This is based on vessel supply
growth of 10%, while car-mile demand is
expected to fall by 5%. This will drag down
freight rates and PCTC values,” said de Luca.

The UK’s JLR, which manufactures Land Rover
and Range Rover vehicles in the UK and Slovakia
for the US market, has no US manufacturing
facilities. North America, chiefly the US, is

JLR’s biggest export market, with 26% of its
annual car production sold on the continent.

JLR utilises the ro-ro services of combined
container/ro-ro vessel operator Atlantic Container
Line from the port of Liverpool for US exports.

ACLs chief executive Andy Abbott told Lloyd’s
List: “It’s too soon to determine exactly how this
will affect our westbound UK car and container
liftings, but it can’t be good. It will be interesting
to see how the stock markets react to the news.”

Abbott noted that historically, when US car sales
go down, “the rest of the economy follows”.

“When you tinker with car sales at a time when the
stock market is already jittery, you seriously push
the scale towards recession, because you push the
lower income people out of the new car market.
Car sales go nowhere but down,” said Abbott.

Lloyd’s List Intelligence data shows that of the
circa 700-strong deepsea vehicle carrier fleet,
471 of them called at US ports in 2024.

Car carrier liner services are relatively complex,
with some operating as pendulum or round

the world services inter-linking Asia with the
US via Australasia, the Middle East or Europe.
Any significant decrease in volumes will force
vehicle carrier operators to change service
trading patterns as US port calls are reduced.

Wednesday’s announcement on tariffs

follows the looming port levy expected to

be introduced by the United States Trade
Representative to target any operators of China-
built ships either in service or on order.

While much of the existing fleet was built by
Japanese and South Korean shipyards, most of the
180 vessel PCTC newbuilding orderbook is being
constructed in China. The vehicle carrier sector is
thus expected to be hit hard by the USTR’s levy.
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Whether either tariffs or the USTR levy actually
get implemented — at least for the long term —
remains to be seen. Both could ultimately just be
utilised to provide leverage for improved trading
terms, and reduced tariffs on US exports.

After all, most cars imported into the EU,
including those from the US, are subject to a
10% tariff presently (in other words, four times
higher than those imposed currently by the

US on imports of EU-manufactured cars).

IMO credit trading could see shipping pay to
pollute, says Cargill’s Dieleman

CARGILLS head of shipping has joined industry
and research groups backing a global carbon levy

set the levels and prices for compliance with a
set fuel intensity (GFI), as some plans have it,

and fuel standard, saying an IMO rule that relies on
credit trading would see the industry pay to pollute.

those levels “might get adjusted every year”.

But dry bulk carriers had to price business three to

On Monday, the International Maritime
Organization will start two weeks of talks

to approve mid-term measures to bring
shipping to net zero by or around 2050 in line
with its 2023 greenhouse gas strategy.

Speaking to Lloyd’s List ahead of the pivotal
MEPC83 meeting, Jan Dieleman backed

a greenhouse gas fuel standard paired

with a levy to subsidise or scale-up zero-

or near-zero emission (ZNZ) fuels.

“You can argue of course around what the
numbers should be in those,” he said. “But I
think a mechanism like that works really well,
because that’s how you can actually accelerate
the transition towards zero-carbon fuels.”

He added: “What you want to avoid is a scenario
where you get a pay-to-pollute kind of standard.”

Green shipping bosses at Maersk and Vitol have
warned in recent weeks that a GFS without a levy
would fail to raise enough money to give ZNZ
fuel makers the certainty they needed to invest.

This would push the industry towards short-
term fixes, such as biofuels and LNG, delaying
real decarbonisation, they argued.

Suissenégoce, a group of Switzerland-based
commodity traders, has made similar points in
policy recommendations ahead of MEPC83.

On Wednesday, the UCL Energy Institute warned
that such a regulation would also help China
corner the market for green fuels — much like

it did with electric vehicles and solar panels.

