
Lloyd’s List | Daily Briefing  Friday 15 August, 2025 Page 1

Daily Briefing
Leading maritime commerce since 1734

Friday 15 August, 2025

US bid to derail IMO net zero 
agreement could be backed by 
tariff reprisals

THE US is expected to use bilateral trade negotiations to force key 
maritime states to vote against the adoption of the Net-Zero 
Framework, a global deal to reduce shipping’s global greenhouse 
gas emissions, at the International Maritime Organization in 
October.

According to a draft “action memo” leaked to the Washington Post, 
influential maritime states including Singapore are being directly 
told that their vote against the net zero agreement in October will 
be considered part of any live trade negotiations.

The documents reported by the Washington Post state that US 
Secretary of State Marco Rubio was told that department officials 
had sought “to inject this issue into the ongoing bilateral trade 
negotiations” with maritime nations.

According to the documents, the IMO vote is just one of many 
examples of tariffs and trade policy being used by the US 
administration as leverage with countries on unrelated issues.

US lobbyists opposing the IMO agreement have told Lloyd’s List 
that the US objective is now to ensure a full rejection of the net 
zero agreement in October, rather than seeking any last minute 
negotiated compromise text.
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A joint statement issued on Tuesday by Rubio, 
Commerce Secretary Howard Lutnick, Energy 
Secretary Chris Wright and Transportation 
Secretary Sean Duffy made clear the US 
would be pushing governments to derail the 
October vote, but gave no specific details.

“IMO members should be on notice that 
we will look for their support against this 
action and not hesitate to retaliate or 
explore remedies for our citizens should this 
endeavor fail,” said the joint statement.

The origins of that statement appear 
to have stemmed from McCoy Pitt, the 
senior official in the State Department’s 
international organisation affairs bureau, who 
is responsible for implementing US policy 
across UN agencies, including the IMO.

Pitt’s memo to Rubio, titled: “Protecting US 
Shipping Interests by Defeating the International 
Maritime Organization’s ‘Net-Zero Framework’ 
” said that as part of any trade deal with the 
US, countries “are instructed” or “would be 
expected” to vote against the IMO proposal.

That memo title appears to have largely 
been copied for the join State, Commerce 
and Energy statement issued Tuesday which 
was titled: “Protecting American Consumers 
and Shipping Industries by Defeating the 
International Maritime Organization’s “Net-
Zero Framework” aka Global Carbon Tax”.

US Trade Representative Jamieson Greer 
has been repeatedly lobbied by a group of US 
companies who argue applying the framework 
globally rather than regionally could create 
market distortions, including shifts from efficient 
US shortsea maritime transport to land-based 
modes that are not subject to carbon taxation.

Much of the language used in those 
submissions is now ref lected in the 
US State Department policy.

A June 26 dated letter submitted to Greer by 
Congressman Vern Buchanan, vice-chairman 
of the House Ways and Means Committee 
and member of the Trade Subcommittee, 
called on the US Trade Representative to 
ensure all future trade negotiations take 
into account each country’s vote on the IMO 
carbon pricing framework. It also urged the 
USTR to apply restricted market access or 

reciprocal tariffs to any country supporting it.

The leaked internal documents cited by the 
Washington Post suggest that retaliatory 
measures under consideration include tariffs 
consistent with Buchanan’s recommendations.

The US State Department has not confirmed 
the authenticity of the leaked documents.

The threat of US reprisals against IMO 
member states who do not support the US 
bid to derail the net zero framework are not 
wholly new. In April a US statement issued to 
all London embassies of IMO member states 
threatened unspecified “reciprocal measures”.

Since then, the US has been engaged in a 
quiet campaign behind the scenes trying to 
force IMO member states to reverse their 
support ahead of the pivotal October vote. 
However, no details have yet emerged from 
those meetings to confirm the nature of 
the trade measures being threatened.

Member states of the IMO agreed on the net 
zero framework in April following a vote that 
required a simple majority, 63 member states 
including China, Brazil and EU countries voted 
in favour, while just 16 states voted against.

In October, a vote would require a two-
thirds majority of 108 member states 
that ratified the key legislation aiming 
to reduce shipping pollution. IMO only 
resorts to voting if there is no agreement 
on a regulation among member states.

While the US campaign to scupper any vote 
is unlikely to be able to dissuade a high 
volume of countries to change their vote, 
a targeted effort directed at key maritime 
states remains an outside possibility if the 
threat of political leverage is effective.

Any amendment to the International 
Convention for the Prevention of Pollution 
from Ships, cannot be ratified if countries 
representing 50% of the world’s tonnage 
object. The number of countries needed to 
reach that threshold is relatively small given 
the high concentration of vessels f lagged 
to the top five f lag states: Liberia, Panama, 
Marshall Islands, Hong Kong and Singapore.



Lloyd’s List | Daily Briefing  Friday 15 August, 2025 Page 3

WHAT TO WATCH

How court ruling on Trump’s tariffs could 
impact container shipping
COULD the courts rule that US President 
Donald Trump’s use of emergency powers to 
enact tariffs is illegal, and if so, how could 
that affect container shipping demand?

The widely held view of economists is that 
tariffs, which are taxes on US importers, are 
a negative for US consumer demand.

Thus, a final ruling against Trump’s so-called 
reciprocal and fentanyl tariffs — enacted 
using the International Economic Emergency 
Powers Act of 1977 (IEEPA) — would be a 
positive for container shipping demand.

