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Duration of US-China trade
war is key to container
shipping demand

HOW long will the US-China trade war drag on? That’s the crucial
question for container shipping demand in the second half of 2025.

The optimistic view is that a relatively quick US capitulation on tariffs
— by necessity — will lead to higher transpacific volumes at the tail end
of peak season. Importers would compensate for the orders that were
cancelled or paused since US President Donald Trump ratcheted up
tariffs on China to 145% starting on April 9.

There is already a large volume of lost cargo to catch up on, and those
losses are growing by the day.

Ships that loaded in China after the deadline began arriving at US west
coast ports earlier this week. Tariffs will have an increasingly negative
effect on US import volumes in May.

Even if a deal was signed tomorrow, it would take three to five weeks
for a replacement wave of Chinese imports to arrive at US ports, plus
the time to get the replacement cargo to the ports in China (and in the
case of cancelled orders, the time to manufacture the goods).

According to Linerlytica, “The reduction in the cargo flow to the US
will start to impact arrivals in May, raising the likelihood of an
imminent Sino-US trade deal that could trigger a sharp rebound in
Chinese cargo bookings to the US.”
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Deutsche Bank shipping analyst Andy Chu

said in a client note: “The bull case is that we
have seen the worst of the tariff newsflow and
that if there is more certainty in the coming
months, this could lead to pent-up demand and
potential bottlenecks in the supply chain.”

Maritime Strategies International said, “We
still believe the market will face a correction

in the course of the next 12 months, but the
possibility of a tariff-related whipsaw in the
second half of 2025 could mean that rates
stabilise or even rise after an initial downswing.

“The transpacific trade likely faces a severe
contraction in the coming months, with a boost
to volumes from ASEAN nations failing to offset
what appears to be a 30%-40% drop in shipments
out of China. To what extent it can rebound

later in the year will depend on whether a deal
can be reached between the US and China, and
how [much] consumer spending takes a hit.”

According to Linerlytica, “Cargo volumes are
very weak out of China, with volumes down
by up to 50%. The recovery in southeast Asian
volumes to the US has not been sufficient to
make up for overall transpacific shortfall.”

Other market sources have quoted even
higher numbers, stating that US orders
from China are down 60% or more.

‘Very far from out of the woods on tariffs’

Speculating on second-half 2025 container
shipping upside via a post-tariff bullwhip effect
could turn out to be premature. There’s no sign
of progress in the US-China trade conflict,
although US agreements are expected to be
announced soon with other countries.

Sarah Bianchi, chief strategist of international policy
affairs at Evercore ISI, warned in a research note on
Monday that “businesses and consumers are still
very far from being out of the woods on tariffs”.

“India, Korea and Japan are the leading candidates
for initial ‘agreements of understanding’.

However, we think even these are harder to get
over the finish line than many appreciate.

“These ‘agreements’ will be extremely vague

and will make clear that the US government

is in the very early innings of structuring
meaningful deals,” wrote Bianchi. “Markets may
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likely jump, at least initially, as Trump rolls out
some of the anticipated relief measures [but]
the markets might also decide the vagueness
of the initial ‘agreements of understanding’
show how long a path still lies ahead.”

Bianchi noted that if Trump rolled back China
tariffs to the originally planned 54% (the initial
20% in response to China’s alleged role in the
fentanyl trade, plus the 34% reciprocal tariff),
and if auto tariffs were lessened and tariffs to
other countries was left at 10%, the US would still
have “substantially elevated tariffs”, which she
estimated would average 15% on a global basis.

Deutsche Bank chief China economist Yi
Xiong published a report on Tuesday on
China’s perspective, summarising discussions
he had in that country last week.

He was told that at the 145% tariff level,
“exports will come to a halt...unless US buyers
agree to pay for the bulk of the tariffs. Some
exporters have halted fulfilling new orders.”

Some Chinese exporters had already diversified
away from the US after the Trump 1.0 trade
war. “Those that have made more progress in
diversification are now in a better position;
some are considering giving up the US market
to focus on other markets. China’s shipments to
the rest of the world have remained stable.

“Those that still rely on the US market are
reducing or suspending US business, awaiting
more clarity and hoping that tariffs will drop
in the coming months,” Xiong wrote.

Sources speaking to Xiong believed that US tariffs
would come down, because they are unsustainable,
but that it would take one or two months.

He summed up the perspective from China as

follows: “The US and China are now in a head-to-head
competition in terms of which economy can endure the
pain longer. The Chinese economy has taken the first
hit, as shipments to the US have already dropped. The
shock to the US economy will be delayed, as those goods
will not arrive in US ports until a few weeks later and US
importers can run on inventories for one to two months.