Dieleman said decarbonisation had to be
predictable to be investable. If the IMO had to
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five years ahead. So if one component constantly
changed, “that’s very, very difficult to deal with”.

The price of carbon had to be high enough

to force a switch to greener fuels rather than
paying to comply. “It needs to have some
significance, otherwise it’s probably not worth
all the hassle that we’re going through.”

Adding complexity and loopholes for easier
compliance created “the risk that it just becomes
a financial settlement, and we’re not really
transiting the industry to a zero-carbon future”.

“We’re not doing this to create an
additional trading tool in the industry,
we're doing this to transit an industry.”

Put funds back

Dieleman said something similar to the Fuel EU
Maritime fuel standard would help, paired with
a system to put funds raised back into shipping.

“There might be some tweaks that we
have to make over time,” he said of the
European Union’s regulation.

“But I think if you can get something
that the industry is already kind of
used to, it’s better than coming up with
something completely different again.”

The funds raised would be better spent
subsidising or bridging the price gap with
ZNZ fuels than on green R&D, “because

I think most of the R&D is done”.

Dieleman said even if the IMO failed to agree on
the best type of regulation, he was optimistic it
could deliver a step in the right direction. Even
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its less-ambitious proposals were a lot more
ambitious than what the EU has today, he said.

“Are we going to get something that exactly is going
to bring is to zero by 2050? Probably not. Am I
really worried about that? Not really either,” he said.

“I think if we can transit the majority of the
industry to those new fuels in the later part
of that decade, that’s real progress.”

MEPCS83 runs from April 7-11. Countries are
due to approve measures for adoption at an
extraordinary MEPC meeting in October,

to enter force from around 2027-28.

US files lawsuit for $47m of proceeds from
sale of Iranian oil offloaded in Croatia

THE US is seeking to forfeit $47m of proceeds
from the sale of an Iranian oil cargo that was
discharged in Croatia in 2022 and sold last year.

The Department of Justice announced the move

on Wednesday, stating that the proceeds were
forfeitable as “property of, or affording a person a
source of influence over,” the Islamic Revolutionary
Guard Corps or the IRGC Qods Force, both of
which are designated terrorist organisations.

In a complaint filed in the US District Court
for the District of Columbia on Wednesday,
prosecutors detailed the convoluted journey
that landed nearly 1m barrels of oil from Iran’s
Kharg Island in storage tanks at the Janaf
facility in Omisalj nearly three years ago.

The cargo was loaded in January 2022 by the
very large crude carrier Berg 1 (IMO: 9262168),
which was sanctioned by the US late last year.

Prosecutors alleged that the cargo then
underwent three ship-to-ship transfers before
Narcissus (IMO: 9232931), then named Okeanos,
discharged it in Janaf’s storage tanks on April
22, 2022, using fake shipping documents

that claimed it originated in Malaysia.

The cargo was stored by an unnamed Swiss
entity that acted on behalf of US-sanctioned
trader Triliance Petrochemical and was

the “purported owner of the petroleum
product”, according to the complaint.

The storage fees were paid for in US dollars, and
these transactions were conducted through

US financial institutions that would have refused
them had they known they were linked with
Iranian oil, the Department of Justice said.

In June of last year, the unnamed Swiss entity sold
the cargo to an unidentified international company,
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who in turn sold it to another unnamed international
company. The proceeds were then seized by the US.

The Swiss entity “has exclusively done business on
behalf of Triliance, selling oil products produced
in Iran” since 2022, prosecutors alleged.

They added that Triliance’s manager, Iranian
national Ali Bayandorian, convinced the Swiss
entity’s owner in early 2022 to “do all its business
on behalf of Bayandorian and Triliance, essentially
agreeing to provide [the Swiss entity]’s owner

with Iranian oil products on credit and allow

the profits of sales to be maintained in bank
accounts kept by [the Swiss entity]’s owner.”