Even if Trump reimposed tariffs via alternate 
means, US importers would still have the 
ability to request refunds of IEEPA tariffs they 
already paid, a positive for bottom lines and 
liquidity, supporting future import volumes.

According to US Census Bureau data compiled 
by freight economist Jason Miller, a professor 
at Michigan State University, US customs 
duties in May and June were $18bn per 
month over the previous year’s levels.

This implies that if the Supreme Court 
rules against IEEPA tariffs, the aggregate 
refund would be well over $100bn.

In contrast, an eventual US Supreme Court 
ruling in favour of Trump’s emergency 
tariffs would lock in current import taxes and 
confirm that Trump has carte blanche to set 
levies at any rate he pleases going forward.

That final judicial nail in the coffin 
would compel any businesses that hadn’t 
already incorporated long-term levies into 
their business models to finally do so, 
another negative for shipping demand.

The Trump administration is making a 
completely different argument: that a court 
decision against emergency tariffs would be 
an economic disaster for America, leading 
to a depression, which, by definition, 
would be negative for import demand.

‘Trump’s Doomsday Tariff Letter’

The US Court of International Trade ruled 
in late May that Trump’s IEEPA tariffs 
were illegal. That decision was stayed 
upon appeal, keeping levies in place.

The US Court of Appeals for the Federal Circuit 
held an en banc hearing on the CIT decision 
on July 31. The judges’ questions implied a 
high degree of scepticism toward the Trump 
administration’s position, leading to speculation 
that CAFC could uphold the CIT decision.

The Trump administration is behaving as if it 
expects to lose the CAFC case and is pre-emptively 
demanding that the CAFC decision is stayed 
until it is heard on final appeal by SCOTUS when 
it returns from summer recess in October.

“Suddenly revoking the president’s tariff 
authority under IEEPA would have catastrophic 
consequences,” Trump’s attorney, Brett 
Shumate, wrote a letter to CAFC on Monday.

“The president believes that our country would 
not be able to pay back the trillions of dollars 
that other countries have already committed 
to pay, which could lead to financial ruin,” 
wrote Shumate, in what the Wall Street Journal 
dubbed “Trump’s Doomsday Tariff Letter”.

“The president believes that a forced dissolution 
of the agreements could lead to a 1929-style 
result,” said Shumate. “In such a scenario, people 
would be forced from their homes, millions of jobs 
would be eliminated, hard-working Americans 
would lose their savings, and even Social 
Security and Medicare would be threatened.”

Trump made the same argument in a Truth 
Social post, warning that “it would be 1929 
all over again, a GREAT DEPRESSION”, and 
“there is no way America could recovery from 
such a judicial tragedy” if “a Radical Left 
Court ruled against us at this late date”.

The “trillions” cited in Shumate’s letters refer to 
tentative investment agreements made by other 
countries as part of trade negotiations signed under 
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threat of higher IEEPA tariffs. The US doesn’t have 
that money yet, so there would be nothing to pay 
back if the courts rule against IEEPA tariffs.

“These are non-binding commitments, 
and the government wouldn’t have to pay 
back anything to countries if tariffs are 
blocked,” wrote the WSJ editorial board, 
calling it an “out-of-this-world argument”.

What would have to be given back is the IEEPA 
tariffs paid by US importers, which are easily within 
the US government’s ability to cover. Trump’s legal 
team admitted this in a court filing on May 28.

Arguing for a stay pending the appeal of the 
CIT decision, they wrote: “A stay will not harm 
plaintiffs. Even if the judgements were affirmed 
on appeal, plaintiffs still would not be harmed 
because defendants will issue refunds as directed 
by the court, including any post-judgement interest 
that accrues during the pendency of the appeal.”

According to the WSJ, “Obtaining a refund 
could be a bureaucratic mess and take years. 
But putting an end to this tax increase would 
be a relief to thousands of businesses.”

Treasury Secretary Scott Bessent 
addressed the litigation issue during a 
Fox Business interview on Tuesday.

“If the tariff court rules against us, it will 
immediately be enjoined, so the tariffs will likely 
continue, then it will go to the Supreme Court in 
October, then we would expect a ruling in January.

“I think with the more deals we’ve done, 
and the more money that’s coming in, 
it gets harder and harder for SCOTUS 
to rule against this,” said Bessent.

His initial estimate was that tariffs would bring in 
$300bn annually “but I think we’re going to have 
to substantially revise that up”, said Bessent. He 
added that foreign investment pledges that have 
been compelled by the tariffs are “well over $10trn”.

The argument made by Trump, Shumate and 
Bessent is that the courts should approve the 
tariffs, and/or enact a stay to maintain them 
on appeal, because the economic consequences 
of not doing so would be too severe.

The counterarguments are: first, courts rule on 
matters of law, and second, the economic harm 

of the IEEPA tariffs on US businesses — and 
ultimately consumers — is itself too severe.

Deutsche Bank foreign exchange strategist 
George Saravelos said in a client note last month, 
“The top-down macro evidence seems clear: 
Americans are mostly paying the tariffs.”

Goldman Sachs chief economist Jan Hatzius wrote 
in a research note on Sunday that US businesses 
are eating 64% of the tariff, with 22% being 
passed on to US consumers via higher prices, 
and 14% being absorbed by foreign exporters.

Trump responded that Goldman Sachs 
“should find a new economist”.

Supreme Court ruling will bring certainty

If the Trump administration loses an 
eventual Supreme Court appeal, it could use 
other means to replace IEEPA tariffs.

