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Over 10% of the tanker fleet
is now sanctioned following
latest EU and UK measures

THE addition of nearly 300 ships to sanctions lists in the EU and UK
this month has tipped the total number of tankers subject to
restrictions to more than 10% of the global tanker fleet.

The addition of almost 200 ships in the EU’s most recent package of
sanctions confirmed on Tuesday, in addition to over 120 UK ships
listed this month, brings the number of ships on sanctions lists to 706
distinct tankers. The live fleet of crude and product tankers over
10,000 dwt stands at 6,926 ships.

That means just over 10% of the fleet is now sanctioned, or 14% on
deadweight tonnage terms.

The 17th package of sanctions targeting Russia was billed as the EU’s
largest-ever package targeting Putin’s shadow fleet, doubling the
number of vessels included in the list of those subject to a port access
ban and ban on provision of a broad range of services.

A total of 189 vessels were targeted, bringing the tally of EU designated
vessels to 342.

In a separate, but coordinated announcement, the UK also added
another 18 ships to its sanctions list alongside 46 financial institutions
that help Russian attempts to evade sanctions.The UK had already
listed 110 ships in a separate announcement earlier this month.
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The ramped up scale and coordination between
Europe and UK has emerged in stark contrast
to a recent absence of US sanctions despite
public lobbying from European leaders asking
the Trump administration to join them.

London and Brussels said their new measures would
zero in on Moscow’s “shadow fleet” of oil tankers
and financial companies that have helped it avoid
the impact of other sanctions imposed over the war.

In addition to the extensive list of individual
ships included in this round of sanctions, both
the EU and UK have widened the scope of
companies and individuals being targeted.

The EU has been targeting the shadow fleet
ecosystem in recent packages, specifically actors
enabling the operation of the shadow fleet, but
the latest round includes several from third
countries including entities from the United Arab
Emirates, Vietnam, Tiirkiye and Hong Kong.

The EU list also continued to target insurers
of Russian ships, this time listing Russian
oil giant Surgutneftegas and prominent
shadow fleet insurer VSK, which had already
been listed by earlier UK sanctions.

The UK, meanwhile, included several new
individuals on the list including two Russian
captains of shadow fleet tankers and John
Michael Ormerod, a British national who
procured ships for Russia’s shadow fleet.

The inclusion of Ormerod was specifically
designed to send a strong message that there
would be a “personal cost to those who are
supporting Russia’s trade in oil”, explained the
UK statement, citing the UK foreign secretary’s
personal mission to constrain the Kremlin.

Ormerod gained notoriety last year when the
Financial Times reported he had acquired

at least 25 secondhand oil tankers between
December 2022 and August 2023 on behalf of
Lukoil, Russia’s second-largest oil producer,
at a total cost of more than $700m.

Each ship was bought by a different special
purpose company incorporated by Ormerod
in the Marshall Islands, but Lukoil’s Dubai-
based Eiger Shipping provided the funds by
paying in advance to charter the vessels.

Eiger Shipping was included in Tuesday’s
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EU sanctions package on the basis that it
“enabled the procurement of numerous vessels
forming part of the so-called shadow fleet”.

According to the EU rationale, those vessels
have “transported oil from Russia while turning
off or manipulating their AIS transponders,
while not maintaining adequate liability
insurance or other financial security, and while
carrying out unsafe maritime operations”.

Almost all of the ships designated in the latest EU
package were included on the basis that they were
engaged in Russian oil trade, “while practicing
irregular and high-risk shipping practices”. That
rationale marks a notable shift from earlier
packages which had concentrated on the ships
that had breached the oil price cap rules.

While the price cap has continued to be cited by
politicians, it is increasingly not featuring as part of
the sanctions discussions with industry officials.

Nevertheless, European Union foreign policy chief
Kaja Kallas on Tuesday stressed that since the

EU introduced the oil price cap and sanctions on
the shadow fleet, relevant Russian revenues had
decreased by €38bn ($42.8bn). Russian revenues in
March 2025 were 13.7% lower than those in March
2023 and 20.3% lower than those of March 2022.

“This round of sanctions on Russia is the most
wide-sweeping since the start of the war,” said
Kallas. “While Putin feigns interest in peace, more
sanctions are in the works. Russia’s actions and
those who enable Russia face severe consequences.
The longer Russia persists with its illegal and
brutal war, the tougher our response will be.”

EU ministers are understood to be discussing a
potential lowering of the oil price cap as part of the
next round of sanctions already being worked on.

Ships included in the now dramatically extended
list of sanctioned entities will now be subject

to a port access ban and ban on provision

of a broad range of services within the EU,
however very few of the tankers listed were
engaging in these services to start with.

The ships included will continue to be able

to trade lawfully, sailing through EU waters
including the Gulf of Finland where the passage
of shadow fleet tankers has become the subject of
increased tension between the EU and Russia.
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One particular tanker, Jaguar (IMO: 9293002),
has become the focus of both EU and UK scrutiny
and has now been included on both sanctions lists.

