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Nakhodka Bay becomes 
new STS hub for sanctions- 
skirting tankers

TANKERS are engaging in shadowy ship-to-ship transfers in Nakhodka 
Bay to circumvent sanctions designed to degrade Russia’s oil exports.

Analysts at energy intelligence provider Vortexa first suspected STS 
events were happening in the area when they noticed ships disappearing 
near the Russian far east port of Nakhodka in early March.

Analysis of Automatic Identification System data and satellite imagery 
confirm ship-to-ship transfers started taking place within the bay at the 
end of February.

“This is a way to keep vessels sidelined by the US Office of Foreign Assets 
Control sanctions in active employment,” explains Vortexa’s senior freight 
analyst Mary Melton.

“It’s also a way for Russia to reduce the number of non-Ofac designated 
vessels needing to be sourced to keep Russia Far East export volumes up.”

In January, in one of its final acts, the Biden administration announced 
sweeping sanctions measures targeting over 180 vessels involved in 
Russian oil and gas trades, including many tankers involved in Russia’s 
Far East trade.

In the same month the Shandong Port Group announced a ban on vessels 
designated by Ofac.
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These events made the logistics of facilitating 
Russia’s Far East exports more challenging and 
increased demand for non-Ofac sanctioned tonnage 
to keep trade flowing.

“With this tactic of dark STS near Russia Far East 
ports, the Ofac sanctioned tankers can stay nearby 
the load location and can feed the cargo to a non-
Ofac sanctioned tanker that can make the port call in 
Shandong.”

Shandong’s ports are the preferred destination 
for much of Russia’s Far East oil due to the 
concentration of numerous private and state-owned 
refineries, as well as geographic proximity.

Sovcomflot-owned Ofac sanctioned product tanker 
Victor Konetsky (IMO: 9301421), for example, 
disabled its AIS from May 2-May 4 off Nakhodka 
after loading at De-Kastri, according to Lloyd’s List 
Intelligence vessel tracking data.

It is pictured in Nakhodka Bay engaging in a STS 
transfer with another vessel on May 3 and May 4. 
The second ship is manipulating its AIS data to show 
itself in a false location.

Aframax Nayara (IMO: 9264570), according to AIS 
data, is berthed at Nakhodka during the STS, but 
satellite imagery confirms the vessel is not in the 
location it purports to be.

Nayara, which was sanctioned by the UK on May 9, 
2025, then delivers the cargo to Longkou, China.

This is a pattern repeated by others.

Another Comoros-flagged sanctioned Sovcomflot 
tanker Vladimir Arsenyev (IMO: 9901025) can be 
tracked sailing laden from De-Kastri on April 22.

Vladimir Arsenyev stops transmitting AIS data 
on May 4. Satellite imagery shows the tanker 
engaging in an STS with a spoofing tanker, 
Panama-flagged aframax Bhilva (IMO: 9439383), 
on May 5 and May 6.

The shipment is then delivered to China’s Dongying 
port.

Lloyd’s List Intelligence vessel tracking data shows 
AIS gaps off Nakhodka jumped in March.

There were nine gaps for tankers over 10,000 dwt 
recorded that month. No gaps were captured in 
March 2024 and March 2023.

Data shows another nine instances of vessels disabling 
AIS data off Nakhodka in April and 13 in May. 

* Lloyd’s List defines a tanker as being part of the 
Shadow Fleet if it engages in one or more deceptive 
shipping practices indicating that it is involved 
in the facilitation of sanctioned oil cargoes from 
Iran, Russia or Venezuela. Or it is sanctioned 
for participation in sanctioned oil trades or is 
sanctioned for links to a company that is sanctioned 
for facilitating the export of sanctioned oil.

WHAT TO WATCH

Surge in ‘dark’ calls to China’s Dongying port 
signals growth hub for sanctioned oil trade
TANKERS under US sanctions have been 
regularly entering Dongying port in Chinawith 
their Automatic Identification Systems disabled, a 
practice that has become increasingly common. So 
far this year, 35 such “dark calls”* have been tracked 
at the port, up from zero in 2024. 

This alarming surge once again underscores how 
the Chinese port, located in Shandong Province — a 
major refining hub — is increasingly serving as a 
conduit for sanctioned oil trade. 

A Lloyd’s List investigation of vessel tracking 

data found that 27 tankers, all designated by the 
US Office of Foreign Assets Control, made these 
visits between February and June.

In every case, these vessels turned off their 
AIS signals when approaching Dongying only 
to reactive them days later, often with 
observable draught reduction, a manual 
process conducted by the crew onboard to 
ref lect cargo off loading.

