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France investigating shadow
fleet tanker linked to Danish
drone attacks

A SANCTIONED shadow fleet* tanker that has been routinely using
multiple fake identities to carry Russian crude and is one of three ships
identified as a possible launch point for the drones that closed
Copenhagen’s airport last week, is now under investigation by the
French authorities.

Boracay (IMO: 9332810), an 18-year-old aframax currently using the
fraudulent Benin flag, deviated towards the French coast on Monday,
having been approached by a French naval vessel.

While Lloyd’s List understands that the vessel has not been formally
detained, it is anchored off Saint Nazaire, while French authorities
investigate what the French Navy described on Tuesday as an
unspecified “suspected violation”.

A 160 m vessel — not visible on Automatic Identification System, but
identifiable by satellite imagery — appears to be anchored alongside the
tanker.

The prosecutors office in Brest, where the formal report was lodged by
the navy, is understood to be investigating the tanker for “lack of
documentation of the ship’s nationality and flag affiliation” and “refusal
to comply with the authorities’ instructions.”
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While Boracay’s rotation through multiple name
changes and fake flags from Gambia, Malawi

and now Benin is well documented, the French
investigation marks a significant move away from
previous hands-off monitoring of fraudulent-flagged
shadow fleet tankers from European states.

EU coastal authorities have routinely been asking
fraudulently flagged vessels for certification

over the past year, but to date Boracay is

one of the only ships to be intercepted by

naval forces and formally investigated.

Boracay was one of three ships with Russian links
that were understood to be under investigation

in Denmark, after suspected drone sightings led
Danish authorities to briefly close Copenhagen
airport last week. The Danish government,
however, has made no move to detain the vessels.

While no details were released, it is understood
that the Danish security services are actively
investigating the possibility the drones were
launched from one of three ships that were

in the vicinity at the time of the attacks:
Astrol- 1 (IMO: 9906544), Oslo Carrier 3
(IMO: 9366146) and Boracay, at that point

still listed under its previous name Pushpa.

Boracay had previously loaded Russian
crude in Primorsk on September 20 before
sailing through the Baltic, passing the
English Channel heading for India.

Boracay has gone through frequent name
changes over the past year and also routinely
altering its MMSI identity number, its flags,
and is owned by Baaj Shipping Limited, a brass
plate company registered in the Seychelles.

The tanker is also thought to have been
targeted in an explosive attack in July, when
the sanctioned tanker is thought to have been
damaged by a limpet mine. Details of the
attack remain unconfirmed, but the tanker
has continued to sail since the incident.

While Boracay’s textbook deceptive shipping
practices have resulted in it being tracked by EU
naval vessels when passing through European
waters, interception by naval forces are rare amid
widespread concerns about Russian escalation.

On May 14, 2025, the Estonian Navy attempted

to intercept the oil tanker Jaguar, now
named Blint (IMO: 9293002) in the Gulf of
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Finland, but the vessel refused orders to alter
course and continued towards Russia.

The incident escalated when a Russian Su-35
fighter jet entered Estonian airspace to monitor
the situation, resulting in a tense standoff that
concluded when Estonia escorted the tanker
out of its maritime zone without using force.

Boracay was also involved in a similar incident
when it was sailing under one of its many
previous identities, Kiwala. The Estonian

navy seized the tanker in April 2025 due to
issues with its registration and insurance.

The tanker was flying the flag of Djibouti at the
time, but Djibouti authorities denied the vessel

was registered with them. It was also found to be
operating without a valid country flag and insurance.

After receiving confirmation from Djibouti
that it would accept the vessel, and once its
technical issues were addressed, Estonia
released Kiwala in late April 2025.

* 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.
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WHAT TO WATCH

China signals tit-for-tat retaliation over

US port fee levy

SPECULATION is rising that Beijing
could strike back if Washington moves
forward with a controversial plan to
impose port fees on Chinese vessels.

The chatter follows China’s release of amendments to
a key maritime rulebook yesterday, seen by industry
watchers as a potential legal basis for retaliation.

Although no official response has been announced,
concern is growing that US shipping firms — or
operators with American investment — may face
extra charges when calling at Chinese ports.

Such a move would mirror China’s tit-for-tat
tactics during the earlier tariff war, with
counter-measures possibly unveiled on the
same day Washington implements its own
fees, according to sources in China’s shipping
sector and those close to the government.

The April rules announced by the US Trade
Representative, scheduled to take effect

on October 14, primarily target vessels
owned, operated, or built in China.

Under the current framework, Chinese owners
and operators would shoulder far heavier financial
burdens than their foreign peers. Importantly,
“Chinese ownership” is defined broadly,

including companies in which Chinese entities
hold at least 25% of voting rights or equity.

While US-based carriers such as Matson remain
active, most domestic shipowners have long exited
long-haul trades such as the transpacific routes.

However, should Beijing opt for “reciprocal
retaliation”, sources warn, more companies
could be caught up — threatening wider
disruption across global shipping.

China has revised its regulations on international
maritime transport, which were issued and
enacted yesterday by the State Council.