The US has been pursuing Triliance and its
networks since it was designated in January
2020. Late last year, a US court approved
the forfeiture of nearly $12m connected

to shipments of oil and petrochemicals
facilitated by front companies of Triliance.

“We will aggressively enforce US sanctions
against Iran, in furtherance of US President
Trump’s maximum pressure campaign,”
said US Attorney Edward Martin.

“With the continued seizures of Iranian oil and
US dollar profits, we are sending a clear message
to Iran that bypassing the sanctions put in place
by the US Government is not as easy as playing
a shell game with tankers filled with oil.”

An expansion gone awry

The prosecutors allege that Bayandorian
intended to store the oil in Croatia to increase
the marketability of Iranian products in
Europe and “potentially to establish a future
purchasing stream to European buyers”.
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That ambition was likely quickly shattered
shortly after Okeanos’s Iranian oil cargo
first reached Croatian shores.

Following in Okeanos’s footsteps, another tanker
laden with Iranian oil, Olia (IMO: 9268112), then
Arc 1, was set to in Rijeka in early May. But the
tanker abruptly reversed course as it approached
the port after US advocacy group United Against
Nuclear Iran sent letters to the port of Rijeka,
port agents, and Croatian refineries, reminding

them of US policy regarding Iranian oil.

Arc 1 spent more than four weeks off Croatia before
awaiting a decision on whether its cargo would be
accepted or rejected by the Croatian government.

In August of that year, Arc 1 transferred its oil
via a ship-to-ship transfer to Phoenix I (IMO:
9236248), which then delivered it to China,
ending the cargo’s epic journey of over six
months and more than 17,000 nautical miles.

ANALYSIS

Russia gains more than Ukraine in vague

Black Sea deal

ANNOUNCEMENTS made by the US, Ukraine
and Russia regarding a ceasefire in the Black
Sea raised more questions than answers given
the notable lack of detail of what actually is

the deal and how it will be implemented.

While we await further details, what is clear is
that in its current state this agreement would
not have a tangible positive impact on Ukraine’s
seaborne trade, but it would help Russia.

Ukraine’s viable maritime routes are open and
arrivals to its operational Black Sea ports have
stabilised over the past year despite the risks.

According to Lloyd’s List Intelligence data, on average
more than 200 cargo-carrying vessels arrive to the
deepsea ports of Odesa, Chornomorsk and Yuzhnyi

every month, which is largely in line with pre-war levels.

Traffic volumes are also significantly higher
than what was recorded during the United
Nations-brokered Black Sea Initiative.

The BSI, which expired in July 2023 when
Russia withdrew from the agreement, facilitated
the safe export of agricultural products

from Ukraine’s greater Odesa ports.

Lloyd’s List Intelligence callings data shows
that from August 2022 to July 2023, the
period which the BSI was operational, some
957 vessels equating to 36.7m dwt called

at Odesa, Chornomorsk and Yuzhnyi.

Between August 2023 and July 2024,
Ukraine oversaw the arrival of 2,022
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ships equal to 63.2m dwt.

Russia, in its statement regarding the
ceasefire, suggests the possibility of
reimplementing this initiative.

The announcement read: “The Russian and
American sides agreed to provide for the
implementation of the Black Sea Initiative,
which includes ensuring safe navigation,
eliminating the use of force, and preventing the
use of commercial vessels for military purposes
in the Black Sea, while adopting appropriate
control measures by inspecting such vessels.”

When operational, the BSI ultimately
hindered Ukraine’s maritime trade as
Russia exploited its role in the mechanism
to slow and impede participating ships.

The BSI also restricted Ukrainian exports as
only agricultural goods were covered. Under
Ukraine’s independently run corridor there
has been a diversification in seaborne trade
with the return of container services.

Neither Ukraine’s nor the US statement on the
Black Sea ceasefire explicitly mentioned the BSI.

Ukraine will likely try to avoid any requirements
that would give Russia the power to infringe
upon its trade and limit export capacity.