Cargo data indicates that the vast majority of these 
ships were carrying Iranian or Russian crude. 
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This month alone, five tankers — Road (IMO: 9229362), 
Amil (IMO: 9308778), Xanthos Eos (IMO: 9231212), 
Deyna (IMO: 9299903), and Auga (IMO: 9381732) — 
were found to have secretly docked at Dongying. 

For example, the Panama-flagged medium-range 
tanker Amil had an AIS gap from June 14-17, during 
which its draft changed, according to Lloyd’s List 
Intelligence.

Vortexa data shows that the vessel had loaded nearly 
180,000 barrels of Iranian crude from Pengerang 
Terminals (Two) in Malaysia on April 15. 

Similarly, aframax tanker Auga, using a fraudulent 
flag, reportedly unloaded 683,800 barrels of Iranian 
crude at Dongying on June 12. The oil had been 
transferred via ship-to-ship (STS) operations in 
April off Khor Fakkan with a vessel operated by the 
National Iranian Tanker Co.

Between June 5 and 9, the location of where Auga 
disappeared and when it reappeared, according to 
Lloyd’s List Intelligence, suggests it likely called at 
Dongying during this time.

These developments follow heightened US 
crackdown since early this year on energy trade 
involving Iranian and Russian oil, with sanctions 
now extending to Chinese ports and private 
refineries. 

After state-owned Shandong Port Group banned 
services to sanctioned tankers in January, trade 
shifted from major SPG-controlled ports such as 
Dongjiakou and Lanshan to private terminals in 
Dongying and other Chinese ports.

SPG has also divested its stakes in several Dongying 
terminals jointly operated with local refiners.

As US scrutiny intensifies, the supply chain for 
sanctioned oil trade has grown more complex, with 
increased STS transfers and more sophisticated 
deceptive shipping practices — such as the rise of 
‘zombie ships’ — being employed. 

Some larger sanctioned tankers, including very large 
crude carriers, have also been tracked making dark 
calls at SPG-governed ports, as Dongying can only 
handle aframax-sized vessels.

ANALYSIS

War in Ukraine: ports attacked, vessel managers 
displaced, but the cargo keeps moving
THE full-scale Russian invasion of Ukraine in February 
2022 has radically altered Ukrainian shipping.

War has rerouted its trade flows, but it has also 
displaced a once thriving maritime sector that has had 
to rapidly adapt to operations, often carried out in exile.

The impact of Russia’s naval blockade at the start of 
the war was perhaps the most visible aspect of this 
enforced sectoral transformation.

The closure of Black Sea ports meant that Ukraine’s 
hitherto largely ignored Danube terminals came into 
their own and started handling more cargo than 
most had previously assumed possible.

A seven-metre draught restriction limits these 
facilities to small vessels (typically no more than 
10,000 dwt) and resulted in significant levels 
of congestion. But while other countries talked 
theoretically about supply chain resilience, Ukraine 
delivered it.

A UN- and Turkey-brokered Grain Initiative initially 
got things moving, but since September 2023, a 
Ukrainian-managed Safe Corridor has enabled 
the transport of over 120m tonnes (76m of which 
is agricultural products), according to government 
figures. This, in part, has come via the widespread 
support of Ukrainian operators.

According to Lloyd’s List Intelligence vessel tracking 
data, an average of 198 grain-carrying vessels called 
at Ukraine’s Black Sea ports each month in 2024.

Intensive and frequent aerial bombardment 
by Russia of Ukrainian Black Sea and Danube 
port facilities has had a devastating impact. 
Due to limited reporting on damage to strategic 
infrastructure, only certain details have been 
revealed, but at least 30 port workers have been 
killed, and estimates of the cost and timescale 
to repair or rebuild terminal facilities is in the 
several billion US dollars, over at least five years. 
Nevertheless, most terminals continue to operate.
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But it is not just the loss of life and damage to 
infrastructure that has changed Ukrainian shipping.

Prior to the war, Ukrainian shipping was dominated 
by charter operators based in Odesa. Most now, 
however, operate “in exile” from Glyfada and other 
suburbs of Athens.

Many had branches in Greece long before the war, 
but since the fighting began much of Ukraine’s 
shipping operations have decamped to Athens on a 
semi-permanent basis.

These companies are acclimatising and have started 
to employ more Greek and international staff; they 
are firmly regarded as Ukrainian for the time being, 
but it is unclear how long this will last.

Will they return to Ukraine after the war? Many 
believe that they will return to Odesa, although with 
most men prohibited from leaving Ukraine during 
wartime, there may be some resentment when those 
who did leave go back.

Meanwhile, during the war two major Ukrainian 
grain trading groups (Kernel and Agroprosperis) 
decided to invest in their own tonnage, a major 
(although small scale at present) new development 
flagged by many Ukrainian shipping observers as a 
hopeful step potentially towards a major new fleet 
for the country.

