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EU seeks permission to 
board shadow fleet ships as 
sanctions pressure builds

EUROPEAN Commission officials have been quietly seeking permission 
from flag state authorities to board suspected shadow fleet* ships if the 
need arises.

The move comes as EU ministers are considering how far they can escalate 
sanctions and additional restrictive measures against shadow fleet tankers 
as part of a 20th package of sanctions measures targeting Russia.

While several EU states have been pushing for a more aggressive approach 
to shadow fleet disruption, the EU has so far avoided the prospect of directly 
interdicting shadow fleet and flagless vessels carrying Russian oil products.

Lloyd’s List understands, however, that major flag states have been 
contacted with a request to provide advance permission to EU member state 
navies or coastguards to board ships in specific circumstances.

The approach comes as EU officials are looking to flag state administrations 
as a direct route to disrupting shadow fleet operations and adding further 
pressure on Russian energy exports.

Next month the inaugural meeting of a new EU-funded Global Centre for 
Maritime Sanctions Monitoring, also known as the Spinola Centre, will 
gather flag state compliance officials from dozens of flags authorities 
globally for a three day meeting in Malta to discuss various intelligence 
sharing proposals.
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The EU, through its network of delegations in third 
countries, has for some time been engaging an initial 
outreach programme to flag states, encouraging 
them to deregister vessels considered to be a risk.

While those efforts have had some impact, there 
is now a push to broaden the outreach to more 
third-country flag administrations, amplifying 
pressure from the US administration which has 
also been directly pushing countries to distance 
themselves from shadow fleet registrations.

In advance of a meeting of EU foreign ministers 
in Brussels on Thursday, Poland circulated 
a document setting out proposals to expand 
diplomatic dialogue with flag state authorities.

The document, seen by Lloyd’s List, but first 
reported by EU Observer, proposes “offering 
incentives to co-operative states and considering 
potential sanctions for non-compliance”.

The proposal to expand an outreach programme 
also calls for engagement with “port states, 
coastal states, buyers and other third-country 
actors involved in or enabling Shadow Fleet 
operations”, and suggests those actors are made 
aware of “the legal, reputational and financial 
risks associated with their involvement”.

The ministerial meeting in Brussels also 
considered a Danish proposal to update the 
EU shadow fleet designations list outside 
of the formal packages of sanctions.

While the bloc has successfully managed to agree 
19 packages to date, the frequency of updates 
is increasingly being held up as states use the 
negotiations to leverage other demands.

The proposal suggests that additions to the list might 
be produced as a technical annex to an existing 
piece of legislation, thus bypassing the potential 

roadblocks put up by member states arguing over 
more contentious parts of future packages.

Fraudulent registers

While the EU’s proposed measures to encourage 
flag states to deregister shadow fleet ships 
is understood to have broad support among 
member states, there are growing concerns 
the measures will push those ships into the 
growing market of fraudulent ship registers.

In a letter addressed to the International Maritime 
Organization this week, the Gambia Maritime 
Administrations warned that while it had expelled 
72 sanctioned ships from its flag, many of them 
were continuing to use fraudulent certificates.

“It has come to our attention that certain vessels 
are in possession of fraudulent certificates 
purporting to have been issued by the Gambia 
maritime administration,” the letter said.

Gambia has subsequently placed a moratorium on 
registering any new ships until the end of the year.

In a separate letter to the International Maritime 
Organization this week, the government of Bermuda 
also warned that it had been made aware of “a 
number of vessels which are not registered in 
Bermuda who are using Bermuda MMSI numbers”.

While the EU outreach programme to third-
country flag states will not be able to address 
the growing problem of fraudulent flags, 
the Polish proposal makes clear that the EU 
should pursue that issue via the IMO.

“Given the increasing number of vessels that fail 
to meet international requirements, it is crucial 
to continue work within the IMO on addressing 
substandard vessels,” the Polish document stated.

