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Silence greets US attack on 
IMO deal. But has it struck 
a chord?

SINCE last week’s launch of the Trump administration’s efforts to 
scupper the International Maritime Organization’s net zero 
agreement, the response of the shipping industry has mostly 
been mute.

This is at least partly because it’s still on summer holidays, although 
perhaps it also suggests that some are still dazed by the US threat to 
unravel an agreement that has taken years to stitch together.

However, there may be another explanation, which is that to some 
extent the shipping industry, or a significant section of it, is not out 
of sympathy with Washington’s sentiments but is reluctant to say so.

If that is the case, it could be because admitting it would not be 
politic. But, in addition, even critics of the IMO’s measures 
appreciate that derailing the net zero framework agreement at this 
stage would be a jump into the unknown, with no guarantees that 
whatever the alternative may be would be more to anyone’s liking.

The shipping industry’s varied and fragmented nature was reflected 
in how long it took the International Chamber of Shipping to cobble 
together a compromise that all segments of the industry could live 
with, for its own proposals for the IMO decarbonisation framework.
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It was clear back in April, however, that a large 
part of the industry welcomed the outcome 
of the 83rd Marine Environment Protection 
Committee meeting only on the basis that 
a bad deal was better than none at all.

The fact that the ICS’ input was ignored almost 
in its entirety rankled but, as just the latest 
instance where the industry felt its experience 
and operational requirements were being 
sidelined in the regulating process, this might 
have added to its sense of powerlessness to 
do anything but put on a brave face.

The Union of Greek Shipowners has not sought to 
hide its disappointment with the April agreement, 
highlighting several serious reservations.

In its recently-published annual report, the deal’s 
various “drawbacks” included “unrealistic” annual 
emission reduction targets and “disproportionately 
high penalties for under-compliant ships in the 
absence of available alternative fuels,” it said.

The UGS also criticised the “unfair treatment” 
of key transitional fuels, notably LNG, 
that it has predicted will turn out to be 
counterproductive for decarbonising.

It sounded a further note of alarm that 
critical aspects, such as the mechanics for 
rewarding use of greener fuels or technology 
and the details of administering the IMO 
net-zero fund, remained undefined.

Greek owners have long called for a careful 
balance to be maintained between competitiveness 
and sustainability for the shipping sector.

They have been cheered by an apparent 
new willingness in the EU since last year 
to take economic viability and industry 
opinion into greater account when plotting a 
framework for decarbonising the industry.

But it has become clear that they have felt let down 
by the framework agreement that is up for adoption 
in October at the IMO, and they are not alone.

The US had pulled its delegation out of the 
negotiations beforehand, warning that it would not 
support an “unfair” international environmental 
agreement that burdened it or American citizens. 
Even at that stage it pledged to retaliate with 
its own measures for any economic harm 
caused by the GHG emissions legislation.

Trying to make sense of US international 
diplomacy during the second Trump presidency 
has sometimes been a difficult enterprise.

It is easy to see the aiming of the Trump wrecking 
ball at shipping’s green transition plan as just 
another example of the administration’s antipathy 
to anything that could curb use of fossil fuels, 
or that is based on reputable climate science.

At times, it has demonstrated scant respect for other 
UN global initiatives or multilateralism in general.

But when the US made its submission to the IMO 
this month ahead of October’s critical MEPC 
meeting, it expressed sentiments that are not 
only recognisable to the industry, but are known 
to be shared by many segments of shipping.

According to the US, it was identifying “issues and 
shortcomings which present unacceptable risks to 
the shipping sector and its energy transition goals”.

These included the imposition of economic burdens 
on shipping through the de facto carbon tax, the 
measure’s favouring of zero or near-zero (ZNZ) 
fuels that cannot yet be produced at scale while 
penalising transitional fuels such as LNG and 
biofuels, and just about everything to do with the 
handling of revenues raised through the measures.

How the IMO will handle the proposed fund of 
as much as $100bn raised through the measures, 
when it has never had any experience of managing 
or dispensing funds on any scale whatsoever, 
is an abiding concern of the industry.

It is also sceptical of how much will be put 
back into the industry when there is a history 
of waving aside other industry concerns.

However, there are plenty of other open issues 
that are a focus for industry discontent. One of 
the burning topics that keeps on being raised in 
industry discussions is that despite the fact that 
having one global measure is probably the most 
important benefit offered by the IMO, there are 
still no iron-clad assurances that shipping will 
not end up also having to comply with regional 
measures and therefore double-paying.

