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Caution, U-turns and rising rates, 
but tanker traffic continues 
largely unscathed for now

TANKER traffic through the Strait of Hormuz paused in the wake of 
US military strike on Iran’s nuclear facilities, but only briefly and 
volumes remained largely unaffected on Monday in response.

While at least five tankers performed swift U-turns following the US 
strikes in the early hours of June 22, traffic has remained within 
normal ranges after an immediate Iranian response to US strikes on its 
nuclear facilities failed to materialise, leaving crude supply from the 
Middle East still largely unaffected by the escalating conflict.

A total of 15 tanker transits through the strait were recorded on 
Sunday by Lloyd’s List Intelligence vessel-tracking data, down from the 
21 transits recorded on June 21, but well within the normal range.

After a brief spike to a five-month high above $80 per barrel on 
Monday, the rally in Brent crude futures quickly dissipated as it 
became clear that, for now, tankers were continuing to trade, albeit 
with added rates, pauses and the expectation of disruption to come.

Shipowners are trying to minimise time that vessels spend inside the 
Strait of Hormuz due to the conflict, but most are still moving.

Lloyd’s List understands that several owners and loading ports inside 
the Middle East Gulf are now instructing vessels to delay crossing the 
strait until shortly before the scheduled loading time.
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In the wake of the US strikes which hit three 
Iranian nuclear facilities — Fordow, Natanz 
and Isfahan — and a subsequent vote in Iran’s 
parliament on Sunday to close the strait, 
several ships abruptly changed course, only 
to then turn back again several hours later.

Coswisdom Lake (IMO: 9727194), a Cosco-
controlled VLCC chartered by Unipec, and 
South Loyalty (IMO: 9537769), a Sinokor-
owned VLCC chartered by Trafigura, both 
performed U-turns on Sunday in the wake 
of the strikes, only to turn around again on 
Monday to continue into the Middle East Gulf.

Other ships, however, appear to have either rerouted 
or are now anchored, awaiting instructions.

Hafnia MR1 tanker Hafnia Aragonite (IMO: 
9727558) was tracked reversing course on 
Sunday heading back towards India, having 
only departed the port of Kandla on June 19.

MOL-owned chemical tanker Kohzan Maru (IMO: 
9209283) was sailing towards the strait before 
changing course and then anchoring in the Gulf 
of Oman. Nova Group-controlled MR2 tanker 
Red Ruby (IMO: 9284790) and Sokana-contolled 
chemical carrier Marie C (IMO: 9749348) were 
also sailing towards the strait before opting to 
drop anchor off the UAE port of Fujairah.

A combination of load port scheduling and 
entry instructions, insurance negotiations and 
internal company-level security reviews are 
understood to be behind several changes to vessel 
movements in the wake of the US strikes.

Several technical managers have reportedly advised 
crews to maintain heightened vigilance, avoid 
over-reliance on electronic navigation systems and 
conduct extra emergency preparedness drills.

Persistently high levels of electronic interference, 
particularly affecting GNSS systems, continue 
to be experienced throughout the region.

According to the latest Joint Maritime 
Information Centre advisory note to vessels 
transiting the region, electronic interference 
in the Strait of Hormuz continues to be an 
issue, originating from the port of Bandar.

Some vessels have chosen to sail through the 
strait during daylight hours as a result of the 
threats, but the combination of those changes in 

transit patterns and ships waiting to transit, is 
already resulting in increasing ship congestion 
near Dubai and in the southern Gulf of Oman.

Despite the relative calm in the market and 
minimal disruption so far, the anticipated 
military response from Iran “is likely to include 
attacks or seizures of US-affiliated shipping”, 
according to security firm Ambrey.

While Iran’s parliament voted to close 
the Strait Of Hormuz on Sunday, only an 
appointee of Iran’s supreme leader Ali 
Khamenei can issue such an order.

A prolonged closure of Hormuz is still widely 
considered by naval and security analysts as 
unrealistic, given the strait’s status as an economic 
lifeline for Iran and its importance internationally as 
the conduit for 25% of all crude and product flows.

Should the strait be closed, it likely won’t 
be closed for long as it would prompt world 
powers to act swiftly because of the large 
effect it would have on the global economy.

China relies on 47% of its seaborne crude from 
the Middle East Gulf and around 40% of all LPG 
exports and 20.5% of global LNG trades are 
reliant on the narrow waterway remaining open.