WHAT TO WATCH

US sanctions shine spotlight on Iranian LPG 
transhipment in Sri Lanka
SRI Lanka’s role as a key transhipment hub for 
Iranian gas could be subjected to more scrutiny 
from US regulators thanks to a forthcoming 
legal challenge from one of Colombo’s largest 

importers, which is attempting to overturn 
sanctions levelled against its subsidiary.
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Laugfs Gas, a Colombo-listed liquefied petroleum 
gas importer and distributor, has hired a legal 
team to fight the designation of its United Arab 
Emirates-based subsidiary, Slogal Energy.

Slogal was sanctioned by the US Treasury’s 
Office of Foreign Assets Control on October 9, 
for its alleged involvement in facilitating the sale, 
shipment and export of Iranian-origin LPG.

Laugfs Gas has defended Slogal, saying 
the company did not “knowingly” engage 
in trade involving “sanctioned entities 
or products of sanctioned origin”.

However, a legal challenge to the designation is likely 
to widen the scrutiny of those supply chains and 
potentially shift the focus on to Laugfs Gas itself.

Lloyd’s List analysis suggests that, during the 
period that US Treasury claims Slogal was 
trading sanctioned Iranian gas, the majority 
of LPG imported into and re-exported from 
Laugfs’ terminal in Sri Lanka’s Hambantota 
port likely was of Iranian origin.

According to Laugfs website, the 
terminal in Hambantota is South 
Asia’s largest LPG transhipment.

A ‘key role’ in sanctioned trades

In the wake of the US designation of Slogal, Laugfs 
temporarily suspended the commercial operations 
of Slogal, which it said “primarily functions as 
a trading for re-export operations of LPG”.

These operations account for around 
45% of Laugfs consolidated revenue, 
according to company accounts.

Laugfs has hired a US counsel to conduct a 
review and petition for a delisting, but to do 
so it will have to provide evidence that Slogal 
was not engaged in Iranian gas trades.

According to the US Treasury Department, Slogal 
and another company, Markan White Trading 
Crude Oil Abroad, “play a key role in enabling the 
sale and shipment of Iranian LPG to Sri Lanka”.

The US Treasury said that in late 2024, US-
sanctioned petrochemical broker Persian Gulf 
Commercial Industry Commercial Co and 
Markan White “used Slogal to help facilitate 
the sale, shipment, and export of millions of 

dollars’ worth of Iranian LPG to Sri Lanka”.

“In 2024 and 2025, Slogal purchased Iranian LPG 
that was delivered to Sri Lanka, with multiple 
shipments of Iranian LPG reaching end users in 
Sri Lanka and Bangladesh,” the department said.

Vortexa data shows that about 102,000 tonnes 
of LPG was shipped from Laugfs’ terminal in 
Hambantota to Bangladesh between October 2024 
and September 2025, primarily to Bangladesh.

LPG imports to Hambantota over the same period 
were about 190,000 tonnes, of which over 90% is 
likely Iranian, according to Lloyd’s List analysis.

Sri Lanka produces very little LPG domestically 
and is heavily reliant on imports. As such, 
the near-total dominance of Iranian LPG in 
Hambantota indicates the sanctioned product 
was re-exported to Bangladesh, which aligns 
with the patterns alleged by the US Treasury.

Sri Lanka has two LPG import terminals, one in 
Hambantota managed by Laugfs and the other in 
Colombo, managed by state-owned Litro Gas.

Lloyd’s List’s analysis of LPG shipments into Sri 
Lanka found no instances where Iranian gas 
was shipped to Colombo, indicating that Laugfs’ 
terminal was the only one to receive the Iranian 
LPG shipments referred to by US Treasury.

An LPG trader familiar with the region said 
Iranian gas is sold at steep discounts, meaning 
buyers would be able to tell whether they are 
offered cargoes of “exotic” origins by the price.

Fake Iraqi port calls

Among the Iran-trading LPG carriers that 
arrived in Sri Lanka, many spoofed their 
location data to falsely position them as loading 
their cargo in Iraq, a common deceptive tactic 
used to mask loadings of Iranian cargoes.