“This likely means that the US economy will not feel
much of the tariff impact on goods supply and prices
until late May or after. Negotiations would become more
likely once the pain is felt on both sides of the Pacific.”
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Volume impact already high and escalating

The US imported 10.7m teu of containerised
cargo from China in 2024, equating to 38%
of total US imports, according to data from
Descartes based on customs filings.

The tariffs have already affected flows from China
to the US for three weeks. On a back-of-the-
envelope basis, a 50% decline in Chinese container
volumes over that period equates to a loss of just
over 300,000 teu, based on last year’s weekly
average (or about 19% of total US imports).

If US tariffs on China were removed tomorrow,
it would conservatively push the effective

lost-cargo period to around two months,

given transportation times and other delays.
Assuming a 50% reduction, that would bring the
container volume loss to almost 900,000 teu.

If US tariffs were retracted two months from
now, as suggested by Xiong’s client note
(conservatively equating to around three months
of effective cargo losses due to transit times),

it would bring the decline to over 1.3m teu.

There are highly plausible scenarios — given the
lack of US-China talks to date and Trump’s goal
of using tariffs to generate revenue — wherein the
ultimate cargo loss will be drastically higher.

WHAT TO WATCH

EU requests for insurance proof ignored by

over a fifth of ships

WHEN Baltic coastal states and the UK
government started requesting vessels passing
through their waters provide insurance
information late last year, amid growing safety
concerns over dark fleet* transits, over 20% of
the ships contacted by authorities refused.

The “alarming” failure of these ships to provide
any information is “a cause for grave concern”,
according to the European governments

that have, as of last week, moved from a
voluntary request to provide certification to

a mandatory requirement for all ships.

It remains unclear, however, what the EU
states intend to do if that 20% continue
to refuse to offer up documentation.

The European Commission announced last
week that all vessels, including those merely passing
through EU waters without entering an EU port,

were now required to provide insurance information.

The move was made via an amendment to an
existing EU Vessel Monitoring Directive and

the commission simultaneously submitted

a proposal to the International Maritime
Organization, seeking a minor amendment to
several existing Mandatory Ship Reporting Systems
in and around the European coastal states.
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That IMO submission, co-signed by tanker owner
body Intertanko, noted that over a six-month
period last year 413 requests to ships involving
some 33 flag states were made, but 9o vessels did
not provide requested insurance information.

Similarly in the English Channel, the UK
government was unable to get a fifth of ships
requested to hand over insurance documentation.

No details were released regarding the identity of
the vessels refusing to hand over proof of insurance.

While the move to make such requests a mandatory
part of vessel report requirements has been touted
by the commission as “a targeted measure with
potentially great impact”, the commission has

so far declined to elaborate on what measures

it would take against ships failing to comply.

In its current form, Mandatory Ship Reporting

is intended for the ship to report only its name
and IMO number. If a ship fails to report, the
coastal state can make a complaint to the flag
State, but beyond that there few options left open
to coastal states beyond naval interdiction.

EU states appear to be observing the letter of
the UN Convention of the Law of the Sea and all
governments have, so far, been careful to avoid
commenting explicitly on what they consider
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to be acceptable insurance and what action
would be taken if a ship did not provide it.

The commission has not responded to Lloyd’s
List’s requests for clarification on the issue.

Meanwhile, the 121 member state governments
signed up to the International Qil Pollution
Compensation Funds are also struggling to
move beyond a repeated call to flag states and
shipowners to comply with their obligations.

Deep concerns regarding inadequately
maintained or insured vessels threatening an
environmental disaster once again topped the
agenda at the IPOC Fund’s April meeting in
London, but beyond making calls to states to
raise awareness and share intelligence, there
are limited options left open to them.

IOPC Funds director Gaute Sivertsen told member
states that he “remains seriously concerned

about the ongoing risks involving an uninsured

or unsafe vessel and the oil pollution damage

that may result from an oil pollution incident”.

Sivertsen has repeatedly warned that the rise

of inadequate insurance for tankers involved in
sanctioned trades has left the IOPC Funds to
become the de facto underwriter of the dark fleet.

Citing a study conducted by the KSE Institute in
February, the IOPC Funds secretariat warned its
member states that P&I insurance details could
not be found for 36.5% of the global tanker fleet.
While that study concedes that many of those
missing insurance details may stem from owners
taking advantage of local insurance coverage

for which information is not publicly available,
the secretariat remains deeply concerned.