One of the most significant amendments is widely
viewed as paving the way for Beijing to respond
to discriminatory measures against its shipping
industry, including the planned US port fees.
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The revision stipulates that if a country bound
by a maritime treaty with China fails to honour
its commitments, Beijing may demand corrective
action — or suspend the treaty altogether.

Furthermore, unless an international agreement
offers effective remedies, China “will take necessary
countermeasures” against any foreign government
or region that imposes discriminatory bans or
restrictions on its shipping firms, vessels, or crew.

The China Shipowners’ Association quickly
expressed firm backing. In a statement today,
it denounced what it called discriminatory
measures by “a certain country”, citing
Section 301 investigations and port fees
aimed at Chinese enterprises.

“China is entitled to take necessary countermeasures
in accordance with the law,” the association said.

Industry observers see the potential
retaliation as both a warning to Washington
and a demonstration of Beijing’s continued
tougher stance in broader trade talks.

It is also being read as reassurance to Chinese
shipping companies, which had feared lukewarm
government support over the port fee dispute.

Still, if put into practice, this would also

raise costs for Chinese shippers — especially
importers — if foreign-owned or built tankers
and bulkers are targeted, given China’s huge
demand for energy and raw materials. The US
may escalate further if Beijing hits back.

One person with knowledge of government
discussions suggested Beijing had prepared
multiple scenarios for reciprocal port
tariffs, though details remain unclear.

Among those most exposed is state giant Cosco
Shipping, the largest member of the CSOA, seen as
the prime victim of Washington’s fee structure.

Consultancy Linerlytica has estimated Cosco’s
containerships could face over $1bn in additional
costs in six months if it keeps its current

fleet and service deployment unchanged.
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The state-owned giant recently issued customer
notices, signalling it would defend its US route
market share at all costs. At the same time, it
has publicly expressed hope that the broader
Sino-US trade negotiations — now extended
into November — will help resolve the issue.

The fallout is already rippling beyond mainland
Chinese shipping. Hong Kong’s flag registry and

maritime hub status have come under pressure,
with Seaspan’s recent mass reflagging widely viewed
as linked to the USTR’s proposed port tariffs.

Nevertheless, doubts remain over whether the fee
scheme will be implemented on schedule. With just
two weeks left before the deadline, the USTR has
yet to address numerous industry concerns and
questions over its design and practical details.

AXA XL leads war risk slip for double-attack

Spliethoff cargoship

LLOYD’S insurer AXA XL is understood to lead the
war risk slip on Minervagracht (IMO: 9571521),
the Dutch-owned general cargoship that has

twice been attacked in the Gulf of Aden in the last
week, according to multiple market sources.

Convex is believed to have a follow position,
and some underwriters have mentioned
Beazley as having a slice of the cover on

the vessel, which has a hull value of €25m
($29.3m). The policy was brokered by Aon.

All of the above companies were contacted
for confirmation and comment, but none had
responded to the request at the time of writing.

A separate P&I claim is also on the cards after
two seafarers were seriously wounded in the
second incident on Monday morning, which was
caused by an unidentified explosive device.

Minervagracht is entered with the UK
Club for liability insurance purposes.

The remaining 19 people on board have
successfully been evacuated by helicopters

to passing ships, where the wounded crew
members are receiving first aid.

[Sidebar#LL1154967]

As of last report, the ship itself was still ablaze and

adrift, with owner Spliethoff confirming that there
has been “considerable damage” to the vessel.

Responsibility for the strike has yet to be claimed,
although maritime security company Ambrey
has blamed the Houthi rebel faction in Yemen.

However, Minervagracht has no known ties
to Israel, which is the Iranian-backed militia’s
principal criteria for targeting merchant tonnage.

War risk underwriters said they were
taking a wait-and-see stance before
deciding whether to adjust premiums.

“It’s a bit of a mystery and there’s no obvious
nexus,” one source commented.

“What happens next depends on whether
the Houthis put their hands up for it.”

ANALYSIS

Class and flag states call for enhanced fire
safety amid rising electric vehicle ship fires

THE Maritime Technologies Forum, a forum of

leading class societies and flag states, has issued new

guidance to operators of pure car and truck carriers
on mitigating the risks of electric vehicle fires.

While serious fires on pure car and truck carriers
have become more frequent in recent years,
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it has not always been clear to what extent
EVs have contributed to these incidents.

According to data from Lloyd’s List Intelligence,

over the past decade, several major fires have
occurred on board large ro-ro type ships. Seven
of these vessels were declared constructive total
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losses, and three sank in deep water. Six seafarers
lost their lives in two separate incidents.

In 2023, one crew member died when K Line’s
6,200 ceu Fremantle Highway (IMO: 9667344)
suffered a fire on a vehicle deck in the North Sea.

In 2018, five crew members were killed following a
blaze on board the Mitsui OSK-operated Sincerity
Ace (IMO: 9519092) in the Pacific Ocean.

Most recently, the 5,000 ceu Morning
Midas (IMO: 9289910) caught fire and
later sank in the Pacific Ocean.

The vessel was safely evacuated by its crew
and was carrying 746 EVs at the time of the
incident which occurred in June this year.