Security analysts have repeatedly warned 
that an alternative for Iran could be random 
targeting of vessels, as it would increase 
uncertainty and risk for owners.

“If there is a closure of the Strait of Hormuz, this is 
more likely to be targeted, focused on US and Israeli 
shipping,” noted Ambrey in its latest security circular.

Several US-flagged merchant ships have gathered 
in UAE territorial seas, however not all of the 
ships currently anchored waiting to transit 
bear a public US-affiliation, either through 
ownership, trading history or charter.

“Some vessel owners or operators may decide to 
avoid the Strait of Hormuz for some time, creating 
a type of two-tier market, but this will not limit the 
ability to bring the oil out, and to a minor extent 
in,” noted Vortexa chief economist David Wech.

“I would argue that the price reaction suggests that 
the wider market thinks that there are limited risks 
of actual transit issues, or at least that they want to 
see them first before taking stronger positions.”
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WHAT TO WATCH

China orders fleet to report Hormuz voyages 
amid protection speculation
CHINA has ordered its merchant fleet to 
start reporting transits and voyages through 
the Strait of Hormuz to its shipowners 
association, sparking speculation that Beijing 
could be considering contingencies to protect 
vessels critical to its energy supply.

The unprecedented move comes after the 
US bombed three key Iranian nuclear sites 
over the weekend, heightening tensions and 
direct threats to shipping through the narrow 
chokepoint which handles a significant chunk 
of global seaborne oil and gas trade.

In a statement on Monday, the China Shipowners’ 
Association (CSOA) has asked its members 
to immediately start submitting daily reports 
on their ship movements through Oman Gulf, 
Strait of Hormuz and the Middle East Gulf.

The submissions to CSOA cover all types of 
vessels, including oil tankers, gas carriers, 
bulk carriers, and containerships.

The reports must contain details such as 
company name, vessel identity, flag state, cargo 
specifics, original port and destination, as 
well as the number of trips through the strait. 
Historical sailing data encompassing all of 
2024 and January to May 2025 has also been 
requested, in addition to current transits.

The CSOA said the move was “in line with 
requirements from national competent 
authorities”, and that having this information 
is “vital for safeguarding national interests”.

Around 15m barrels per day of crude oil and 
2.5m bpd of products transit through the 
Strait of Hormuz, as well as around 20% 
of the world’s liquefied natural gas and a 
third of global liquefied petroleum gas.

Unlike the Red Sea and Suez Canal that 
face disruptions from Houthi interference, 
alternative routes are not readily 
available for ships to detour around.

China is expected to be among those most affected 
by a potential blockade, given its heavy dependence 

on Middle Eastern energy. The world’s second-
largest economy sourced more than 40% of its 
crude oil imports from the region in 2024, led by 
Saudi Arabia, and is also viewed the top buyer 
of discounted Iranian oil under US sanctions.

After the recent flare up in conflict with Israel, 
Tehran officials had threatened to close off 
the strait. The US air strikes prompted Iran’s 
parliament to endorse a measure for such a 
move again, although ultimate decision-making 
power lies with Ayatollah Ali Khamenei and the 
Supreme National Security Council led by him.

“I wonder if the reporting to shipowners’ 
association might serve as a white list for Iran 
to ensure the safety of these ships,” said SWS 
Research shipping analyst Yan Hai. “While it is 
possible to detour around the Red Sea, the Strait 
of Hormuz is simply too important for China.”

A senior executive from a Chinese state-owned 
shipping company echoed the view. “My feeling is 
Chinese ships will enter [the gulf] even if knives 
drop, he said, adding they may be afforded similar 
treatment as in the Red Sea if another crisis occurs.

CSOA has been approached for comment.

Iran-backed Houthis, who started attacking 
merchant vessels transiting the Bab el 
Mandeb Strait since late 2023, had stated 
publicly they allow passage of Chinese 
ships, which have barely been targeted.

The rebels said they will resume assaults 
on US vessels in the Red Sea shortly after 
US President Donald Trump announced the 
American air strikes on Iran, despite an earlier 
agreed ceasefire between both sides.

Some tanker owners including Frontline are already 
refusing new contracts to sail into the gulf through 
the Strait of Hormuz. Vortexa data on Wednesday 
showed ballast very large crude carriers entering the 
gulf via Hormuz have dropped 40% since the Israel-
Iran conflict compared to the 1.5 month average.