Trump has the authority under the Trade Act of 
1974 to replace IEEPA tariffs with 15% blanket 
tariffs for 150 days, and he could use that time 
to go through the traditional section 301 and 
232 processes to replicate IEEPA tariffs.

But these may not be as negative for container 
shipping demand as IEEPA tariffs.

Shumate wrote in his letter to CAFC: “Other tariff 
authorities that the president could potentially 
use are short-term and not nearly as powerful.”

A court decision would also give importers and 
the shipping industry relief from uncertainty. The 
IEEPA litigation represents an enormous question 
mark hanging over business plans, given its future 
impact on the cost of goods for US imports.

“The real story this year is not just about 
tariffs, because we’ve had tariffs for years 
— the problem is uncertainty,” said Zac Rogers, 
associate professor of supply chain management 
at Colorado State University, during a port of 
Los Angeles press conference on Wednesday.

“Uncertainty has sort of paralysed decision 
makers in the supply chains,” said Rogers.

“Everybody in our industry is watching this 
[court case] really closely,” said port of Los 
Angeles executive director Gene Seroka.
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“I don’t think it’s about people rooting for 
or against; it’s about the level of uncertainty 
that Zac underscored,” said Seroka.

“We need to figure out what’s happening. I was in 
Washington this week and the folks I talked to, 
especially at the Commerce Department, asked me: 

What do you see? How do you want to do things?

“And I said: Just tell me the ground rules so 
I can get to work. Once we understand the 
rules, we can go to work. If you just leave 
any issue to litigation, nobody wins.”

ANALYSIS

Anna Dorothea case upholds ‘pay now, argue 
later’ principle
SHIPOWNERS are sometimes entitled to insist 
on payment even if a charterer claims a vessel 
is off-hire, according to an analysis of the Anna 
Dorothea (IMO: 9482213) case produced by 
two Watson Farley & Williams lawyers.

The Commercial Court decision in Fastfreight 
v Bulk Trident Shipping confirms the strict 
enforceability of “pay now, argue later” 
obligations, according to partner Natalie Jackson 
and senior associate Georgia Theakston.

It also clarifies the point that clear contractual 
wording overrides the well-embodied English 
law doctrine of equitable set-off, which would 
otherwise allow charterers to withhold hire 
where a vessel underperforms, overconsumes or 
otherwise fails to undertake the services promised.

In May 2021, bulk carrier Anna Dorothea was 
unable to berth or discharge at the 
Chinese port of Lanqiao, after some of its 
crew tested positive for Covid-19.

It remained idle for nearly three 
months before being redelivered to its 
owners in August of that year.

Under the terms of a time charter based on an 
amended NYPE 1993 form, hire was payable every 
five days in advance, at the rate of $20,000 per day.

Crucially, the wording included a heavily 
amended anti-deduction clause, which read: 
“No deductions from hire may be made for 
any reason… whether for alleged off-hire, 
underperformance, overconsumption or any other 
cause whatsoever… without the express written 
agreement of owners at owners’ discretion.”

But the charterparty also incorporated the BIMCO 

Infectious or Contagious Diseases Clause, 
which in some circumstances allows charterers 
to claim off-hire and recoup direct losses, 
damages and expenses from the owners.

Unsurprisingly, Fastfreight invoked 
the BIMCO clause to claim off-hire 
and Bulk Trident Shipping countered by 
citing the anti-deduction clause.

An arbitral tribunal sided with Trident, emphasising 
that anti-deduction clauses are enforceable to 
prevent unilateral deductions from hire.

Fastfreight appealed, arguing that because the 
vessel was allegedly off-hire on the hire due 
date, no hire was owed in the first place.

Therefore the company contended that it was 
not making a deduction, but simply not paying 
money it did not owe in the first place.

However, the Commercial Court disagreed. 
Withholding hire on the basis of an off-hire claim 
constitutes a deduction within the meaning of the 
anti-deduction clause, Mr Justice Henshaw ruled.

Regardless of framing, it amounts to non-payment 
of contractually due hire. Even if the vessel was 
off-hire, the clause required payment unless the 
owners expressly agreed otherwise, he added.

The anti-deduction clause was entirely clear 
and covered all forms of withholding from 
hire, including complete non-payment.

Off-hire status alone does not justify withholding of 
hire. Even if a vessel is arguably off-hire, hire must 
be paid unless owners consent to it not being paid.

Commercial reality dictates that owners must rely 
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on timely hire payments to keep vessels operating, 
and arbitration is not a substitute for cashflow.

Henshaw J also noted that charterers were not left 
completely powerless. Overpaid hire payments 
can be recovered later and Fastfreight had lien 
rights under the charterparty. But self-help 
through non-payment of hire is not permitted.

But he also cited the 2022 C.Challenger (IMO: 
9595620) case, which reaffirmed that owners’ 
discretion to withhold consent to deductions from 
hire must be exercised both for a contractually 
appropriate purpose and in a rational manner.

In the event of a genuine dispute, owners can refuse 
consent to deductions, even if later proven wrong.

In Anna Dorothea, there was evidence that the cost 

of covid-related delays was lower than the amounts 
the charterers sought to deduct, and Trident 
therefore acted rationally in refusing consent.

“The Anna Dorothea is a strong reminder that 
commercial certainty will often take precedence 
over broader notions of fairness when parties 
have expressly agreed to an anti-deduction 
clause,” said Jackson and Theakston.