Lloyd’s List Intelligence also records 20
additional non-serious fire incidents on board
large ro-ro vessels over the past 10 years,
where fires were successfully contained.

While battery overheating and spontaneous
combustion in EVs remain rare, the nature of
lithium-ion batteries significantly complicates
and prolongs firefighting efforts.

There are no international regulations
specifically for the safe carriage of EVs.

Some national and regional bodies have
issued guidelines ahead of the International
Maritime Organization, which aims to
finalise mandatory transport rules for new
energy vehicles, including EVs, by 2027.

While some delegations have proposed
regulations and submitted papers to the
IMO, a formal regulatory framework has
yet to be developed or discussed.

MTF’s report highlights several recommendations
aimed at reducing the risk of EV fires on board
vehicle carriers, during a period of rapid

growth in the transport of electric vehicles.

They include changes in vessel design to
improve crew evacuation of vessels fitted
with conventional, davit-launched, lifeboats
which are located on the upper deck.

Such lifeboats take longer to deploy due to the

high freeboard of vehicle carriers, especially if
the vessel is listing. MTF suggests relocating
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survival craft closer to the waterline as a measure
to improve evacuation speed and safety.

Structural fire protection of all escape
routes and areas around survival crafts
also needs to be considered to ensure safe
evacuation of the crew, argues MTF.

To enhance crew safety during firefighting,

the report emphasises the importance of
understanding fire characteristics and potential
obstructions, such as vehicle spacing and the
presence of lashing belts. This knowledge

is essential for safely conducting manual
firefighting operations and protecting the crew.

MTF suggests that Safety Management
Systems on ro-ro vessels carrying EVs should
also be strengthened to address the unique
characteristics of EVs and EV fires.

Crew training should focus on understanding
and familiarising personnel with appropriate
firefighting measures and tactics.

The MTF highlighted that early detection of
overheating batteries is critical. A Battery
Management System fitted to every EV could
provide audible or visual alarms when abnormal
conditions, such as rising temperatures, are
detected to enable timely intervention.

If BMS could be wirelessly connected to the ship’s
systems it could send alerts directly to the crew.

Preventing explosions during lithium
battery thermal runaway, where flammable
gases like methane, ethane, and hydrogen
are released is crucial, said MTF.

Because these gases are lighter than air, particular
attention should be given to electrical equipment
on vessel upper decks, such as detectors and lights,
which must be explosion-proof to mitigate risk.

The close spacing of vehicles increases the
risk of rapid fire spread from one vehicle to
another. Therefore, isolating fires and cooling
EVs are essential to prevent escalation.

The MTF noted that the heat release from
an EV fire exceeds that of a conventional
vehicle fire, which is the basis for the IMO’s
current fire test procedure scenario.

As a result, existing structural fire protections
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may be less effective in the event of an EV fire.

Manual firefighting with portable equipment
should be prioritized during the early

stages of a fire and only when effective
prevention or response is feasible.

Additionally, removing excess water
during firefighting is important to prevent
accumulation that could negatively
impact vessel stability, said MTF.

ABS boss calls for leadership to get

decarbonisation ‘right’

EXCESSIVE haste and overambition in
decarbonising the shipping industry “risks
unintended safety and economic outcomes”, ABS
chief executive Christopher Wiernicki has said.

Speaking at a Capital Link conference in Athens,
Wiernicki doubled down on comments he

made earlier in September when he suggested
the International Maritime Organization

ought to rethink its Net-Zero Framework.

With a binding vote on the key global regulation
for decarbonising the industry looming in
mid-October, he called for industry and
political leaders to rise to the moment.

“This is a leadership moment,” he said. “We
need leadership from the IMO and we need
leadership from the IMO member states.

“Leadership needs to be careful not to undermine the
very progress we seek to achieve by monetising carbon
without producing meaningful decarbonisation.

“Our choices today will shape safety behaviors and
operational norms for years to come,” Wiernicki said.

“If we rush change without ensuring the right
infrastructure, training and governance, ambition can
outpace the industry’s ability to implement it safely.”

There was “nothing wrong” in pushing to
decarbonise quickly and an IMO unified global
regulatory framework was needed. But it was
equally important that “we get this right”, he said.

“Let me be crystal clear: the IMO framework
is vital, but the proposed Net-Zero Framework
really needs to be carefully thought through
in terms of how the pieces fit together.”

Liquefied natural gas and biofuels were
“mission-critical to any success” yet LNG, “a
proven transition fuel” was disadvantaged
under the current GFI trajectory.
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“This is surely a strategic misstep,” he said.

“We are overlooking viable transitional fuels
with established safety records and supporting
infrastructure, while placing significant reliance
on technologies that are still maturing and
more importantly are not yet scalable.

“Underpinning all this is a foundational truth
we often overlook: infrastructure, not emissions,
will be the real backbone of net zero.

“Without the physical systems to support
new fuels, new technologies, and new ways of
working, ambition will outpace execution.”

Wiernicki said his comments were not “a
call to halt progress”. Instead, they were
“a call to make progress sustainable”.

The industry needed a smooth fuel transition that
eliminated as much uncertainty as possible, “not
a disconnected and expensive way forward that is
out of line with commercial or technical gravity”.