Shipping out of the Soviet shadow

Dramatic changes have been witnessed over the 
course of the war, some for the better and Ukrainian 
shipping is far different from where it stood at its 
exit from the USSR 34 years ago.

The Soviet-era Odesa-based Black Sea Shipping 
Company (Blasco) was supposedly the largest 
shipping company in Europe by the late 1980s, but 
its fleet quickly and suspiciously dispersed in the 
early-to-mid 1990s.

Some of the fleet remained managed by “apartment 
companies” based in Ukrainian ports for a little 
longer, but were eventually sold on or scrapped. 
Despite the limited continuation of the US drinks 
giant’s Soviet era “Pepsi for Ships” scheme, which 
planned to build tankers in Ukrainian shipyards, 
there was no serious fleet replacement.

Nevertheless, world-class seafarer training centres 
remained (and remain today). This has led to the 
almost continuous expansion of Ukraine’s crewing 

agency sector. Today, Ukraine is widely estimated 
to have around 150,000 active seafarers, ranking 
the country in the top five or six seafaring nations 
globally.

By the late 1990s, many shipping managers had 
moved to the chartering departments of Ukrainian 
industrial producers and grain traders, groups that 
by then had to charter from the global shipping 
market. Other shipping professionals established or 
were employed by newly formed charter operators, 
principally aimed at serving the aforementioned two 
huge sectors. Initially, Industrial Carriers Inc. (ICI), 
dominated the local market; it was registered in the 
Marshall Islands in 1999, operated from Odesa, but 
collapsed in 2008, reportedly with substantial debts.

Newly incorporated Odesa-based charter operators 
from the mid-to-late 2000s started to change the 
market for the better. Aquavita and the group of 
companies initially led by Phaethon International 
Company SA (Phaethon) of Panama from 2009 led 
the way with open and professional operations, with 
both rapidly expanding in the 2010s. Odesa became 
well-known for being the centre of a large charter 
operator sector, behind which were mainly local 
shipping professionals mostly supported by local 
money (large business groups or “oligarchs” are not 
known to have been involved). Whilst not registered 
in Ukraine, most charter operators have local 
administrative subsidiaries.

Aquavita continues to dominate the market. Newer 
companies, such as BPG Shipping Company DMCC 
(BPG) of the United Arab Emirates (incorporated 
in 2017) have also grown rapidly. Aquavita and BPG 
were both originally managed from Odesa, but they 
had offices in Athens from before 2022. These and 
many other companies strictly have no Russian 
dealings, although, to the surprise of many, certain 
Ukrainian charter operators continue to handle 
Russian cargoes.

Reputation reclaimed

Despite the sometimes-troubled reputation of the 
Ukrainian shipping sector, which may stem from the 
rapid break-up of Blasco, and later ICI, the majority 
of professional and open Odesa-based companies 
were largely successful in turning the reputation of 
Ukrainian shipping around by the late 2010s.

By operating professionally and competitively, 
certain companies have seen considerable financial 
success. The principals of several Ukrainian charter 
operators have invested in their own tonnage in 
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recent years, although the owned units are often 
managed entirely separately from the group’s 
operation of third-party tonnage. Meanwhile, other 
charter operators have moved into the provision of 
commercial and technical management services for 
third-party clients. More traditional shipowning and 
management structures have also existed in Ukraine 
for several years, such as the 12-strong fleet of the 
Intresco group.

From the Wild West of the 1990s and later the 
failure of ICI, dependable charter operators and 
vessel managers have expanded in scope and 
size. Perhaps most critically, their  reputation has 
improved. Many of these companies have proved 

themselves over many years to be reliable partners. 
For many companies this has continued despite the 
Russian invasion.

Rogue elements remain, but for those who 
undertake suitable due diligence, even during 
wartime they will find world-leading charter 
operators, vessel managers, professional charterers 
at grain trading groups, and top-quality seafarers 
and officers in Ukraine.

Edgar Martin is Infospectrum head for Central & 
Eastern Europe

FuelEU’s 5% bonus is great for wind 
power. But is it fair?
POLICY carrots for wind power from the EU have 
turbocharged interest in sail retrofits, but not all are 
happy with the results.

Sail power gets a double benefit from FuelEU 
Maritime, a green fuel standard that will force ships 
trading with the EU to cut the carbon content of 
their fuel over time or pay hefty penalties.

Sails cut fuel consumption and CO2 penalties, 
though performance varies greatly depending on the 
ship, its route and the weather.

But FuelEU also offers up to a 5% reduction on the 
GHG intensity calculation of energy used onboard, 
on ships where wind power accounts for 15% or 
more of propulsion energy.

And the bonus applies whether or not the sail is in use, 
because it is hard to measure and quantify the savings.

“It doesn’t actually matter if the wind propulsion 
device is working or not,” BAR Technologies chief 
executive John Cooper said.