A Russian fighter jet entered Estonian airspace
without permission following the attempts by
the Estonian navy to escort Jaguar out of its
waters last week, prompting Nato to scramble
jets in response. Jaguar remains anchored in

Primorsk, but its next passage back through
EU waters will be watched carefully following
its addition to the EU sanction list.

The EU was already at work on its next
package of sanctions, its 18th, to increase
pressure on Moscow to end its war against
Ukraine, European Commission president
Ursula von der Leyen said last week.

WHAT TO WATCH

Cook Islands registry removed from flag
states’ information-sharing compact

THE Cook Islands flag registry has been removed
from the Registry Information Sharing Compact,
an agreement signed by leading registries to help
curb sanctions-busting ploys such as ‘flag hopping’.

The removal was the result of a breach of the

compact’s policy and was officially communicated to

the Cook Islands earlier this month, a source with
direct knowledge of the matter told Lloyd’s List.

The RISC platform is a database for flag registries
to share details about vessels they have deflagged
so other members are aware of any history

of illicit conduct. This, in theory, is aimed at
preventing vessels removed from one registry
over sanctionable activity to quickly move to the
next one, a practice known as flag hopping.

However, the compact also creates conditions
that allow certain registries with a higher
risk appetite to essentially use RISC as a
shopping list, scooping up tonnage ejected

by their competitors to grow their fleets.

The database was formally launched in August
2024 in a joint press conference in Washington
DC, with representatives from other RISC
members and the US State Department.

“The establishment of this database by the
RISC member registries aims to reduce flag-
hopping operations of vessels involved in
sanction evasion activities,” the US Embassy
of Panama said in a press release announcing
the compact’s formal launch in August 2024.

“Under this international agreement, when a flag
registry begins a sanction process against a vessel,
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cancels a registration or denies the registration
of a vessel due to a sanctionable activity, that
office will immediately notify the other members
of the details of the vessel. A description of

the sanctionable activity will also be included

to share the identity of vessels, companies, or
groups engaging in these illicit practices.”

RISC’s founding members include Liberia, Marshall
Islands and Panama. There are understood to be
a total of 13 members, excluding Cook Islands.

Maritime Cook Islands, the organisation
managing the registry on behalf of the
Cook Islands government, did not respond
to multiple requests for comment.

The registries of Liberia and Marshall Islands
did not respond to requests for comment.
Panama referred Lloyd’s List to RISC, which
did not respond by the time of publication.

While membership of RISC is voluntary, the
compact has gained widespread support and
scrutiny from western governments with sanctions
targeting Russian and Iranian shipping.

In its most recent sanctions guidance, published
last month, the UK government signalled
membership and participation in RISC as part
of its best practice guidance to industry.

“This collaborative approach establishes a strong
network for sharing crucial information and
collectively enhancing sanctions compliance efforts in
the industry,” read the guidance, which urged all flag
administrations to regularly exchange information
with both the IMO and parties within RISC.
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ANALYSIS

Europe’s new defence drive is worrying

port bosses

THE European Commission’s much-anticipated
port strategy could prove a defining moment
for the continent’s maritime policy. Due at the
end of 2025, the plan is meant to align rules

to ensure the continent’s ports evolve into
clean, connected and competitive hubs.

Until now, the focus has been on energy
security: ports acting as clean industrial hubs
for alternative fuels, supporting Europe’s energy
independence and transition to a non-carbon
future. The framework aims to integrate ports
into the EU’s wider transport network, while
also helping attract renewed investment. It must
balance both private and public interests, spur
digitalisation and fix labour and skills shortages.

But the already monumental task has become even
more complex. Europe increasingly sees ports

as critical to security and defence, amid growing
geopolitical risks and the renewed threat of war.

The port strategy is now expected to outline
how ports can handle defence logistics and
mobility. European ports are entering a new era,
in which trade and security must co-exist.

The issue dominated the agenda at the
recent European Sea Ports Organisation
Summit in Thessaloniki, Greece.

Port executives cried out for clear guidance on

what is expected of individual ports, and how to
implement it. The new push to strengthen defence
mobility across the continent should also not come at
the expense of other pressing regulatory measures.

What is clear is that readiness gaps in
the EU’s military mobility remain.

Upgrading ports for large-scale troop movement,
equipment transport, and cybersecurity resilience
will be essential, but costly and complex.
Collaboration between port authorities and defence
agencies will also require greater regulatory
alignment and interoperability across borders.

Ports must also fortify their digital infrastructure to
safeguard logistics from espionage or cyberattacks.

Torsten Klimke, head of ports and inland
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navigation at DG Move, the commission’s transport
policy arm, said co-ordination between EU

states and with Nato and its partners would be
integral to addressing these readiness gaps.

For ports, the immediate priority is to
spot weaknesses that could prove to be a
chokepoint for the wider network, whether
poor internet connectivity, limitations

of road and rail connectivity, berthing
capabilities, and storage and yard capacity.

