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Panama’s expedited sanctions 
purge a boon for Guyana’s 
fraudulent registry

THE Panama Maritime Authority’s (AMP) crackdown on vessels 
involved in illicit activities has contributed to a flurry of flag hopping, 
with sanctioned ships seeking refuge in fraudulent registries and those 
registries with a history of accepting sanctioned tonnage.

In October 2024, the AMP announced it would automatically cancel the 
registration of “any vessel found to be involved in illegal activities or that 
changes its flag to evade sanction”, which was followed by a new legal 
framework that would allow the registry to quickly deregister ships.

The AMPs enhancement of compliance efforts was in response to the 
inclusion of Panama-flagged vessels on the US Office of Foreign Assets 
Control list.

There have been 135 vessels added to international sanctions lists since 
the Panama flag announced its purge of ships engaged in illicit 
activities, and according to a Lloyd’s List investigation 73 of these 
vessels have since reflagged.

Guyana’s fraudulent flag registry was the first port of call for many of 
these newly designated ships.

An analysis of Automatic Identification System data shows 
18 sanctioned vessels previously flagged with Panama transmitting 
Maritime Mobile Service Identity numbers related to the 
Guyana registry.
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A MMSI number is a unique nine-digit number 
assigned to a vessel by a flag registry for identifying 
and communicating via radio and AIS.

The International Maritime Organization’s Global 
Integrated Shipping Information System database shows 
14 of these ships are falsely flying the Guyana flag. The 
remaining four show up in GISIS as “unknown” flag.

Several vessels turned to the fake flags of Curacao 
and Sint Maarten, as well as Djibouti and Guinea.

There are four sanctioned ships that IMO’s GISIS 
indicate are falsely flagged with Panama. These 
are crude oil tankers Olive (IMO: 9288265), Rex 1 
(IMO: 9219056) and product tankers Black Panther 
(IMO: 9285756) and Tonil (IMO: 9307932).

AIS data shows Olive and Black Panther 
have since reflagged with their MMSIs 
showing affiliation with either Curacao or 
Sint Maarten, and Gambia respectively.

There are another 37 vessels that are actively 
transmitting MMSIs linked to the Panama 
flag registry, but IMO’s GISIS indicates these 
vessels are no longer flagged with Panama 
and instead have unknown flags.

In a statement dated March 29, 2025 the AMP 
said it had deregistered 107 Panama-flagged 
ships listed under international sanctions 
and is investigating another 18 vessels.

False flags and flag hopping are both 
deceptive shipping practices and ones that are 
increasingly coming under scrutiny, especially 
by the US administration, for the role they 
play in facilitating sanctioned trades.

The IMO’s GISIS database indicates 26 
of the sanctioned vessels that reflagged 
from Panama are flying fake flags.

Overall, and after eight ships reflagged twice, 
Comoros has taken in the most sanctioned 
formerly Panama-flagged vessels, followed 
by Guyana, Gambia and Barbados.

This data is based on what the vessel is 
transmitting via AIS and it does not distinguish 
between false flags and legitimate flags.

Other registries, beyond those mentioned in 
this article, are affected by false flagging. 

WHAT TO WATCH

Decarbonisation now depends on one 
key detail
THE success or failure of the International 
Maritime Organization’s new green regulation 
will depend on how the IMO sets its 
lifecycle assessment (LCA) guidelines.

The landmark “net zero framework” would 
charge ships if they fail to reduce the carbon 
content of fuel in line with set thresholds.

The rules would also subsidise zero or near-zero 
carbon (ZNZ) fuels, to make them cheaper relative 
to fossil fuels. But which fuels will qualify?

That’s where the LCA guidelines come in. The 
lifecycle assessment refers to how the IMO 
counts the total emissions associated with a 
fuel from production to combustion; effectively 
how green each fuel is in the eyes of the law.

They would assign each fuel — for example, 
biomethane or e-ammonia — a number in grams 
of CO2 equivalent per megajoule of energy. 
This number is used to measure compliance.

But the guidelines are also vital to the business 
case for e-fuels, the greenest and most expensive 
option to decarbonise shipping. These are made 
by combining hydrogen made from renewable 
power with either nitrogen (to make ammonia) or 
captured CO2 (to make e-methane or e-methanol).