Yet plenty of skepticism exists over whether Iran 
can effectively enforce a closure of Hormuz.
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Apart from doubts over specific capabilities, 
such a move is also seen antagonising other 
large nations in the Middle East and Europe, 
further isolating Iran, as well as economically 
disastrous for Tehran itself as a large share 
of its revenue depends on energy exports.

“The world simply cannot allow a sustained 
closure. By bringing key powers into the war, 
Iran would lose big for no gain,” said Fereidun 
Fesharaki, chairman of London-headquartered 
energy consultancy FGE in a commentary.

Pareto Shipbrokers said: “Most pundits would 
not expect them to be able to go through with 
such a move, and potential cargo seizing or 
simpler drone attacks would be more likely.

“lf that’s the case, we could see military convoys 
through the strait, which would increase fleet 
inefficiencies and boost tonnage demand.”

US Secretary of State Marco Rubio, in an interview 
with Fox News on Sunday, urged Beijing to persuade 
Iran not to attempt such an action, noting that China 
relies heavily on this waterway for its oil supply.

Rubio stated that closing the strait would 
be “economic suicide” for Iran.

“And we retain options to deal with that, 
but other countries should be looking at 
that as well. It would hurt other countries’ 
economies a lot worse than ours,” he added.

Sevastopol exports: how Russia circumvents 
sanctions programmes
GRAIN exports out of occupied territories in 
Ukraine, particularly Sevastopol, have garnered 
international attention since the start of the war in 
Ukraine as Russia has been accused of using these 
ports to move what is described as “stolen” grain.

Financial restrictions have been introduced by 
western regulators to tackle this activity, but a 
Lloyd’s List investigation into a recent voyage 
out of the sanctioned port of Sevastopol reveals 
just how Russia evades these sanctions.

On April 7, a serial Crimea caller, the Russia-flagged 
bulk carrier Matros Pozynich (IMO: 9573816), 
disabled its Automatic Identification System data 
in the Black Sea, a typical behaviour displayed 
by those moving cargoes out of occupied ports.

Matros Pozynich was “dark” for 35 days, according 
to Lloyd’s List Intelligence vessel tracking data.

Satellite imagery from Planet Labs PBC shows the 
large handysize berthed in Sevastopol on May 5.

This cargo was delivered to the Egyptian 
port of El Iskandariya at the end of May.

A review of the contracts, correspondence 
and shipping documents relating to this 
shipment shows NaturalGem Petroleum 
was the initial buyer in this transaction.

John Lim of NaturalGem Petroleum told Lloyd’s 
List his company wanted to enter the Black Sea 
grain trading market and was in discussions with 

a company called AnyGrain to purchase cargo.

Lim said he understood AnyGrain to be the 
seller, and was confused when the agreement 
came through listing Swiss-based AnyGrain 
as the broker and the seller as a Dubai 
company called Cereal Crops Trading LLC.

Cereal Crops Trading has an operational link to 
Russia’s OZK, a state-owned trade and logistics 
operator of agricultural products, with export 
data showing a significant portion of OZK’s 
sales being conducted through this entity.

Researchers say it is possible that Cereal Crops 
Trading acts as an intermediary to allow OZK 
to indirectly engage in certain business, which 
is a common tactic for Russian companies.

When contacted for comment AnyGrain told 
Lloyd’s List that it had never acted as a broker in 
cases where the port of loading or discharging 
specified in the contract was a sanctioned or 
occupied port and had “never seen and never 
transferred any shipping or cargo documents 
with any specified occupied or sanctioned port”.

Sevastopol is not directly cited on any 
documentation reviewed by Lloyd’s List.

The Russian port of Kavkaz is named as the 
loading port for this shipment, a known method 
used by exporters moving grain from occupied 
Crimea to disguise the true origin of the cargo.
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While Cereal Crops Trading is named as the 
seller in the contract with AnyGrain, unusually, 
an entirely different company called Pallada LLC 
is listed as the seller on the bills of lading.

NaturalGem said it had not heard of Pallada, 
which is located in the Rostov region of Russia.

There is limited public information on Pallada, 
but a paper published by the Organised Crime and 
Corruption Reporting Project indicates the company 
has received wheat from occupied parts of Ukraine.

Ultimately, this shipment of wheat, worth $7.3m, 
was paid for to Cereal Crops Trading in US dollars 
through the Swift network, with JPMorgan 
Chase acting as the correspondent bank.

JPMorgan declined to comment.