Roel Hoenders, the IMO’s head of Climate Action and
Clean Air, underlined that IMO member governments,
rather than the secretariat, decided on regulations and
a number of different proposals for decarbonisation
had been considered and subjected to impact analyses.

“Up to 2050 there will be a mix of fuels;
conventional fuels, blue fuels, synthetic fuels and
biofuels,” he said. “Nothing has been discarded.

“It is important to keep in mind with
all IMO regulations they are goal-based
but technology- and fuel-neutral.”

The Net-Zero Framework, if adopted, “does
send a clear signal” to fuel producers and
others and should provide greater certainty
for investments, Hoenders said.
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OPINION

Charting the course to 2027

THE recent EU-US trade deal, committing
the European Union to purchase $750bn in
US energy products through 2028, raises a
fundamental question: how serious are global
actors about their decarbonisation pledges?

Taking a step back, at the beginning of April
2025, the International Maritime Organization
hosted a decisive round of negotiations in
London on measures to decarbonise the shipping
sector by 2050. Despite the difficult geopolitical
climate, with rising tensions and the retreat

of the US from multilateral fora, delegates
achieved a meaningful breakthrough.

Countries agreed on two core pillars: a global
fuel standard and the introduction of a pricing
mechanism for shipping emissions. During

these negotiations, the EU, which already had a
robust decarbonisation framework in its regional
legislation, pushed for the adoption of even more
ambitious standards at the international level.

The framework adopted at the 83rd session of
the Marine Environment Protection Committee
is not as ambitious as many had hoped, but

it is nonetheless a major step forward in
international maritime climate governance.

This is not the end of the journey, however. A
delicate implementation phase lies ahead all the
way to 2027. Several steps remain before the
framework can be put into practice, and the EU
must be on guard against attempts by the US

or Saudi Arabia to derail these negotiations.

In September, an IMO working group will

discuss ways to accelerate the use of alternative
fuels, a crucial measure for meeting global fuel
standards and avoiding penalties under the pricing
mechanism. In October, the framework is set to

be formally adopted, a decisive stage where it is
essential for countries to solidify their commitments.

This progress is fragile: the US has withdrawn
from the negotiations and is actively seeking

to weaken the IMO’s efforts, even threatening
reciprocal action against countries that support
a global carbon tax on maritime shipping. Such
political dynamics inevitably affect the industry’s
position, as shipping companies face potential
economic disruptions and uncertainty over the
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implementation of the regulatory framework.

Finally, in the spring, guidelines for implementation
will be approved. This is why it is so important

not to lower the guard and to ensure that these

final steps are not only ambitious on paper,

but also translate into concrete actions.

What is needed for implementation?

Although guidelines are legally soft and non-
binding, they play a crucial role in shaping how the
framework is interpreted and applied. Consequently,
their development can significantly influence the
ambition and impact of the agreed framework.

This is especially important when it comes to

the planned reward system for alternative fuels,
which is meant to encourage the shipping sector to
move away from heavy oil. A key question is how
“alternative fuels” will be defined. If the rules are
too weak and accept fuels that only deliver minimal
improvements, the mechanism will remain largely
symbolic. To make a real difference, the criteria
must be clear and ambitious, close loopholes,

and be backed by transparent monitoring and
trustworthy systems to measure emissions.

The challenge here is not only regulatory but
financial. The IMO Fund will channel revenues
from the pricing mechanism. Although its design
remains somewhat unclear, it is crucial that it
guarantees equitable disbursement, especially
for developing countries and small island states
that are both highly dependent on maritime
trade and highly vulnerable to climate change.

Encouraging developments on the funding aspect
emerged from the Blue Economy and Finance
Forum held in Monaco this June. It showcased
more than €25bn in identified investments

for ocean transition projects with a further
€8.7bn committed to accelerating it, from
decarbonising maritime transport and ports, to
restoring marine ecosystems, developing ocean
energy, and advancing marine biotechnology.

This multi-sector mobilisation, driven by public,
private, philanthropic, and financial actors,
shows that the potential of “blue finance” is
vast, and is finally beginning to be realised.

Page 7



No room for backtracking: aligning
action with climate pledges

With the opening of this decisive phase,
ambitious and concrete commitments are
essential and expected in the upcoming IMO
discussions, with no room for backtracking.

Most importantly, it is essential that countries align
their actions with their climate pledges, starting
with the EU, charting a genuine course towards
decarbonisation, the phasing out of fossil fuels,

effective climate action, and the protection of ocean
health. At the same time, governments should stand
firm against political pressure, notably from the US,
and industry leaders should avoid being drawn into
obstructionist positions. Instead, this is the moment
to demonstrate collective resolve and ensure the
IMO framework delivers tangible progress toward

a resilient and decarbonised maritime sector.

Pascal Lamy is vice-president, and
Genevieve Pons is director-general, of the
Europe Jacques Delors think tank

New maritime decarbonisation technologies
are affecting marine insurers

THE increasingly stringent regulatory environment
governing emissions from shipping is driving a
wave of innovation in alternative fuels, alternative
propulsion systems and fuel efficiency technologies.