Experts argue the IMO must set specific rewards 
for using these fuels, or no one will invest the 
time and capital to make them at scale.

That would mean the industry only has 
biofuels, which will be scarce, expensive and 
in some cases environmentally dubious.
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“The most important thing in all of this is the 
LCA,” Cargill head of decarbonisation Keith Dawe 
said on a Global Maritime Forum webinar.

“If you make a mistake on the 
guidelines you can adjust them.

“But if you set the industry on the wrong path 
with an LCA that isn’t doing its job properly, 
that’s a problem that will last for quite a while.”

Anthony Wang, chief technology officer 
of e-methanol start-up ET Fuels, said: 
“Having a robust, stringent, transparent 
LCA framework is number one.”

Wang said that meant stringent sustainability 
criteria around direct and indirect land use 
change, adequate well-to-wake upstream 
emission factors, and a robust chain-of-
custody and certification process.

He said e-fuel subsidies or a compliance 
multiplier, such as that seen in Europe’s FuelEU 
Maritime regulation, would also help.

IMO watchers have stressed the net zero 
framework is an important milestone in the 
global fight against climate change, despite 
its low targets and weak penalties.

But it is unclear so far whether e-fuels can 
ever become a reality without such extra 
help, because the IMO’s penalties are not 
high enough to make them economical.

Höegh Autoliners EU policy analyst Silva Hoffmann 
said she had hoped for a more ambitious rule 
to narrow the price gap with fossil fuels.

“We’re still uncertain about how close it will 
actually bring us,” she said. “But we’re now 
getting to a point where we can make some 
more educated guesses than we could before.”

Hoegh Autoliners has four ammonia dual-fuel 
PCTCs due for delivery in 2027 and 2028.

Hoffmann said whether it would run them on green 
ammonia would mostly depend on its price, but also 
on the availability of bunkering infrastructure.

“In the beginning, it’ll be enough with 
one, two key ports when we only have four 
vessels,” she said. “But down the line we do 
need a larger infrastructure network.”

“So now the question also remains: how much 
does this framework incentivise the build-up 
of both fuel production and infrastructure?”

Dawe said he was optimistic about the IMO 
agreement. For all its imperfections, the most 
important part was its base compliance target, 
of 65% carbon intensity reduction by 2040.

“That 2040 point is the centre of our universe 
now, and it’s very hard to achieve,” he said.

Dawe said companies would phase in biofuels 
and wind-assisted propulsion at first, then 
new fuels such as methanol later.

“It’ll be a multi-fuel future that we’re going 
into towards those sharper decarbonisation 
targets later in the next decade,” he said.

“We’ve got the economic measure, we’ve got 
a really good decarbonisation trajectory, and 
now we need the LCA to make sure we all 
focus on doing the right thing together.”

The LCA guidelines will be hashed out 
in intersessional IMO meetings this year 
before the MEPC in October, when the entire 
regulation is up for formal adoption. If adopted, 
the rules would enter into force in 2027.
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ANALYSIS

Hague and Hague-Visby verdicts vary by 
country, Gard warns
OWNERS seeking to limit liability for loss or 
damage to cargoes under the Hague and Hague-
Visby Rules need to know that interpretations 
vary between courts in different countries, 
the world’s largest marine insurer has said.

Gard’s in-house lawyer Pierre Merer examines the 
issue of so-called jurisdictional divergence in an 
article on the Norwegian marine mutual’s website.

In particular, he highlights rulings that show 
the contrasting approaches by the English 
and French legal systems, which can be 
particularly important when it comes to 
defining a “unit” of containerised cargoes.

In England, the courts tend to adopt a more 
practical approach, focusing on the actual 
number of units or packages shipped.

Conversely, French courts seem more 
inclined to allow flexibility in the concept, 
as long as it is properly documented.

Central to such arguments is article IV rule 5 
of the Hague Rules — incorporated into UK 
statute law as the Carriage of Goods by Sea 
Act 1924 — stipulates that a carrier’s liability 
shall not exceed £100 ($133) per package or 
unit, or the equivalent in other currency.

But it does not provide a firm definition of what 
constitutes a package or unit for these purposes.