Some Russian banks are banned from the 
Swift international payment system, however 
NaturalGem, transferred this money to a 
non-Russian bank called Bank MisrUAE.

After purchasing the cargo NaturalGem, 
with the assistance of another Swiss broker 
named Get Brokers, sold the wheat to a 
Dubai-based company call Mnasek.

Lim told Lloyd’s List that Mnasek did not 
nominate a terminal or agents and there was 
never a discussion on sending surveyors, which 
led them to suspect a violation of sanctions.

There is no suggestion of any direct sanction 
violations over the course of this transaction.

But it does raise questions over the efficacy of 
the programmes introduced by the US, UK and 
EU to limit exports out of occupied territories.

All the ports in occupied Crimea are sanctioned, 
and the EU recently renewed these restrictive 
measures that were first issued in response to the 
illegal annexation of the territory for another year.

There have also been efforts to target specific vessels 
involved in the transport of stolen Ukrainian grain.

In December the EU sanctioned three general 
cargoships for this reason: Monte Rosa (IMO: 
9274343), San Damian (IMO: 9274331) 
and Monte Bianco (IMO: 9385233).

The US Treasury’s Office of Foreign Assets Control 
sanctioned bulk carrier Zafar (IMO: 9720263) 
in April for shipping grain from Sevastopol 
to the Houthi-controlled port of Saleef.

Still, most ships employed to move cargo out of 
occupied ports remain unsanctioned, including 
serial offenders like Matros Pozynich which is 
almost exclusively deployed on this route.

“If there was a complete embargo then these things 
wouldn’t happen, but there are consequences, 
unintended or otherwise, of targeted sanctions 
programmes because a focus on particular activities 
means there are things that inevitably fall through 
the cracks,” said HFW partner Daniel Martin.

Western governments have so far avoided 
taking sweeping measures against the trade.

The sanctioning of food cargoes was a sensitive 
matter, Martin said, and understandably the 
US, EU and UK would not want to create food 
insecurity by targeting Russia’s food exports.

Yörük Işık, a geopolitical analyst from the Istanbul-
based consultancy Bosphorus Observer, argued that 
the current restrictions needed to be tightened.

He describes the stance taken on agricultural issues 
by Western governments as naïve and says that 
Russia profits enormously from grain sales with 
these proceeds helping to fund its war effort.

“There should not be any loopholes with 
sanctions and any vessel that calls to a port 
in Crimea should be targeted,” said Işık.
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ANALYSIS

Shipping’s conundrum: How to scale up when 
your shares are discounted
EVERY year without fail, when financiers convene 
at Marine Money Week in Manhattan at the 
swanky Pierre Hotel overlooking Central Park, 
there is a debate on why US-listed shipowner 
stocks trade at a discount and a concurrent 
lament that listed owners are too small.

For longtime attendees, it’s shipping’s 
version of the movie Groundhog Day.

Shipping stocks have commonly traded at discounts 
to net asset value (fleet value minus debt) since the 
end of the 2004-2008 supercycle that brought many 
of these companies to Wall Street in the first place.

Institutional investors have become much better 
educated on shipping cyclicality in the years 
since that initial wave of IPOs. Meanwhile, US 
public company market capitalisations in general 
have grown vastly larger over that timeframe, 
leaving shipping equities in the dust.

Shipping company founders and management 
are married to the business but stock investors 
are just dating, if not ships passing in the night.

For insiders, holding their company’s stock 
through the downturns, when it is mired at 
steep discounts to NAV, is a way to maintain 
optionality for the next upcycle.

For non-insiders, having money languish in a 
shipping stock during a cyclical trough is an 
opportunity cost. They can simply switch to 
a more attractive option — such as mega-cap 
tech stocks — with the click of a button.

Shipping stocks’ discount to NAV makes it 
harder for management of listed owners to 
renew fleets, let alone grow them. This makes 
it harder for shipping to give Wall Street what 
it wants: bigger companies with higher market 
caps and better share-trading liquidity.

A sceptic may conclude that 2004-2008 shipping 
stock performance was a one-off, shipping equities 
are destined to be a small-cap niche space that 
appeals more to retail traders than long-term 
institutional investors, and public shipowners 
that don’t like it should just go private.

But at this year’s Marine Money Week, as in 
past years, hope persisted that the discount-to-
NAV puzzle would someday be solved and listed 
names would someday grow much larger.