That sounds simple enough. Port executives
in Thessaloniki largely agreed on the need

to beef up military mobility, given recent
geopolitical tensions. But their immediate
question is how to balance these new strategic
obligations with commercial commitments.

Katarzyna Gruszecka-Spychala, vice president
of finance and asset management at the

Polish port of Gdynia, said such a task “would
never pass an exam of a free investor”.

“We understand it’s needed, but still, we
need to achieve competitiveness,” she said.
“So if we understand our responsibility,
there is a very difficult task to balance

it with commercial efficiency.”

Gruszecka-Spychala said she was acutely aware,
representing a Baltic port, of the threat of Russian
aggression on an almost daily basis. But for
Mediterranean ports hundreds of kilometres
away, such tensions can feel very distant.

European Sea Ports Organisation secretary-general
Isabelle Ryckbost told Lloyd’s List there was a grey
area regarding how far the directive was meant go.

“Is it for [ports in] the Baltic, the North
Sea, or less for maybe those in Spain or
Portugal? Or is it for everyone?” she said.

“I think it’s for everyone, but there
are a lot of question marks.”

Nevertheless, Ryckbost emphasised the need

for resilient supply chains, citing disruptions
caused by the war in Ukraine and the necessity
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of alternative routes when ports become
unavailable for commercial operations.

Algeciras Port Authority chairman Gerardo
Landaluce said it was essential that all EU
ports, including Spain’s, were kept updated
with the evolving security challenges.

“We have to have access to information
and a comprehensive analysis of all the
international risks that we’re facing,” he said.

This buy-in from other states is seen as vital by
the commission, and indeed by Nato, which sent a

representative to the ESPO summit for the first time.

The presence of Aleksandrs Bucens, an
officer for defence enablement and logistics at
Nato’s defence policy and planning division,
underscored the alliance’s growing co-
operation with the EU in enhancing security
and resilience within port operations.

“Rightly so, some parts of Europe right
now are a little more concerned with
security than others,” he said.

“But if we're not implementing these measures in
a harmonised way, not only do they not work as

effectively, but we're immediately at a disadvantage.”

Gruszecka-Spychala agreed.

“We are very strict about tax, customs, Russian
sanctions in the Baltic Sea, but security
should not be fragmented,” she said.

“Either we should be less strict, or the rest
of Europe should be as strict as we are.”

Balancing the diverse priorities of ports across
different regions presents a significant challenge
the commission will have to overcome.

There is still fundamental confusion as to
the tangible action ports are to undertake,
and their specific role in the EU’s drive

to enhance military mobility.

Indeed it would appear that the commission and
Nato are trying to figure this out for themselves.

Bucens advised ensuring “good dialogue”
with defence ministries to understand
requirements. He also warned ports to expect
more military cargo handling exercises.
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“There’s only so much you can do looking at
a map,” he said. “You need to be out there,
talking to people, moving things around, so
be prepared, adaptable and resilient.”

EU sustainable transport and tourism commissioner
Apostolos Tzitzikostas said practical steps
and guidance on how ports will contribute in
this military function will follow in the EU’s
port strategy toward the end of this year.

However, the lingering question from port
officials surrounding military mobility is an
area the sector knows only too well when it
comes to EU directives: access to funding.

As it stands, this is another significant grey area.

A recent report by the European Court of
Auditors, Europe’s budget watchdog, found
significant governance challenges with the
bloc’s military mobility framework.

It was highly fragmented, with no central body
co-ordinating military mobility activities at an

EU level. However, the ECA also pointed to design
weaknesses, particularly regarding funding
accessibility and the complexity of achieving

its objectives. Stakeholders often struggle to
navigate investment sources, facing unclear
requirements that make securing funding difficult.

Klimke sought to allay these concerns at the
Thessaloniki summit. He said the White Paper
for European Defence — Readiness 2030
outlines funding mechanisms for military
mobility and infrastructure, including from

the second phase of the Connecting Europe
Facility programme (CEF 2) — under the Trans-
European Transport Network (TEN-T) policy.

The commission’s Cohesion Fund will be

also revised to allocate further funding for
defence purposes. These, Klimke said, could all
provide potential funding avenues for ports.

Ryckbost, however, said her members would
still have reservations over funding access.

She praised the success of CEF 1 in providing ports
access to EU funding. CEF 2’s eyewatering €33.71bn
($37.9bn) budget includes €25.8bn allocated
specifically to transport to the sector, she added.

But ports have reported difficulties in
securing funding despite high-quality
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proposals. The complexity of the application
process and limited financial resources
have led to funding being refused.

“I think it’s still a very good framework, but
the core of the problem is that there hasn’t
been enough money in the sector,” she said.

Yet crucially, Ryckbost says that the EU’s drive for
enhanced military mobility and this new security
node under the port strategy could be the catalyst
to unlock this much-needed funding. The EU could
not achieve its objectives of military preparedness
without an efficient port sector, she explained.