The risk of that seems higher in today’s febrile 
and antagonistic global trading climate, 
for which ironically enough the current US 
government bears a good measure of blame.
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The US opposition to the IMO framework 
just two months ahead of what was expected 
to be its inevitable adoption constitutes “a 
critical international challenge”, according 
to UGS president Melina Travlos.

“Close co-operation between member states and 
high-level diplomacy are even more important 
now than before to avoid confrontation in the 
sensitive field of climate policy, which could 
jeopardise global trade and the economy,” she said.

Travlos’ remarks this week made her the first 
senior shipowners’ leader to comment on the 
latest twist in the industry decarbonisation slog.

It was notable that she did not criticise the 
US stance, although the carefully phrased 
comments were clearly intended to avoid 
offence as much as possible and instead 
convey the industry’s frustration that it has 
not been presented with better choices.

The UGS, the world’s largest national shipowners’ 
association, “has always supported global solutions 
through our institutional regulator, the IMO, 

rather than unilateral or regional measures that 
often conflict with each other”, said Travlos.

She added, however, that the April compromise 
agreement “only partially corresponds to the real 
requirements of today’s shipping industry”.

In October, it will require a two-thirds 
majority of member states that are signatories 
to Annex VI of Marpol to vote the net zero 
framework through and with the US prepared 
to bully countries in the background no-one 
can truly be sure of what will happen.

Globally trading shipowners and a Trump 
administration that is both erratic and 
somewhat isolationist may seem like 
strange bedfellows, to say the least.

But it may be that the US intervention has at least 
an ambivalent attraction to an industry that feels 
its interests have fallen on deaf ears in the making 
of this game-changing legislation for shipping.

Shipowners know that, at the very 
least, the US will be listened to.

WHAT TO WATCH

Massive increase in traceable callings at 
Syrian ports seen after sanctions lifted
TRACEABLE calls at Syrian ports have quadrupled 
after the US and EU lifted sanctions earlier this year.

Lloyd’s List Intelligence data shows cargo-
carrying vessels made 92 traceable calls to 
Syria’s Banias, Tartous and Lattakia ports in 
July, up 338% from 21 calls in July 2024.

In tonnage terms, this is equivalent to 1.1m dwt in 
July 2025, up from 300,000 dwt in July 2024.

A traceable call is when a vessel is captured 
berthing by Automatic Identification System data, 
and AIS is enabled throughout the entire voyage.

The EU, US, Arab League and some other key 
economies imposed economic sanctions on 
Syria under Bashar Assad’s rule in 2011, as a 
response to its brutal reaction to opposition. 
More sanctions came into effect during 
the civil war in the following years.

The EU removed some of its restrictions in 
May after Bashar Assad was overthrown by the 
armed opposition groups in December 2024, 
led by the Islamist Hayat Tahrir al-Sham. The 
US lifted sanctions on Syria in late June.

King’s College London associate professor of 
economics Cevat Giray Aksoy said that the 
“year-on-year surge in declared July port calls is 
actually consistent with recent US/EU sanctions 
easing legal and financing frictions for non-
designated cargo, alongside broader regional 
economic and political re-engagement”.

Aksoy added that reconstruction efforts 
were probably underway, which would 
further reinforce activity at Syrian ports.

He said the activity was expected to remain 
elevated, “supported by domestic consumption 
and reconstruction driven demand”.
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Syria’s maritime trade has been increasing since 
February this year, with traceable port calls hitting 
the highest recorded level since at least 2022.

In 2023-2024, an average of 17 arrivals to Syria 
were captured each month using AIS data.

Under Bashar al-Assad’s government, and because 
of the sanctions imposed against Syria’s economy, a 
significant amount of seaborne trade was conducted 
surreptitiously. That continues to this day.

Lloyd’s List Intelligence data shows at least 
25 dark port calls were made at Syrian 
ports throughout June and July.

Aksoy said that the operators still face residual 
sanctions exposure and compliance-related 
risks, which keep some flows unreported.

“In the near term, I would expect a two-track 
pattern: more transparent movements in low-
risk, non-designated cargo alongside a persistent 
shadow trade in higher-risk cargoes,” Aksoy 
said. “If policy clarity continues to improve, 
reporting will likely normalise gradually.”

Zaki Mehchy, senior consulting fellow at Chatham 
House and the co-founder of the Syrian Center 
for Policy Research, said that the increase in 
maritime traffic was a result of policies that 
the new rulers of Syria have adopted.

“The current authorities adopted an open trade 
policy, particularly in the first few months of 2025, 
which led to a surge in trade, especially imports.

“The lifting of sanctions, though not yet 
complete and with overcompliance still posing 
challenges, and the relatively more open 
stance of Western countries towards Syria 
have also reinforced the above factors.” 