The equivalent wording in the Hague-Visby Rules, 
introduced in 1968, introduced limits based on 
weight and specified Special Drawing Rights, 
a nominal asset created by the International 
Monetary Fund, as the unit of account.

The 2018 Maersk Tangier case, more formally 
known as Kyokuyo v AP Møller-Maersk, saw the 
English Court of Appeal find for the claimants after 
three reefer boxes of tuna loins went bad following 
late delivery and probable machinery failure.

Each individual tuna loin was deemed to 
be a unit under the Hague Visby Rules. 
This was the first time a definition of unit 
had been provided by English law.

Another complication is the Hague Rules 
were not drawn up with bulk cargoes in mind, 
leading to significant litigation on whether 
they even apply to bulk commodities at all.

Both solid and liquid bulks present 
obvious challenges in the application 
of liability limitation principles.

Most jurisdictions hold that bulk cargoes do not 
qualify as packages or units for the purposes 
of liability limitation, simply because bulk 
cargo is not a physical package or unit.

In England, this position was affirmed by the 
Court of Appeal in Vinnlustodin HF v Sea 
Tank Shipping, known as the Aqasia decision. 
Unit limitation was held not to apply after two 
batches of fish oil became commingled.

Things are more straightforward under 
the Hague-Visby Rules, which sets the 
limitation for bulk consignments at two 
Special Drawing Rights per kilogram.

But determining the weight of bulk cargo that 
has been lost or damaged can be contentious, 
especially when partial losses occur.

The interpretation of gross weight and the timing 
of the weight assessment, whether at shipment 
or discharge, are crucial factors in such cases.

Recent decades have seen the rise of 
containerisation, and the Hague-Visby 
Rules explicitly address limitations 
applicable to this mode of carriage.

Article IV, rule 5(c) of the Hague-Visby Rules 
stipulates the number of packages or units 
enumerated in the bill of lading as packed in 
a container shall be deemed the number of 
packages or units for limitation purposes.

The French Supreme Court’s 2020 decision in 
MMA Iard v CMA CGM addressed a similar 
issue to Maersk Tangier, but reached a different 
conclusion to the English Court of Appeal.
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In the latter case, cargo interests argued that a 
container holding 56,000 corn cobs constituted 
56,000 units under the Hague Rules. The court 
disagreed, insisting that separate cobs were not 
the freight units agreed between the parties.

The shippers had opted to stuff the cobs of corn 
inside the container as one batch, thus making 
that batch the unit, which is consistent with the 
information provided in the bill of lading. CMA 
CGM was therefore able to limit liability £100.

MARKETS

US trade policies expected to push container 
shipping demand into decline
CONTAINER shipping demand growth will 
fall into negative territory in 2025 for only 
the third time in the industry’s history as a 
direct consequence of US trade policies.

This was the frank and sobering conclusion 
of London-based analyst Drewry’s revised 
forecast for the liner sector, amid Trump 2.0’s 
continued “America first” campaign rhetoric.

Drewry container research senior manager Simon 
Heaney said that the new US administration had 
taken a chainsaw to the rule books on governance, 
foreign diplomacy and international trade.

Speaking in a webinar, Heaney said container shipping 
found itself in the crosshairs of this geopolitical 
economic warfare, and would be significantly 
distorted during this process, and “not for the better”.

As a result, Drewry expects global port throughput, 
including laden, empty and transhipment liftings, 
to fall 1% in 2025 on last year, a similar contraction 
to that witnessed during the pandemic in 2020. The 
only other time the industry saw traffic volumes slip 
back year on year since records began in 1979 was 
in the fallout of the global financial crisis in 2009.

While the demand deficit will be similar to 
that of 2020, Heaney stressed that the outlook 
for the sector is arguably even more uncertain 
now than it was during this period.

“The difference now is that then the world 
quickly got to grips with the risks that Covid 
presented, and once it was fully understood, 
we were able to plot a recovery in a remarkably 
short space of time,” said Heaney.

Fast forward to today and Trump’s policy 
decisions or executive orders relating to trade 
have little quality of permanence, he explained.

“Business shrivels in chaotic uncertainty, and 
very few are prepared to make significant 
investments in such a climate.”