The 1996-built, 30,309 dwt Max Star (IMO: 
9134165) spoofed its AIS to show it loading in Iraq’s 
LPG export terminal between July 23-26, 2024. 
Satellite imagery from Planet Labs shows there was 
no vessel at that berth on those days. Instead, a 
vessel matching Max Star’s characteristics can be 
seen in the Iranian port of Bandar Imam Khomeini 
during that period. It discharged its cargo in 
Hambantota in early August 2024, AIS data showed.
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Similarly, the storied Sea Opera (IMO: 9000883), 
whose deceptive voyages were previously 
chronicled by Lloyd’s List, likewise spoofed its 
AIS in the Middle East Gulf between October 
20-27, 2024, before discharging in Hambantota 
about a month later. A vessel matching Sea 
Opera’s characteristics can be seen on satellite 
imagery in Assaluyeh, Iran, on October 23.

Max Star and Sea Opera were both designated 
by the US Treasury Department in the 
same round of sanctions as Slogal.

“In late 2024, Markan White coordinated 
with PGPICC and Slogal to facilitate the 
sale of millions of dollars’ worth of LPG to 
be delivered to end users in Sri Lanka and 
Yemen via Sea Opera,” the treasury said.

Max Star, meanwhile, “delivered Iranian 
LPG that was purchased by Slogal”.

All but two of the gas carriers Vortexa shows 
discharged cargo in Hambantota since April 2023 
are part of the LPG shadow fleet* that engages in 
deceptive shipping practices to facilitate shipments 
of Iranian gas, according to Lloyd’s List’s analysis.

Lloyd’s List requested further clarification 
of Laugfs and Slogal’s operations.

Laugfs’ legal team told Lloyd’s List: “We 
are investigating the allegations and 
will be communicating with Ofac to 
address the concerns they have.”

ANALYSIS

SHIP 2000 shipbuilding contract gets 
2025 remix
THE SHIP 2000 shipbuilding contract, 
widely used in the Nordic market and 
elsewhere, is set to be replaced by a new 
standard form to be known as SHIP25.

The shake-up has been necessitated by 
sweeping changes in industry practices since 
the old wording was introduced 25 years 
ago, according to the Norwegian law firm 
that had a major hand in the revamp.

Work on the document began last year, following 
negotiations between the Norwegian Shipowners’ 
Association and Nordisk Defence Club, 
representing owners’ interests, and the Norwegian 
Shipbuilders’ Sales & Marketing Organisation 
and Wikborg Rein on behalf of the yards.

SHIP25 should be seen as a comprehensive 
update rather than a facelift, according 
to those involved in its drafting.

It has been built on the same fundamental 
principles as its predecessor, which 
is formally styled the Standard Form 
Norwegian Shipbuilding Contract 2000.

While seeking to be fair to both sides, it will 
address the many regulatory, technological 
and commercial trends in recent decades.

An article listing the major differences that 
SHIP25 introduces has been reproduced on 
the website of Norwegian P&I club Gard.

Project management procedures will be 
extensively modernised, with requirements 
for the builder to give the buyer electronic 
access to drawings and documentation.

As was the case previously, the buyer 
must then provide approvals or 
comments within fixed deadlines.

The yard must also provide the buyer with 
preliminary schedules, followed by detailed 
schedules and monthly progress reports 
throughout the performance of the contract.

They should include a comparison of actual 
progress against the building schedule, including 
completion percentages of major components.

The status of major subcontractors’ 
deliveries and services, including any 
major issues, must also be made clear.
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Under SHIP 2000 the buyers’ representatives 
were required to notify the builder of errors 
discovered during the build. SHIP25 clarifies 
that failure to provide such notices may result in 
the buyer becoming responsible for additional 
costs caused by missing notifications.

In general, the builder is responsible for delays, 
defects and deficiencies caused by subcontractors 
as if they were caused by the builder itself.

But in practice, builders are often required 
to procure supplies from specific suppliers 
designated by the buyer and can do 
little to manage the risk of delay.

SHIP25 establishes a more balanced liability 
regime for such supplies, incentivising 
buyers to allow builders at least two choices 
of subcontractor for each supply.

