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Russia starts exporting
containerised goods from
occupied Sevastopol

CONTAINERISED goods are now being exported from the port of
Sevastopol, reflecting Moscow’s efforts to legitimise the territories it
occupies while connecting these ports to the global market.

Panama-flagged Heng Yang 9 (IMO: 1059979) has made four suspected
voyages to the sanctioned port, located in southwest Crimea, since June.

The ship, owned by Chinese company Guangxi Changhai Shipping,
manipulates its Automatic Identification System data, known as spoofing,
each time it loads in Sevastopol.

The port of Sevastopol is sanctioned by the US, UK and EU and is a
known hub for dark grain shipments.

In one of its voyages to the occupied territories in August, Heng Yang 9
can be tracked sailing northwest through the Black Sea to the port of
Novorossiysk.

The vessel’s draught decreases after this call, suggesting it unloaded.

Vessel-tracking data then shows the ship seemingly sailing further north
to the port of Kavkaz, located within the Kerch Strait.

A closer inspection of the AIS trace shows the ship stopping in the middle
of the port area, staying stationary for several days.
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This is impossible, and satellite imagery
confirms the vessel is not in the location it
purports to be from August 13 to 16.

Instead, a vessel of the same size and
likeness of Heng Yang 9 can be seen
berthed at Sevastopol on August 15.

A draught change is recorded for Heng Yang 9 as
the ship sails south towards the Bosporus Strait.

While draught data is a manual input, it
must be accurate for the ship to be able
to sail through this chokepoint.

An image of Heng Yang 9 sailing through the
Bosporus on August 19, taken by Bosphorus
Observer geopolitical consultant Yoriik Isik,
shows the ship laden with containers.

The vessel then sails for Tiirkiye.

Heng Yang 9 can also be seen sailing to ports
in Libya and Egypt on other voyages.

Analysts tracking trade out of Russia-occupied
ports say the launch of a container service from
Sevastopol is a significant development.

“Since the beginning of the war it has only
been agricultural commodities that have been
exported from Sevastopol,” explains Isik.

“Seeing container turnover reveals Russia has
successfully set up a rail network linking the Donbas
region to the port of Sevastopol, and all of this is
part of a non-stop effort to try to legitimise the so-
called ‘new republics’ while establishing direct links
from the occupied ports to the rest of the world.”

The SeaKrime project team, which closely
tracks illegal shipping activity in occupied
regions, said it first spotted container
transport from Sevastopol in May.

It said containers were being left at a berth
in Sevastopol to be picked up by a ship that
was always untraceable using AIS data.

The port of Sevastopol was officially closed
by the Ukrainian government in 2014 after
Russia’s invasion of the territory.

This week Russia has listed Mariupol and
Berdiansk, ports that were occupied in
2022, as being open to foreign vessels.

ANALYSIS

Marine insurer Ai aiming for ‘hybrid

London-Scandi model

RECENTLY launched hull insurer Ai Marine
Risk is promising shipowners London
commercial savvy combined with Scandinavian-
style Rolls-Royce claims handling, according

to its chief underwriting officer.

Jonny Moss went out of his way to praise the levels
of service on offer from the big three Nordic marine
mutuals, which he described as “far superior”

to what is generally on offer in the UK capital.

Ai Marine Risk is a managing general agent,
writing marine lines such as hull & machinery,
war risk, increased value, loss of hire and
builders’ risk as a Lloyd’s coverholder.

That arrangement suits syndicates such

Blenheim and Nephila, who gain exposure
to low-volume but high-margin marine
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business without having to build the personal
relationships that still typify the class.

For its part, Ai avoids potential clashes and
“overlining”, as insurance jargon describes
writing above normal capacity.

Its risk appetite centres on classic bluewater
tonnage, such as big tankers and bulkers, offshore
supply vessels and LNG and LPG carriers, but also
takes in boxships and general cargoships, Moss said.

Last year it wrote a portfolio of $37.5m
from a standing start, with roughly 90%
of that down to H&M premiums.