While many of these technologies are at early
stages of development, broader adoption is
expected, as pilots demonstrate short return-on-
investment cycles and compliance advantages.

In terms of hull & machinery, as with the
introduction of any new technology, insurers

will have limited data on which to model risk

and pricing. Marine insurers wishing to fill the
gap could consider supporting pilots in return

for transparent data sharing by the original
equipment manufacturer and the vessel, to enable
each party to better understand the risks.

Emerging technologies, such as onboard carbon
capture and wind-assisted propulsion, are not

yet subject to any kind of international standard,
meaning significant reliance is being placed on the
designers and manufacturers, many of whom are
new entrants to the maritime equipment space.
Classification societies are now beginning to

issue approvals for certain systems, but a broader
design failure in a widely adopted decarbonisation
technology could present a systemic risk.

Increased repair costs

As these technologies are at an early stage,
maintenance and repair expertise is likely to be in
short supply, leading to increased costs of repair and
operational downtime in the event of breakdown.
That could lead to increased demand for loss of

hire cover, and cyber cover for those systems which
rely on software and real-time connectivity.
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The market is also seeing retrofits. Technologies
such as wind-assisted propulsion are being piloted
on existing vessels, with complex retrofit projects
needed to ensure deck strength, stability, and
compliance with Solas regulations for lights and
visibility. That necessarily changes a vessel’s risk
profile and insured value and requires careful
integration with existing systems and equipment to
ensure no adverse impacts on their performance.

Meanwhile, new fuels present new challenges
when it comes to traditional casualty response.
The industry is moving from a world of largely
homogenous oil-based fuels to a world of a variety
of fuels which can be in liquid or gaseous form,
chemical rather than oil-based, and some of which
are highly toxic to human life, and where vessels
may be carrying more than one type of fuel.

This requires a different set of emergency responses,
equipment, and expertise, potentially raising

the costs of casualty response (and in turn, the

size of any salvage and general average claims).
Vessels fitted with large batteries may also present
significant new fire risks, risks that are still being
worked out when it comes to car carriers.

Further, where a vessel has wind-assisted
propulsion fitted, this may affect its stability
and manoeuvrability, meaning that it may
behave unexpectedly in a towage or recovery
situation, adding complexity and cost.

Seaworthiness

Turning to P&I and seaworthiness, the
introduction of any new technology on board

must be accompanied by robust crew training and
familiarisation to ensure the crew are competent in
the use and maintenance of that new technology.
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New training standards for decarbonisation
technologies have not yet been introduced into the
International Convention on Standards of Training,
Certification and Watchkeeping for Seafarers, so
shipowners will need to devise their own training
programmes, in collaboration with OEMs.

Updates will also be required to a vessel’s planned
maintenance system, to ensure routine maintenance
of the new equipment is systematically carried out,
with records being used as evidence of the owner’s
exercise of due diligence in the event of a claim.

Where wind-assisted propulsion is being used, to
use the system optimally, a vessel may be required
to navigate via a different route to take advantage
of beneficial wind speeds and directions. The
crew’s proficiency in balancing navigating through
areas of beneficial wind, but avoiding areas of
adverse swell or current, whilst also ensuring
they are following the most direct route and any
time charterers’ orders, will be important. As

that is a delicate balancing act, we are likely to

see Al-powered routing systems being deployed
alongside, meaning crew will also need to be
trained in the uses and limitations of that system.

New fuels present novel pollution risks. Fuels such
as ammonia present a more potent threat to human
than marine life, so casualties near shore may
result in different kinds of third-party claims and
losses than those arising from traditional fuels.

New fuels are not yet subject to the familiar
regimes of limitation of liability under the Bunker
Convention or the Civil Liability Convention. They
are also unlikely to be caught by the provisions of
the HNS Convention when that comes into force.
Pollution liability will therefore only be subject to
the provisions of the Convention on the Limitation

of Maritime Claims, providing perhaps less certainty

around aggregate exposure to these kinds of claims.

Meanwhile, vessels equipped with wind-assisted
propulsion systems may be more likely to damage
shoreside port equipment, particularly in the
initial stages of deployment when the crew (and
local pilots) are adjusting to the change in air
draft and manoeuvrability. Passage planning will,
therefore, take on even greater importance.

Finally, on freight, demurrage and defence claims,
the use of decarbonisation technologies, particularly
on time chartered vessels subject to the EU
emissions regulations, raises complex contractual
questions, including how any failure of the
technology is to be accounted for in off-hire and how
any additional carbon penalties incurred as a result
are to be shared. This is likely to lead to an increase
in FDD enquiries from both owners and charterers.

New fuels and decarbonisation technologies do
present new kinds of risks, including increased
costs of repair, increased complexity of casualty
response, novel pollution claims and a potential
increase in claims arising from unseaworthiness
or damage to quayside equipment.

However, the adoption of decarbonisation
technologies is a necessary step towards achieving
the International Maritime Organization’s goal

of net zero by, or around, 2050. Both marine
insurers, and their assureds, would likely benefit
from greater transparency around the risks,
benefits, and operational realities of deploying
such technologies, presenting each side with an
incentive to engage in closer collaboration and
data sharing to support the green transition.