All shipbuilding contracts include refund 
guarantees, securing the buyer’s right to refund of 
pre-delivery instalments in the event of termination.

But under SHIP 2000, refund guarantees 
were only lightly regulated. SHIP25 will 
beef up protections for buyers.

Parties are required to spell out the 
terms in an appendix, with default terms 
kicking in if they do not do so.

The builder must also ensure that the 
guarantees remain valid until actual 
delivery, even in the event of delay.

If the builder fails to renew a guarantee within 
45 days of its expiry, the buyer may terminate 
the contract and call on all guarantees.

SHIP25 includes bolstered provisions on safety 
and human rights, anti-bribery and corruption, 
cyber security and export controls and sanctions.

The builder must construct the vessel in compliance 
with applicable health, safety and environmental 
laws. The buyer will be entitled to carry out audits 
at the builder’s premises to assess compliance, and 
to be notified in writing of any serious incidents.

Both parties must meet applicable local and 
international anti-bribery and corruption 
laws and warrant compliance with applicable 
export control laws and sanctions.

Breach of warranty entitles the non-
breaching party to terminate the contract, in 
some cases after a rectification period.

Where termination is not due to a party 
becoming sanctioned or violating sanctions, 
resulting losses will be shared.

This recognises that in the current political 
climate, there may be breach situations for 
which none of the parties are to blame.

Another notable feature of SHIP25 is 
the introduction of several opt-ins.

SHIP 2000 gives the builder full responsibility 
for the vessel’s design. But in practice, 
this work is often undertaken by a naval 
architect under a design contract.

In such cases, the parties may alternatively 
agree to limit the builder’s liability for design 
to the terms of that design contract.

This could lead to a reduction in the contract 
price, encourage the use of specialist 
designers, and allow yards without in-house 
design capability to bid for a contract.

As things now stand, the builder retains ownership 
of a vessel until delivery, with the buyer making 
predelivery instalments against refund guarantees.

Alternatively, the parties may now agree 
that the buyer acquires progressive 
title as construction advances.

While this is not available in all jurisdictions, 
such an arrangement removes the need for 
refund guarantees and ensures that hull and 
materials remain outside the reach of the 
builder’s bankruptcy estate and/or mortgagees.

The builder currently commits to a fixed 
contract price on signing a shipbuilding 
contract. Alternatively, the parties may adopt 
one of two price adjustment mechanisms.

The first, index regulation, shares inflation 
risk by allowing adjustments to the 
contract price in line with the aggregate 
increase in a defined reference index.

The second, budget pricing, sees the 
parties agree prices for specified systems, 
components, or materials, deferring the 
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buyer’s final decision until after signing.

Provided the decision is made within the 
agreed timeframe, the builder undertakes to 
supply at cost plus an agreed mark-up. This 
offers the buyer flexibility while relieving 
the builder from pricing uncertainties.

SHIP25 retains arbitration as the ways to resolve 
disputes, but moves away from ad hoc proceedings 
and adopts the Nordic Offshore and Maritime 
Arbitration Association Arbitration Rules by default.

The Noma rules are said to provide “a 
structured, efficient and pragmatic Nordic 
approach” to resolving disputes.

Three pool claims now top $1bn mark, 
P&I clubs confirm
THREE current pool claims are likely to 
generate billion dollar-plus payouts, significantly 
changing the loss landscape for the P&I 
niche, club managers have confirmed in a 
video conducted by a prominent broker.

The development will lead to further pressure 
on the pool, already lumbered with a projected 
$750m deficit, and could hit shipowners in 
the pocket in the form of a higher General 
Excess of Loss reinsurance levy next year.

Leading the way is the Dali (IMO: 9697428) 
casualty, in which a boxship allision 
brought down a bridge spanning the 
harbour in the US port of Baltimore.

The scale of the claim will only be known after 
protracted litigation. But the latest estimated cost for 
bridge replacement alone comes in at above $5bn.