The firm’s founders Tom Fulford-Smith and

Charles D’Alton are best known in marine
insurance circles for setting up Latitude
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Brokers in Hong Kong in 2014, which
expanded into Singapore two years later.

Latitude was a clear success, prompting
French marine broker Filhet-Allard Maritime
to take a controlling stake for undisclosed
consideration in December 2021.

Fulford-Smith and D’Alton parted company
with the firm in June 2023 and launched
Ai, which is backed by private equity outfit
BP Marsh, in London in January 2024.

Moss, who has been with Ai since day one,
said the new venture’s strategic thinking
was partially informed by a major outflux
of marine business from London to the
Scandinavia over the last decade or so.

Lloyd’s finally ceded three centuries of dominance
in the hull niche to the Nordic market in 2019.

Moss — recruited after four years in the London
office of Norwegian Hull Club — argued: “This is
really because the Scandinavians offer their clients
far superior claims handling and casualty response,
much like shipowners get from their P&I clubs.

“They [Fulford-Smith and D’Anson] identified
the opportunity to create a business that merged
some of the best aspects of Scandinavia’s
service-centric nature and the more commercial
nature of the London market. Basically,

we’re a hybrid London-Scandi model.”

The secret of the success at NHC, Gard
and Skuld is a combination of going large
on loss prevention and top-notch claims
and casualty handling teams, he said.

Dedicated professionals work around the

clock every day of the year. When shipping
companies ring up to tell them that a vessel has
lost power mid-Atlantic and in need of a tug,
assistance is usually on hand within minutes.

By contrast, owners buying cover in London
are more likely to find themselves landed with
the task of appointing their own surveyor and
finding their own repair yard, and only then
getting to send the bill to their insurers.

Typically, the ratio of underwriters to claims
handlers at a London syndicate is three to
one. By contrast, at the Nordic mutuals the
ratio is one to two or better, with a greater
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emphasis on investment in talent.

That said, London arguably retains
the edge on dealmaking. Ai’s strategy
will be to offer the best of both.

Moss is a naval architect by training.
After graduation he spent five years with
British defence company QinetiQ working
on submarine and warship design.

In 2016, he switched to marine insurance, taking
a job as an assistant hull and war underwriter
with AXA XL, prior to his time at NHC.

Norwegian Hull Club is a prominent lead
market in the bluewater marine hull space, and
Moss was able to build a network of wholesale
and retail broker relationships while working
there. That led to the offer of a partnership
from Fulford-Smith and D’Anson in 2022.

Ai’s fourth founding partner is Gustaf Kristiansson,
who is based in Stockholm as the chief executive

of Swedish affiliate Ai Marine Risk Scandinavia.
His CV includes stints at Markel and Alandia.

After 20 months, Ai now has eight
employees in London, two in the Swedish
capital and two in Bergen in Norway.

That arrangement is working well, giving
Al access to Scandinavian business that
often does not come to London.

In line with its emphasis on claims handling,

Al is in the process of finalising the paperwork
necessary to become a lead market and already has
a claims fund set up with its capacity providers.

Moss said: “Anyone can be a lead market in the
sense of being at the top of the slip and paying
the claim. But there’s a difference between
doing that proactively and responsibly on
behalf of the following market and just paying
that claim as and when you get round to it.”

In return, lead markets typically get a fractionally
bigger slice premium than followers.

Moss agrees with the consensus that the
H&M market is softening right now, but in his
experience, market discipline is now kicking
in. Accordingly, the rate of change is slowing
down and the worst will soon be over.
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“My view is that it is going to bottom out in
about three quarters. We’ll be back to 2016,
before the Decile Ten process, when you had
vast amounts of domestic Chinese capacity
that wanted to pile in to marine, and ready to
do so at less than half London market rates.

“People in London felt they had to do everything
they could to maintain market shares and that
really perpetuated the soft spiral in hull.

“There was some quite careless underwriting and
that is quite fresh in a lot of people’s minds. A lot
of people lost their jobs or went out of business.”

At the height of the downturn, the number
of Lloyd’s syndicates writing hull fell from
more than 40 to about 20 almost overnight,
accompanied by withdrawal across the globe.