Shipping stocks ‘tiny’ compared 
to broader equity market

“When I look at the values of public companies 
now, everything to me is a factor of 10 times 
bigger than what it was, but shipping companies’ 
sizes have sort of stayed the same,” said 
industry veteran Peter Georgiopoulos.

After founding numerous public companies in the 
initial shipping IPO wave — including General 
Maritime and Genco — he’s now a private owner.

“You look at some of the values of these 
tech companies, and shipping companies 
that were [at a market cap] of $2bn are 
still at $2bn,” said Georgiopoulos.

“If you put every ship in the world together into 
a company, I still don’t know if it would be big 
enough to get the attention you want,” he added.

The average market cap (share price times shares 
outstanding) of US-listed shipowners has faced 
structural headwinds over the past decade. Public 
company M&A has been a positive, but this has 
been offset by numerous larger players going 
private (Seaspan, Seacor, Teekay LNG, Teekay 
Offshore, Gaslog Ltd, GasLog Partners, OSG, 
etc.) on one hand, and a large number of new 
nanocap listings and spinoffs on the other.

As of Friday, the mean market cap of the 54 US-
listed shipping companies was $877m; the median 
was only $490m. Only four names were over 
$2bn; more than a quarter were under $100m. The 
total market cap of the entire group was $47bn.

In comparison, the mean market cap of 
companies included in the S&P 500 index is 
$100bn, more than double the size of the entire 
US-listed shipping space. The market cap of 
chip-maker Nvidia is $3.5tn — 74 times higher.
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According to Jeff Pribor, chief financial officer 
of International Seaways, “We only scratch the 
surface of equity capital market investors. It’s like 
entering a cave with a flashlight. In the trillions of 
dollars in markets that are out there, we’re tiny.

“Getting to $3bn or $4bn [market cap] would 
be good, but the problem is that $4bn is not 
enough,” Pribor said, vowing to maintain “the 
quest”, even though the public shipping space 
may not get there “until after my time”.

The relatively small market caps of shipping names 
continue to limit institutional investor interest. 
Getting in and out of positions is deemed too 
expensive, given relatively low trading liquidity.

Craig Fuehrer, managing director of Deutsche Bank 
Securities, said, “A lot of shipping companies suffer 
from [investors saying] ‘I can’t leg in efficiently into 
a stock and I can’t let out without burning myself’.”

According to Nicholas Stillman, founder and 
portfolio manager of Olympic Maritime Partners, 
“Even at my smaller scale, I cannot build positions 
in most of the names that trade publicly today, other 
than companies like Frontline that are super-liquid.

“People on panels have been talking about 
bigger scale every year for decades. It’s 
ultimately very important to make the space 
more investable. Liquidity really matters.”

NAV discounts complicate fleet 
renewal and growth

“Shipping is a business with depreciating assets 
— at some point all of these ships get scrapped,” 
said Fuehrer. If public owners are paying 
dividends at the expense of fleet rejuvenation, 
“your fleet may not be as commercially viable 
three or four years down the road”.

The first challenge for public owners is that 
rejuvenating fleets requires them, by definition, 
to pay full NAV for assets even if their stock is 
trading at a NAV discount — and they must do so 
even as they spend some of their cash to placate 
public investors with dividends and/or buybacks.

The next challenge: merely holding fleets steady 
and treading water is not good enough for investors. 
Fleets need to scale up. “If you look at the broader 
market, the biggest thing they want is growth, 
and they want continual growth,” said Fuehrer.

Listed owners must “push up their equity 
value so they get more eyeballs and 
more flow in their stock”, he said.

But according to Hamish Norton, president of Star 
Bulk, “It’s very hard to grow an asset-based business 
if your share is trading below the liquidation value 
of your assets. If you pay cash to grow your asset 
base, your shareholders are going to be reasonably 
upset because your could have paid the cash for 
your own shares at a 30% to 40% discount to NAV.”

That’s exactly what Star Bulk and other 
companies have done in response: they’re 
buying back their own discounted shares.

“We’ve bought back quite a bit of stock, and 
all of our buybacks were funded by the sale of 
ships,” said Norton. Ships were sold at NAV 
and shares were bought using sale proceeds at 
a discount to NAV, locking in the arbitrage.

“The hope is that if people see we are being diligent 
by selling assets to buy back stocks at a discount, 
they will say, ‘Well, that’s a good company’.”

Alas, it hasn’t closed the gap between 
the share price and NAV.