The 12 marine mutuals who cover shipowner 
liability will also be on the hook for compensation 
to the families of the six maintenance workers 
who died in the incident, not to mention 
potentially sky-high claims for business 
interruption being sought by local companies.

To add to the headache, a growing 
number of P&I claims are topping the 
$100m mark, the interviewees said.

The video interviews — available on the Gallagher 
website — includes footage of chief underwriting 
officers Simon Williams of Britannia, William 
Beveridge of UK Club and Thya Kathiravel of 
NorthStandard, as well as Skuld chief business 
development officer Gregory Thomas.

A wide range of P&I topics are covered, 
including a state of the market overview, 
predictions for next February’s renewal, 
and the participants’ future strategies.

Dali was entered with Britannia, 
which is consequently on the hook for 
the first $10m of the payout.

Williams said that the costly casualty highlighted 
the worth of the International Group, which 
administers the pool, and therefore should 
not be seen as posing a challenge to it.

While the fallout was particularly challenging 
for the club at the beginning of the policy 
year, it nevertheless served to highlight 
the strength of its claims handling at its 
New York, London and Japan offices.

“There’s been a lot of outreach from the club to 
the reinsurance market to help them understand 
how the claim is developing and what the likely 
outcome is going to be,” Williams added.

Skuld’s Thomas said that the big picture pointed 
to a significantly changed landscape for the 12 
IG affiliates, given the growing frequency and 
complexity of claims and political complications.

“What we’re all laying witness to at the moment is 
a super-inflationary environment for large losses.

“Large losses have always been a challenge 
for the pool. What we are seeing now… is 
that the norm is no longer normal.”

A claim that might have cost $50m-$60m 
a decade ago will now come in at a large 
multiple of that figure, he added.

Beveridge contended that the drivers at work were 
clear, specifically mentioning big containership 
and wreck removal claims on this score.

Kathiravel recalled the Costa Concordia (IMO: 
9320544) cruiseship casualty in 2012, which 
demonstrates that periods of elevated pool claim 
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activity certainly have been seen in the past.

He also remember the Golden Ray (IMO: 
7305734) car carrier capsize in 2019, which 
led to a claim of almost $900m, thereby 
entering the IG’s reinsurance layer.

“That tells us that large claims do happen. 
And they happen without predictability 
or a trend that you could point to.”

While the number of pool claims in 2024, 
which came in at 20, was in line with the past 
average, the outcome was distorted because a 
handful of them proved extremely expensive.

Will Simandou be the dry bulk game changer 
it’s been hyped to be?
THE first shipments of iron ore left Guinea’s 
Simandou project last week, marking the 
beginning of operations at one of the most 
talked about stories in the dry bulk world.

The millions of tonnes of iron ore on offer has 
many capesize owners licking their lips, but will 
the mines deliver on their much-hyped potential?

Drewry deputy director of dry bulk Rahul 
Sharan was quite clear: “This is going to 
be very, very important for sure.”

The 100m-120m tonnes of ore expected to be 
produced annually by all four blocks at Simandou 
will be a “big, big game changer”, Sharan said.

Waiting times at Guinea’s ports, as well as the 
sheer amount of ore needing to be shipped, will 
contribute to significant employment for the 
capesize sector, Howe Robinson head of dry 
bulk research Bilal Muftuoglu explained.

Capesizes would have to wait at anchorage until 
port infrastructure improved, he said, and would 
have their shipments shuttled by barges.

The wait time at Guinea is, therefore, expected 
to be around 15 days, versus the seven or eight 
days capes have to wait in Australia or Brazil.

This all means capesizes will be kept busier 
for longer, which is a good thing for owners.

In fact, once it’s up to full capacity, MSI 
expects more than 100 capesizes to be 
employed by Simandou trade. Sharan 
suggested it could be as many as 180.

There is enough cargo from Simandou 
to absorb much of the capesize tonnage 
slated to hit the water through 2028.

So where is all of this ore going to go? Well, the 
easy answer is China, so perhaps a better question 
is where all of China’s iron ore is going to come 
from once Simandou is up and running.