Heaney admitted that such ambiguity makes 
Drewry’s forecast difficult to decipher, with 
lingering questions over the prospect of a 
looming economic recession or indeed whether 
the US administration might reverse court 
and bow to public pressure, choosing to review 
or lessen the extent of current tariffs.

In this context, Drewry’s trade forecast for the 
container shipping market or any market currently 
has an extremely short shelf life, Heaney said.

“We’re in coin flip territory, as we await what 
happens during the 90-day pause on the reciprocal 
tariffs that will end in early July,” he said.

Drewry’s demand downgrade follows the 
International Monetary Fund’s move earlier 
this week to lower its global GDP outlook 
for this year from 3.3% to 2.8%. This 
was also a result of US trade policy.

The IMF downgraded its GDP outlook for the US 
in 2025 to 1.8%, a fall of nearly one percentage 
point from its previous 2.7% forecast in January. 
Meanwhile, the World Trade Organization 
expects to see a 0.2% fall in merchandise trading 
for this year under current conditions.

North America, which has been a key growth driver 
for container shipping in recent years, will bear the 
brunt of the trade downturn, according to Drewry.

In 2025, Drewry said that it expects North 
America, including Canada and Mexico in 
addition to the US, to see box volumes traded in 
the region to dip 5.5%. This will be followed by 
a successive loss of a further 4.6% in 2026.
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Similarly China, unsurprisingly, will 
not be immune to the trade war it is 
currently engaged in with the US.

At this stage, Drewry is expecting containerised 
cargo in and out of China to fall back 4.8% in 2025 
on last year’s levels. But it said trade will be more 
resilient thereafter than its US counterparts. 

“We do expect it [China] to get back on the growth 
track much sooner than North America as it 
will be able to find new markets,” noted Heaney. 
Drewry’s forecast is for Chinese trade to bounce 
back by around 1.6% next year on its 2025 total.

Heaney said there would be little upside from the 
current trade war, as he sympathised with liner 
executives trying to game plan for Trump 2.0.

“Certainly, other countries will do more trade with 
one another, but any gains from this or new market 
disruption, such as port congestion or temporary 
capacity shortages or fast growing trade, will be 
small when compared to the wider contraction 
in overall demand for their [liner] services.”

The impact of US trade policy is also 
not helped, he explained, by the fact box 

shipping is already “heavily oversupplied”, 
which only intensifies the risk factor.

“Damage limitation is the name 
of the game,” said Heaney.

To mitigate for a decline in US trade, carriers 
will have to invest more in emerging trade 
routes and reduce their operational costs 
wherever they can, according to Heaney.

Carriers have already pulled significant capacity 
from US facing trades in recent weeks, most 
notably the transpacific, however, as Heaney 
explained this is merely a stopgap solution. 

“Longer-term carriers will need to consider a 
more holistic downsizing of their fleets.”

Vessel idling and scrapping could also provide 
at least some relief, which Drewry expects to 
ramp up in the coming months. While there 
is also the option to push back or try to delay 
newbuilding deliveries, according to Heaney.

“Even in possibly the worst case scenario, we 
could see some cancellations of recent orders.”

Antwerp overtakes Rotterdam in first quarter 
of 2025
ANTWERP-Bruges handled more teu than its 
main rival Rotterdam in the first quarter of 2025.

Rotterdam moved 3.3m teu in the first quarter, 
a 2.2% increase on the corresponding period 
last year. But this was 100,000 teu down 
on the 3.4m teu its main rival, Antwerp-
Bruges, handled in the same period.

In terms of tonnage, Rotterdam’s throughput 
was down 1.1%, driven by a decrease in export 
containers, which the port said were usually heavier.

Bad weather early in January and a two-day 
walkout by stevedores at the HDP2 terminal 
(which caused operations to slow in the weeks 
that followed) meant fewer ship visits in the 
first quarter and lower productivity.

Transatlantic throughput fell by 23.1% in the first 
quarter compared with last year, because two 
services were moved to other ports thanks to limited 
capacity. Throughput from Asia increased 8.4%.

March proved a better month in terms of 
container handling for Rotterdam, surpassing 
volumes in January and February.

But it was not enough to stay ahead of Antwerp-
Bruges, which has continued to increase 
its market share in the Hamburg-Le Havre 
range, hitting 30.4% at the end of 2024.