Russia has confirmed to the IOPC Funds full

validity of insurance or other financial securities “in

respect of liability, including ‘blue cards’ issued by
Russian insurance companies in compliance with
the requirements of international conventions”.

The IOPC fund, however, points out that even
where information can be found regarding

a Russian insurance company that insures

a vessel, some of these insurers are under
sanctions in various jurisdictions, such as the
EU and the UK, and it is unknown whether
anyone in these jurisdictions would be able
to accept a payment from such an insurer.

This reflects the problems already highlighted
as possibly being faced by the 1992 Fund in
making payments to victims of oil pollution
incidents involving sanctioned oil or vessels.

The IOPC Funds secretariat “encouraged” member
states to adhere to their obligations under Article
VII of the 1992 Civil Liability Convention, which
requires states to verify both the insurer and the
insurance certificates. That includes a statement
certifying “that there is in force insurance or other
financial security satisfying the requirements of the
financial security article of the relevant convention”.

The advice stops short of offering any guidance
on what a member state can do in the event
that such details are not forthcoming.

* Lloyd’s List defines a tanker as part of the dark
fleet if it is aged 15 years or over, anonymously
owned and/or has a corporate structure designed
to obfuscate beneficial ownership discovery, solely
deployed in sanctioned oil trades, and engaged in
one or more of the deceptive shipping practices
outlined in US State Department guidance issued
in May 2020. The figures exclude tankers tracked
to government-controlled shipping entities such
as Russia’s Sovcomflot, or Iran’s National Iranian
Tanker Co, and those already sanctioned.

ANALYSIS

Chinese finance lease tonnage faces US port
fees uncertainty, Reed Smith warns

OWNERS everywhere funding vessels

with Chinese finance leases face significant
uncertainty over whether the ships will be hit
with US port fees, Reed Smith has warned.
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Some owners are even examining the
possibility of restructuring in a bid to
swerve the charges, it added.
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The comments from the prominent law firm come
after an earlier warning the latest draft of plans

by the US Trade Representative to impose hefty
imposts on China-built and China-operated tonnage.

The revised version of the plans, published
last week, dilutes many of the worst aspects
of the policy as originally formulated.

But it is unclear who will be considered the owner
of a ship subject to Chinese lease financing,

under which Chinese banks establish a special
purpose vehicle that acts as a vessel’s nominal
owner and then bareboats it to the lessee.

A further hearing is set to take place before
the fees are implemented later this year.

It is usual to regard lessees as beneficial owners,
given they retain the economic burdens and
benefits of the ship, which is recorded on their
balance sheet for accounting purposes.

Leigh Hansson, a global regulatory enforcement
lawyer at Reed Smith, said the firm had
received several queries from shipping clients
about what constituted a China-owned ship

and how this may affect the leasing market.

“Uncertainty remains over how Chinese

ownership will be defined, creating major
concerns for owners, operators and financiers.

“Take a Greek shipowner entering a sale-and-
leaseback deal with a Chinese lessor: if the owner
is seen as controlled by a Chinese entity, they
could face the higher tariff. Given the billions

of dollars’ worth of vessels linked to Chinese
interests, the impact could be significant.”

Clients are looking for ways to map their risk now

rather than wait for enforcement. Some are already
considering restructuring options to minimise their
exposure to potential tariffs tied to Chinese control.

Reed Smith is also seeing increased demand
for contractual protections, adjusted insurance
terms and clearer disclosures around beneficial
ownership and financing sources.

Clients are said to be looking to future-proof
their deals against regulatory surprises.

“Shipowners need to assume a cautious
approach. If there’s any material Chinese control
in a vessel’s structure, depending on what is
introduced in May, it could trigger new tariffs.

“Until regulators give clearer definitions, the
industry is operating in a zone of uncertainty.”

Stowaway bill for industry hitting millions of

dollars a year

THE number of stowaway incidents reported
to the International Group P&I clubs is down
by more than two-thirds since data was first
collected in the 2007/2008 policy year, the
world’s largest marine insurer has confirmed.

While the headcount of stowaways involved
has also dropped, it has not fallen to the same
extent, Gard added in an article published

on Wednesday on its website.

That outcome is a result from a rise in the number
of stowaways per incident is on the way up,
with the average now hitting around three.

In the past, most stowaways were individuals
or pairs. More recently, they have often been
found in groups of four or five, with no previous
connections to one another, according to Skuld,
another Norwegian marine mutual.

The findings appear to be based on a
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discussion paper based on IG data and
submitted to the International Maritime
Organization earlier this month.