Cooper said this was because the FuelEU calculation 
was not based on actual savings, but potential 
savings calculated by a class society and reported to 
the EU.

“Therefore there’s nobody actually checking if your 
propulsion device is working,” he said.

Lloyd’s Register ship performance manager Santiago 
Suarez de la Fuente said the bonus made FuelEU more 
favourable to wind than to other energy saving devices.

“The majority of the other ESD manufacturers will 
say that this is unfair, because ‘why wind propulsion 
and why not us’,” he said.

The 5% bonus can be significant. A trial of the 
former Maersk Pelican (IMO: 9319686) found its 
two Flettner rotors saved about 8% of fuel, or 1.2-1.5 
tonnes per day averaged over 12 months, which 
would mean cost savings of something like $1,000 
per day.

“It’s not bad at all,” Suarez de la Fuente said.

Suarez de la Fuente said interest from clients in 
wind power has “skyrocketed” since FuelEU was 
agreed. Growth in installations year on year has 
doubled compared with 2023, when there were no 
regulations.

He said the 5% bonus created a loophole, since an owner 
could install extra sails they would never use simply to 
hit the 15% wind energy target. But in practice, the cost 
and operational hassle made this unlikely.

Wind power is not a traditional retrofit, like a hull 
coating. An operator must change their routes to 
follow favourable winds, train crews to work the 
sails, and find their ship’s optimal number and 
placement of sails so as not to get in the way of 
operations. The sails are also more expensive than 
other ESDs.

Bound4blue co-founder Cristina Aleixendri said 
shipowners did not install systems solely for the 
FuelEU reward, since the regulatory incentives 
alone did not justify the cost.
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“Actual fuel savings remain essential to making the 
business case work,” Aleixendri said.

“If the FuelEU wind reward were disproportionately 
large, we’d likely see widespread retrofitting across 
the fleet. That’s not the case.

“The reward is meaningful, but not enough to justify 
wind propulsion in areas with low wind potential.

“On the other hand, it’s fair to question whether 
vessels using more than 15% wind propulsion 
should not receive greater recognition under the 
current regulation.”

Suarez de la Fuente said FuelEU had succeeded 
in demonstrating wind was viable and hastening 
its market introduction. It could be improved 
over time, and policymakers had to find the right 
balance that supported the technology, closed 

loopholes, and did not over-burden operators.

FuelEU is subject to periodic reviews, with the 
first due by December 31, 2027 to evaluate its 
functioning, market impacts, and competitiveness of 
the shipping sector.

The European Commission will consider including wind 
energy in its GHG calculations, but only once a reliable 
system to monitor and account for it was in place.

Cooper said he wanted to see a greater spread of 
potential reductions under FuelEU and for the 
rules to move from theoretical calculation toward a 
measure of the actual fuel used or saved on board.

“It’s got a lot of holes in it that’s for sure,” he said. 
“But the main points are that it does reward people 
for decarbonisation, which of course in itself is going 
to be a good thing.”

OPINION

A week is a long time in politics, 
Middle East edition
THE adage that a week is a long time in politics is 
widely attributed to Harold Wilson. If those words 
did pass the former British prime minister’s lips, it 
was not with specific reference to the Middle East. 
But the past seven days in that region highlight the 
ongoing applicability of the maxim.

The things that have occurred since this time last 
Friday have been tumultuous for all sectors of our 
industry. That’s the posh term, anyway. Crazy would 
be the common parlance.

Tensions had already been ratcheted up by Israeli 
air strikes aimed at decapitating Iran’s incipient 
nuclear programme.

Asked whether the US would join the bombing 
campaign, Donald Trump was uncharacteristically 
coquettish, telling a press conference: “I may do it. I 
may not do it. Nobody knows what I’m going to do.”

By the early hours of Sunday morning, he had done 
it. Bunker buster bombs had fallen on Iran’s main 
enrichment facility at Fordow.

How far this escalation has gone towards achieving 
its ostensible objectives depends on whether you 

want to believe leaked intelligence reports, in 
which case the answer is not very far, or Trump’s 
subsequent insistence that Iran’s drive for the bomb 
has been set back by decades.

Shipowners and marine insurers returning to their 
desks last Monday were faced with the immense 
task of assessing the implications for the businesses. 
By and large, they kept their cool.

The possibility of Iran closing the Strait of Hormuz 
was widely discounted as sabre-rattling. Even so, it 
cannot have been any surprise that tanker spot rates 
for VLCCs and LR2s doubled.

Some industry heavy hitters, led by Frontline, 
publicly stated that they were not taking Hormuz 
fixtures until matters clarify.

Owners with greater risk appetite found the 
war risk premiums demanded by underwriters 
doubling to 0.5% or more of hull value. But that’s 
an overhead cost, and more than offset by the jump 
in charter income.