“This is the reason why I've been saying
[the port strategy] is not just a transport

policy,” Ryckbost said. “It’s not for ports,
but it will facilitate agriculture, ‘net zero’
industry, or any sector of the market.”

Ryckbost said Ukraine’s “solidarity lanes” and
Black Sea Grain Initiative served as a stark
reminder that blocked exports can cripple
economies, reinforcing the need for balanced
security measures that do not disrupt trade.

“You want ports to play these public functions
for the benefit of the wider community and
to make Europe move, literally,” she said.

“And if you're not investing in ports, then
you will not achieve military mobility.”

A guide to spoofing spotting

AUTOMATIC Identification System data is a
favourite tool of risk and compliance professionals,
but bad actors are routinely exploiting the

reliance on this information by manipulating
tracking data to show vessels in false locations
when engaging in illicit or sanctioned trades.

The intentional altering of positional information
by people on board or affiliated with the vessel
in question is known as first-party spoofing.

This method allows a ship to appear in one
place when it is really elsewhere, and typically
engaging in sanctioned or other illicit activities.

It is a more advanced form of AIS
manipulation than simply “going dark”
because it leaves less of an obvious trace.

A gap in AIS transmissions is easily noticed.
Alarm bells would be going off for many
risk and compliance professionals if a vessel
disabled its AIS for days while sailing in the
Black Sea towards Russia, for example.

It takes extra vigilance, however, to capture and
identify incidents of spoofing because the vessel
will be continuing to transmit data and often does
so in places that are entirely legitimate for it to be.

This begs the question: what are the red flags that

people need to look out for when they're trying to
verify if a vessel’s positional data is legitimate?
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1. Repeated values in AIS data

Certain information is transmitted in a vessel’s
AIS data, such as the ship’s identification
numbers and name, as well as speed, draught,
heading and course over ground.

If there’s a situation where the AIS data being
received shows repeating values of heading,
speed or course over ground in illogical
circumstances for more than two hours, then
this is a red flag and requires further checks.

If a vessel is berthed, the data will inevitably
repeat because the ship is stopped. This
would be a logical circumstance.

2, Box pattern

Certain visual patterns are telltale signs of spoofing.
One of these is the so-called “box pattern”.

It is easy to overlook this behaviour if you
are quickly reviewing AIS positions, so
it’s important to review in greater detail
instances when ships are stopped.

This is particularly needed in loading hotspots
for sanctioned or illicit cargos, including
ship-to-ship areas, or when ships appear

to be extremely still in common spoofing
locations such as the Middle East Gulf.

3. Geometric patterns (such as circles)

One of the easier forms of spoofing to
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recognise is when ships move in pristine
geometric patterns, such as circles, as this
is impossible to achieve in real life.

4. Sophisticated spoofing that is
more challenging to identify

Spoofing has become increasingly complicated
and sophisticated over the years as increased
regulatory scrutiny has demanded more
innovative ways to avoid detection.

A typology that is difficult to detect without
granular data or additional resources is
spoofing that mimics normal AIS trails.

This can be seen with Iran-trading liquefied
petroleum gas carriers. Their AIS data
shows them calling Iraq, but in reality,

they are most likely loading in Iran.

A Lloyd’s List analysis found that more
than 60% of LPG carrier port calls in Khor
al Zubair, Iraq, between January 2024 and
February 2025 were likely manipulated.

The issue is so prevalent that at times,
two or more vessels appear to be loading
at the same berth simultaneously.

For instance, on April 11, 2025, four LPG
carriers can be seen on AIS in Khor al Zubair,
including three at the same berth. Yet satellite
imagery shows only one vessel there, indicating
the remaining three were spoofing the AIS.

This form of spoofing has also been observed
with tankers pretending to call Khor al
Zubair’s oil terminals, located several

miles north of the LPG complex.

Alook at the three spoofers’ AIS trails as they
enter the port shows nothing out of the ordinary,

illustrating the increasing sophistication of spoofing.

However, gaps and irregularities sometimes
do occur during this specific type of spoofed
voyages, likely when the vessels switch

between genuine AIS and manipulated AIS.

This highlights the importance of
thoroughly checking both positions and
the data transmitted through AIS.

Differentiating between first-party
spoofing and third-party interference
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Identifying first-party spoofing can be tricky
if you do not know what to look for.

It is becoming increasingly difficult,

even for practised spoofing spotters, to
accurately recognise these events because
of a rise in third-party interference.

This is when a third party disrupts the Global
Navigation Satellite System receivers on
which AIS systems rely to derive positional
information, thereby manipulating the
coordinates a vessel transmits via AIS.

This type of disruption happens most
commonly in conflict zones and the
disruption to AIS is understood to be an
unintended consequence of this activity.

Importantly, third-party interference typically
impacts all vessels in a certain area indiscriminately.

Like first-party spoofing, though, the location data
received for vessels is illogical or impossible.

Sometimes it is straightforward to distinguish first-
party spoofing from third-party interference, as the
latter looks more erratic, as seen in the image above.