“Clauses drafted in strikingly clear terms leave very 
little room for manoeuvre. That’s the point … If 
parties want flexibility, they will need to draft for it.”

At the same time, the judgment recognises that 
the shipowners’ discretion to withhold consent 
to make deductions from hire is not absolute. 
However, the threshold is deliberately low.

Insurers could face sanctions penalties if 
regulations diverge on Russia oil exports
HULL, cargo and P&I underwriters face the risk 
of being slapped with sanctions penalties once the 
small print of EU, UK and EU rules on Russian 
oil exports start to diverge in a few weeks’ time, 
the Lloyd’s Market Association has warned.

In practice, British and European insurers may 
not be able to follow a US lead unless the US 
party adopts the UK and EU stance, it added.

To add to the headaches, the LMA added that 
its current price cap clauses were written 
on the basis that Western countries would 
continue to sing off the same hymn sheet, an 
assumption which has now fallen through.

The G7, the EU and Australia imposed a $60 
a barrel price cap on Russian crude exports in 
December 2022, in response to the Kremlin’s 
illegal invasion of Ukraine earlier that year.

Western-controlled vessels were banned from 
lifting the cargoes, and marine insurers forbidden 
to provide cover, unless shipowners provide a 
written attestation the stipulation has been met.

But the scheme has not had the desired impact. 
Russia has put much effort into building a 
shadow fleet* still willing to take the bookings.

Additionally, compliance declarations from 
some shipowners may have unknowingly — or 

even knowingly — not been entirely accurate.

The EU and UK responded by declaring a “dynamic” 
price cap initially set at $47.60 a barrel for early 
September, which will be periodically recalculated 
to ensure it always stays below the market price.

The UK is allowing a 45-day wind-down 
period ending on October 17 for contracts 
entered before September 2. The EU has 
proclaimed a 90-day run-off until October 
18 for contracts concluded before July 20.

But US is sticking with the $60 marker. US 
President Donald Trump has recently publicly 
threatened to ramp up sanctions pressure on the 
Kremlin, while not taking any action on the issue.

Trump is due to meet his Russian counterpart 
Vladimir Putin in Alaska on Friday, to discuss 
a peace settlement in Ukraine, which may 
influence his decision one way or the other.

The LMA is a trade association with members 
including all 55 Lloyd’s managing agencies 
and all Lloyd’s members’ agents.

Legal and regulatory director Arabella Ramage 
said: “We will now have a situation where US 
parties will have a different price cap to comply 
with from the UK and EU, and the UK and EU 
will have slightly different transitional provisions 
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until the changes now introduced take place.

“If a US-insured or US lead market uses a 
$60 oil price cap, the impact for EU or UK 
insurers could be that any standard sanctions 
clause in their policies is triggered.”

Moreover, standard LMA oil price cap clauses 
were drafted with the expectation the oil price 
cap coalition would set the same price.

They define the prices cap as “the price, or cap, 
set for the purchase or sale of the Russian oil or 
the Russian oil product by the price cap coalition 
as may be amended from time to time,” and 
refer throughout to the “relevant” price cap.

The clauses could still be sufficiently flexible 
to ensure that in a contract where insurers are 
severally liable, each insurer may be able to 
enforce the terms of the LMA oil price cap clause 
for the price cap that applies to it. However, 
this interpretation remains untested.

That means that UK and EU entities may not be 
able to follow a US lead on business involving 
Russian oil unless the US party falls into line 
with UK and EU position requirements.

They would also have to obtain the 
necessary supporting documentation 
to demonstrate compliance.

The LMA advised any underwriting 
entity with an exposure to Russian oil, 
including hull, cargo, political risk, P&I and 
liability or reinsurance, should take steps 
to protect themselves appropriately.

This could include reviewing any risks in which 
they currently participate and which either have 
US insureds or a US lead insurer, where they 
cannot obtain sufficient assurance that there 
will be compliance with the UK/EU price cap.

There is also a threat of significant US secondary 
sanctions on anyone dealing with Russian 
oil, including receiving ports and states.

* 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.

MARKETS

Los Angeles tops 1m teu in July, eclipsing 
Covid-era high
IT’S NO surprise that last month was strong for 
the port of Los Angeles, given that importers 
frontloaded cargoes ahead of August tariff hikes. But 
the numbers came in even hotter than expected.

The port said on Wednesday that throughput 
totalled 1,019,837 teu last month, 
surpassing the previous record set in May 
2021 during the pandemic boom.

Imports surged to 543,728 teu, also an 
all-time high. July’s imports were up 16% 
month on month and 8% year on year.

“Not surprisingly, much of this volume was fuelled 
by importers hustling to bring in cargo ahead of 
potential tariff hikes,” said port of LA executive 
director Gene Seroka during a press conference.

“We had 107 vessel calls in July, 30% more than 
our average over the past five years. Sixteen 
of those ships had capacity of over 13,000 teu, 
setting another all-time mark. And we saw 11 
extra loaders — the most since the pandemic.

“All of this was accomplished without any vessel 
backups or any dock congestion,” added Seroka.

The caveat is that July will almost 
certainly be the apex of the year.

“Looking at the data and talking to many of our 
importers, it seems likely that goods coming 
into the US may have just peaked. A lot of 
inventory is already here,” said Seroka.