All told, there were 277 incidents
involving 770 stowaways on board ships
in the 2023/2024 policy year.

The costs net of deductible to insurers —
including fines imposed on shipowners
by states — have reduced since the highs
in the 2000s and early 2010s.

But the cost per stowaway incident, as well as the
cost per stowaway, continues to show an upward
trend. Average payouts have reached $30,000 per
incident and $10,000 per head, the figures suggest.

Those figures do not include the cost to

shipowners, who are faced with deductibles
and other costs that are not insured.
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The full data set, including precise numbers of
incidents, numbers of stowaways and overall
costs, does not appear to be in the public
domain. Several clubs did not immediately
respond to requests for the data.

But 770 individual stowaways and an average
bill of $10,000 per head suggests annual
outlays in the order of $7.7m. Alternatively, 277
incidents costing $30,000 each would put the
cost significantly higher, at $8.3m annually.

That seems in line with material published
by the West of England P&I Club a few
years back, based on the then-current
version of the same IG time series.

In the 2020/2021 policy year, there were 364
incidents involving 1,050 stowaways, with total
costs estimated at $8.9m, West said at the time.

Ports on the African continent remain
obvious hot spots for stowaway embarkation,
although the overall number of incidents
involving African ports is down.

European ports started to feature in the statistics
in 2017 and have remained high subsequently.

Shipowners are advised by Gard to actively
undertake risk assessments to prevent
embarkations in the first place.

Measures could potentially include tailoring
ship securing plans to local conditions,

with proper access control and monitoring
of cargo and ship areas, essential in ports
with a significant stowaway risk.

The number of incidents reported by IG affiliates
is higher than the number submitted to the
International Maritime Organization’s Global
Integrated Shipping System, Gard observed.

But some of the observed trends concerning
stowaway hot spots, as well as stowaways’
nationalities, mirror the IG findings.

South Africa and West African countries such as
Ghana and Nigeria have seen a decline in stowaway
numbers, but must still be seen as high risk.

Many North African countries have become

major transit points for African and Arab
migrants trying to reach Europe.
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On GISIS statistics, the top five countries of
embarkation in Africa, for the period 2019-2023,
were Nigeria on 17%; Morocco 11%; Guinea

and Senegal on 9% each; and Tunisia 8%.

According to 2023 loss prevention circular
from West, P&I clubs will usually try to arrange
immediate repatriation of stowaways.

But this may not always be possible, particularly
if they lack identity documents, leaving owners to
deal with the problem for an extended period.

The marine mutual also highlighted instances where
crew members befriend those boarding a vessel,
often after hearing of the harrowing conditions the
stowaways have endured in their home countries.

In these circumstances, seafarers may attempt

to help them disembark at a forthcoming port
without going through the proper channels, putting
them in breach of local immigration laws.

There is a clear upward trend in the number of
incidents reported from the Maghreb region,
particularly from the port of Casablanca in Morocco
and Rades/Tunis and La Goulette Nord in Tunisia.

The majority of stowaway embarkations in Europe
were from ports in Greece and Tiirkiye, but

also ports in Belgium, Netherlands and France
facing the English Channel were also popular.

Proper access control relies on crew members
to be briefed about how the ship’s trading
patterns affect the stowaway risk and the
relevant security measures to be implemented.

Once on board, stowaways adversely affect crew
wellbeing. Seafarers may have to work longer hours
because they also must take care of the stowaways.

Masters will have to spend more time on
communicating and planning the disembarkation,
possible deviations and in-port arrangements.

It is obviously insufficient to rely on port
security alone, as people smuggling is a
lucrative business in some parts of the world
port, with traffickers able to secure the
complicity of port workers and stevedores.

Interviews with stowaways suggest that
crews are sometimes in on the deal, in co-
operation with port officials, who even issue
“tickets” allowing access to vessels.
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Stowaways frequently hide in cargo units,
such as containers and vehicles, waiting at the
terminal before it is loaded onto the ship.

While not every container or vehicle can be
checked, special attention should be paid to
containers with seals that are broken or that
have been tampered with; noticeable weight

misdeclarations; signs of recent repair or repainting;
or small cut-outs or holes used for ventilation.

There have been unsubstantiated claims of
shipowners having to pay as much as
$300,000 to repatriate stowaways, in
principle recoverable from P&I policies.

Cross-cultural differences and more
compliance add to crew retention challenges

CULTURAL challenges can be a key contributing
factor in the declining retention rates of young
seafarers from big crew supply nations, some of
which are leaving the sea after only a few voyages.