“The BSI was only ever necessary from Ukraine’s
perspective to ease the undeclared Russian
blockade of the Gulf of Odesa,” said Control
Risks associate analyst Arran Kennedy.
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“Having effectively broken that blockade, Ukraine
does not need diplomatic agreements to keep

its Black Sea ports running but may have to

seek compromise to move forward negotiations
on a more comprehensive ceasefire.”

Given Ukraine’s independently run corridor is more
effective than the BSI and its operational Black Sea
ports have largely reached pre-war levels, analysts
argue only Russia will benefit from this ceasefire.

“Ukraine’s ports are open and operating around

the clock and Ukraine dominates in the Black Sea
theatre,” said Yoriik Isik, a geopolitical analyst from
the Istanbul-based consultancy Bosphorus Observer.

“Ukraine does not need this deal, but Russia
can certainly gain from it and is trying to
take advantage of president Trump’s ultimate
desire to say he’s made a deal, regardless

of what that agreement actually is.”

The statement from the US includes a provision that
says the US will “help restore Russia’s access to the
world market for agricultural and fertiliser exports,
lower maritime insurance costs, and enhance access
to ports and payment systems for such transactions.”

No details have been released on how
the US plans to accomplish this.

Leigh Hansson, partner in Reed Smith’s global
regulatory enforcement group, says the US may intend
to remove sanctions that have been imposed on
certain entities, or that relief may come in the form of
lessening certain restrictions on banking channels.

Russia’s announcement on the ceasefire stipulates the
deal will only come into force if certain restrictions are
removed, including sanctions on financial institutions
involved in agricultural trade and reconnecting these
institutions to the Swift international payment system.

Resilient Russian grains

While Russia is seeking to facilitate its
agricultural trade, this sector has been
resilient throughout the war.

“Russia has actually boosted grains
shipments since the start of the conflict,” says
Alexander Karavaytsev, senior economist

at International Grains Council.

“There was some setback in 2021/22 (July/June),
when wheat shipments dipped to 33m tonnes,
from around 38m in the year before, but that
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was in part linked to a much smaller harvest.”

According to data from the IGC, Russia’s wheat
shipments subsequently reached two successive
records, hitting 48m tonnes and 55.5m tonnes
in 2022/23 and 2023/24 respectively.

Russia’s strong grain output has been possible
in part because Western governments have not
directly targeted Russia’s agricultural trade.

However, the nature of sanctions has increased
the burden for those who engage in this

trade and there would be a benefit for Russia

if these restrictions are scaled back.

“Russia is already the world’s top wheat
exporter. Loosening constraints would cement
its dominance, particularly in price-sensitive
regions such as Africa and the Middle East,”
said Signal analyst Maria Bertzeletou.

“Fertiliser exports, though less hampered

by outright bans and more by logistical
bottlenecks, would also likely rebound — helping
reduce global agricultural input costs and
potentially supporting higher crop yields.”

Overall, sanctions lifting would have
broader strategic consequences,
particularly if presented as being driven by
humanitarian or food-security efforts.

“It would not only benefit Russian exporters
but also reconfigure freight flows, exert
downward pressure on commodity prices
and challenge the long-term coherence of the
sanctions regime,” says Maria Bertzeletou.

It remains unclear whether Russia’s demands will
be met with the White House saying it is “looking
into” the Kremlin’s requests relating to the ceasefire.

Piotr Majda, Eurasia analyst at Dragonfly
Intelligence, says it is difficult to imagine conditions
on maritime insurance, Swift and sanctions being
met, if even possible, without Europe’s participation.

Russia has also not clarified whether it is expecting
just the US to ease sanctions or if it is seeking
similar responses from the UK and EU.

“A rapid fulfilment of all of those [Russia’s]
preconditions is very unlikely, in our assessment,
as it would not only remove some leverage

over Russia but also allow for new ways of
sanctions circumvention,” said Majda.
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Greek flag continues to sink despite new

digital platform

STEADY declines in the volume of the Greece-
flagged merchant fleet continued last year,
according to newly released data from the
official Hellenic Statistical Authority (Elstat).