However, over the past year, the third-
party interference has evolved and the
impact to vessels strongly resembles the
patterns seen in first-party spoofing.

This puts additional pressure on risk and
compliance professionals as they must accurately
distinguish between first-party spoofing and
third-party interference because — in the case

of the latter — the impacted ships are victims of
spoofing, rather than being the perpetrators.

In these situations, the best course of action is to
assess the behaviour of the vessels suspected of
being in the same vicinity as the target vessel.

If it is the case that all vessels within one area —
typically the area before the location data became
disrupted — are behaving in similar ways and having
their positional data spoofed to the same locations

or in a similar manner, then this is more likely
third-party disruption than first-party spoofing.

Third-party disruptions can occur almost anywhere,
but today it happens most intensely and frequently
in the Black Sea and Sea of Azov, around Russian
ports in the Baltic and Arctic, and off Sudan.
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Carbon taxes set to reshape shipping

CARBON pricing is no longer a distant regulatory

threat — it’s already impacting shipping and trading.

The European Union is leading the charge,
with the EU Emission Trading System (ETS)
and FuelEU Maritime adding an estimated
$6.1bn to industry costs in 2025 alone.

The IMO’s Greenhouse Gas Fuel Intensity
(GFI) measure is set to join the mix from
2028, driving up costs even further.

Whether the EU — and other regulators — will
treat the GFI as a sufficient global price signal
remains an open question. If not, shipowners
and charterers could be staring down a
combined carbon bill approaching $50bn by
2030 in a business-as-usual scenario.

Crunching the numbers using a typical vessel

burning heavy fuel oil as a baseline, it is clear these

new regulations will carry significant financial

consequences — particularly for those unprepared.

Take the Santos-Rotterdam grain route for
a panamakx class ship as an example: the
projected increase in these costs is stark.

In 2024, carbon costs were relatively small, at
around $47,000 for a newly built — and therefore
more efficient and lower-emitting — ship on

a round voyage limited to only EUA costs at

the 2024 phase-in coverage rate of 40%.

By 2028, the inclusion of Fuel EU Maritime
and GFI costs will push the total carbon cost to
almost $380,000, nearly a 10-fold increase.

By 2030, the cumulative cost of EUA ($250,000),
FuelEU ($80,000) and GFI ($200,000) tops
$530,000 — if the expected EUA price is taken
into account — posing significant financial
pressure on cargo owners and charterers.

Long-haul dirty tanker routes such as Mongstad-
Singapore on a very large crude carrier
bear some of the highest absolute costs.

Starting from just over $165,000 in 2024,

the combined cost balloons to more than
$1.9m by 2030, with the GFI component alone
adding in excess of half a million dollars.

This sharp rise could have a chilling effect
on certain trade flows or force shifts to
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more carbon-efficient tonnage.

While the headline figure is substantial, the cost
per tonne of cargo highlights the broader challenge.
This equates to more than $7 per tonne of cargo —
enough to erase all but the most resilient arbitrage
opportunities — and, as a result, the economics of
long-haul trades could be fundamentally altered.

These surging costs will ripple through
supply chains, driving up freight rates,
influencing fuel choices, and potentially
reshaping global trade patterns.

Older, less-efficient vessels may struggle with
viability under escalating carbon costs, but owners
are turning to commercial decarbonisation
strategies — accepting discounted freight contracts
in exchange for greater operational flexibility.

Controlled speed, reduced ballast legs, and
optimised routing can aid ship compliance.

However, this shift highlights a broader trend:
in a more regulated market, agility and smart
partnerships may allow smaller players to
outpace larger, slower-moving competitors.

This has long been thought in the market and
is clearly evidenced by the uptick in dual-
fuel newbuildings on order, but the question
remains over fuel availability and cost.

While zero and near-zero (ZNZ) fuels offer the
promise of compliance with minimal emissions
exposure, their higher price may still outweigh

the penalties of non-compliance. Shippers and
charterers alike will need to adapt quickly — or risk
being priced out of the carbon-compliant market.

As regulations tighten and environmental
costs climb, carbon pricing is no longer

a peripheral concern — it is central to

the economics of global shipping.

Despite the scale of these projected costs, the
market has yet to surrender EUAs for 2024.

This delay risks masking the true financial impact
— amplifying the divide between those with
proactive compliance strategies and those without.

George Griffiths, Geir Olafsen and
Bernhard Feet work for maritime emissions
analytics company Siglar Carbon
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MARKETS

Carriers rush to reposition ships as trade truce

fuels transpacific boom

CARRIERS are scrambling to redeploy ships
from other trades to the China-US route,
with the tariff truce between Washington and
Beijing spurring what analysts call a “perfect
storm” for the container shipping market.

Along with the influx of capacity, new
strings linking the two countries have been
announced, while previously suspended
services are being restored. Some smaller
lines have also returned to the core trade.