Mehchy said that this increase in the traceable 
port calls reflected “Syria’s growing dependency 
on external markets and highlights the 
weakness of its economic sovereignty”.

For many years Syria’s core trading partners 
have been Lebanon, Türkiye and Egypt.

While most arrivals into Syria are still from 
these countries, there has been a diversification 
from where vessels are arriving.

There has been a notable uptick in the number 
of arrivals from European countries, including 
Spain and Italy, which have not had any 
maritime trade with Syria for several years.

General cargoships dominate the arrivals 
to Syria, but there has also been a uptick in 
bulk carriers and containership calls.

According to his Mehchy’s research, imports 
of consumer goods, particularly used cars, 
contributed to the surge in ship traffic.

The first traceable arrival of a vehicle carrier 
in at least two years was recorded in April.

Panama-flagged Young Shin (IMO: 
9021332) arrived in Tartous on 28 April 
after loading in South Korea’s Incheon.

Mehchy said that it is an impact of the new contracts 
and increasing trust in the ports of Syria.

“The authorities extended the contract with  
CMA CGM to develop Lattakia port and signed a 
new contract with DP World to improve Tartous 
port. While tangible improvements are not 
yet visible, these agreements have increased 
trust in Syria’s maritime transport sector.”

ANALYSIS

Why has the European bunker market been left 
to regulate itself?
SOME of shipping’s biggest names have taken 
responsibility for regulating the bunkering 
market in the Amsterdam, Rotterdam and 
Antwerp region in the face of what they 
see as a lack of regulatory oversight.

The Bunkering Services Initiative, launched by 
the likes of Hafnia, Trafigura and Hapag-Lloyd 
among others, mandates the use of mass flow 
meters and will use Lloyd’s Register to audit 
and randomly inspect bunker suppliers.
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The hope is that the scheme will clean up what 
has been described as a “problematic” region 
for bunkering through market forces: if you 
don’t comply, you don’t get the business of 
some of the biggest buyers in the industry.

But the question remains: should the market 
be left to regulate itself in the first place?

Hafnia vice president of bunker procurement 
and co-chief executive of Seascale Energy, 
Peter Grünwaldt, said the industry had 
been raising the alarm about the state of 
the bunker sector for many years.

“I think we felt in the end that not many 
were listening to our concerns, and if we 
had to do something meaningful, we had 
to do it ourselves,” he told Lloyd’s List.

Hapag-Lloyd senior director of fuel purchasing 
Jan Christensen said the intent from port 
authorities to regulate the market was there, 
but sometimes the execution was not.

“And this is what we’re trying to compensate for,” 
he said, adding that he’d rather see an initiative 
like this come from authorities than the market.

The Port of Antwerp-Bruges said it welcomed the 
new initiative and firmly believed “that the market 
will benefit from a more positive effect of self-
regulating measurements than imposed ones”.

Both Antwerp-Bruges and Rotterdam will mandate 
the use of mass flow meters after receiving 
complaints surrounding fuel quantities.

“We have taken the time for the implementation 
as there were over 100 barges in the ARA-
region that needed to install an MFM,” 
a spokesperson told Lloyd’s List.

The International Bunker Industry Association’s 
representative to the International Maritime 
Organization, Dr Edmund Hughes, said 
authorities had displayed a reluctance to 
get involved into the bunkering market.

He said he’d even seen that play out on the floor 
of the IMO, where certain parties had been 
reluctant to get involved in increased bunker 
regulation because then they’d have to take greater 
responsibility for quality and supply of bunker fuel.

To some extent, he said, authorities had turned 
a blind eye to the market, because they just 
didn’t want the responsibility, which would 
bring increased costs for taxpayers that could 
not be recovered by passing them on.

But as Hughes pointed out, if authorities are 
set to land “billions of dollars from carbon 
pricing” then “they might have to start 
taking on a bit more responsibility”.

“It works both ways.”

The shining example the ARA initiative will 
be looking to emulate is of course Singapore, 
which has taken responsibility for its bunker 
sector over the past decade with great success.

The world’s biggest bunkering market faced similar 
problems of quantity and quality complaints before 
the Maritime and Ports Authority stepped in.

“Now, when we go to Singapore, we see 
the problems from the past have more 
or less gone away,” Grünwaldt said.

“Consequently, there is a high degree 
of operational excellence there that 
ports like ARA should aspire to.”

The situation in the ARA region is naturally 
more complicated as there are multiple 
overlapping jurisdictions. It’s not as simple 
as it is for say the MPA to mandate MFMs 
with a single stroke of the regulatory pen.