He expects lower volumes this month and thereafter 
“but the cargo is not going to fall off a cliff”.
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“August will be less than July and less that 
what we witnessed last August, but it doesn’t 
look that bad. It’s looking like around 850,000-
900,000 teu [in total throughput] on about 
90 ships, so it will be a solid month.”

Zac Rogers, assistant professor of supply chain 
management at Colorado State University, spoke 
during the LA press conference about domestic 
supply chain dynamics and what they mean for 
import demand in the final five months of the year.

Rogers is a member of the team that puts together 
the Logistics Managers’ Index survey on US 
domestic inventories, warehousing and transport. 
An LMI reading above 50 indicates expansion 
and a reading below 50 points to contraction.

The LMI for inventory costs is elevated, at 71.9. 
“That’s for two reasons,” said Rogers. “One is 
tariffs, and the other is so much inventory is 
already here, and that’s really putting stress 
on the warehousing network, and there’s 
a lot of costs for holding on to goods.”

Those costs are currently in the “upstream” 
part of the logistics chain — wholesalers, 
manufacturers and distributors — as opposed 
to the “downstream” part, i.e., retailers.

“Our retailers are coming in at 47.6 for 
inventory levels, meaning they’re actually 
reducing inventories,” explained Rogers.

“There’s so much inventory in the system right 
now and most of it is sitting in the ‘middle 

mile’ of the supply chain. We brought all this 
stuff in, but the retailers don’t want it on their 
books, and when that happens, it’s the middle 
of the supply chain that gets squeezed.

“The reason consumers haven’t really seen a big 
impact from inflation is that the costs haven’t 
necessarily moved downstream yet. They’re 
sort of sitting right now in the middle mile.

“We’ve had all of this activity at the port 
of Los Angeles, and that’s reflected in our 
upstream numbers,” said Rogers. “We’re 
seeing a pretty good correlation between the 
teu import volumes coming into the port of 
LA and our upstream inventory numbers.

“We haven’t seen as much downstream yet. We’ve 
had the supply [leading to] the upstream spike, 
and now we’ll be moving toward a downstream 
spike. We haven’t seen the big price increases yet, 
but the early indicators look like we’re going to 
start to see those more at the consumer level.”

On container shipping imports, Rogers said, 
“I expect we will have a quieter period at the 
ports. We’ll still have some flows, but everything 
is already here for the holiday season. We 
don’t need a lot more inventory before the 
holidays — we have so much already.

“What will be interesting to see is what sort 
of activity happens ahead of Chinese New 
Year [in 2026], because we don’t have enough 
goods pulled in to last in perpetuity. We’re 
going to need to bring in more stuff.”

Okeanis unfazed by ‘dark fleet’ threat in event 
of Ukraine ceasefire
THERE is minimal prospect of shadow fleet* 
tankers returning to mainstream trades and 
undermining forecasts of a strong tanker 
market in the event of a deal to end the war 
between Ukraine and Russia, a leading 
owner of large crude oil tankers has said.

“The supply side remains structurally tight, 
especially on the large vessels,” said Aristidis 
Alafouzos, chief executive of Okeanis Eco 
Tankers, a US- and Norway-listed owner of 
very large crude carriers and suezmaxes.

“It’s not just about age or orderbook. A large 
part of the fleet is in the shadow trade, and we 

believe it’s almost impossible for these vessels 
to return to normal trading and compete 
with modern and compliant tonnage.”

Alafouzos was talking with analysts during a 
second-quarter earnings call for Okeanis and just 
ahead of a scheduled meeting between Donald 
Trump and Vladimir Putin that officially has been 
called to explore the possibility of an end to the war.

Most of the sanctioned tonnage was overaged 
and “fuel-thirsty, less efficient and increasingly 
uncompetitive”, said Alafouzos.

“At some point, even this sub-segment will 
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require replacement and that replacement will 
have to come from the conventional fleet, which 
is again positive for compliant vessels like ours.”

A lifting of sanctions on Russian oil exports is 
sometimes touted as a risk to tanker earnings, 
but Alafouzos saw no “material risk of of US 
removal of independently owned tankers in the 
shadow fleet”, even in the event of a ceasefire.

“Perhaps we could see something from the US 
softening a bit on the sanctions but I don’t see 
Europe changing its policy anytime soon.”

In addition, the sanctions picture was “complicated” 
and difficult to unwind, he argued.

One example was Western control over the 
insurance market. “No owner of a sanctioned vessel 
in the US, UK or Australia will be able to ensure 
their vessels or have classification or have a first-
class flag while they have sanctions on them.”

There was little overlap between European, US 
and UK sanctions so that even if sanctions were 
dropped by the US, vessels could well remain 
sanctioned under the other two regimes.

“There are many cases of how different 
sanctions reduction scenarios play out that could 
remain very bullish for tankers,” he said.

Asked about his expectations for the Trump-
Putin meeting on Friday, Alafouzos said: “My 
base case is… we don’t see very much progress, 
and potentially more strict sanctions coming.”

Recent threats by Trump to wield tariffs 
against countries buying Russian oil could 

also give the market a boost, he said.

Countries such as India and Türkiye were 
“more susceptible” to this pressure, but the 
only other outlet for the crude was China.

If China took up more of Russia’s output 
than previously, this could have “a dramatic 
effect on tonne miles for that trade.”

Alafouzos said that there are already signs 
that the shadow fleet was being “stretched” 
and rates had increased substantially.

“As we go into the winter, I do expect that there will 
be more purchase inquiries for older tonnage to 
slot into that fleet and service that trade,” he said.