Chinese and Turkish tonnage seems to have benefited 
from their governments’ perceived neutrality. Some 
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vessels with US, UK or Israel links could not secure 
cover at any price, Lloyd’s List was told.

By the time people knocked off for the day, the 
expectation was that a new equilibrium had been 
reached. Then a ceasefire was announced overnight.

Admittedly, ceasefire is always a relative term in 
the Middle East, and durability is hardly the default 
option. But by Wednesday, matters looked pretty 
much they way they did before the clashes between 
Tel Aviv and Tehran.

It’s worth adding that oil and gas has continued to 
trade smoothly throughout this crisis. Iran has even 
increased its exports and once the numbers are in 
for June, may even have hit a seven-year high.

China now depends on Iran for 15% of its crude 
requirements. While that is no business whatsoever 
of Mr Trump, he has given such consignments his 
explicit social media blessing.

After months of so-called maximum pressure on 
Iran and sanctions on Chinese refineries for entirely 
lawful purchases of Iran’s output, this is tantamount 
to a U-turn. It may also be a carrot dangled ahead of 
impending talks with the ayatollahs.

It is in the interests of all concerned to keep oil 
prices down. Brent crude topped $70 per barrel 
while prospects were looking hairy a couple of days 
back, before dropping back slightly.

But expensive oil is detrimental to the global 
economy. All we are saying is give peace a chance, 
because that is in the best interests of capitalism.

Elsewhere in the world, Trump has signally failed in 
his ambition to end the Russia-Ukraine war on day 
one. But comments from his secretary of state Marco 
Rubio hint that the US is not in line with Europe in 
its desire to ramp up sanctions on the Kremlin.

The normalisation of Iran and Russian loadings 
would destroy the business model of the shadow 
fleet, clearing the ground for operators of modern, 
efficient and properly insured tankers.

Diplomatic rapprochement between Washington and 
Tehran may also restrain the hand of the Houthis, 
who have been forthcoming with the usual bellicose 
utterances.

But they are unlikely to act against the interests of 
the government that finances them and supplies 
them with the ordnance. That may eventually enable 
a return to the Red Sea, although it is far too early to 
make a call on that one.

In the interim, perhaps the US and its allies could 
even strive to reach a Joint Comprehensive Plan 
of Action by way of accommodation with Iran. It’s 
astonishing that no previous president has come up 
with such an obviously sensible strategy before.

Let us end with the hope that next week will not 
prove as madcap as this one was. We’ll find out 
soon enough.

Meanwhile, shipping professionals and 
underwriters with Middle East exposure reading 
this before they head to the bar for a Friday after-
work drink have certainly earned the right to sink 
a couple of cold ones.

MARKETS

Asia-US west coast spot rates start to 
stabilise after steep slide
SHIPPING stock traders crave unexpected events 
that spur surprise rate gains. Traders gleefully 
hope that gains will persist, as they did during the 
pandemic and Red Sea crisis.

Unfortunately for shipping investors, these 
unexpected events often quickly correct, as seen 
in tanker markets with the Israel-Iran conflict 
and in container shipping with the post-tariff-
reprieve surge.

Asia-US container spot rates rebounded in early 
June after US president Donald Trump cut 
incremental tariffs on Chinese goods from 145% to 
30%. Now they’re back down again.

The Shanghai Containerized Freight Index’s 
Shanghai-US west coast spot-rate assessment came 
in at $2,578 per feu for the week ending Friday, 
down 54% from the high of $5,606 per feu reached 
three weeks ago.
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This index is now back in line (up $231 per feu) 
with the assessment in the week ending May 9, 
immediately prior to Trump’s tariff reprieve.

On a positive note for carriers, this lane’s rate 
decline appears to be stabilising.

The Shanghai-US west coast index dropped 
week on week by only $194 per feu, compared to 
declines of $1,348 and $1,486 per feu in the prior 
two weeks, respectively.

“The Shanghai-US west coast route seems to have found 
a near-term floor,” said Jefferies analyst Omar Nokta.

“Asia-US west coast rates started April at around 
$2,500 per feu, jumped to nearly $6,000 per feu by 
early June and are now back to roughly $2,500 per 
feu,” said Nokta. “These swings are massive from 
a historical perspective, as we have not seen such 
upswings and downswings within one quarter in 
prior periods.”

Rate trends to the US east coast can lag those to the 
west coast due to longer sailing distances. The SCFI 
Shanghai-US east coast assessment was $4,717 per 
feu this week, down 32% from the peak of $6,939 
per feu three weeks ago, and still up $1,382 per feu 
from the pre-tariff-reprieve level.

This index fell by $635 per feu in the latest week, less 
than half the decline of $1,393 per feu the week before.