Some struggle with feelings of isolation,
especially those from nations where family
life is important, such as India.

At the same time, cadets may be receiving less
attention to training and well-being on board from
ship’s officers, as they are increasingly burdened
with compliance and regulation matters.

Most crewing managers believe crew
retention remains a bigger challenge for
the industry than crew recruitment.

Columbia Shipmanagement (CSM) director
of crew training Stewart Bankier said for
most seafarer cadets, wages were quite
similar from company to company.

Therefore retaining those cadets requires a
focus on how they are treated on board.

“If they are not treated well, they will vote with
their feet and leave,” Bankier told Lloyd’s List.

He added that multinational crewing,
while the industry norm, could present
challenges for young seafarers.

“Some shipowners are dedicated to having
one nationality on a ship but most are
multinational. Though this is nothing new,
there can be a big divide in cultures between
Eastern and Western crews,” said Bankier.

Crewing managers have to contend with the spillover

effects from global conflicts, which can create
frictions among differing nationalities on board.
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“The Ukraine crisis means we’re now
unable to mix Ukrainian officers with
Russian officers,” said Bankier.

He noted that relatively small crew
numbers on most merchant vessels can be
challenging for some new seafarers.

“On an LNG carrier you can have 30 people on
board but for most big bulkers or containerships
the average is 19 persons. The problem is that ships
are getting busier, with ship’s officers dealing with
more communications and compliance matters.

“Cadets may not be getting the support they
need for studies, while on the social side
crew members might just stay in their cabins
using the internet, rather than socialise with
each other in the dayroom,” said Bankier.

As a consequence, he noted that shipowners
are increasingly engaged in developing
more social activities on board than they
were in the past, to prevent isolation.

Providing more tailored support and understanding,
particularly for young seafarers, their cultural

and emotional needs is also gathering pace

among larger shipowners and shipmanagers.

Julia Oppermann, head of India operations at
Mental Health Support Solutions, a division of
leading maritime healthcare provider OneCare
Group, said that awareness has continued to
grow around mental health in larger companies
after the pandemic of 2020 and 2021.

“In younger seafarers there is a deeply rooted
mindset that mental health is still associated with not
being strong enough for the job,” said Oppermann.
“This is being addressed by shipowners and

there have been major improvements. Changes

are happening very fast, especially in India.”
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CSM group director of crewing operations
Saurabh Mahesh noted that crew retention,
especially among younger seafarers, was not
especially focused on any one nationality.

Nevertheless, he noted that particularly
strong economic growth in India in recent
years meant that opportunities for well-
paid employment ashore was growing.

“Economic growth creates more exit routes
for a shore career but seafaring remains

an attractive profession in India with high
wages compared to shore jobs, especially in
the first years of a career,” said Mahesh.

In recent years, Mahesh has noticed a downturn

in cadet applications from students living in
large Indian cities, as well-paid employment
opportunities beckoned young people to
remain in Delhi, Mumbai or Bangalore.

“Overall, we believe India will remain an important
nation for crew seafarer sourcing due to the quality
of the people we can recruit,” said Mahesh.

Meanwhile, shipmanagers and shipowners are
having to look outside of traditional seafaring
nations to boost cadet numbers in particular.

Egypt, Ethiopia and South Africa are becoming an
increasing source of seafarer supply as shipowners
are compelled to diversify recruitment pools.

MARKETS

Containership sale and purchase market

remains resilient

THE containership sale and purchase market
continues to be stable in terms of numbers

of sales and vessel asset values, but there is
potential for a two-tier market developing as
some buyers shun China-built boxships.

Braemar said while buyers appeared to be
becoming more cautious in their decision making,
continued uncertainty in the container markets
had “yet to rock the sale and purchase boat”.

“The market is proving its resilience and
is following in much the same vein as
previous weeks,” added Braemar.

It reported there had been several non-China-built
2,500 teu and 2,800 teu ships sold to Greek buyers

after having been on the sale market for several weeks.

Braemar said that despite US Trade Representative
port levy proposals now excluding the below 4,000
teu fleet from having to pay fees, regardless of build
country, secondhand vessel buyers are shopping
for vessels constructed outside of China.

“Whether this (focus on non-China built ships)
endures for much longer remains to be seen,”
said Braemar. “Being picky in a market with
such a limited number of charter free vessels
for sale is not an easy thing to accomplish.”
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The strong charter market means the number
of available secondhand boxships continues
to be limited, which is ensuring relatively
strong price levels as buyers compete for

the few vessels coming on the market.