But the hull market subsequently rebounded,
before starting to soften gently in the last
year or so. Scandinavia and the US have
proved slightly firmer than London, which

as ever has been beset by excess capacity.

Many observers point an accusing finger at
the emergence of multiple MGAs here. Moss
even admitted that they might have a point,
although Ai’s line size is relatively modest.

“The optimum time to launch an MGA would
have been 2019 or 2020, so Ai was a few years
late to the party in that respect,” he reflected.

There were reports at 1/1 and 1/4 of incumbents
conceding 10%-15% reductions, more or less
without resistance. Moss said the most Ai

had conceded was 10%, and any discounts

were mostly of the order of 5%-7.5%.

On launch, Ai was expecting war risk to make up
around 30% of its income but achieved just 9% in its
first year. Moss attributed that a risk-averse stance.

“We didn’t dive in. But when we were getting
going in January 2024, it really wasn’t the time
to pile in to standalone Red Sea business.

“We agreed that we'd feel very silly if we
tanked the business within six months of
launching, on account of war risk losses.

“We want to play in that space more, but the model’s

different now. You've got to be able to write a volume
of business to protect yourself from large claims.”
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Loss of hire cover is a low frequency
but high severity risk. When things go
wrong, the payouts are expensive.

Again, Gard and NHC tend to do well here,
both because Scandinavian owners have a
greater propensity to buy the product than
their Greek counterparts, and as a function
of the volumes they thus command.

Ai’s preference is to write H&M, war risk,
LoH and I/V as a package, providing all
four covers to any given ship or fleet.

Incidentally, the choice of the name Ai
Marine Risk is not a nod to artificial
intelligence. Instead, it is derived from Tom
Fulford-Smith’s family connections.

Tom is the son of Richard Fulford-Smith, the
former Clarksons chief executive, who now heads
his own shipbroking shop, Affinity Shipping.

The “Ai” component — stylised with the lower case
i — is intended as shorthand for Affinity Insurance.

“We have no affiliation to Affinity Shipping,
but they are one of the largest shipbrokers.

There’s a network of relationships there we

can leverage and contacts we can utilise.”

That said, Moss admits that the ambiguity doesn’t
hurt from a marketing perspective, and Ai is
using Al to process more mundane data tasks.
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MARKETS

Cosco Shipping Ports silent on CK Hutchison
deal but commits to continued expansion

EXECUTIVES at Cosco Shipping Ports declined
to comment on the still-unresolved sale of CK
Hutchison’s port assets, but said the company
would press ahead with its overseas expansion.

Negotiations over the transaction have been
extended. The Hong Kong-listed seller said
last month that a Chinese investor was
being invited to join the buyer consortium,
with CSP’s state-owned parent widely
reported as the prospective participant.

At a press conference on Thursday, however, CSP’s
management remained tight-lipped. “We have
no comment,” said managing director Wu Yu.

Wu acknowledged that the company faces
challenges in overseas investment amid
heightened geopolitical uncertainty but
stressed there are also opportunities.

CSP would focus on markets in Southeast Asia,
Latin America and Africa, where economic
and trade growth was expected to remain
strong in the foreseeable future, she said.

“While China’s exports to the US are declining,
shipments to emerging markets are showing
a clear upward trend,” Wu added.

Chinese customs data shows that in the first seven
months of this year, exports to the US fell 12.6%

year on year in dollar terms, while those to ASEAN

countries rose 13.5%, with exports to Vietnam,
Thailand and Cambodia all climbing more than
20%. Exports to Africa increased by nearly 25%.

CSP announced last October that it would acquire
minority stakes in two operators at Thailand’s

Laem Chabang — 12.5% of Thai Laemchabang
Terminal and 30% of Hutchison Laemchabang
Terminal — for about $110m. Wu said the

deal was expected to close next month.

By contrast, CK Hutchison’s sale covers more
than 40 facilities across Europe, the Middle
East, Africa, Southeast Asia and Latin America,
assets previously valued at about $2.3bn.

Acquiring such terminals would not only
significantly broaden CSP’s global network
but also help safeguard China’s supply chain
security, in line with Beijing’s mandate.