With Star Bulk’s shares trading in that 
30%-40% discount range, Norton said, “What 
the market is telling us is that it doesn’t want 
us to renew or grow the fleet right now.”

Fuehrer said, “Then you’re in a paradigm that’s 
hard to solve. You’re sort of in an inherent box, 
because you can’t use your currency [stock]. 
You can’t grow because you’re worried about 
asset values. So, then your fleet ages, and you’ve 
got different issues that percolate. That’s the 
treadmill that I think is hard for this sector.”

If public companies sell too many ships to buy 
discounted shares, or if they don’t acquire 
enough newer vessels to replace those that age 
out, they run the risk of becoming too small.

“If you get too small, you have a hard time 
keeping your commercial departments around 
and being relevant. You lose good people,” said 
Fuehrer. “It’s a tricky box if you get too small.”

Growth through share-based M&A

A common solution to the puzzle has been to 
pursue M&A using shares for currency, with 
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pricing set at NAV (not current trading levels) 
to grow fleet size and hike market cap, as has 
been done by Star Bulk, International Seaways 
and others. CMB.Tech is in the process of a 
share-for-share takeover of Golden Ocean.

Pribor believes it is possible to scale up via 
shares-as-currency deals when opportunities 
arise, pay a dividend that attracts long-
term investors, and simultaneously fund 
fleet rejuvenation with earnings.

“We do sell ships and we will repurchase 
shares, but in the long term, International 
Seaways is going to be about getting 
bigger and younger,” affirmed Pribor.

That said, share-for-share transactions are more 
difficult to do in volatile periods like the current 
one, because they require both sides to agree on 
the exchange price at a time when both parties’ 
shares are trading at a discount to NAV, and 
each company’s NAV is open to interpretation.

Another challenge is that there are fewer 
share-for-share opportunities left because 
the pool of listed suitors has shrunk due 
to previous M&A and privatisations.

Georgiopoulos, who has no interest in running a 
public shipping company again, agreed that private 
markets are more efficient public ones. “Take 
Star Bulk. It should trade at a premium instead 
of a discount. I don’t understand it,” he said.

Asked what he’d do if he was a chief executive of a 
public owner in the current valuation environment, 
he responded, “What can you do? You can’t sell 
because you’d be selling below asset value. All you 
can do is ride out the storm and hope that one day it 
gets better. I think people would get interested again 
if we had a market like with did in 2004-2008.

“I would try to consolidate or be consolidated, which 
is what I always tried to do,” said Georgiopoulos.

Chinese lessor ditches ultramax order linked 
to Cosco as US port fees loom
XIAMEN Financial Leasing is looking to sell 
part of its vessel orderbook linked to charters 
with China Cosco Shipping Corp, amid concerns 
over potential risks from US port fees.

The Chinese leasing company recently announced 
an intention to transfer “multiple newbuildings” 
scheduled for delivery between 2025 and 2027.

It said potential transferees would need 
to commit to not making big changes to 
key terms in the existing bareboat charter 
contracts, without revealing further details.

Lloyd’s List understands the sale involves 
eight 64,000 dwt ultramax dry bulkers 
placed at Nantong Xiangyu Shipbuilding & 
Offshore Engineering in March 2024, backed 
by state giant Cosco Shipping Bulk, which has 
committed to charter the vessels for 12 years.

An official from Xiamen Leasing confirmed 
the 12-year charter length but declined 
to reveal the charterer identity.

He added that the sale was because returns 
for the newbuilding project are relatively low, 
so the seller is seeking financial institution 
buyers not desiring very high yields and 

willing to take the charter agreement.

However, leasing sources in China said the move 
was mainly out of concerns over US-planned port 
fees targeting the Chinese maritime industry.

According to the plan unveiled by the US 
Trade Representative in April, China-owned 
and -operated ships will start paying a port 
charge of $50 per net tonne for every US entry 
from October 14. The levies will gradually rise 
to $140 per net tonne from April 2028.

That works out at more than $1.1m per call for a 
64,000 dwt ultramax bulker with 21,000 net tonnes. 
At current freight rates, this would render the vessel 
economically unviable if it were to call at a US port.

The sale may help Xiamen Leasing recover its 
capital, but at the cost of long-term earnings and 
a potentially strategic client, said one source.

Cosco Shipping Bulk previously said the 
ultramax newbuildings would replace ageing 
57,000 dwt ships through bareboat charters. The 
company has been approached for comment.