WCI assessments continue to slide

The SCFI has been front-running Drewry’s World 
Container Index during the tariff ups and downs, 
with trends showing up in the WCI a week later 
than the SCFI.

This week’s WCI readings mirrored the steep fall in 
the SCFI last week, and if the pattern continues, the 
WCI should show milder declines next week.

The WCI Shanghai-Los Angeles index for the week 
ending Thursday was at $3,741 per feu, down 20% 
this week and 44% year on year.

The WCI Shanghai-New York index came in at 
$5,703 per feu, down 13% and 27% from a year ago.

Bookings have stabilised in recent weeks

The milder decline of the SCFI this week — and 
the potential for a rate f loor to be reached — 
makes sense in light of US import cargo booking 
data from Vizion.

The US is in the midst of peak season and importers 
continue to book inbound cargoes. Trump’s tariffs, 
while still historically high, are not causing bookings 
to fall off a cliff.

China-to-US bookings covered by Vizion were down 
5% in the latest week, June 16-22, and roughly on 
par with levels in early June.

The latest booking level is down 32% from the peak 
in May 12-18, when orders surged following the tariff 
reprieve, and is almost triple the bookings in April 
28-May 4, when orders from China were choked off 
by the 145% tariff.

Bookings from China were down 16% compared 
with last year in the latest week, but US import 
bookings from all sources were down just 2.5%, 
according to Vizion data.

Container liner stocks do ‘round trip’

As with tanker stocks in the wake of Trump’s 
announcement of the Israel-Iran ceasefire, 
container shipping stocks have now “round-
tripped”. They’re back to where they started 
before Trump’s “Liberation Day” tariff 
announcements.

Shares of Zim plunged 27% between April 2 and 
April 8 as a result of the initial tariff news. After the 
tariff reprieve, they rose to 20% above April 2 levels 
on May 19. Then share pricing retreated, closing on 
Thursday down 3% versus April 2 levels.

Shares of Maersk and Hapag-Lloyd have followed 
the same down-up-down pattern. As of Thursday’s 
close, Maersk was down 1% versus April 2 and 
Hapag-Lloyd was down 4%.

Is larger tariff impact on demand yet to 
come?

Looking beyond the recent spot-rate and stock-price 
gyrations, the outlook for container shipping is 
generally bearish.

HSBC global head of transport Parash Jain 
said: “Front-loading and tariff pauses cushioned 
against overcapacity in 1H25, but tariff 
uncertainty will weigh on demand in 2H25, 
and bring the focus back to overcapacity and 
earnings downside.

“We see two years of earnings declines with a trough 
in 2027, driven by unwinding of Red Sea diversions 
by mid-2026.”
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Independent analyst John McCown highlighted the 
negative effects of tariffs that were still to come.

“My view is that the initial impacts of the tariffs will 
be on a spectrum with lower economic activity on one 
side and higher inflation on the other,” said McCown 
in his latest monthly report. “The more volume goes 
down, the less economic activity goes up. The less 
volume goes down, the more inflation goes up.

“There is actually no comfortable place to land on 
that initial spectrum.”

To the extent that small and medium-sized 
businesses can’t afford the tariffs, or larger 
businesses pull back in certain product categories, 
that’s negative for container shipping demand.

To the extent that US importers continue to bring 
in goods and pay much higher tariffs — and to 
the extent overseas suppliers do not absorb the 
cost — US importers will either pass along the 
added expense (resulting in inflation) or absorb it 
themselves, leading to lower profit margins.

The Vizion data implies that there is still appetite to 
bring in significant imports, even with the tariffs. This 
will still be negative for container shipping demand, 
but with a lag, as inflation and lower margins should 
ultimately be a headwind for US import demand.

On Thursday, footwear giant Nike, which imports 
16% of its goods from China, said that US tariffs 
would cost the company $1bn in the coming 
fiscal year, even with responses that include 
US consumer price increases, supplier cost 
mitigation, corporate cost-cutting and shifting 
some sourcing from China. 

Nike’s tariff cost will equate to around 5% of US 
revenues.

The Trump 2.0 tariffs are so substantial that an 
eventual impact on container shipping demand 
seems hard to avoid. And yet, the Dow hit an all-
time high on Friday and liner stocks are at pre-
Liberation Day levels — even as economists predict 
high impacts ahead.

“In the first few months of 2025, the US government 
embarked on an unprecedented effort to upend 
decades of trade liberalisation by undertaking the 
largest series of tariff increases since 1930,” wrote 
Jason Miller, Yao Jin and David Ortega in a new 
report published by the Journal of Supply Chain 
Management.

“These tariff hikes and the accompanying tariff 
uncertainty represent the greatest exogenous shock 
to global supply chains since the onset of the Covid-
19 pandemic,” they warned.