A stake in the portfolio could also potentially
strengthen Cosco Shipping’s partnership with
another major bidder — Mediterranean Shipping
Co — the world’s largest container line.

CSP chief accountant Zhao Fengnian said the
company’s strong cash position and low leverage
give it ample capacity for acquisitions but noted
that port assets have become overpriced as
carriers competed aggressively to invest.

He declined to comment on whether
CSP could participate in a multibillion-
dollar deal, nevertheless.

As of the end of June, CSP held $1.3bn
in cash and bank balances, with a net
debt-to-equity ratio below 30%.

Growth in throughput and profitability at overseas
terminals, particularly in the Mediterranean and
the Middle East, lifted CSP’s net profit by 30.6%
year on year in the first half of 2025 to $181.8m.
Total throughput rose 6.4% to 74.3m teu.

US cargo bookings still falling but they haven't

gone off a cliff

THE NEGATIVE effect of tariffs is weighing on
US container import demand after July’s peak,
but ocean bookings have not fallen off a cliff.

As with anything in supply chains, there
is a lag between cause and effect.
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Importers continue to move cargo and eat the
import tariff costs themselves, gradually seeking
to pass costs along to US consumers. A more
severe effect on container shipping demand could
emerge in the future, according to analysts.
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“The tariff impact has more to go,” wrote
Deutsche Bank global head of FX research George
Saravelos in a client note on Wednesday.

He noted that the tariff “yield” — federal
tariff income per dollar value of US
imports — is at around 10% and should
eventually settle in the 15%-20% range.

“The low current tariff yield can, in our view,

be mostly attributed to a mix of transhipment
effects — especially for China — and heavy
front-loading of pharmaceuticals and electronics
imports that are currently exempt from tariffs.”

The tariff yield should eventually rise to
the average tariff level, he said, adding
that “the evidence so far points to this cost
being primarily imposed on the US”.

“What is clear is that growth should be weaker,”
said Saravelos, who also cited negative US
economic impacts ahead from “the impending
immigration shock to US labour”.

The latest data on US import bookings from
Vizion confirms the negative pressure on shipping
demand, while also showing that cargo is
continuing to flow. Bookings are falling, but still
in line with levels in March, prior to US President
Donald Trump’s Liberation Day announcement.

The portion of bookings covered by Vizion’s
platform from all sources to the US were
down 17% year on year (y/y) in the latest week
(August 18-24). US bookings from China were
down much more sharply, by 30% y/y.

Bookings in late August are a signal on import
volumes in late September and in October.

“These lower spot volumes are impacting
freight rates,” said Jefferies analyst Omar
Nokta, referring to Vizion’s data.

He said that Vizion’s data on US bookings

from all sources is down 9.5% y/y in the third
quarter to date, compared to a 2% y/y decline
in 1H25. China bookings are down 21% in 3Q25
to date, versus being down 9% y/y in 1H25.

Nokta said on Wednesday that Asia-US west coast

spot rate quotes “are slipping into the $1,500-$1,600

per feu range, down from $1,600-$1,700 per feu
a week ago. Similarly, on the Asia-US east coast

route, quotes are indicated at $2,300-$2,500 per feu
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versus last week’s range of $2,500-$2,800 per feu”.

According to Linerlytica, “Transpacific freight rates
have dropped below breakeven levels with effective
spot rates already dropping to $1,500 per feu.

“Carriers are still pushing for a $1,000 per
feu GRI [general rate increase] on September
1in a last-ditch effort to reverse the rate slide
before the slack season in October, but the
chances of success are slim given the lack of
capacity cuts needed to support the rate hike.

“Transpacific cargo volumes are down by some
20% since the first week of August, with no pickup
expected in September,” said Linerlytica.

Independent analyst John McCown painted an
ominous picture of what lies ahead in his monthly
container import report published on Thursday.

“Deceleration going forward will be
eye-popping,” he predicted.

McCown calculated that imports at the top 10 US
ports increased 3.2% y/y in July and 22% versus
June. This was “driven by front-loading” and

will be a “temporary reprieve”, he maintained.