Whether it should regulate itself or 
shouldn’t is, in some ways, irrelevant.

“We will do it anyway,” said Kenneth Dam, 
executive director at TFG Marine, a joint venture 
between Trafigura, Frontline and Golden Ocean.

He pointed towards the growth in bunkering 
volume Singapore had experienced since it took a 
hands-on approach to its own bunkering sector.

Christensen said the new initiative offered a 
“self-regulating scheme”, where “if suppliers are 
not compliant, you simply stop doing business 
with them”. Other buyers will also be able to 
see that said supplier is not compliant too.

The market might therefore be better placed 
to regulate itself. As Christensen said, unless 
a supplier broke an authority’s rules (which 
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would include the use of MFMs soon), it could 
not just withdraw a bunkering licence.

This initiative provided the carrot and stick needed 
to effectively regulate the ARA market in a way 
that might be beyond individual authorities.

Renewed sanctions on Iran mean legal 
minefield for marine insurers and shipowners
THE likely resumption of the pre-2016 UK and 
EU sanctions on Iran will leave marine insurers, 
shipowners, charterers and banks facing significant 
uncertainty over what transactions they can legally 
undertake, two senior lawyers have warned.

The development will make it doubly important 
for those contemplating business with the 
Middle East country to reach a clear assessment 
of their Iranian touchpoints and evaluate 
potential exposures, said David Savage and 
Daniel Martin, partners at law firm HFW.

Shipowners in particular need to keep insurers 
and banks in the loop, to avoid the prospect 
that their cover might be voided, or that 
payments will not be able to be processed.

The Iran issue has re-emerged after recent 
reports that Britain, France and Germany have 
announced plans to resume pre-2016 measures 
against Tehran, probably from October this year.

This will be achieved by the trio, collectively 
known as the E3, invoking the so-called snapback 
provisions of the Joint Comprehensive Plan of Action 
agreed between Iran and the P5+1 group of the US, 
UK, China, France, Russia and Germany in 2016.

The JCPOA provided extensive relief from an 
almost blanket ban on marine trade with Iran and 
the insurance of such voyages, introduced by US 
president Barack Obama six years previously.

In return, Iran agreed to curtail its uranium 
enrichment programme, which it insists is 
directed exclusively to peaceful ends, such as the 
construction of civilian nuclear power plants.

Its advent was warmly welcomed by P&I 
clubs, who felt that they were being forced 
to carry the can for the West’s diplomatic 
decisions, to their commercial detriment.

In particularly, the JCPOA axed the designations 
of National Iranian Tanker Co and Islamic 
Republic of Iran Shipping Lines were axed, 
theoretically allowing British and Scandinavian 

P&I clubs to permit entries from them again.

In practice, it is believed no Iranian-owned 
tonnage is entered with any of the 12 major marine 
mutuals that make up the International Group.

But at least some appear to have entries from 
tankers that have recently lifted Iranian crude, 
which has sparked unfavourable media coverage.

For their part, Iranian owners have largely 
turned to policies offered by domestic Iranian 
insurers such as Alliance P&I and the Kish 
P&I Club, which covers NITC tankers.

Obama’s successor Donald Trump withdrew 
from the agreement two years later, describing 
it as “the worst deal in history”, while the E3, 
China and Russia have continued to abide by it.

But following Israel’s Operation Rising Lion 
airstrikes on Iran’s nuclear facilities in June this 
year, in which the US also participated, the E3 
now appears to have reconsidered its position.

Martin and Savage said that the development 
did not come out of the blue, given the perceived 
failure of Iran to keep up its side of the JCPOA 
bargain, and had been expected by those 
who job it is to monitor sanctions trends.

“It did seem a case of when rather than if, due to lack 
of Iranian engagement with inspectors. That put the 
EU and UK in a difficult position, as they wanted 
Iran to engage and have dialogue,” said Martin.

“Sanctions will isolate Iran further. All that does 
is push Iran closer to Russia. But that is a message 
for politicians rather than commercial people. 
There is a danger that progress will not be made.”

What does seem clear is that the subsequent 
sanctions imposed on Iran by the E3 since 2016, 
mainly in the name of curtailing the activities of 
the shadow fleet*, will start to be ramped up.

Savage pointed out that the deal was reached prior 
to Brexit, which complicates the legal picture. 
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While the contracting party to the JCPOA was the 
P5+1 group rather than the European Union, the 
relief granted was from EU and US sanctions.