Meanwhile, Chinese ship lessors are also coming 
under growing pressure from the USTR taxes 
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because of shipowner statuses they assume 
under financing lease arrangements.

Lloyd’s List has reported that overseas owners 
and banks have confirmed the punitive measure 
from Washington has already prompted deals 
aimed at replacing Chinese lease funding.

MARKETS

HD Hyundai supports Edison Chouest in 
building LNG-dual fuel containership in US
SOUTH Korea’s HD Hyundai and Louisiana-
based shipbuilder Edison Chouest Offshore 
have formed a strategic partnership aimed at 
building medium-sized liquefied natural gas 
dual-fuel containerships in the US by 2028.

Under the agreement, HD Hyundai will 
provide vessel designs, procure equipment, 
and manufacture and supply some ship blocks. 
The partnership also includes investment in 
technical assets to support the project.

ECO operates five commercial shipyards in the 
US and manages a fleet of 300 offshore support 
vessels, all constructed by the company itself.

The collaboration may expand beyond 
containerships to include additional 
vessel types and port cranes — equipment 
considered critical to US national security.

HD Hyundai said it entered into the partnership at 
ECO’s request to expand its business in the US and 
strengthen collaboration with American companies.

Both firms believe the alliance could 
significantly boost US competitiveness in 
the global merchant shipbuilding sector.

US shipbuilders have lagged in new orders for 
merchant vessels. According to Clarksons, just 
three 3,600 teu containerships were contracted 

with domestic owners between 2022 and 2024.

“Through our co-operation with ECO, we 
will actively support the reconstruction of 
the US shipbuilding industry and its efforts 
to enhance security,” HD Hyundai said.

The initiative is part of HD Hyundai’s broader 
strategy to deepen ties with the US maritime 
sector. In April 2025, the company formed a 
naval alliance with Huntington Ingalls Industries, 
America’s largest defense shipbuilder, to improve 
productivity and foster technological co-operation.

During the same month, HD Hyundai also 
reached an agreement with Fairbanks Morse 
Defense to explore future collaboration 
on international naval projects.

This approach contrasts with that of the Hanwha 
Group, which acquired US-based Philly Shipyard 
from Aker for $100m in December 2024 and 
rebranded it Hanwha Philly Shipyard.

“HD Hyundai is regarded as having taken a 
more cautious approach by partnering with 
local shipyards with the capacity to build 
ships and helping them to recover, rather than 
acquiring them, which would require significant 
investment,” said Yang Jong-seo, a senior 
researcher at the Overseas Economic Research 
Institute of the Export-Import Bank of Korea.

The week in newbuildings: Shandong Shipping 
boosts GuaibaMax ore carrier orderbook
CHINA’S Shandong Shipping has confirmed 
it has contracted 10 very large ore carriers 
from compatriot shipbuilder Qingdao 
Beihai Shipbuilding Heavy Industry.

The 325,000 dwt, methanol dual-fuel vessels add 
to six ships of the same design ordered in 2024.

All 16 of the “GuibaMax” VLOCs have been 
ordered for a long-term contract to ship iron 
ore from Brazil to China and are booked 
for delivery between 2027 and 2029.

They will be fitted with five rotor sails to reduce 
fuel consumption and with exhaust gas scrubbers 
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for operation when using conventional fuels.

Earlier this month, Shandong Shipping contracted 
Chinese shipyard Hengli Heavy Industries 
Dalian to build two post-panamax, 95,500 
dwt, bulk carriers for delivery in 2027.

In the containership sector, refrigerated 
cargo specialist Seatrade has disclosed that 
it has penned shipbuilding contracts for a 
pair of 2,800 teu vessels for delivery in 2027 
from China’s Huanghai Shipbuilding.

The order follows newbuilding contracts signed by 
the same shipowner at Huanghai Shipbuilding in 
2022 and 2023 for six 1,800 teu containerships, 
each fitted with slots for 600 refrigerated containers.

The latest ships are the largest ordered to date 
by the Groningen-headquartered shipowner and 
will be fitted with 1,100 slots for reefer boxes.

In the tanker sector, George Prokopiou’s Dynacom 
has contracted New Times Shipbuilding of China 
to build four suezmax crude oil tankers.

The 159,000 dwt ships are booked for 
delivery in 2028 and 2029 and options for 
a further two vessels have been arranged 
as part of the shipbuilding contract.