McCown said that “inbound declines for the balance
of this year will be entirely driven by tariffs”

and “unfortunately, there is nothing at present

that suggests [the decline] will be short lived”.

“What seems clearer than ever now is that, in

some form, tariffs are here to stay at high and
unprecedented levels at least through the end of the
administration. It is also becoming clear from the
multiple angles at which tariffs are coming from that
this is really an attack on the concept of trade itself.

“The coming economic difficulties are

foretold by history and are completely of
our own making,” warned McCown.
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CIMC sees container sales volumes drop amid

tariff uncertainty

CHINA International Marine Containers, the world’s

largest container manufacturer, has seen slower
sales in the first half of this year amid a global
economic outlook clouded by tariff disruptions.

The state-owned giant, listed in both Hong
Kong and Shenzhen, disclosed in its latest
earnings report that sales volumes of dry
containers fell 18.6% year on year to just under
1.4m teu in the January-June period.

CIMC attributed the decline to a high base last
year, when volumes had surged more than 400%
on the back of strong demand for new boxes as
Red Sea rerouting lengthened shipping routes.

However, the company also noted that
“uncertainty over US tariff policy will continue
to weigh on global growth prospects and, in
the short term, dampen demand for containers
in the international shipping market”.

The remarks come as freight rates continue to
slide, with carriers expected to face a tougher
2026 overshadowed by excess vessel capacity.

By contrast, sales of reefer containers more
than doubled to 920,000 teu, buoyed by
robust fruit exports from South America.

Overall, revenue from CIMC’s container
division dropped nearly 13% to Yuan21.7bn,
though net profit rose 13.2% to Yuani.4

bn, supported by lower steel costs.

Despite the challenges, CIMC said it expects
underlying demand for new containers to
remain stable in the second half, underpinned
by demand for reserve boxes amid market
uncertainty and the phasing out of old units.

Beyond containers, CIMC is also active
in road transport, energy storage
equipment and offshore engineering.

Group-wide, the company posted revenue
of Yuan76.1bn for the first six months,
down 3.8% year on year, while net profit
climbed 26.5% to Yuan1.8bn.

CMB.Tech falls to loss after Golden Ocean

merger

CMB.TECH reported a loss of $7.5m in the second
quarter of 2025, just eight days after it finalised its
merger with dry bulk specialist Golden Ocean.

That’s quite the drop from the $184m profit
recorded in the same quarter of 2024, although
that result was largely due to the sale of several
large vessels that completed during the period.

The loss can partly be attributed to an increase
in finance expenses, which more than tripled
from $30.5m in 2Q24 to $118.2m in 2Q25.

This, combined with a weak dry bulk market
at the start of the year and softer TCE rates,
meant the Saverys-owned company fell

to its first quarterly loss since 2021.

But CMB.Tech continued with its fleet

renewal drive, completing the sale of VLCC
Iri (IMO: 9529968) (formerly Iris) for a
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gain of $57.1m and taking delivery of eight
newbuildings, including six newcastlemaxes.

The 2010-built, 165,000 dwt crude tanker
Sofia (IMO: 9461764) has also been sold
by the Belgian company, for a capital gain
of $20.4m to be recorded in Q4.

Just over a week ago, CMB.Tech completed
its merger with Golden Ocean and added
89 vessels to its dry bulk fleet.

The process hasn’t gone completely smoothly
though, as shareholders representing

12.5% of Golden Ocean have filed an
appraisal under Bermuda law.

That appraisal contests whether those
shareholders got fair value for their Golden
Ocean shares, which were replaced with
CMB.Tech shares following the merger.
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CMB.Tech said it “reaffirms that Golden Ocean
shareholders were offered fair value in the merger
and will address these claims appropriately”.

Despite the loss, chief executive Alexander

Saverys said his company’s “modern fleet is well
positioned to create a lot of value in the months
to come, particularly thanks to our exposure

to strong tanker and dry bulk markets”.

China Merchants expects tanker and dry bulk

recovery in second half

CHINA Merchants Energy Shipping reported
lower first-half results but maintained

a bullish view on tankers and a firmer
medium-term outlook for dry bulk.