At least six ships, comprising close to 50,000 teu,
from the Ocean Alliance will sail from China to the
world’s largest consumer market across the Pacific
next month. They currently run on trades including
Asia-Europe and China-South America, according to
vessel schedules and Lloyd’s List Intelligence data.

The smaller Premier Alliance announced the long-
delayed launch of its new transpacific service PS5,
linking China’s Qingdao and Ningbo to Long Beach
and Oakland. The first ship, the 6,589 teu YM
Mobility (IMO: 9457737), will depart on June 5.

These moves come as US-China trade volumes are
expected to surge, along with freight rates, after
duties began to be lowered and suspended last week.

Based on historical volumes and order cancellation
data provided by carriers and forwarders prior

to last week’s tariff agreement, Sea-Intelligence
estimates about 180,000 teu-520,000 teu of
shipments that could have been postponed by high
tariffs are now waiting to be shipped out from China.

These goods, along with previously suspended
services, would temporarily put the transpacific
trade in a capacity shortage, it argued.

“Consequently, we expect to see a sharp
rise in spot rates in the coming weeks, as
well as much more capacity insertion into
the transpacific, at the expense of blank
sailings in other Asian export trades.”

Linerlytica said that the China-US trade
deal has created “a perfect storm” for the
liner shipping market, which will further lift
carriers’ earnings in the next two quarters.
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“The sharp rebound in transpacific cargo bookings
have pushed up freight rates over the past week with
further rate hikes planned from 1 June,” it added.

Spot FAK rates from China to the US west coast
have already risen to above $3,000 per feu for

the second half of May. Rates to the east coast are
another $1,000 per feu higher. Prices have breached
$6,000 and $7,000, respectively, for the first half

of June, with some carriers quoting even above
$10,000 per feu for departures in the second half.

“Carriers are scrambling to redeploy
their ships to the US to take advantage
of the rate bonus,” said Linerlytica.

Zim told clients it will restore the ZX2
transpacific express service, suspended on
April 22 due to US tariffs, from this week.
The Shanghai-Ningbo-Los Angeles loop
previously used five 4,500-5,300 teu ships.

Forwarding sources also said Hapag-Lloyd and
Wan Hai Lines had quietly introduced ad-hoc ships
on their own China-US strings in recent days.

The 4,680 teu Wan Hai 516 (IMO: 9457658)
serving China-India will head to Long Beach and
Oakland with estimated arrival on June 29 and
July 3, after returning to China next month.

Hapag-Lloyd has added the 4,890 teu Dallas
Express (IMO: 9193288), due to leave Yantian
in late May for LA via Shanghai and Busan.

Some smaller carriers are also seizing the chance
to enter or re-enter the transpacific services.

South Korea’s KMTC, which operates 65 ships
comprising 150,000 teu, recently announced a
new China-US west coast service called APX. The
first ship, the 6,570 teu Racine (IMO: 9406647),
will depart from Shanghai on June 20. It has
served the China-Middle East for years.

Even smaller TS Lines and SM Line have jointly
deployed the 2,900 teu T'S Tacoma (IMO: 9951733),
hitherto active in intra-Asia, which is currently
near Shanghai and due in Long Beach on June 7.

The ramp-up of capacity is expected to ease some
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of the strain from surging shipping demand in a
few weeks’ time, tempering freight rate increases.

Linerlytica said although transpacific capacity
was rising from weeks 21 and 22, more was
expected as carriers finalised schedules.

It also believes the tariff-led disruption is
unlikely to cause a severe lack of containers,
which could fuel wider rate volatility.

“There is over 1.5m teu of new boxes available
currently in China so equipment shortages are not
expected to be an issue this time,” said Linerlytica.

Scepticism mounts on theory that tariff pause
will spark US import boom

ACCORDING to the container shipping bulls,
the pause in US-China tariffs will spur a

flood of “bullwhip” imports this peak season,
causing port congestion and an extended spike
in spot rates, akin to the pandemic era.

Not so, said Gene Seroka, executive
director of the Port of Los Angeles.

During a press conference on Monday, he laid out
a much more subdued scenario for the US-China

trade war détente. Yes, imports would rebound to
some extent, but nothing extreme, he predicted.

On the coming peak season, he said: “I have no
idea, but my general opinion is that we’ll see
lower inventory levels across a variety of retail
segments, because the products will cost a lot
more. It’s likely that it [peak season] will be

a bit more muted compared to years past.

“Tariffs are still elevated, and with these deadlines
coming, it will cause more trepidation, not knowing
where we’ll land after the 9o-day pauses with
respect to China and the rest of the world.”

‘Substantial’ fall in May imports

According to Seroka, imports to the Port of
Los Angeles in the first week of May were
down more than 30% year on year “and the
May volume drop is likely to be substantial
when we close the books on this month”.

Carriers reported a surge in bookings starting
last week, but Seroka downplayed this when
asked about future cargo arrivals.