Simon Jackson is a partner and Joanne
Waters is legal director at DAC Beachcroft

MARKETS

Does VLCC rally have legs or will this be yet
another disappointment?

SPOT rates for very large crude carriers
have a penchant for disappointing owners
and investors, buoying hopes only to
dash them as gains are surrendered.

The consensus is that this time it’s
different, and that VLCC rates will remain
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very strong through year-end.
However, as VLCC rates retrench from recent highs,

questions are being raised about what is driving the
current surge and how sustainable those drivers are.
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The Baltic Exchange TD3 time charter
equivalent index for the MEG-China VLCC
route closed at $85,683 per day on Monday,
down $3,609 per day versus Friday and
down 11% from its high on September 16.

“To start the new week...there is a slight toppy
feeling to rates and the potential for a slight
correction although tonnage fundamentals
remain tight compared to the average for the
year,” said brokerage BRS on Monday.

The TD15 West Africa-China TCE index was

at $75,755 per day, down $4,933 per day
from Friday and 12% from September 16.

The TC22 US Gulf-China TCE index

came in at $67,415 per day on Monday,

its lowest level since September 11. It was
down $2,690 per day from Friday and 19%
from its recent high on September 17.

“VLCC charterers were active in the Middle
East market last week, as well as in the West
Africa and Latin American markets, but
were absent from the US Gulf region,” said
Jefferies analyst Omar Nokta on Monday.

“There were no reported VLCC fixtures out of
the US for the first time since the first week
of 2025. A compressed export price arbitrage
impacted spot volumes following several
weeks of high volumes,” wrote Nokta.

“Rates will likely be tested lower,” said BRS

of this week’s US Gulf market, adding that
weakness there “is adding downward pressure”
in the West Africa market, as well.

The Baltic’s global average VLCC TCE index
closed at $76,284 per day on Monday, down
13% from its recent high on September 17.

To put this in historical perspective, Monday’s
global index was still at the third-highest
levels since April 30, 2020, at the tail end

of the Covid era floating-storage boom.

The current reading is only surpassed by the
peak earlier in September and the high in
March 2023, at a time when some executives of
listed VLCC owners were erroneously and very
prematurely talking about the next “supercycle”.

The thesis this time around is that Opec+ is
adding more barrels to the seaborne trade through
4Q25, the summer air-conditioning season in
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the Middle East is ending, more charterers are
shifting to compliant tonnage under US pressure,
and VLCC capacity remains constrained.

And yet, Vortexa data on September
VLCC loading volumes does not show an
exceptional surge in cargo from the MEG.

There is a positive turnaround: VLCC volumes
departing the MEG are up 341,642 barrels

per day month on month (m/m) in September,
following m/m declines of 205,696 bpd and
160,329 bpd in August and July, respectively.

However, the month-on-month gain in MEG
VLCC volumes is substantially lower than in June,
March and January, when spot rates were lower.

VLCC loadings in September globally are up
only 598,163 bpd m/m, with gains from the
MEG, North America and North Africa offset
by an 898,553 bpd m/m plunge from South and
Central America, according to Vortexa data.

September’s global month-on-month VLCC
volume gain is less than half the global month-
on-month gains in March and January.

According to BRS, “So far, the exceptional strength
of the VLCC market has yet to cascade into

other crude tankers, with the Baltic Exchange’s
suezmax and aframax TCE earnings baskets
having oscillated around relatively strong

levels of $62,000 per day and $35,000 per day,
respectively, since the beginning of August.

“With this in mind, it can be argued that the recent
strength in the VLCC market is the segment playing
catch-up with smaller crude tankers,” said BRS.

It noted that the lack of cascading “likely reflects

the relative strength of the entire crude tanker
complex, with the economics of both suezmaxes and
aframaxes so far unattractive versus those of VLCCs.

“To initiate a cargo cascade it will likely take
VLCC rates to move higher or for rates for
smaller tankers to wane in comparison.”

But in general, BRS agrees with the
“this time it’s different” thesis.

“In contrast to other recent VLCC rallies, which
were largely sentiment-driven, particularly
those stemming from elevated tensions in

the Middle East, the current rally appears
firmly built on fundamentals,” it said.
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Opec+ production should “eventually provide a
significant boost to demand from the Middle East
on top of flows from Brazil, Guyana and the US.

”»

On the supply side, only three newbuild VLCCs
have been delivered this year, with just two
more due by year-end. According to BRS, 166
VLCCs or 18% of global capacity is “classed

as part of the grey fleet and thus not eligible

to service mainstream demand”, with 134
VLCCs (15% of the total) already sanctioned.

“Analysis suggests that the VLCC segment should
remain firm for some time to come,” it affirmed.

Indeed, publicly VLCC owners already have a
very strong head start on 4Q25 earnings.

“The third quarter is now finished, but with the
lag between fixtures and revenue recognition,
earnings already reflect two weeks of fourth-
quarter trading,” said Clarksons Securities
analyst Frode Morkedal on Monday.

There is less bullishness on how
VLCCs will fare in 2026.