Alphaliner reported the S&P market was
again moderately busy during the past two
weeks, with most sales concerning ships of
between 1,000 teu and 4,300 teu, while prices
remained globally firm against a backdrop of
firm demand and limited tonnage on offer.

“With the upcoming USTR port fees, there
is a risk that China-built tonnage over
4,000 teu could be sidelined by certain
buyers who will prefer South Korean- or
Japanese-built ships to enjoy a greater
operational flexibility,” Alphaliner said.

“Whether that will create a two-tier
market pricewise, remains to be seen.”

Recently reported sales included the

4,300 teu panamax Navios Tempo (IMO:
9404209). The 2010-built ship has been sold

by Greek tonnage provider Navios Maritime
Partners and is said to have been bought

by Mediterranean Shipping Co on private terms.
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The vessel is expected to be handed over
to its buyer in October, following the
conclusion of a time charter to Maersk.

Undisclosed Greek buyers are understood to
have purchased the 2,700 teu Jeju Island (IMO:
9308417) from Turkish interests. The 2006-built
vessel is said to have been sold for $20.5m.

In the small feeder segment, Greek tonnage
provider Contships is confirmed to have

sold the 1,118 teu Contship Win (IMO:
0395604) to undisclosed buyers with
handover during May. No price was disclosed
for the sale of the 2008-built vessel.

Cosco orders 14 methanol-powered boxships
in $3.1bn fleet expansion

COSCO Shipping Holdings, which controls
the world’s fourth-largest containership fleet,
has announced orders for 14 methanol dual-
fuel 18,500 teu vessels totalling $3.1bn.

The ultra-large ships, each costing around $220m,
will be placed at two Cosco-Kawasaki Heavy
Industries joint venture shipyards in China by CSH’s
subsidiary, Orient Overseas (International) Ltd.

Nantong Cosco KHI Ship Engineering Co (Nacks)
and Dalian Cosco KHI Ship Engineering

Co (Dacks) have already delivered 34 ships to
CSH, including a dozen 24,000 teu methanol
dual-fuel boxships ordered last year.

Delivery of the new vessels is expected between the
third quarter of 2028 and third quarter of 2029.

“The ordered vessels have versatility with regard
to their employment range on various trade
lanes and compatibility with many ports,” CSH
stated, adding the orders support its capacity
growth and decarbonisation strategies.

The orderbook expansion also makes
Cosco Shipping the third carrier to surpass

1m teu on order, behind Mediterranean
Shipping Co and CMA CGM.

The huge investment comes despite current
pressures on the state-owned giant from
Washington’s new port fees targeting Chinese
shipping. Its vessels face substantially increased
costs when calling at US ports from October.

This could see many Cosco ships pulled from the
transpacific trade, forcing realignment of ship
deployments within the Ocean Alliance where it sits.

Moreover, market demand prospects remain
uncertain amid an ongoing tariff war
launched by the Trump administration.

However, analysts say CSH’s financial strength
provides a buffer. The Shanghai and Hong
Kong-listed carrier saw first-quarter net

profit jump over 70% year on year to
Yuanii.7bn ($1.5bn), after already notching
close to Yuan50bn for the 2024 full year.

As of March-end, CSH further reduced its debt-
to-asset ratio to 41.97%, while its cash and
cash equivalents reached nearly Yuan187bn.

ONE forecasts $850m profit swing amid
unprecedented trade volatility

MASSIVE uncertainty has prompted the world’s
sixth-largest container carrier, Ocean Network
Express, to use scenario analysis in projecting next
year’s earnings for the first time — with more than

$800m separating potential 2025 net profit outcomes.

The move comes as the industry is shadowed
by a tariff bazooka unleashed by the US on
many of its trading partners, which could
trigger volatile swings in cargo demand
depending on how negotiations unfold.
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And the precipitous drop in transpacific
volumes resulting from the trade war
stalemate between Beijing and Washington
is of particular concern for the industry.

“Considering the prevailing geopolitical
landscape and the significant economic instability
introduced by recent tariff developments in

April, forecasting a precise full-year profit

figure for full-year 2025 presents considerable
challenges,” ONE said in a statement.
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The Singapore-headquartered liner company’s
fiscal year runs from April 1 through March 31.

ONE pegged its baseline full-fiscal 2025
profit estimate at around $1.1bn, predicated
on a relatively stable business climate.

But profits could plunge to $250m if sourcing
conditions led to cargo erosion on some trades
or even global freight rate declines, it warned.