The fleet shrank by 2.3% to 35.6m gt in
the 12 months to January 2025, following
a 4.1% decrease the previous year.

The number of vessels under the Greek flag,
however, increased last year by 18 vessels,
or 1%, after a small drop in 2023.

In terms of number of vessels of more than

100 gt, Elstat’s cut-off point, passengerships
account for more than a third of the fleet
registered in Greece. Tankers, however, account
for two thirds of the registry’s tonnage.

In January, the tanker fleet stood
at 409 vessels of 24.6m gt.

Proportionately, the dry cargo segment
lost the most tonnage last year, dropping
5.7% to 355 vessels of 9.6m gt.

Shoring up the national shipping registry will
be one of the priority topics for the country’s
recently appointed minister of shipping

and island policy, Vassilis Kikilias.

He was appointed minister in a general
cabinet reshuffle two weeks ago,
replacing Christos Stylianides.

A new electronic platform to facilitate registrations
and other registry functions that was introduced

to much fanfare last summer appears to have had
little impact on the fortunes of the Greek flag so far.

The outgoing minister this month said
that so far 17 vessels had been signed up
electronically with four more in the pipeline.

One senior shipowner told Lloyd’s List this week
that his company had turned away from the
registry for many reasons, chief among which
was that it was “sclerotically bureaucratic”.

Issue related to national manning requirements,
availability of crew, the national seaman’s
pension fund requirements, red tape for
seafarers to join their vessels and other
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cumbersome procedures, he said.

In terms of its safety and port state control
records, as well as prestige, the Greek flag remains
highly regarded and is maintained primarily

by a small cadre of loyal major shipowners.

But the proportion of Greece-owned shipping under
national flag has been sinking steadily since about
1980 when the Greece-flag fleet was at its peak.

The trends have also been highlighted in the latest
annual information paper on Greece-controlled
shipping of more than 1,000 gt that is prepared
by the Greek Shipping Co-operation Committee.

The latest instalment released this month showed
that the Greek flag now represents just 13.8% of
the capacity of the Greece-owned fleet, putting it
behind Liberia, the Marshall Islands and Malta.

The study said the Greek flag had “slightly
decreased” by a net 16 vessels and 3m dwt,
leaving it with 480 ships of 48.7m dwt.

“This reflects the need for the Greek flag to be less
bureaucratic and more flexible,” the GSCC said.

The annual GSCC surveys for the past 36 years
have generally shown the overall Greece-
owned fleet on an upward trajectory but the
last year was one of the few exceptions.

During the 12 months to March, it declined
by 0.3% to 354m dwt, although Greeks owned
nine vessels more than 12 months ago.

The fleet on order at shipyards, however,
increased by 23% over the past year, indicating
“a larger interest in new technology vessels

by Greek owners,” according to the GSCC.
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MARKETS

Swedish Club brings CoR right side of the line

THE Swedish Club has posted increased
profits of $34m for 2024, up from $30m last
time round and a loss of almost $42m in
2022, according to an announcement from
the Gothenburg-based marine mutual.

Free reserves rose to $217m, up from $184m a
year earlier, thanks to favourable investment
returns on the back of rising stock markets.

Underwriting performance also improved,
with a combined ratio of 98% across all
insurance classes, down from 102% last year.

The club said the trend reflected disciplined risk
selection and positive premium development
throughout the portfolio. Retention was 97%.

Managing director Thomas Nordberg said

TSC held “strong positions in all key shipping
markets” and that despite challenging regulatory
and geopolitical pressure, the club will continue
investing in capabilities that enhance its

agility and risk management expertise.

No figure was given for entered tonnage. But
according to brokers’ reports, owned entries last
year aggregated 54.9m gt, giving it just over a
3% share in the International Group market.