MSI director Will Fray said it was unlikely 
that global iron ore consumption could 
expand enough to absorb Simandou’s extra 
ore on top if what is already imported, even 
with China’s seemingly endless appetite.

A displacement of Chinese domestic 
production would be the optimum outcome 
for shipping, Fray said, but that really 
would have to be a significant drop-off.

The next logical outcome is that 
Australian ore becomes squeezed.

Simandou’s higher iron content (meaning less ore 
is needed to produce steel) means it is Australian 
ore that’s in the firing line, rather than Brazilian 
ore (which has a higher iron content still).

Then there’s the dispute between China and 
Australia that has bubbled away under the 
surface for some time now. The blanket coal 
ban was eventually lifted in 2023 after three 
years, but now Australian giant BHP is locked 
in a pricing dispute with Chinese importers.

It is well known that Beijing is keen to 
diversify its supply chains, and perhaps 
in no commodity is it more reliant on one 
nation than iron ore from Australia.

If some of those 700m tonnes of Australian 
ore are replaced by Guinean shipments, that 
means more tonne-miles for bulkers, the 
benefits of which were explained at length 
by capesize owners earlier in the year.
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Ramp up delays

So, time to get the Dom Perignon in if 
you own a few ore carriers then?

Not quite. Simandou still has to actually 
deliver on its promised capacity, and 
that is far from guaranteed.

Muftuoglu said ramp up would be the main 
barrier to Simandou’s success. Its slated 
export volume of between 22m-24m tonnes 
was not exactly “market moving”, he said.

Sharan said he was expecting delays in the published 
timeline for Simandou ramp up, which is expected 
to be at full capacity by the end of the decade.

As Signal Ocean analyst Maria Bertzeletou 
said, it’s far too early to start talking 
about the death of Australian ore.

“Pilbara producers retain decisive advantages: 
very low costs, world-class infrastructure and 
exceptionally reliable export chains,” she said.

“Even at full capacity, Simandou remains 
significantly smaller than Australia’s export scale. 
True substitution would require large, stable 

volumes at competitive delivered costs, which will 
take time as the new logistics network matures.”

Fray described the numbers surrounding 
Simandou as approaching “the hyperbolic”.

Iron ore prices are likely to come under 
pressure, which will likely affect more 
expensive producers, he said.

But the key question remains China’s 
demand. Important factors, such as the real 
estate market and steel production, suggests 
China cannot keep importing at the record-
breaking levels it has been forever.

Fray said he expected Chinese ore imports would 
be on the “cusp” of decline from 2028 onwards.

Will the tonne-miles generated by longer 
voyages offset any dips in demand then? It’s 
important to stress that China’s ore imports 
may decline, but they won’t fall off a cliff.

In the meantime, Simandou looks to be a positive for 
the sector. If development proceeds as planned, the 
extra tonne-miles will at least serve to absorb the 
extra supply from capesize deliveries and will likely 
be a welcome boost for owners of the biggest vessels.

MARKETS

The changing role of imports vs exports in 
US crude tanker trades
TANKER owners and investors focus more on US 
crude exports than imports, given the longer voyage 
distances and higher volumes on the outbound side.

Nevertheless, US crude imports are a 
significant tanker trade, at well over 2m 
barrels per day, and a negative trend on the 
inbound side is bad for tanker demand.

“We have seen a slowdown in US crude import 
demand,” said Vortexa senior analyst Rohit Rathod 
during an online presentation on Tuesday.

Vortexa data shows that US seaborne crude imports 
averaged 2.6m bpd in January-October, down 
307,651 bpd or 11% versus the same period last year.

“We have recently seen all-time lows to the US Gulf 
Coast. In September and October, it was down close 

to 350,000 bpd year on year [y/y],” said Rathod.

Rising throughput at the new Dos Bocas 
refinery in Mexico is reducing Mexican crude 
available to ship to the US, while Mexican 
production is simultaneously declining.

Venezuelan crude imports to the US Gulf, 
allowed under a restricted US licence 
to Chevron, have also slowed.