“We're seeing bookings pick up, but overall, as far
as rushing to buy before these deadlines, remember,
these prices are still very much elevated. We're
likely to see a bit of an uptick in bookings in Asian
cargo coming over, but you won't see a deluge of
freight here in the Port of Los Angeles,” he said.
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“It’s very difficult to shut down the supply chain
to the degree we did and then fire it back up
without any kind of bumps in the road. Ships
are being repositioned, but that takes time. And
while individual companies may say bookings
are ticking up for certain commodities, that may
not be as wide-ranging as some would think.

“We’ll see a little more activity, but it won’t be the
huge amount of cargo that a few started to predict
last week. I'm looking at the real-time data on
how these bookings are starting to pick up, and
in fact, one third-party logistics company told

me last week that bookings are still only 80% of
what one would expect for this time of year.”

Vizion just released its booking data for the week
of May 12-18. It showed that China-US bookings
almost doubled (up 93%) versus the prior week,
yet were still down 13% versus the same week last
year. Overall bookings to the US from all countries
were still down 18% year on year last week.

Port congestion has been cited as a potential
positive for rates, but Seroka dismissed
concerns that the Port of Los Angeles would
not be able to handle higher volumes coming
in June and July due to the tariff reprieve.

“On the ground right now, we have less than 30%
of the number of containers we had at the peak
of Covid. I think we will have enough advance
information that we will not be caught off guard.

“I just don’t see, from the information that we
have today, that we're going to see the amount
of cargo that’s going to put us at a stoppage and
have ships at anchor like we witnessed before. I
think it’s more of a deliberate flow,” said Seroka.

Importers have already frontloaded cargo

Another reason not to expect the extreme surge that
some have predicted: US importers, to a significant
extent, have already frontloaded import cargoes.
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During Trump 1.0, tariffs caused an increase
in imports in 2018, which curbed demand in
2019. In the first months of Trump 2.0, and in
the months before the president’s inauguration,
there has been a similar frontloading.

“The port has seen 10 straight months of
year-on-year growth, in part driven by
retailers and manufacturers bringing in
cargo ahead of tariffs,” said Seroka.

In April, the port of Los Angeles handled
439,230 teu of imports, second only to April
2022, during the pandemic. “That boost is
largely due to importers getting a last push of
cargo before the tariffs hit,” said Seroka.

The Port of Long Beach handled 419,828 teu of
imports last month, an all-time record for April.

The two Southern Californian ports’ combined

April imports were the highest on record this year,
edging out Covid-era totals in 2021 and 2022.

During the first four months of 2025, combined
Los Angeles and Long Beach imports exceeded
those in the same period in 2021, and were

just 1% below the four-month total in 2022,

at the height of the pandemic boom.

Today, unlike during Covid, there is no
demand-side stimulus from US consumers.

“We're in a very unique moment for global
trade,” said Seroka. “These tariff policies
are more widespread and sweeping than
anything we've seen in our lifetimes.

“With trade policy shifts happening so quickly,
it’s a challenge for businesses, economists and

ports to forecast, at least in the short term. But
it’s clear we’ll see a pullback in global trade.”

Safe Bulkers profits dip on softer market

and volatility

SAFE Bulkers has wasted little time in buying up the
maximum amount of its own stock authorised under
a buyback programme announced in February.

The New York Stock Exchange-listed owner
of 49 bulk carriers said it had repurchased
3m shares, equivalent to 2.8% of the
company and 5.4% of the public float.

The update from the Cyprus- and Greece-
owner came as it posted reduced revenues
and profits for the first quarter of 2025.

“We faced softer charter markets due to
seasonality and geopolitical uncertainties,”
company president Loukas Barmparis said.

i

“In this volatile environment we continue

to renew our fleet focusing on operational
excellence, environmental performance in
relation to IMO regulations and the creation
of long-term value for our shareholders.”

Last month, Safe Bulkers took delivery of the 12th
newbuilding out of a recent newbuilding programme
running to 18 bulkers. The latest addition was the
Japan-built kamsarmax Efrossini (IMO: 1050727).

The remaining units under construction include
two methanol dual-fuelled kamsarmaxes.

In addition, the company had been carrying out
“environmental upgrades” to its existing fleet
and had so far upgraded 25 vessels, it said.

During the first quarter, the fleet averaged
a time charter equivalent rate of $14,655
daily per vessel, down from $18,158 in

the equivalent period last year.

Net revenues fell by 21% to $64.3m, while
adjusted net income was reduced by about
68% to $7.8m, or $0.05 per share.

BW pulls out of LPG terminal project citing

‘market uncertainties’

BW LPG has announced it will cease
investment in an LPG terminal project in
India amid “market uncertainties”.
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The Singapore-headquartered company announced
it would invest $10m in the onshore import terminal
at Jawaharlal Nehru Port, Mumbai in 2023 as part
of its joint venture with Confidence Petroleum India.
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The terminal was slated to offload the latest very
large gas carriers in a single discharge operation
and connect to the Uran Chakan pipeline into
India. The terminal was due to open in 2026.