TSC is rated BBB+ stable by Standard & Poor’s
after a downgrade in 2022, an assessment
Nordberg has pledged to improve.

Tanker market still favourable says

expanding TEN

TSAKOS Energy Navigation has underscored

its view that the outlook for tankers remains
favourable as it unveiled profitable results for last
year — albeit it at lower levels than in 2023.

The favourable fundamentals included the fact
that shipyards were full and would not be able to
deliver new vessels before the second half of 2027,
while debate about alternative fuels was “pulling
the brakes on potential overordering”, TEN said.

In addition, Opec+ was gradually unwinding
production cuts that had been in place since 2022.

“The outlook for the tanker market continues
to remain positive,” the company said.

“In this favourable environment, TEN continues
to adopt its client-driven policy to build vessels
for the long-term needs of its blue-chip customers
and target accretive growth opportunities.”

In addition, the Greece-based owner said

it was taking advantage of still-healthy
asset prices by exploring “divesting some of
its first-generation tankers to make space
for new, more eco-friendly ones”.

Orders for nine DP2 shuttle tankers that were sealed
this month brought the company’s orderbook to 21
vessels, the largest growth programme in its history.
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The nine suezmax shuttle tankers — which
have been contracted for about $1.3bn and
have all been chartered to Petrobras affiliate
Petrobras Transporte (Transpetro) — are
due for delivery in 2027 and 2028.

On the other side of the fleet renewal equation,
this week TEN sold a 2009-built suezmax

in a deal it said would generate free cash

of about $30m after debt repayment.

New York-listed TEN posted a fourth-
quarter net profit of $19.3m, down from
$31.7m in the same quarter of 2023.

Voyage revenues fell from $220.2m in the year-
ago quarter to $188.3m, partly reflecting a
number of vessels undergoing drydocking.

For the full year, TEN posted net income
of $176.2m versus $300.2m in 2023.

Revenues slipped from $889.6m in
2023 to $804.1m last year.

TEN’s board has declared a semi-annual

dividend of $0.60 per share, unchanged
from the equivalent payout last year.
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IN OTHER NEWS

Russian reefer vessel catches fire
off South Korea, injuring six

SIX crew members were injured
after a fire broke out on board

a Russia-flagged conventional
reefership on Wednesday morning
off the South Korean coast.

The fire broke out on the 1993-
built Crystal Asia (IMO: 9053957)
around 8 km south of the port of
Gamcheon shortly after 0700 hrs
local time, following a reported
explosion in the vessel’s engine
room, according to a Lloyd’s List
Intelligence casualty report.

The South Korean Coast Guard
dispatched seven vessels to the
scene and quickly extinguished
the fire approximately 50
minutes after it began.

South Korea to provide

labour for small and medium
domestic shipbuilders

THE South Korean government
will train 1,000 prospective
shipyard workers and 1,000
technicians this year in a bid to
address the shortage in skilled
labour at small- and medium-
sized domestic shipbuilders.

Training programmes are being
offered to South Korean nationals
following the success of a similar
project in 2024, which was jointly
promoted by South Gyeongsang
Province and the Ministry of
Trade, Industry and Energy.

Last year, 1,383 prospective
shipyard workers and

1,804 technicians signed

up for the initiative.
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MIT-led research will act as ‘jet fuel’
to drive decarbonisation progress
SEVERAL leading shipping
industry entities have joined the
new MIT Maritime Consortium
in a new effort to develop
groundbreaking technologies
that will enhance efficiency

and reduce emissions,

helping the industry meet its
decarbonisation goals.

The consortium’s founding
members are the ABS,
Greece-based Capital Clean
Energy Carriers and HD
Korea Shipbuilding and
Offshore Engineering.

“Innovation” members of the
new initiative are Foresight
Group, Navios Maritime
Partners, Singapore Maritime
Institute and Dorian LPG.
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Classified notices follow

Lloyd’s Listl>

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

Please contact: marketingservices@lloydslistintelligence.com
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