“It seems that US Gulf refiners are in no rush to 
replace these barrels with something else. They 
are relying on the domestic supply from the Gulf of 
Mexico, and pipeline crude from Western Canada. 
That replaces seaborne imports, which are lost.”

Preliminary data on US crude imports in 
November is exceptionally low, at just 1.4m bpd.
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“It’s the lowest we have seen in our dataset, 
which goes back to 2016,” said Rathod.

“We are seeing a slowdown on the US 
west coast as well,” he continued, citing 
refinery closures in California.

Two California refineries closed over the past five 
years. In addition, the Phillips 66 Los Angeles 
refinery is set to close in the coming weeks, with 
the Valero Benicia refinery set to shutter in April.

“With the refinery closures, we are seeing a 
slowdown in crude imports to the west coast. 
Another factor is that refinery closures free 
up some domestic barrels,” said Rathod.

“California does have crude production. It has been 
declining steadily for decades, but nonetheless, there 
is some production, and the closures free up some 
of that for the refineries that are still operating, 
so they are not relying as much on crude imports. 
That trend is expected to continue in 2026.”

The negatives on the import side are 
being counterbalanced, at least in recent 
months, on the US crude export front.

US exports did not start out the year strongly, 
but recovered in September and October.

According to Vortexa data, US seaborne crude 
exports in January-August averaged 3.6m 
bpd, down 313,785 bpd or 8% y/y. In contrast, 
seaborne crude exports in September and October 
averaged 4.2m bpd, up 439,144 bpd or 12% y/y.

“We have seen US crude exports rebound 
pretty strongly,” said Rathod.

Nevertheless, US crude imports during the 
first 10 months of 2025 are still down 4% 
y/y, even with the recent bounce. The biggest 
2025 driver of incremental very large crude 
carrier demand out of the Americas has 
been Brazilian cargoes, not US loadings.

Another issue for VLCC demand out of the 
US relates to voyage distance. VLCC owners 
would prefer US exports go to Asia, not 
Europe, due to the tonne-mile effect.

“More recently, at least from the preliminary data we 
have for November, we have seen a sharp rise in US 
exports going to Europe. More light, sweet barrels 
are moving into the European market,” said Rathod.

This month’s preliminary data also shows a 
sequential drop in overall US seaborne crude 
export volume, another negative for tanker owners. 
Vortexa’s data for November to date puts US crude 
exports at 3.5m bpd, down 16% versus October.

Signal Ocean warned on Wednesday that US crude 
exports could fall this month by 15% versus October.

“Flows climbed to 129.8m barrels in October, 
the strongest monthly level of the year and 
the culmination of steady growth from August 
through October. However, early November 
voyage details show a steep pullback, with 
estimated flows currently approximately 110m 
barrels for the end of the current month.

“The slowdown aligns with rapidly deteriorating 
export economics. A sharp rise in VLCC freight has 
closed the arb to the Far East,” said Signal Ocean.

Shipping remains cautious on 
Suez Canal return
MAJOR carriers and shipowners remain cautious as 
they continue to ponder returning to the Suez Canal, 
following the Houthi’s announcement last week 
that it will stop attacking shipping in the Red Sea.

Charterers have started to put pressure on 
owners as they seek to reduce cost. Owners 
in turn have already begun seeking out the 
possibility of using the Suez Canal.

“I can’t name them but there are big players who 
are taking caution. There are customers who are 
saying that they are evaluating options to see if 

they can transit there again,” said Wilhelmsen Ship 
Services vice-president of new growth Sachin Gupta.

Firms operating in the same space as Wilhelmsen 
are finding it difficult to advise clients on whether 
to use the Red Sea route just yet because of the 
uncertainty surrounding it. With the volatile 
geopolitical climate, nobody wants to take 
shots in the dark around vessel safety when 
to it comes to the Bab el Mandeb strait.

The biggest driver to return to the Red 
Sea is obvious: reduced transit times and 
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reduced tonne-miles, leading to a reduction 
in overall cost. Reduced transit distances 
will also reduce spend on bunker fuel, which 
has been on the rise in recent months.