The conventional fuel ships add to two suezmaxes 
contracted by Dynacom at the same shipyard in 
April and bring the Greek shipowner’s tanker 
newbuilding orderbook up to 54 vessels.

Shadow fleet aframax and woodchip carrier 
sold for scrap as Hong Kong Convention 
imminent
TWO cargo carrying ships were reported as sold 
for recycling in the past week with vessels being 
circulated for scrapping remaining at a low level.

Vessel cash buyer Wirana Shipping recorded the 
sale of the 2004-built aframax tanker Conico 
Atlas (IMO: 9288693) to Indian ship recyclers 
at Alang. No price was reported for the deal.

According to Lloyd’s List Intelligence data, 
the 111,000 dwt vessel had been sanctioned 
by several national jurisdictions including 
Australia, Switzerland and the UK under 
the ship’s previous name of Andaman Skies 
due to sanctioned Russian oil trading.

The only other vessel reported as sold for 
recycling of late was that of the K-Line-
controlled woodchip carrier FP Future (IMO: 
9244702). This 2002-built, 50,000 dwt, vessel 
was purchased by Alang recyclers for $451 per 
light displacement tonne. The sale included 510 
tonnes of remaining on board bunker fuel.

Wirana Shipping reported a “very limited” 
number of new candidates currently 
being circulated for recycling.

It noted that prices offered by Indian ship 
recyclers softened in the past week by 
some $15 per ldt due to low demand for 
steel while price offers from Pakistani and 
Bangladeshi ship recyclers are said to be 

stable following previous recent falls, although 
no deals have been concluded of late.

Pricing from Turkish ship recyclers had also 
remained stable while local demand was 
‘modest’, reported Wirana Shipping.

Cash buyer GMS said there was a continued 
“drought” of recycling candidates on the 
back of recently firming freight rates as ship 
recycling markets suffered one of the worst 
supplies of tonnage in over a decade. This 
is despite global ship recyclers hoping for 
a healthy inflow of ships this year due to a 
backlog of ageing ships across most sectors.

“Much of this backlogged tonnage is still expected 
to come for recycling. Shipowners have delayed 
the sale of some really over-aged units, as these 
vessels continue to earn decent rates amidst 
disastrous geopolitical events that continue 
to strike the global economy and keep freight 
markets more than buoyant,” said GMS.

“As tonnage remains absent from the bidding tables, 
for anxious ship recyclers the US government’s 
incessant hopscotching over tariffs and changing 
trade policies now blended with a fresh new 
conflict in the Middle East will make it difficult 
to predict which way the winds will blow.” 

More positively, the Hong Kong International 
Convention for the safe and environmentally 
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sound recycling of ships (HKC) finally 
comes into force on June 26.

The regulatory requirements required to improve 
safety for yard workers have seen the upgrading 
of most ship recycling yards in India already, 
while more yards in Bangladesh and Pakistan are 

expected to become HKC compliant later this year.

“The HKC stands to make significant improvements 
to a much-maligned industry and firmly places it 
in line with a global set of approved environmental 
and operational standards,” said GMS.

IN OTHER NEWS

Regulating alt fuels for gas 
carriers is harder than it seems
UPDATING gas carrier 
safety rules to help usher in 
alternative fuels is causing 
headaches for policy makers.

Gas carriers are regulated by 
the IGC Code, while ships that 
use gas as fuel fall under the 
IGF Code. The International 
Maritime Organization has long 
stood by the principle that one 
code should apply to one ship, 
not both, to prevent regulatory 
overlap and ambiguity.

The trouble is in working out 
which code to apply when you 
want to run your gas carrier on 
alternative fuel, such as liquefied 
natural gas, liquefied petroleum 
gas, methanol or ammonia.

South African ‘state hostages’ 
released after two years
TWO South African floating 
production, storage and 
offloading vessel engineers 
held as “state hostages” by 
Equatorial Guinea for more 
than two years are home safe 
following a presidential pardon.

Frederik Potgieter and Peter 
Huxham, both in their mid-
50s, were arrested on bogus 
drugs charges in February 
2023. A UN group called their 
detention arbitrary and illegal.

Their families confirmed 
they were home safely 
on Saturday, June 21.
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Looking to publish a judicial sale, public notice,  
court orders and recruitment? 

 
Please contact: marketingservices@lloydslistintelligence.com

Classified notices follow
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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 
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