“We have formed a dedicated task force comprising
representatives from our global headquarters,”
ONE said. “This team will closely monitor

evolving economic conditions and ensure the
timely communication of critical updates.”

It marks the first time since its 2016

formation that ONE has published varying
forecasts, underscoring the unprecedented
uncertainty now engulfing carriers.

On top of tariffs, the box shipping sector also
faces variables capable of altering supply-demand
fundamentals — from Red Sea rerouting to new
US port fees targeting China-built ships.

For now though, shipping lines are still posting
decent earnings. ONE notched $309m in net profit
for January-March, lifting its total for entire fiscal
2024 to $4.2bn — more than triple last year’s tally.
Full-year revenue also grew 32% to over $19bn.

As of March-end, ONE operates a fleet
of 263 containerships totalling 2m teu.
It also has 49 vessels on order.

Hapag-Lloyd maintains forecast despite

uncertain outlook

HAPAG-Lloyd is sticking by its forecast

earnings for the year, but has warned that
“considerable uncertainty” due to volatile
developments in freight rates and the geopolitical
environment could yet affect the outcome.

“We got 2025 off to a good start in the first
quarter, but the market environment is currently
characterised by many uncertainties,” said chief
executive Rolf Habben Jansen. “We therefore

continue to expect lower results for 2025 as a whole.”

For the 2025 financial year, the company
continues to expect the earnings before interest,
tax, depreciation and amortisation to be in the
range of $2.5bn-$4bn and the ebit of $0-$1.5bn.

But it warned that both the ongoing situation
in the Red Sea and the global trade conflict
could have a significant impact on supply
and demand in container shipping and on
Hapag-Lloyd’s earnings performance.

Unaudited preliminary figures for the first

quarter showed an improvement over the
corresponding period last year. Ebitda was up
17% to $1.1bn and ebit rose to $500m, up 24%.

“The main drivers of this positive development
were a transport volume of 3.3m teu and an
average freight rate of $1,480 per teu, both of
which were 9% higher than in the same quarter of
2024 due to strong demand,” Hapag-Lloyd said.

In the face of potential hurdles ahead,
Habben Jansen said the company would
keep its focus on quality and costs.

“We will rigorously implement our Strategy 2030,

set a new standard of quality in the market for our
customers with our Gemini Cooperation, and further
expand Hanseatic Global Terminals,” he said.

“At the same time, we will make our fleet even
more efficient and continue to decarbonise

it. In addition, we will keep a close eye on

our costs and work intensively on becoming
even more digital and efficient.”

Seaspan orders six boxships from CSSC yard
despite US port fee concerns

SHANGHAI Waigaoqiao Shipbuilding,

a subsidiary of China State Shipbuilding
Corp, has secured an order from Seaspan to
build six post-panamax containerships.
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The deal comes despite the recent announcement
of new US port fees targeting China-built

ships — measures expected to challenge the
competitiveness of China’s shipbuilding industry.
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SWS said this marks the third collaboration
between the yard and Seaspan, following earlier
contracts for 7,000 teu containerships and 10,800
ceu LNG dual-fuel car carriers. However, the
company did not disclose the size, fuel type, or
financial and delivery details of the new order.

Sources close to the deal revealed the newbuildings
are 11,000 teu class ships, to be chartered out

to Cosco Shipping. Delivery is expected in 2028,
according to estimates from Alphaliner.

As with a previous order for six 13,600 teu
ships placed by Seaspan at Hudong-Zhonghua
Shipbuilding — another CSSC subsidiary — the
latest deal will be settled in Chinese yuan.

Chinese analysts view the order as a sign
of continued confidence from foreign

owners in Chinese shipyards, despite the
headwinds from the US port taxes.

“South Korean and Japanese yards may gain
marginal advantages; however, they are unlikely to
replace China’s dominant share — over 50% of global
shipbuilding output,” said Fan Yuhao, an analyst at
Chengtong Securities, in a comment to Lloyd’s List.

According to Chengtong data, China’s share of global
newbuilding orders (by compensated gross tonnage)
fell to 48.18% over January—February, down

sharply from about two-thirds in 2024. In contrast,
South Korea’s share rose to 31.7%, up from 16%.

Still, the final version of the US port fee plan —
announced earlier this month and scaled back
from its original draft — is expected to soften
the blow to Chinese shipyards’ prospects.

Signal links higher aframax returns to ‘bold’

repositioning moves

SIGNAL Maritime, a commercial tanker manager
and pool operator, has attributed stellar earnings
for its aframax fleet to a longer-term approach
prioritising “strategy over short-term gain”.