Okeanis, which owns a fleet of eight VLCCs 
and six suezmaxes, made an adjusted net 
profit of $26.7m for the second quarter of 
2025 and has been confident that the good 
run for tankers is set to continue.

“The pace of new orders remains firmly in check 
despite some recent orders, reinforcing a supply 
dynamic that we believe will be highly supportive for 
tanker earnings in the years ahead,” Alafouzos said.

The company was particularly “excited” 
about upcoming prospects for some 
of the suezmaxes in the fleet.

“The current suezmax market is very firm, 
and we are either in the process of fixing 
or we will shortly fix voyages that are at 
far higher rates than our third-quarter 
guidance. So that’s looking good,” he said.

Norden eyes growth in project cargo sector 
with fleet of dedicated multipurpose vessels
DANISH dry cargo and tanker vessel 
operator Norden is moving ahead with an expansion 
strategy in the project cargo sector. It first entered 
the market in 2023 following the purchase of two 
companies involved in the specialist segment.

Norden purchased multipurpose vessel operators 
Thorco Projects and Norlat Shipping with the 
intention to serve more specialist cargo types, 
including windfarm equipment, forest products, 
steel cargoes and unitised project cargoes.

“Our entry into the project cargo segment two 
years ago has provided great synergies with our 
handysize bulk carrier business and other bulker 
segments as well,” said chief executive Jan Rindbo.

“Now we have taken the step to build 
credibility in the project cargo market by 
building up a core fleet in this segment.”

While project cargoes are mostly carried by 
multipurpose vessels on short-term charter and on 
Norden’s bulk carrier fleet, the company recently 
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entered into long-term leasing agreements for 
a new series of heavylift-capable, 17,000 dwt, 
MPVs, which will be delivered by Chinese and 
Japanese shipyards during 2027 and 2028.

“We intend to have a core fleet of 10 leased MPVs 
by 2028. Eight of them will be newbuildings, while 
two are secondhand vessels which we already 
have on time charter,” Rindbo told Lloyd’s List.

He added that additional time chartered vessels 
would operate alongside the core leased vessel fleet.

Norden’s own handysize bulk carrier fleet has loaded 
a variety of project cargoes since the company 
entered the market two years ago, including 
windmill components and large batteries.

“The latest large windmill blades are ideal for being 
carried on the deck of bulk carriers,” Rindbo said.

He added that the MPV fleet was ageing due 
to a lack of investment in new ships.

“Fleet renewal is needed, which is why we 
are mostly going down the newbuilding 
route for our MPV fleet,” he said.

“This segment needs vessels which are more 
fuel efficient, but with shipyards being so full 
there are not many vessels being delivered.”

Rindbo said that strong demand for renewable 
energy infrastructure projects, and even oil 
industry infrastructure, would ensure good 
growth potential during a period of limited 
project carrier vessel fleet growth.

“The 10 core ships are only our first step into 
this market and we have an open mind on 
how to add more ships in the future. But for 
a company of Norden’s size (with a fleet of 
400 ships) there will be room to do more.”

He is confident that Norden’s growing project 
cargo business will provide a more steady 
income stream than its main, but currently 
volatile, bulk carrier and tanker segments.

The Copenhagen Stock Exchange-listed company on 
Thursday posted total second-quarter 2025 revenues 
of $780m, compared with $799m in the first quarter 
and $1bn in the corresponding quarter in 2024.

Norden’s adjusted earnings before interest, 
taxes, depreciation and amortisation was 
up to $131m compared to $114.7m in the 
first quarter and $128.9m a year earlier.

The company raised its full-year guidance 
on net profit to in the range of $70m-$130m 
from April’s guidance of $50m-$130m.

Torm chooses purchase options over 
expensive newbuilds
TORM chief executive Jacob Meldgaard has 
confirmed that the company will continue 
to avoid the ordering of newbuildings, after 
recently agreeing purchase options for a 
variety of leased product tankers.

The Nasdaq Copenhagen-listed product 
tanker operator disclosed that it had exercised 
purchase options for 13 vessels in the medium 
range, long range one and long range two 
segments, which were previously owned 
by Chinese ship-leasing companies.

“Torm’s healthy balance sheet and good banking 
relations have allowed us to convert 13 vessels 
previously under a leasing structure to be covered by 
traditional bank debt,” Meldgaard told Lloyd’s List.

“The switch will allow a lower cost base 
under better terms and will provide us 
with more flexibility than leasing.”

The first four ships — the LR2 tankers Torm 
Herdis (IMO: 9797981), Torm Hellerup (IMO: 
9798002), Torm Hannah (IMO: 9712864) 
and Torm Kiara (IMO: 9701554), which were 
built between 2015 and 2018 — are set to be 
transferred to Torm’s owned fleet in the third 
quarter. The remaining nine ships will switch 
to Torm ownership during the fourth quarter.

Meldgaard said that he maintains his 
scepticism about newbuildings following 
the rise in shipbuilding contract 
pricing following the pandemic.

“While newbuilding prices appear to have 
stabilised, lead times for new ships are too 
long. As there is no sign that shipyards will 
lower their prices, newbuildings are not a 
big topic for Torm,” said Meldgaard.

“Although we do follow the newbuilding market, 
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new ships are still not for us but if prices were 
to come down then we might consider them.”

Torm’s last newbuilding order, comprising 
two LR2 tankers, was placed in 2019.

Having exercised the 13 purchase 
options, Meldgaard said that Torm has no immediate 
plans to buy additional ships or sell vessels.