Following Britain’s departure from the EU, 
sanctions regulations no longer automatically 
align. The UK will probably enact any necessary 
changes via statutory instruments under the 
Sanctions and Anti-Money Laundering Act 2018, 
commonly known by the acronym SAMLA.

There were also discrepancies between the US 
and EU regimes. According to Martin, in broad 
terms the US stance was that all transactions with 
Iran were forbidden unless specifically permitted, 
while the EU model was that everything was 
theoretically permissible unless explicitly banned.

“Before the relief, there were a huge number 
of EU restrictions in place. But even at their 
height, they never went as far as the US.

“Insurers will not be in the simple and 
straightforward position of saying, sanctions are 
back, so all Iranian business we have entered 
into is automatically forbidden and must stop.

“Instead, they will need to look at each of the 
restrictions as they are reintroduced, to determine 
whether any existing Iranian business falls within 
them. If it doesn’t, then they can carry on.”

The picture will be similar for shipowners. 
There will be no blanket ban on port calls at 
Bandar Abbas, for example. But there will 
be additional hoops to jump through.

Martin said that anyone wishing to do business with 
Iran will have to consider their own risk appetite.

“What you tend to find, and this is increasingly 
the case with Russia too, is that it just gets 
too complicated and too expensive to run 
an internal compliance programme.

“In the shipping world, there is still some 
engagement with Iran. But banks and insurers 
are generally speaking very hesitant.”

Given Western concerns over energy 
security, there may be a wind-down period 
in which contracts already signed can be 
concluded, particularly for oil trades.

There may even be some industry reach-out in a 
bid to assess the potential impact of the measures. 
But this was not guaranteed, Savage added.

In particular, any sanctions on Iranian 
entities not previously designated will be 
active from the date of designation. 

MARKETS

Zim warns of transpacific spot rate weakness 
through year-end
IT IS all downhill from here. Israeli carrier Zim said 
on Wednesday that it does not see further upside 
from transpacific peak volumes and that it expects 
spot rates to remain weak for the remainder of 2025.

“We do not anticipate a strong peak season this 
year as supply that was previously withdrawn 
from the transpacific has been reinstated 
and demand on this trade continues to be 
relatively weak,” said Zim chief executive Eli 
Glickman on Wednesday’s conference call.

“We anticipate continued pressure on freight 
rates during the second half of 2025,” Glickman 
added, citing a “turbulent environment”.

Chief financial officer Xavier Destriau said: “The 
bulk of [peak season] is already behind us. That 
is not a good indicator to support freight rates. 
That is the risk we are highlighting, especially 
with respect to the later part of the year in Q4.”

Transpacific spot rates have continued to 
decline this week, according to Jefferies analyst 
Omar Nokta. He said on Wednesday that 
Asia-US west coast rates have now fallen to 
just $1,600-$1,700 per feu, with Asia-US east 
coast rates down to $2,500-$2,800 per feu.
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Can carriers arrest the rate slide?

There is a theory that the carrier community 
is now much better at managing capacity than 
it was a decade ago, when carriers battled for 
market share and precipitated a severe and 
extended rate depression. That theory could 
be put to the test in the months ahead.

“It remains to be seen,” Destriau said 
in an interview with Lloyd’s List.

“The industry has demonstrated its ability to 
generate ongoing profits over the past few years. But 
the thing is, whenever we’ve ended up in a scenario 
where rate levels start to get dangerously close to not 
allowing full cost recovery, something has happened 
before there is drastic action taken by the industry.”

The last “something” was the Red Sea crisis, 
rescuing the industry in the fourth quarter of 2023.

“So, we didn’t test it then. We’ll see what happens 
in future quarters, but I believe that at some point, 
the industry will react. Rates cannot keep sliding 
and remain below for the cost of operations for 
an extended period of time,” said Destriau.

The caveat is that the carrier cash reserves are 
now vastly higher than they were during the 
price wars of the mid-2010s, due to retained 
earnings from the pandemic boom.

“The difference between now and before is that 
the industry can afford it because there is still 
strong cash on the balance sheets,” Destriau said.

Zim misses on earnings but 
raises guidance midpoint

Zim reported net income of $24m in 

2Q25 versus $373m in 2Q24. Earnings 
per share of $0.19 came in well below the 
consensus forecast for $1.02 per share.

There were “severe market disruptions and 
volatility” during 2Q25, said Glickman, “mainly 
due to American tariff announcements”.

The carrier handled 895,000 teu in the 
latest quarter, down 5% sequentially versus 
1Q25 and down 6% year on year.

Average freight rates (contract and spot) 
came in at $2,958 per feu in 2Q25, down 17% 
versus 1Q25 and down 12% year on year.