But its future is now under threat after BW
announced on Tuesday it would be pulling
its investment “in light of ongoing and
heightened market uncertainties influencing

the global business landscape”.

Instead, the VLGC owner will focus on its
“core value drivers”, shipping and trading.

Chief executive Kristian Sgrensen said his
company was “deeply grateful to our partners in
India for their commitment and collaboration
throughout the project’s planning phase”.

“This decision was not made lightly but reflects a
realignment of our business priorities in a changing
environment. India remains a vital market for

BW LPG, and we continue to support its energy

transition through other strategic initiatives.”

BW announced first-quarter profits of $66.6m,
56% down on the same period in 2024, as LPG

rates softened at the beginning of the year.

IN OTHER NEWS

Utkilen calls for end to tanker age
restriction as it extends ships’ lives
UTKILEN chief executive Siri-
Anne Mjatvedt believes that
the lifting of restrictions by
charterers of chemical tankers,
which preclude the use of older
ships, would help to ease a
looming shortage of vessels
capable of loading the most
hazardous chemical types.

Privately owned, Bergen-
headquartered Utkilen owns

15 chemical tankers, which
operate in amongst the most
regulated of all shipping sectors.

But many oil majors do

not allow the chartering of
chemical tankers in excess
of 20 years of age.

UK could align its carbon market with
the EU’s under post-Brexit reset

THE UK could link its new carbon
market with the European Union’s
as part of the two neighbours’
post-Brexit reset deal.

On Monday the UK and EU said
they should “work towards”
linking EU emissions trading
schemes, and that these

should include domestic and
international maritime transport.

The EU ETS prices emissions

from all voyages within EU
ports and 50% of voyages in
and out of the bloc. The UK is
working on its own ETS to cover
domestic shipping emissions.

Russia releases detained tanker
THE tanker detained by
Russia on May 18 has now
been released and is back
underway to Rotterdam,

its original destination.

The Liberia-flagged aframax
Green Admire (IMO: 9927196)
left the Estonian port of Sillamae
on May 17 carrying Estonian
shale oil, following a previously
agreed route through Russian
waters. It is normal for vessels
leaving Sillamae to use this
route as it is safer and avoids
shoals in Estonian waters.

But early on the morning of
Sunday May 18, the tanker was
stopped by Russian authorities
and escorted to an anchorage
off the Russian island of
Gogland in the Baltic Sea.

Trafigura confirms ammonia
dual-fuel engines for four

mid-size gas carriers

TRADING giant Trafigura has
selected ammonia as the green
fuel of choice for the propulsion
systems of four 45,000 cu m
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medium gas carriers to be built by
HD Hyundai Mipo in South Korea.

According to a stock exchange
filing by the shipbuilder, the
delivery schedule for the four
vessels — originally ordered by
an unnamed Asian shipping
company — has been delayed
from November 2027 to July
2028. The price per vessel has
also increased significantly,
from $69.7m to $82.5m.

Hyundai Mipo later confirmed
that Trafigura was the customer
behind the order. The revised
schedule and price reflect

a final agreement between

the two parties to install
ammonia dual-fuel engines,

at the request of the client.

Martin Sato appointed to

lead Lauritzen Bulkers

MARTIN Sato will take over as
Lauritzen Bulkers chief executive
by the end of the year, the Danish
bulker operator has announced.

Sato will take over from
Martin Egvang, who left his
role earlier this year citing
unsustainable levels of stress.

Egvang himself only assumed
the role in September 2024
from Niels Josefsen.
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Watchkeeper distracted by

music on phone before collision,
Admiralty Court finds

A FIRST officer on sole watch
was “not alive to the risks” prior
to a collision off Greece because
he was probably listening to
music on his mobile phone, the
Admiralty Court has found.

Audio recordings from the
bridge of bulk carrier Kiveli
(IMO: 8204731) also revealed
sounds of a mother and baby
playing together within two
hours of the casualty.

The decision in Monford
Management v Afina Navigation
comes after a warning from
marine insurer Gard that
addiction to personal devices
is an emerging safety risk

at sea, sometimes with

fatal consequences.

Trio to appeal after being found
guilty in 2017 Greek spill

THREE men have been convicted
by a majority decision of a Greek
court tribunal for their role in

a notorious oil spill incident

in the country’s Saronic Gulf
more than seven years ago.

The 45-year-old product tanker
Agia Zoni Il (IMO: 7126152) was
engaged to deliver bunkers

at the Piraeus port container
terminal and was loaded with
more than 2,500 tonnes of oil,
as well as its own bunkers and
lubricants, when it began listing
and sank in September 2017.

In one of Greece's worst pollution
accidents of recent years,

about 4 km of the coastline of
Salamina Island and at least 20
km of the Athens Riviera were
contaminated, oiling scores of
yachts and other small craft

in marinas along the coast.
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Classified notices follow
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Looking to publish a judicial sale, public notice,
court orders and recruitment?

Please contact: marketingservices@lloydslistintelligence.com
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