“We are comfortable with the size of the 
fleet as it stands and have no specific 
plans to sell ships although we are keeping 
our options open,” said Meldgaard.

Torm disclosed on Thursday that it had posted a 4% 
decline in revenues for the first quarter of $315.2m, 
compared with $329.1m in the first quarter of 2025.

Second-quarter 2025 revenues declined 

by 28% year on year due to normalisation 
of product tanker freight rates, following 
what it said were “exceptionally strong” 
levels seen in the first half of 2024.

It noted that freight rates stabilised in the 
second quarter of 2025 and were consistent 
with those observed in recent quarters 
“reflecting a resilient market environment”.

Net profit for the period decreased by 6.7% to 
$58.79m, down from $62.9m in the first four months 
of 2025 and down by some 70% year on year.

Fearnley Securities noted that Torm’s second-
quarter results were “more or less bang on 
expectations”. It reported that it expects Torm’s 
third-quarter revenues to improve compared to the 
second quarter, based on stronger current spot rates.

Hapag-Lloyd delivers volume growth but 
narrows earnings outlook
GERMAN line Hapag-Lloyd has recorded an 11% 
growth in container volumes in the first half of 
2025 on the back of increasing east-west trade 
and in a market described by chief executive 
Rolf Habben Jansen as “remarkably resilient”.

“I think in the end this year is going to turn out 
better than many people thought initially,” he told 
investors, though he stressed that growth was 
expected to slow in the second half of the year.

Freight rates though were fairly flat, and combined 
with increased costs in the first half of the year 
meant the Hamburg-headquartered company saw its 
operating result decline from €731.6m to €708m.

The end of the second quarter also marks 
the completion of Hapag-Lloyd’s transition 
to the Gemini Cooperation vessel sharing 
agreement it has launched with Maersk.

Habben Jansen said the network had gotten off 
to a “very successful start”, having delivered on 
its promise of more than 90% schedule reliability 
in the few months it has been up and running.

But making the switch had cost Hapag-
Lloyd a “three-digit million-dollar figure”, 
Habben Jansen told investors.

Habben Jansen, and his company, hope that in 
the long-run Gemini will provide cost savings 

through its reliability. For example, he said, 
being on time in Asia could mean utilising a 
vessel for one or more extra voyages a year, 
reducing the need for additional tonnage.

But it’s not just this one-off investment that is 
driving costs up. Habben Jansen explained that 
costs are unlikely to return to pre-pandemic levels, 
thanks to ETS, low-sulphur fuel and inflation.

Hapag-Lloyd’s goal is to bring down costs 
by “double digit percentages” versus 
2022 but getting back down to 2019 levels 
is unrealistic, Habben Jansen said.

Costs in the first half of 2025 increased by 14% 
across the transport and terminal sectors, thanks 
to continued disruption and Red Sea rerouting, 
the group said, alongside those Gemini costs.

But Hapag-Lloyd cited Drewry research suggesting 
global container growth is set to grow by 
only 1.9% in 2025, versus 6.7% growth in 2024.

The “rush” that preceded tariff announcements, 
and then again after the 90-day truce between 
the US and China was agreed, has now settled 
down again, Habben Jansen told investors.

“We’ve seen a lot of people having a 
wait and see type of attitude over the 
past couple of months,” he said.
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“And now that we have a bit more clarity on 
what is happening, for example, with the EU, 
but also with a number of other larger trading 
partners, I expect things to start settling 
down again a bit” he said, which could see 
some previously sluggish trades starting to 
pick up again. It would not however, Habben 
Jansen stressed, mean a great surge in volumes.

He noted the average age of the f leet 
and said it was a “pretty realistic 
assumption to think that until 2027/2028 

we’ll see quite a bit of scrapping”.

The orderbook was still relatively 
high, but “nowhere near comparable 
to what we have seen in the past”.

That being said, Hapag-Lloyd has still revised 
its earnings outlook downwards for the 
remainder of the year, from $2.5bn-$4bn 
Ebitda to $2.8bn-3.8bn, as the company’s 
“very strong start to the year” volume-
wise gives way to a softer second half.

HMM posts disappointing quarter on lower 
rates and rising costs
HMM’S operating profit fell by nearly two-
thirds in the second quarter of this year 
compared with the corresponding period 
last year, because of falling freight rates 
and a surge in operating expenses.

HMM cited the sharp decline in freight rates 
in the first half of this year, due to the impact 
of protective US tariff policies, as the cause 
of the slowdown in performance, following 
high rates in the first half of 2024 due to 
geopolitical issues such as the Red Sea crisis.

“The Shanghai Containerised Freight 
Index averaged 1,701 points in the first 
half 2025, down 27% from 2,319 a year 
earlier, ref lecting weaker freight rates amid 
continued US protectionist tariff measures 
and trade tensions,” the company said.

HMM reported an operating profit of 
Won233.2bn ($168m) for the second quarter 
of 2025, down 63.8% on a year earlier.

Quarterly sales of Won2.6trn dropped 
slightly by 1.5%, while net profit was 
down 28.7% to Won471.3bn.

However, HMM emphasised that its 
operating profit margin for the first half 
of the year was 15.5%, placing it among 
the top global shipping companies.

Korea Investment & Securities analyst 
Choi Koh-un said: “Sales exceeded market 
expectations by 3%, but operating profit 
fell short. This was largely due to a sharp 
increase in operating costs. Container supply 
increased by 10% year on year, while port 
and cargo handling costs, including port 

in and out, loading and unloading, and 
inland transport, rose sharply by 32%.”