On a positive note, Zim increased the 
lower end of its full-year guidance.

It is now projecting full-year adjusted earnings 
before interest and taxes of $550m to $950m, 
versus prior guidance of $350m-$950m, 
increasing the midpoint by 15% to $750m.

Adjusted first-half ebit was $612m, meaning that 
Zim expects a 2H25 adjusted ebit ranging from 
-$62m to $338m. At the guidance midpoint, 2H25 
ebit would be $138m, down 77% versus 1H25.

Zim’s shares jumped on August 11, following a report 
by Israeli publication Calcalist of a take-private 
plan by chief executive Eli Glickman and Israeli 
shipping magnate Abraham Ungar, including a 
potential merger with Ungar’s car carrier platform, 
Ray Shipping, for $2.4bn or around $20 per share.

Shares have since lost all those gains. Zim 
executives continue to decline to comment 
on the take-private report. The company’s 
shares fell 2% in early trading on Wednesday 
after its quarterly results were announced.

TS Lines upsizes boxship order from 4,300 to 
5,300 teu as profits surge
TS Lines has upgraded the size of two containerships 
ordered last year to meet market demand.

The Hong Kong-listed carrier said it has revised 
its shipbuilding contract with CSSC Huangpu 
Wenchong Shipbuilding, upsizing the pair of 4,300 
teu vessels ordered in September 2024 to 5,300 teu.

The shipbuilding price has also increased from the 
original $60.6m per ship to $62.8m, with delivery 
scheduled between February and April 2028.

The revised order “enables the group to better 
capture market opportunities and respond to 
the growing demand in the container shipping 
industry, particularly in the Asia-Pacific region 
and other major markets,” the statement said.

The move follows TS Lines’ order earlier 
this month for four 5,300 teu ships at the 
same shipyard for $61.3m per vessel.
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The Taiwanese carrier recently forecast 
its net profit for the first half of 2025 at 
approximately $180m-$200m, representing 
a year-on-year increase of 220%-255%.

The company took delivery of six 7,000 teu 
ships last year, the largest in its fleet, which is 

thought to be one of the main drivers behind 
its significant performance growth.

TS Lines operates a fleet of 40 vessels with 11 ships 
under construction. It expects delivery of two 7,000 
teu ships next year, three 14,000 teu ships in 2027 
and six 5,300 teu vessels between  2028 and 2029.

Odfjell unconcerned by spot rate reduction 
as it posts increased profit
THE usual summer slowdown is not keeping 
Odfjell executives awake at night after it posted an 
increased profit in the second quarter of 2025.

The Norwegian company recorded a 
net result of $40m, compared to $33m 
in the first quarter of the year.

Chief executive Harald Fotland told investors 
that the summer slump had been exacerbated 
by unresolved trade uncertainty between the US 
and other major markets, with the reduction in 
spot rates slightly larger than in previous years.

“We are not concerned about this. We think 
there are logical explanations to it,” he said.

Volumes carried by Odfjell actually increased in 
the second quarter of this year, up to 3.4m tonnes 
from the 3.2m tonnes recorded in the first quarter, 
driven largely by an increase in spot cargoes.

At the same time, Odfjell achieved a record-
low carbon intensity figure for its fleet of 6.8, 
as the retrofitting of energy efficiency devices 
began to yield results. That includes the 
installation of sails on Bow Olympus (IMO: 
9818527), which had seen an average fuel 
saving of 9% since the sails were installed.

US tariffs are still among the biggest market 
concerns, despite many bilateral deals being signed 
at much lower rates than first feared, Odfjell said. 

But it’s the overall negative effect on GDP growth 
that will have the larger effect on chemical trade 
than individual tariffs, the company said.

So-called swing tonnage — vessels that can lift 
both product and chemical cargoes — has crept up 
in recent quarters, which Odfjell admitted was a 
“disadvantage”. But Fotland said an increase in MR 
rates would convince owners to “swing back to where 
they belong on the CPP side” in the near future.

“We are not concerned about the influx 
of swing tonnage,” he told investors.

The main reason for Fotland’s optimism for the 
future was rooted in fairly simple economics though. 
The IMF recently upwardly revised its forecast for 
global GDP for 2025 by 0.2% and 2026 by 0.1%.

“Transportation of liquid chemicals and 
the world GDP are extremely closely 
connected together,” he said.

“It is not possible to imagine one single 
industrialised process where the chemicals 
that we are transporting are not involved.

“Every process that you can think of, whether 
it’s the car industry, agriculture, medicine, 
food; they all need the chemicals that we are 
transporting. And for that reason, this GDP figure 
is extremely important for our segments.”