Asia-northern Europe spot rates hit 
five-month highs
SPOT rates on the Asia-northern Europe route 
climbed to five-month highs this week, as continued 
congestion and peak season traffic lift prices.

This latest Shanghai Containerised Freight Index 
shows spot market freight rates from China to 
northern Europe at $2,020 per loaded 20 ft box, 
following a rise of more than 10% on the previous 
week. This represents the SCFI’s highest value on 
the trunk east-west trade since late January.

Spot rates from China to northern Europe have 
gradually crept up in recent months, in line with 
the traditional spike in peak season trade, which 
has been met with widespread congestion in 
northern Europe.

Analysts have recently claimed that bottlenecks and 
delays can be expected until at least August, when 
the peak season starts to wind down.

The port of Antwerp-Zeebrugge, which was Europe’s 

busiest box port in the first quarter of the year, has 
been subject to some of the largest bottlenecks. This 
week was no different.

A national strike in Belgium on June 25, which 
included pilots at Vlissingen, led to more than 50 
vessels queuing outside the port at the height of this 
week’s disruption.

Vessel backlogs have since largely been cleared 
in Antwerp, while neighbouring  Zeebrugge’s 
operations were largely unimpacted, according to 
the port’s authority.

On Friday morning, Lloyd’s List Intelligence’s vessel 
tracking platform Seasearcher showed seven ships 
anchored outside Antwerp awaiting berth clearance.

Antwerp has been plagued by a number of trade 
union strikes recently as part of countrywide 
protests against the Belgian government’s proposed 
labour market and pension reforms.
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Congestion in northern Europe has also been a 
feature at Mediterranean ports in recent months, 
including in Valencia and Algeciras.

The SCFI showed spot rates from China to the 
Mediterranean this week at $2,985 per feu, down 2.5% 
on last week, in keeping with a slight weakening price 
trend over the past month. However, spot rates on 
the trade are still up more than 40% against its price 
in early May. The latest gains on the China-northern 
Europe route has pushed the spot market freight rate 
up nearly 70% on its early May value.

While congestion has helped in part to prop up 
rates in recent months, the freight market on the 
Asia-Europe trade continues to be buoyed by the 
prolonged Red Sea rerouting. The additional teu-
miles this has created has helped absorb capacity, 
accounting for around 10%-12%.

While this helped balance the market fundamentals, 
there is evidence that the sector is starting to 

feel the influence of a succession of newbuildings 
entering the fray. Spot market prices, while elevated 
against prices a few months back, are still down 
considerably on this time last year.

The current SCFI spot market prices from China to 
northern Europe and the Mediterranean are down 
58.4% and 44.5% respectively on the corresponding 
week of 2024.

The recent conflict between Israel and Iran has 
raised Middle East tensions once more, which, in 
effect, has also once again raised the risk factor in 
the region. A return to the Red Sea, or at least a 
full-scale return, is now completely off the table in 
the short term.

While this will continue to keep a lid on new 
capacity additions to the fleet, analysts, including 
Drewry, expect the supply-demand balance to 
weaken again in the second half of 2025, a factor 
that points only to a decline in spot rates.

Major Greek names ink big tankers in Korea
SOME of the biggest Greek newbuilding investors have 
added to their bulging orderbooks with new tankers and 
liquefied natural gas carriers in South Korean yards.

Hanwha Ocean has clinched the construction 
contract for a third very large crude carrier for 
Evangelos Marinakis’ Capital Group.

The vessel began as an option in the contract for an 
initial two firm tankers of 320,000 dwt the group 
inked with Hanwha a few weeks ago.

It is understood that the trio will be delivered 
in 2027.

Marinakis is in the throes of renewing his fleet of 
VLCCs and last year ordered a series of six dual-
fuel LNG 307,000 dwt vessels from CSSC Tianjin 
Shipbuilding in China for delivery in 2027 to 2028.

Last summer the Greek owner also struck a $1bn 
deal to sell nine VLCCs of an average age of about six 
years-old to Saudi Arabian shipping company Bahri.

Meanwhile, in a separate development, Hanwha 
Ocean has lined up at least two new VLCCs from 
Tsakos Energy Navigation.

The Greece-based, but New York-listed owner, has 
made no secret of its interest in contracting new 
VLCCs and LNG carriers, two segments it considers 
sparsely covered among its fleet of about 80 vessels.

Hanwha Ocean has agreed to construct the 320,000 
dwt tankers for a price of close to $125m each, with 
delivery in 2027.

The tankers are being described as LNG-ready 
although this designation would not necessarily add 
much to the initial price.

As with Capital’s original contract, TEN has an 
option for a third VLCC.

The company has been bullish about the level of 
demand it is seeing from major charterers for tying 
up tankers long term and it tends to favour longer 
employment contracts for its newbuildings.

It was unclear whether the project has been finalised 
or remains at the letter-of-intent stage.