Drewry senior associate for ports and terminals 
Eleanor Hadland said the addition of Zeebrugge 
(a component port of Antwerp-Bruges) to 
Mediterranean Shipping Co’s Sentosa-Swan 
loop, as well as its Canada Express loop, led 
to more mainline calls at the port in 1Q25.

But frontloading to avoid US tariffs could also 
be behind Antwerp-Bruges’ first quarter victory. 
The port offers more than twice the number 
of weekly scheduled connections to North 
America than Rotterdam, according to Drewry’s 
Container Port Connectivity Index, with the 
Dutch port stronger in Asian trade lanes.
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Hadland stressed, however, that data from 
the coming months would be crucial before 
any firm conclusions could be drawn.

Much like its Belgian rival, liquid and 
dry bulk throughput at Rotterdam fell 
sharply in the first quarter of 2025, with 
both declining by more than 8.5%.

Crude oil throughput fell by 1.1m tonnes in the 
first quarter, driven by lower refining margins 
in northwest Europe, while higher margins 
of diesel and kerosene in Asia made it a more 
attractive market for mineral oils than Europe.

But the sharpest declines were reserved for iron ore 
and coal, which fell by 28.1% and 17.3% respectively.

This, of course, is a familiar story. Iron ore 
demand from the steel industry continues 
to fall due to lower production, while coal-
fired power plants hold an ever-decreasing 
share in European power-generation.

Agribulk increased 22.7% in that same 
period, following the commissioning of 
a new dry bulk terminal at the port.

Global steel production up for first time 
in 2025
GLOBAL steel production increased 2.9% in 
March 2025, the first increase in this year.

Production for the quarter is still down 0.4% on 
the same period last year, but that gap has been 
narrowed from -2.2% at the end of February.

Last month’s increase was driven largely by big 
gains in Indian and Chinese production, which are 
by far the largest steel producers in the world.

Chinese production increased 4.6% in March 
2025 on the same month last year, while Indian 
production increased 7% in the same period.

Indian production, in particular, has been 
increasing steadily since the beginning of the 
year, with production in the first quarter of 
2025 up 6.8% on the same period last year.

That increase in domestic steel production 
has a two-pronged effect on shipping.

On the one hand, iron ore volumes discharging 
at Indian ports increased in the first three 
months of 2025 compared to 2024.

 

But increased iron ore demand for domestic 
steel has also meant fewer shipments leaving 
Indian ports, data from Signal Ocean shows.

Iron ore leaving Indian ports was down nearly 
20% in March 2025 and more than 30% in 
February 2025. This affects the supramax sector 
most keenly, Signal said, with more than 75% 
of iron ore exports carried on the segment.

As India’s construction sector booms to meet 
growing housing demand, steel production looks set 
to increase into the future. That means less room 
for seaborne iron ore exports, as Indian furnaces 
consume more, and Chinese furnaces consume 
less amid well-covered dwindling demand.

Increased steel production could also mean 
increased imports arriving at Indian ports.

“Given that steel is typically shipped to India via 
supramaxes or handysize, this could mean that 
more supramax vessels are unloading in India 
without a new cargo to load,” Signal said.

Bulk carrier asset values rise on 
improved sentiment
BULK carrier asset values have been on an 
upward trajectory since February following 
improvements across most dry cargo markets, 
which have prompted increased confidence 
for buyers of secondhand tonnage.

“In late January and early February, coinciding 
with Chinese New Year holidays, dry bulk freight 
rates experienced a significant downturn, However, 
market dynamics shifted notably in February,” said 
Xclusiv Shipbrokers analyst Eirini Diamantara.
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“Since then, we’ve observed a robust upward 
trend in dry bulk rates, which has consequently 
provided a boost to secondhand vessel values.”

Since early February the Baltic Capesize 
5TC Average index surged by 57%, while the 
Kamsarmax 5TC Average and the Supramax 
11TC Average both climbed by circa 60%.

Diamantara told Lloyd’s List that rising bulk carrier 
values of an average of 5% across most segments, 
had been due to both strengthening freight markets 
and increased buyer confidence. But whether 
rising values will be maintained is questionable.