SFL share price plummets as rig layup spurs 
dividend cut
IT was a very rough day for NYSE-
listed SFL Corporation, the John 
Fredriksen-sponsored ship lessor.

SFL’s share price plunged 17% on Tuesday in over 
12 times average trading volume. The company lost 
$203m in market capitalisation in a single day.

Before Tuesday’s opening bell, SFL reported 
net income of $1.5m for the second quarter 
of 2025 versus $20.6m in 2Q24. Including 
one-off, non-cash items, adjusted net 
income was $660m in the latest period.
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Shares sold off because SFL slashed its quarterly 
dividend by 26%, from $0.27 to $0.20 per share.

The primary reason for the dividend cut: 
SFL’s 2008-built, semi-submersible drilling 
rig Hercules (IMO: 8768763) continues to be 
unemployed and in warm-stack layup in Oslo, 
where it has languished since November 2024.

“We fully understand there’s some 
disappointment on the adjustment to the 
dividend level,” said SFL chief executive Ole 
Hjertaker on Tuesday’s quarterly call.

“We guided in the first quarter that unless we saw 
a clear path in the near term for the Hercules, we 
might have to look at the longer-term distribution 
capacity of the company. And it looks like this 
market continues to be slow and the opportunity is 
taking longer to materialise than we had hoped for.

“The market for Hercules remains 
challenging,” he said, blaming “recent market 
uncertainty and oil price volatility”.

The Hercules is currently paying a warm-stack 
rate of $60,000 per day, plus interest and 
amortisation on its financing. Hjertaker said 
that the SFL board did not want to subsidise 
the dividend with the rig out of service.

The Hercules had been on long-term charter 
to Seadrill until December 2022. It was 
then employed on short-term contracts for 
ExxonMobil in Canada, Galp Energia in Namibia, 
and, most recently, Equinor in Canada.

In addition to the Hercules headwind, SFL’s 
results were also negatively affected by 
eight of its vessels being in drydock during 
2Q25, as well as a smaller fleet overall due 
to vessel sales and charter maturities.

Seven 2002-built containerships were redelivered 
to MSC at the end of their bareboat charters (six 
in 2Q25, one in 3Q25). In addition, SFL sold the 
2005-built, 1,700 teu Asian Ace (IMO: 9309150).

It also sold five 2009- to 2012-built 
supramaxes, with four already delivered and 
the fifth to be delivered in September.

“The vessels were originally on long-term charters, 
but have been operating in the spot market during 
the last several years,” said Hjertaker. “Due to a 
combination of age, design and fuel efficiency, we 
have not been able to find new long-term charters 
for these vessels, so we decided to divest them.”

In addition, SFL’s eight capesizes on charter 
to Golden Ocean have been repurchased as 
part of Golden Ocean’s sale to CMB.Tech.

SFL’s charter backlog as of June 30 stood at 
$4.2bn, including $225m from five-year charter 
extensions by Maersk on three 9,500 teu boxships.

A year ago, SFL’s charter backlog was 14% higher, 
at $4.9bn. The fleet size has decreased to 60 
vessels (including five newbuild containerships) 
versus 81 at the same time last year.

Asked about opportunities to add to the 
backlog and drive up dividends, Hjertaker said, 
“We definitely have the investment capacity. 
The transactions relating to the capesize 
bulkers, supramax bulkers and containerships 
gave us a good net cash contribution.

“We continue to look for opportunities [but] 
the market has been a little bit slower, which 
has more to do with the general market 
uncertainty from April onwards.”

Vintage tankers dominate as 2025 S&P 
volumes slide
TANKER sale-and-purchase volumes have 
declined markedly in 2025, with the activity 
still dominated by vintage tonnage.

The situation comes as the freight market 
remains relatively healthy, despite volatility 
caused by geopolitical events, while the West 
has tightened sanctions on Russia and Iran.

Data from Xclusiv Shipbrokers shows 234 tankers 
of 10,000 dwt and above changed hands in the 
first seven months of this year, down 20% from 
294 vessels in the same period last year.

This included 71 medium range two tankers, 41 
aframax or long range two tankers and 31 very 
large crude carriers, all fewer than last year.
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The reduced deals suggest owners are more inclined 
to hold assets, with sufficient vessel earnings and 
an optimistic forecast for market prospects.

Xclusiv analyst Dimitris Roumeliotis offered a series 
of explanations, including persistently high asset 
prices, a slowdown in the expansion of the “grey 
fleet” because of tighter Western sanctions, and 
ongoing geopolitical and market uncertainties.