Industry sources said that Hanwha had a modest 
edge on price that enabled it to beat off competition 
for the batch of new VLCCs, principally from fellow 
South Korean giant HD Korea Shipbuilding & 
Offshore Engineering.

Marinakis and Tsakos in the past have also been 
clients of the Hyundai group yards, now under the 
KSOE marketing banner.

KSOE has not exactly been missing out on business 
from the big Greek names, although it shies away 
from identifying who orders are from, usually giving 
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little more than the continent where a legal entity 
signing the contract is located.

It has been verified that an order for two suezmax 
tankers reported by KSOE in the past week belongs 
to Evalend Shipping, another Greek company with a 
massive and varied orderbook.

Evalend exercised options for the pair following an 
initial contract for two firm suezmaxes at the yard 
last month, according to a source with knowledge 
of the transaction.

All four tankers are understood to be priced at 
about $85m each.

KSOE on Friday reported winning an order worth 
$1bn for four LNG carriers, to be delivered by the 
second half of 2028.

Multiple sources have told Lloyd’s List that the 
quartet is for Marinakis’ group, although this was 
not immediately confirmed by Capital.

If the Greek owner is behind the latest order, the 
vessels would seem destined for his Nasdaq-listed 
Capital Clean Energy Carriers fleet that already 
includes 12 modern LNG carriers on the water and 
six more on order, as well as other types of gas 
carriers on the way.

KSOE had only received one prior LNG vessel order 
since the start of 2025.

Including the latest orders, it has now booked 76 
new ships so far this year.

The aggregate $10.5bn of orders represented 58% of 
its annual order target, it said.

Egypt state shipping firm orders two kamsarmax 
bulkers at China’s Hantong Shipbuilding
EGYPT’s state-owned National Navigation Co has 
ordered another two 82,000 dwt dry bulk carriers 
at China’s Jiangsu Hantong Ship Heavy Industry, 
according to the Ministry of Industry and Transport.

The kamsarmax newbuildings are scheduled to be 
delivered in September and November, 2028.

The deal is part of Egypt’s plan to modernise its 
commercial shipping fleet and strengthen its role 
as a regional logistics hub, and the new ships will 
be built to meet international environmental and 
technical standards, said the ministry.

This is NNC’s second order with Jiangsu 
Hantong. The first order was placed in April 
2024, including two vessels of the same size, 
scheduled for 2026 delivery. The value of both 
contracts was not disclosed.

In 2023 and early 2024, NNC took delivery of two 
kamsarmaxes Wadi Almolouk (IMO: 9897999)
and Wadi Alarish (IMO: 9952672) built by Jiangsu 
Hantong, according to the ministry.

Wadi Alarish, named Aplovrijenac previously, was 
one of four bulker carriers ordered by Croatian 
shipping company Atlantska Plovidba, and sold for 
about $37m, according to brokers.

With this order, NNC’s f leet will grow to 
18 vessels, compared to 12 three years ago, 
according to the ministry.

Deputy Prime Minister and Transport and Industry 
Minister Kamel El-Wazir stated that the government 
intends to increase the total number of vessels 
operated by state-owned shipping companies, 
including the National Navigation Co, Arab Bridge 
Maritime, Cairo Ferries, and the Egyptian Tanker 
Co, to a total of 36 by 2030.

NNC owns a fleet of 14 vessels flying the Egyptian 
flag, including 13 dry bulkers totalling about 1m dwt, 
and one 3,013 teu containership, according to the 
company’s website. 
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OTHER NEWS

Imabari Shipbuilding boosts stake 
in JMU to 60% as Japan eyes US-led 
revival plan
JAPAN’S two largest shipbuilders 
are advancing further integration 
as the country seeks to leverage 
geopolitical tailwinds to revitalise 
this sector.

Imabari Shipbuilding 
announced it will increase its 
stake in Japan Marine United, 
from 30% to 60%, effectively 
making the smaller domestic 
rival its subsidiary. 

The two companies formed a 
business alliance in 2020 and 
subsequently launched a 51-49 
joint venture, Nihon Shipyard, to 
consolidate their capacities.

Asia-Pacific has search and rescue 
‘supply and demand’ gap
THE International Maritime 
Rescue Federation, together with 
the Lloyd’s Register Foundation, 
will launch a strategic review of 
global search and rescue systems 
to identify potential gaps in 
capability.

The Federation represents 
SAR organisations from across 
the globe. Its project manager 
Steve Willis, who is leading the 
investigation, said the Asia-
Pacific region was an area where 
“we think there’s probably a big 
gap between demand and supply, 
and particularly quality supply of 
search and rescue provision”.

“We know there’s a lot of growing 
activity there. We know the majority 
of the world’s drowning happens in 
that part of the world as well.
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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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