“The continuation of these values is uncertain and 
will depend on strong freight rates, vessel supply and 
demand, the global economy, and potential policy 
changes from the new US administration, as well 
as broader geopolitical events,” noted Diamantara.

Since the beginning of the year, sales transactions 
have been dominated by the handysize, 
supramax, and panamax segments.

A total of 40 handysize bulkers have been sold 
since the beginning of the year with the majority 
being of between 11- and 15-years-old.

In the panamax/kamsarmax  segment most activity 
was recorded for mid-age and older units, with the 
21- to 25-year-old group being most popular. Some 
39 panamax bulkers have been sold since January.

The supramax sector also saw significant activity, 
with the 11- to 15-year-old age group and 16- to 
20-year-old age group each accounting for 20 sales.

Recent bulk carrier sales included the Seatankers-
controlled kamsarmaxes Sea Pluto (IMO: 
9609146) and Seaduty (IMO: 9392432). Built 
in 2013 and 2008 respectively they were both 
sold to undisclosed buyers and attained sale 
prices of $16.5m and $14m respectively.

Greek shipowner Avin International sold its elderly 
panamax bulker Evangelia (IMO: 9221798) to 
China-based buyers. The 25-year-old, 74,300 dwt, 
vessel is due special survey and was sold for $4.7m.         

In the ultramax segment, London-headquartered 
Zodiac Maritime sold the 2019-built, 63,500 
dwt Maplegate (IMO: 9855927) and the 2018-
built, 60,400 dwt Oakgate (IMO: 9826483). The 
Japan-built pair are understood to have been sold 
to Indonesian buyers for circa $60m en-bloc.

Recent handsize bulker sales included the 2015-
built IVS Sunbird (IMO: 9736042), which was 
sold by South Africa’s Grindrod. The 33,400 dwt 
vessel was sold to Egyptian buyers for circa $17m.

While demand for secondhand bulk carriers has been 
improving, orders for bulk carrier newbuildings have 
dropped off considerably since the beginning of the year.

Diamantara said that while interest in ordering 
dry cargo newbuildings could return, overall 
volume was likely to remain below previous 
years due to high newbuilding prices, extended 
delivery times, and ongoing market uncertainty.

“Newbuilding orders for bulk carriers in 2025 
have been notably low, with February marking 
a particularly subdued month with only one 
contract signed, representing the lowest level 
of orders in over 30 years,” she said. 

There have been substantial deliveries of new 
bulk carriers in the past two years, which has not 
been offset by a corresponding increase in vessel 
recycling activity. This could potentially further 
dampen the immediate need for new orders.

“Shipowners may wait to assess the dry bulk 
market’s reaction to such significant fleet additions 
before committing to newbuilds,” said Diamantara. 

Meanwhile, the announcement of the US 
Trade Representative port levy announced in 
February appears to have already impacted 
bulk carrier sale and purchase activity.

Bulk carrier sales transactions data shows a big 
decline in transactions involving China-built ships.

Of the 220 bulk carriers that have changed hands 
since January, Japan-built ships provided 56% 
of all sales, while the share of China-built vessels 
significantly decreased to 32%, down from 42% 
during between January and end-April 2024.

Bulk carriers are expected to be less affected by 
USTR port fees than originally feared, following 
the publishing of watered down plans last week.

Now, chiefly vessels in excess of 80,000 dwt and 
owned by China-domiciled companies will be 
charged a USTR levy, while vessels arriving at US 
ports in ballast will be exempt from the charge.

The changes will be of particular benefit to 
US grain exporters, which normally utilise 
panamax vessels for their shipments.
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While a watered down USTR plan on port fees 
was issued on 17th April, Diamantara believes the 
revised fee structure is likely to sustain a two-tiered 
dry cargo sale and purchase market, potentially 
shifting demand away from China-built bulkers.

“If the USTR policy persists we could see a 
future devaluation of China-built bulk carriers, 
particularly in segments equal to or larger than 
kamsarmaxes, while vessels built in Japan and 
South Korea could experience increased demand 
and higher valuations,” argues Diamantara.

New tanker player Venergy Maritime eyes 
‘step by step’ growth
VENERGY Maritime, a relatively new addition 
to the Greece-based V Group, is going to take 
growth “step by step” after sealing its first 
two vessel purchases in recent weeks.