The only exception is the suezmax segment, 
with 27 vessels changing ownership, 
almost doubling year on year.

Nevertheless, transactions are still dominated by 
elderly ships. Against the backdrop of a tougher 
crackdown on Iranian and Russian oil trade, this 
likely reflects that demand remains strong for ships 
used to replace those newly sanctioned tankers.

A significant number of vessels facilitating this trade 
have been placed on sanctions lists — particularly 
by the US — since the beginning of 2025, which has 
in turn spurred the  appetite for alternative ships.

Among all transactions, about 48% — or 113 
tankers — were between 16 and 20 years 
old. Nearly a quarter of these were acquired 
by Chinese interests, with another 10 going 
to UAE buyers. Almost all of the remaining 
vessels were taken up by Nigerian, Indian and 
undisclosed buyers, according to Roumeliotis.

Older vessels hit 34, up 26% year on year, while 
21 of them went to undisclosed buyers.

Greek shipowners have been the most active 
sellers this year, disposing of 50 vessels. Most 
of these were aframaxes/LR2s, totalling 16 
vessels with an average age of 15 years.

MR2s and VLCCs followed, with 10 and nine 
vessels respectively, averaging 17 and 18 years old.

Roumeliotis said that most of the vessels sold 
by Greek owners were old ships, while they 
also “selectively” re-entered on the buying 
side for younger and more modern units.

The biggest buyers came from China, which 
acquired 38 vessels, including 11 aframaxes/
LR2s and nine VLCCs, both averaging 18 years 
old. However, the overall volume was still about 
15% lower than in the same period last year.

The sharpest decline came from UAE 
buyers, whose tanker acquisitions dropped 
to just a third of last year’s level.

However, Roumeliotis argued that transaction 
activity has shown signs of recovery since mid-
May, as asset prices eased and the US sanctions 
landscape became clearer, giving buyers greater 
confidence to move ahead with deals.

One of the latest deals reportedly comes from Greek 
owner Thenamaris, which brokers said had agreed 
to sell the 297,300-dwt, 2009-built Searacer (IMO: 
9340635) to a Chinese buyer for up to $50m.

CMB.Tech completes Golden Ocean merger
 
CMB.TECH has formally completed its 
merger with Golden Ocean, in just under 
six months since it first purchased John 
Fredriksen’s stake in the bulker owner.

That transaction, worth more than $1bn, 
kicked off a string of share purchases by 
the Saverys-owned company that saw it 
sign a merger term sheet in April 2025.

Now the merger has been formally completed, 
after being approved by Golden Ocean 
shareholders at a special general meeting.

Golden Ocean shareholders received 95.95m CMB.
Tech shares as payment for the merger, after shares 
of the bulker owner stopped trading on the Nasdaq 
and Oslo Bors stock exchanges on August 19.

The combined fleet of both companies now 
boasts more than 250 vessels including tankers, 
containerships, bulk carriers and offshore wind 
vessels, and has a market value of more than $11bn.

CMB.Tech chief executive Alexander Saverys said his 
company was “delighted” to complete the merger.

“In less than 18 months, we have transformed 
a pure play crude oil tanker company into 
a large and leading diversified and future-
proof maritime group,” he said.

He said his company had just one goal: 
“Decarbonise today to navigate tomorrow.”
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IN OTHER NEWS

Marine insurers must take on 
modern slavery in maritime 
industries, IUMI warns
MARINE insurers should take 
on modern slavery and forced 
labour where it is evident in 
the maritime and logistics 
industries, the sector’s leading 
trade association has argued.

The call comes as the 
International Union of 
Marine Insurance prepares 
for its annual conference in 
Singapore next month, which 
begins on September 6.

The term “modern slavery” 
is used by campaigners to 
highlight 21st century forms 
of extreme exploitation, 
particularly forced labour, where 
individuals cannot leave a job 
because of threats of violence 
or other forms of coercion.

Charles Taylor adds to Asia-
Pacific marine team
LOSS adjuster Charles Taylor 
has appointed Gordon Tennant 
as regional director, marine 
technical services, Asia. 

Tennant has more than four 
decades of experience in the 
maritime industry, having 
served as a first-class marine 
engineer across a range of 
vessel types, as well as holding 
senior technical roles including 
engineering superintendent 
and new build inspector.

Tennant has spent the past few 
years independently consulting 
on casualty investigations 
and technical surveys for 
marine insurers, shipowners 
and other stakeholders.
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court orders and recruitment? 

 
Please contact: marketingservices@lloydslistintelligence.com

Classified notices follow
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