“Next year some downward pressure should come,
since VLCC deliveries are set to accelerate,” said
BRS. “When accounting for slippage, 33 units should
hit the water next year” at a time when “there is
significant uncertainty on the demand side”.

Scorpio Tankers sells two LR2 product tankers

for S131m

NEW YORK-listed tanker owner Scorpio
Tankers has sold two long range two
product tankers at $61.2m per vessel.

The two scrubber-fitted, 11,000 dwt product
tankers, STI Lobelia (IMO: 9838228) and STI
Lavender (IMO: 9838254), were built in 2019.
The sale of these vessels to undisclosed buyers is
expected to close in the fourth quarter of 2025.

Chief executive Emanuele Lauro referred to the
sale as having the “dual benefit of capitalising on
cyclically high secondhand vessel values, while
further strengthening our balance sheet”.

Valuations of secondary market tankers have been
on the rise in recent months. Shipyards have been
backed with new orders of containerships, leaving
limited capacity to construct newbuilding tankers.

This has forced tanker operators to look at
secondary markets, supporting prices there.

Baltic Exchange’s LR2 Product Carrier Newbuilding
Assessment indicates a fairly stable market, with

a slight decline of 4% in newbuilding prices year

on year. According to the index, a newbuild LR2
tanker would have cost $71m on October 1, 2024.

According to a September 5, 2025
assessment, it now costs $68m to purchase
a newbuilding, an 11.5% premium over the
secondary vessel transacted in this deal.

The $61.2m valuation is also aligned with data

Lloyd’s List | Daily Briefing Wednesday, 1 October 2025

from Fearnleys Weekly Report, assessing a
five-year-old LR2 vessel at $62.5m. It also
assessed a newbuilding aframax at $68m.

Lauro attributed the sale to being part
of the company’s wider deleveraging
strategy, stating that the firm’s “net debt
could reach zero in the near future”.

Scorpio also reduced its stake in New York-
listed very large crude carrier operator DHT
Holdings, selling 4,778,000 common shares
at an average price of $12.50 per share.

The company owns a remaining 4,054,480
common shares. Scorpio’s net debt stood at
$131m on a pro-forma basis as of September 25,
2025, a 245% reduction from June 30, 2025.

This change in debt includes the sale of 2020-
built, scrubber-fitted MR product tanker

STI Maestro (IMO: 9854727) for $42m, in
addition to the sale of the two LR2 tankers.

It also includes the exercise of purchase
options on STI Guard (IMO: 9717101) and
STI Gallantry (IMO: 9712876), which are set
to be purchased in December 2025, and STT
Symphony (IMO: 9719692) in February 2026.

The aggregate outstanding lease obligation
on these vessels is $67.8m.
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Seacon expands into Leasing with S68m

CIMC Xinde stake

HONG KONG-listed Seacon Shipping has
agreed to acquire a 40% stake in CIMC Xinde
Leasing (Shenzhen) for Yuan482m ($67.7m),
gaining its own financing arm as it navigates
challenging earnings and fleet expansion.

CIMC Xinde is a 60-40 joint venture between
Shenzhen Financial Leasing (Group) and China
International Marine Containers, with a focus
on container, ship and general leasing services.
It reported net profit of Yuan4s5.7m in 2024.

Seacon, which still regards shipmanagement as
its core business while actively expanding its
controlled fleet, will buy the stake from SFLG.

The seller will retain the remaining 20%, while the
other 40% will continue to be controlled by CIMC.

By taking a stake in CIMC Xinde Leasing,
Seacon aims to combine ship operations,
management, investment and financing into

a more integrated approach, building what it
describes as a maritime value-chain ecosystem.

The leasing arm is expected to scale up
its business and benefit from Seacon’s
shipmanagement expertise.

A leasing industry source told Lloyd’s List
that Seacon’s investment effectively gives it
its own financing arm, offering the potential
for cheaper and more flexible funding.

The move comes against the backdrop of
Seacon’s negative financing cash flow of
Yuang9.9m in 2024, underscoring limits in its
traditional funding channels, as bank lending
shrank or repayment pressures mounted.

“Taking control of a leasing company is like
setting up an in-house bank,” the source
explained. “It allows Seacon to use assets in
sale-and-leaseback deals to free up cash, turning
ships into cash in a more flexible way.”

Seacon is navigating a challenging earnings
environment. Its net profit slumped 36% year on
year to Yuan19.6m in the first half of 2025. Yet the
company is set to take delivery of five newbuildings,
four chartered-in vessels and one chemical

tanker, adding about 426,000 dwt of capacity.

Clarksons Research forecasts 3.1% growth in the
bulker fleet this year, while Kaiyuan Securities
analyst Zhu Haibin noted that slowing vessel
speeds and increased surveys were tightening
effective supply, supporting freight rates.

Danaos and Capital clinch more boxship

newbuilds

TWO leading Greece-based containership
owners, Danaos and Capital Maritime, have
confirmed further boxship orders, adding
to existing newbuilding orderbooks.

New York-listed Danaos said on Tuesday it
has placed orders for two additional 7,165
teu vessels to be built at Dalian Shanhaiguan
shipyard in China, with deliveries scheduled
for the third quarter of 2027.