The Greece-based group, which includes Signal
Ocean, a data-driven digital platform focused on
improving commercial decision-making for shipping,
said that it had taken “bold” fleet repositioning
decisions based on leveraging data-driven insights
and “staying attuned” to global market movements.

The company’s website shows seven aframaxes
of various owners as belonging to its pool.

“At a time when many operators were chasing
immediate returns, Signal took a different
path,” it said in a market update.

“The decision to reposition its aframax fleet came
with initial hurdles — from idle days to lower
backhaul earnings — but it was a move grounded in
market intelligence and a clear long-term strategy.

“While initially challenging, [the moves] are now
delivering strong returns and reaffirming the value

of long-term thinking in a fast-paced industry.”

According to Signal, the strategy has been
validated with pool net results rising to time
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charter equivalent earnings of $43,600 per
day in April and as high as $60,700 per day for
May, based on fixing of 27% of the fleet.

Over the pool’s more than six years of
operations, it has averaged a daily net
rate of close to $30,000 members.

The last two years have been particularly
strong. daily charter rates peaking at an
annual average of $51,600 in 2023 and an
average of $37,000 per day in 2024.

The latest strong batch of fixtures has
brought the year-to-date average for 2025
to $31,100 per day, the company said.

It said that this represented “a clear advantage”
over peers of about $3,000 per day.

“The aframax segment has remained one of the
most dynamic segments of the tanker market
in recent months, shaped by shifting trade
patterns, evolving regulatory landscapes, and
regional imbalances in demand,” said Signal.

The pool’s ability to outperform

“even in a volatile market” further
underlined the effectiveness of its early
repositioning strategy, it maintained.
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CMB.Tech offloads VLCC trio for a capital gain

of S97m

SAVERYS-OWNED CMB.Tech has sold
three of its older very large crude carriers
as part of its “fleet rejuvenation”.

The sale generated $96.7m in capital gains, the
Brussels- and New York-listed company said in
a statement on Wednesday. The three VLCCs

are 2012-built Iris (IMO: 9529968), and 2010-

built Hakata (IMO: 9346952) and Hakone (IMO:

9398084). Iris was built in South Korea,
while Hakata and Hakone were built in Japan.

CMB.Tech did not disclose the buyers nor
the sale price, but Fearnley Securities valued
the VLCC trio at a combined $206m.

“The sale of the vessels is in line with CMB.T’s
communicated strategy of utilising older
vessels to partly finance their newbuilding
programme and comes as no surprise for us,”
Fearnley said in a report on Wednesday.

The vessels will be delivered to their new owners
in the course of this year, CMB.Tech said.

Following the deliveries, CMB.Tech will have 10
VLCCs in its fleet and an additional five on order.

The company recently signed a merger
agreement with bulker owner Golden
Ocean Group, forming one of the largest
diversified fleets on the water.

IN OTHER NEWS

Wah Kwong's Hing Chao brings new
Asian voice to Global Maritime Forum
WAH Kwong Maritime

Transport executive chairman

Hing Chao has been appointed to
the board of the Global Maritime
Forum, the influential industry
group announced on Thursday.

The move boosts Asian
representation within the
Copenhagen-based non-

profit organisation, which was
established in 2017 to promote
sustainable seaborne trade.

GMF chief executive Johannah
Christensen welcomed Chao's
“extensive experience” and regional
insights from his numerous

Hong Kong industry roles.

CMA CGM acquires Belgian airline
FRENCH carrier CMA CGM has
further boosted its presence

in the airfreight sector with the
acquisition of Air Belgium.
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The company on Wednesday
announced the transfer of
assets from Air Belgium,
following the approval by the
Brabant Wallon Commercial
Court of its binding offer for
the takeover of Air Belgium's
cargo operations and the
conclusion of the asset transfer
agreement with the liquidator.

The move will see the Air
Belgium brand maintained, and
has preserved 124 jobs at the
airline, including those of 72
pilots. CMA CGM will take over

Air Belgium's four cargo aircraft.

DSV completes Schenker acquisition

Danish logistics giant DSV
has completed the aquisition
of Germany’s Schenker from
Deutsche Bahn that was
announced last September
after all regulatory approvals
have been received.

The $15.8bn deal will double
the size of DSV, increasing its
revenues to around $47bn.

“With the completion of the
acquisition of Schenker, we
have reached a milestone
in the history of DSV,” said
chief executive Jens Lund.
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Classified notices follow

Lloyd’s ListD

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

Please contact: marketingservices@lloydslistintelligence.com
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