The tanker market performance in the first
half of 2025 fell short of expectations despite
stable seaborne crude trade, CMES said in a
stock exchange filing. A total of 16 new vessels
were delivered, while seven older ships were
scrapped, leaving the orderbook at just 12% of
the world’s total fleet capacity. With just five
very large crude carriers to be delivered this
year, fleet ageing is expected to continue.

Meanwhile, low global oil inventories and
Opec+s measured production increases are
likely to drive demand on Middle East-Asia
and Atlantic-Asia routes, while continued US
sanctions on Iranian crude are supporting
the market for compliant VLCCs, according to
Guosheng Securities analyst Yang Zhenhua.

In dry bulk, markets were volatile, with the
Baltic Dry Index averaging 1,290 points.
Demand was expected to firm in the second
half of the year, led by seasonal iron ore and
grain imports and rising bauxite exports from
Guinea, CMES projected in its fiscal report.

Strong global dry bulk demand is pushing freight
rates higher, supported by rising Brazilian iron
ore shipments, China’s increased soyabean and
corn imports from South America, and Guinea’s
bauxite exports, while new vessel deliveries
remain limited amid economic uncertainty

and widespread port congestion, according

to Southwest Securities analyst Yang Rui.

In the first half of 2025, the company recorded
revenue of Yuan12.6bn, a 4.9% decline compared
with the same period last year, while net profit
attributable to shareholders fell 14.9% to Yuan2.1bn.
Tankers remained the company’s largest revenue
contributor, accounting for 35.3%, followed by dry
bulk at 29.4% and container shipping at 24%.

CMES cautioned that macroeconomic and
geopolitical uncertainties, including potential
US Trade Representative’s 301 measures
targeting Chinese carriers and shipbuilders,
continue to weigh on the shipping sector.

At the close of the reporting period, the company
operated 52 VLCCs and controlled 37 very large
oil carriers, maintaining its position as the
world’s largest equity VLCC and VLOC fleet.

IN OTHER NEWS

IMO NZF will kill off external
FuelEU compliance pooling
THE International Maritime
Organization’s Net-Zero
Framework will kill off the
burgeoning market for
FuelEU Maritime external
pooling, compliance adviser
OceanScore predicts.

Ships trading with the EU
can pool their ships’ FuelEU
emissions compliance with
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ships from other companies,
a fudge designed to ease
the introduction of the new
European fuel standard.

In practice, this means owners
that can’t or won't switch

to biofuels can buy surplus
generated mostly by owners
of LNG or LPG carriers, whose
fleets look greener in the

eyes of the regulation.

Hyundai units merge to

target US shipbuilding

SOUTH Korea's HD Korea
Shipbuilding & Offshore
Engineering is set to merge its
two shipbuilding subsidiaries,
HD Hyundai Heavy Industries
and HD Hyundai Mipo, with
the aim of achieving annual
sales of Won10trn ($7.1bn) in
the defence sector by 2035,
ahead of the full launch of the
“Make American Shipbuilding
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Great Again” initiative.

HD KSOE, HD HHI and HD
Hyundai Mipo held their
respective board meetings
and passed a resolution
on the merger between the
two units on Wednesday.

To strengthen their shipbuilding
and defence capabilities, the two
companies plan to launch an
integrated HD HHI in December,
after holding an extraordinary
general meeting of shareholders
and undergoing a merger review.

V.Ships fined $2m for

oil pollution in US

VESSEL management firm
V.Ships has been fined $2m
by the US Department of
Justice after it pleaded guilty
to violating the Act to Prevent
Pollution from Ships.

Between February and August
2022, a hose was connected
between the incinerator waste
oil tank and the sewage holding
tank on combined chemical and
oil tanker Swift Winchester, now
Sea La Bamba (IMO: 9470909).

This allowed oily waste to
transfer to the sewage holding
tank and then be transferred
into the sea, the Department

of Justice said, bypassing
pollution prevention equipment.
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Classified notices follow

Lloyd’s Listl>

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

Please contact: marketingservices@lloydslistintelligence.com
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