Meanwhile, HMM forecast that market 
volatility would increase in the second half 
of the year because of the expiry of tariff 
grace periods and ongoing renegotiations, 
and that supply chain congestion would 
continue due to shifts in regional demand.

In response to this uncertainty, HMM is 
preparing by deploying its f leet f lexibly, 
generating stable revenue through long-term 
contracts, including COA for bulk cargo and 
reducing costs by improving vessel efficiency.

The company disclosed that the delivery of 
the remaining seven 9,000 teu methanol-
powered containerships was scheduled to 
be completed between the second half of 
this year and the first half of 2026. The first 
two vessels have already been delivered.

Seven PCTCs ordered in 2023 are also scheduled 
for sequential delivery from September 2025. 
The company plans to secure a total of 13 bulk 
carriers, including four multipurpose vessels 
and two medium range chemical tankers.

The plan to expand the f leet is not 
just about introducing new ships.

“We will purchase competitive secondhand 
ships in line with market conditions to 
expand bulk carrier f leet, and diversify 
business portfolio,” HMM said.
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Euroseas weighs the joys and woes of 
overheated boxship prices
A LUCRATIVE recent vessel sale from the fleet of 
Nasdaq-listed Euroseas has underlined why the 
owner of feeder and intermediate containerships 
may be finding it difficult to grow as it would like.

The buyer for the 20-year-old, 6,350 teu Marcos 
V (IMO: 9307059), Euroseas’ largest vessel, 
was MSC, the owner confirmed this week.

Euroseas agreed to a price of $50m, with 
delivery expected to take place in October 
at the end of the vessel’s present charter.

“While we continue to have faith in the market, 
the price offered was simply too good to resist,” 
said Euroseas chief executive Aristides Pittas 
during a second-quarter earnings call.

The proceeds from the sale will “eventually 
be used to further renew the fleet with 
younger vessels”, he added.

However, that is by no means a straightforward 
business in today’s hot containership market, at 
least towards the bottom end of the size ranges.

Pittas admitted that it was “rather difficult” 
currently to invest in ships currently on the water.

“We would buy 10- or 15-year-old vessels if we 
could find a suitable charter that would bring the 
residual value down at the end of the charter.

“But this is something that we have been trying 
to do and without much success because the 
asking prices of the ships are too high.”

The company was scouring both the feeder 
sector and the intermediate sector as “the 
dynamics are very, very similar” with 
low orderbooks and an ageing fleet.

“We look at potential projects, and we will 
see how we will move ahead,” Pittas said.

Euroseas has already managed to grow and 
modernise its fleet through a significant 
newbuilding programme, that includes two new 
ships still on order for delivery in 2027, as well 
as putting existing vessels through retrofits.

“Newbuilding prices have also 
increased substantially during the 
past five years,” Pittas added.

“However, we feel this is a structural increase 
that will be very difficult to reverse.

“Prices will probably not grow at least 
significantly. We are therefore seriously 
considering options along this front.”

Euroseas has been posting strong financial results 
and had cash of $112.7m on its balance sheet at the 
end of June, potentially to draw upon for investing.

Nigeria reduces reliance on clean product 
imports, with US crude the beneficiary
NIGERIA’S seaborne imports of clean 
petroleum products declined by 39% in the 
first seven months of 2025 compared with the 
corresponding period in 2024, as production 
at its Dangote refinery increased.

Despite a decline in clean imports, its crude oil 
imports rose by about 289% in only the first 
seven months of 2025 versus the whole of 2024, 
as the refinery relies more on imported crude.

Dangote refinery’s operations reached 
550,000 barrels per day by June 2025 
according to company officials, and CPP 
imports decreased to 230,000 bpd by July.

BIMCO chief analyst Niels Rasmussen said that the 
decrease followed a 19% reduction during 2024.

According to BIMCO, imports from Northern 
Europe have reduced the most.

“In 2022-2023, prior to the opening of the Dangote 
facility, Nigeria imported an average of 271,000 bpd 
per year of clean petroleum products from Northern 
Europe, representing 60% of Nigeria’s total seaborne 
CPP imports. In 2025, imports dropped to 48,000 
bpd and only 21% of total imports,” said Rasmussen.

While the refinery is reducing Nigeria’s dependence 
on imports, it cannot rely on domestic crude 
oil because of supply chain disruptions.
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Dangote is optimised for light and sweet crude, 
Rasmussen told Lloyd’s List, making WTI Midland 
from the US an ideal substitute for Nigerian crude.

Imports from the US have therefore skyrocketed 
in recent months, increasing by more than 
100% in July 2025 alone, data from Signal 
Ocean shows. In fact, about 65% of year-
to-date imports originated in the US.

US crude was more reliable from a supply point 
of view and was priced more competitively than 
its Nigerian counterpart, Rasmussen said. 

However, “according to Dangote officials, the 
refinery expects to transition entirely to locally 
sourced crude before the end of the year,” he said.

“Additionally, anticipated improvements in 
processing efficiency will increase the facility’s 
capacity to 700,000 bpd by the end of 2025. 
That could end the volume of crude oil that 
has supported suezmaxes and VLCCs and 
further decrease CPP imports transported 
by handysize and MR product tankers.”

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

 
Please contact: marketingservices@lloydslistintelligence.com

Classified notices follow
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