The company is acquiring two modern medium 
range two tankers from the fleet managed by 
Italy’s Premuda for an aggregate of about $75m.

The Greek owner is taking the 2018-built PS 
Milano (IMO: 9828144), a 50,000 dwt tanker with 
eco features for $37.5m, according to reports.

It has also agreed to acquire a sister 
vessel, PS Atene (IMO: 9831206), for a 
very similar price, it is understood.

Both MR2s were built by HD Hyundai Mipo and 
are scheduled to be delivered to the buyer in June.

Initially they will be outsourced to a third party 
for technical management, according to V Group 
chairman and founder Vyron Vasileiadis.

The company is currently hiring, with the 
intention of fully managing vessels itself, 
perhaps from next year onwards.

Venergy will undertake commercial management 
of the initial pair of tankers from the start. “The 
intention is to trade them in the spot market,” 
Vasileiadis said. “But we will see what happens.”

The company had been patient making 
its entry into the market and would 
continue in the same vein, he said.

Venergy was formed four years ago and has been 
looking to invest directly in shipping for a while. 
Vasileiadis has been an investor in Navig8.

“We wanted to enter the market last year, 
but asset prices were high. We were waiting, 
but at some point you have to get in,” he said. 
“We will look to grow, but step by step.”

The primary focus is on the energy sector 
and this could mean more tankers, 
but he would rule nothing out.

V Group is an established player in port reception 
facilities, waste management, alternative fuel 
production, renewable energy and technology.

Last week, the group’s joint venture with the 
Suez Canal Authority, Antipollution Egypt, was 
officially inaugurated and its operations to provide 
waste management services to vessels transiting 
the canal are scheduled to begin in mid-May.

A first newly-built vessel for collecting waste and 
combatting pollution has already been positioned 
in Egypt and Vasileiadis said that orders for more 
vessels are likely to be put in motion “later this year”.

IN OTHER NEWS

ABS chief Christopher Wiernicki 
announces retirement
CHRISTOPHER Wiernicki, chief 
executive and chairman of US-
based classification society 
ABS, will be retiring at the end of 
2025 after 14 years at the helm.

Wiernicki announced his 

retirement at ABS’ 163rd 
annual members meeting in 
Houston. He will be replaced 
by chief operating officer and 
president John McDonald, 
who will become chairman 
and chief executive effective 
January 1, 2026, ABS said in 
a statement on Wednesday.

“We have faced many challenges 
during my tenure, including 
the pandemic, the marine and 
offshore industry downturn and 
unprecedented, and disruptive 
technology and regulatory-
driven change,” said Wiernicki.
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Samsung Heavy posts $85m 
operating profit in the first quarter
SOUTH Korea’s Samsung 
Heavy Industries posted 
sales of Won2.4trn ($1.7bn) 
and an operating profit of 
Won123bn, up 6.2% and 58% 
respectively year on year.

But results were down 7% 
and 29% respectively on 
the previous quarter due 
to fewer working days.

The market’s view is that 
although sales were in line with 
forecasts, operating profits 
were below expectations.

Marine MGA Amphitrite 
increases war capacity
MARINE managing general 
agent Amphitrite Underwriting 
has expanded its marine 
war offering with $40m of 
additional Lloyd’s capacity.

The additional capacity will 
provide the London-based 
MGA’s brokers and clients 
with “increased options” at 
a time when interest in war 
marine cover was “dramatically 
increasing”, it said.

Amphitrite chief executive 
Konstantinos Tampakakis 
said: “This new enhanced 
offering underscores our 
firm’s growing stature and 
unwavering dedication to 
the marine war market.”



Lloyd’s List | Daily Briefing  Friday, 25 April 2025 Page 11

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

 
Please contact: marketingservices@lloydslistintelligence.com

Classified notices follow
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Container Tracker

Save time. Stay compliant.

Track containers,
not just ships

Complete checks in
minutes, not hours 

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

600 Lloyd’s agents worldwide.

Download 
the evidence 

Downloadable reports ensure you have 
the necessary documentation to prove 

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

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

Simplify transhipment tracking 
with end-to-end downloadable data 

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