No price was immediately given for the
vessels, which will be methanol fuel-ready
as well as fitted with open-loop scrubbers
and alternative maritime power units.

The brace brings the company’s
containership orderbook to 18 vessels.
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The two latest newbuildings have been chartered
for five years with the employment expected
to generate about $140m in revenues.

Coupled with new forward charters sealed
for four of the company’s existing vessels,
Danaos has added $304m to its contracted
revenue, bringing its backlog to $3.6bn.

The orderbook, which includes one more
ship this year, three in 2026, 12 deliveries
scheduled for 2027 and two for 2028, add
to an existing fleet of 74 boxships.

Company chief executive John Coustas said that
the latest order showed Danaos continuing to
“solidify its position as one of the major players
in the global containership market and [taking]
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yet another step towards fleet modernisation”.

Two of the new vessels are of 2,800 teu capacity

with the third being a feeder of 1,800 teu.

Meanwhile, the Evangelos Marinakis-

led Capital Maritime group has emerged
as the owner behind contracts for three

feeder boxships at HD Hyundai Mipo.

South Korean holding company HD Korea

They are understood to be fresh orders rather than
contractual options that have been exercised.

The move brings the company’s orders for feeders

Shipbuilding & Offshore Engineering had

announced a contract worth Won222.4bn
(about $158m) on Monday but had obfuscated

over the identity of the owner.

A company source verified that the
Capital was behind the order.

at the yard to 19, spanning units of both sizes.

It underlines the group’s continuing appetite
for the container sector despite the pivot

of its publicly traded arm, now named
Capital Clean Energy Carriers, away from
boxships to concentrate on gas carriers.

IN OTHER NEWS

Pakistani minister accuses

Israel of strike on US-sanctioned
LPG tanker off Yemen
PAKISTAN's federal minister of
interior and narcotics control
Mohsin Naqvi has accused Israel
of attacking the US-sanctioned
liquefied petroleum gas carrier
Clipper (IMO: 9102198) while
the vessel was anchored off
the Houthi-held port of Ras

Isa earlier in September.

In a post on X on Saturday,
Naqvi wrote that Clipper “was
attacked by an Israeli drone”,
while anchored off Ras Isa on
September 17. The vessel has a
crew of 24 Pakistanis, plus an
armed security team of two Sri
Lankans, and one Nepali. No
casualties have been reported
among the crew nor the AST.

Nagvi did not elaborate on how
he concluded that Israel was
behind the strike. The Israel
Defense Forces did not respond
to a request for comment.

All crew safely evacuated

from burning cargoship

THE crew of a cargoship
attacked in the Gulf of Aden
have been successfully
evacuated to nearby vessels.

Netherlands-flagged general
cargoship Minervagracht

(IMO: 9571521), was attacked
around 1322 hrs on September
19, some 128 miles off Aden,
Yemen, and was left “on fire and
adrift”, with two crew members
“seriously wounded”, Eunavfor's
Operation Aspides said.

Two members of Minervagracht's
crew were injured and are
receiving medical attention,
Spliethoff said in a statement.

South Korean shipbuilders

step up US Navy MRO push

SOUTH Korea's shipbuilders are
ramping up efforts to secure
maintenance, repair and overhaul
projects with the US Navy

ahead of the full rollout of the
“Make American Shipbuilding
Great Again” initiative.

HD Hyundai Heavy Industries
has officially commenced

its inaugural MRO project on
a US Navy auxiliary vessel.
The 41,000 tonne USNS Alan
Shepard, a dry cargo and
ammunition ship assigned to
the 7th Fleet, recently docked at
Yeompo Pier near HD Hyundai
Mipo in Ulsan for scheduled
maintenance and overhaul.

Lloyd’s List | Daily Briefing Wednesday, 1 October 2025

The MRO project secured in
August was the shipbuilder’s
first order since becoming the
first South Korean company to
qualify for the business under a
Master Ship Repair Agreement
with the US Navy. The USNS
Alan Shepard is scheduled for
comprehensive maintenance
and will be returned to the US
Navy by the end of the year

WinGD to launch first ethanol-
fuelled two-stroke engine

SWISS manufacturer WinGD has
announced the first ethanol-
fuelled two-stroke marine engine
will be available for retrofits

and newbuildings by 2027.

Adapted from the company’s
X-DF-M methanol model,

the new model has been a
decade in the making following
funding from the Swiss
Federal Office of Energy.

Ethanol has a higher energy
density than methanol and can
be made from biomass. It is
already priced competitively

in some markets around the
world, compared to methanol
or even ammonia, which
remain much more expensive
than conventional fuels.
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Long Beach clean-up completed
after stack collapse

ALL containers that fell into

the water at the port of Long
Beach following a stack collapse
have now been recovered.

More than 75 containers fell
from Zim-operated Mississippi
(IMO: 9954187) on September
9, both on to the quayside

and into the water at Pier G.

Initial reports put the number

of containers that fell at 67, but
that figure increased during the
course of the clean up operation,
with some submerged or crushed
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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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