But the risk remains too high for major shipowners 
and carriers to give in to charterers’ demands. 
War risk premiums have yet to come down 
following last week’s announcement by Houthi 
militants. Shipowners will take this as a strong 
indication that the safety risks are still present.

Crew willingness is another consideration, with 
some players reporting that not all seafarers are 
willing to take a leap of faith on their lives.

On the back of this continued uncertainty, 
the Suez Canal Authority on Saturday began 
campaigning for the return of vessel traffic. It has 
assured carriers that “necessary measures and 
procedures be taken to ensure a safe transit”.

“The Suez Canal is ready to receive mega 
containerships,” said SCA chairman and 
managing director Admiral Ossama Rabiee.

Ultra large containership CMA CGM Benjamin 
Franklin (IMO: 9706891) successfully sailed 
through the Red Sea two weeks ago, marking 
the first time a ULC made such a voyage since 
the Houthis first began their attacks.

On November 14, 16,200 teu CMA CGM 
Jules Verne (IMO: 9454450) also safely 
navigated the Bab El-Mandeb strait.

Lloyd’s List Intelligence data shows that the 
Malta-flagged vessel called at Beirut, Lebanon, 
on November 17 and is en route to its next 
destination, predicted to be Valencia, Spain.

The French carrier also had another vessel, the 
13,000 teu CMA CGM Helium (IMO: 9996721), 
transit through the canal on its maiden voyage. The 
vessel was travelling from Singapore and headed to 
Egypt’s port of Alexandria. Lloyd’s List Intelligence 
data predicts that it will call at Beirut on November 
21, after departing Alexandria on November 20.

CMA CGM has been a key user of the Suez Canal 
amid the current period of attacks. In May the 
SCA noted that CMA CGM had the highest 
tonnage of container vessels transiting the Canal 
between January and April. This accounted for 
19% of vessel traffic during the same period.

In the clean tanker market, Indian refiners 
are exploring the possibility of sailing 
through the Red Sea once more following last 
week’s announcement from the Houthis.

These charterers have had to export more 
clean petroleum products to Europe this 
year because of weak domestic demand 
owing to weaker economic sentiment.

Some Singapore-based shipbrokers heard enquiries 
from Indian refiners looking to reduce costs.

But there has yet to be any confirmation of 
successful clean tanker charters by Indian refiners 
for voyages to Europe through the Red Sea.

ZIM plans return to Suez Canal  
as soon as we can’
ISRAELI container line Zim said it plans to 
return to the Red Sea “as soon as we can”.

Chief executive Eli Glickman said the Gaza 
ceasefire was encouraging but Zim’s return 
would require further assurance it would last, 
and approval by its shipowners and insurers.

“We are actually waiting for the insurance company 
to approve our returning to the Red Sea, Suez 
Canal, Bab el Mandeb, and we are looking forward 
to go for shorter trade than the Cape of Good 
Hope as fast as we can,” he told an earnings call.

Glickman said ensuring the safety of Zim’s crew, 
cargo and vessels remained his highest priority and 

the company continued to monitor the situation.

“Having said that, we believe that the 
return to the Suez Canal in the near future 
now appears increasingly likely.

“Therefore, we are preparing an operational 
plan to support this transition once the 
security situation is stabilised.”

Returning to the canal would cut costs and 
emissions but also push rates down by increasing 
the supply of containerships now tied up by 
ships taking the long way around Africa.
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Rates are expected to fall next year as supply growth 
outpaces demand. Zim said it sought to diversify 
into trades in Latin America and between China and 
Southeast Asia, to avoid US-China trade war fallout.

The company opted to redeliver 22 vessels 
this year and may not renew other charters 
depending on rates next year. It said long 
charters for bigger, fuel-efficient ships would 
also help it cope with market volatility.

Zim said the fourth quarter of 2025 was 
looking weaker than projected in August. 
But it increased its 2025 full-year earnings 
guidance to $2bn-$2.2bn, from $1.8bn-2.2bn.

Net profit for 3Q25 came in at $123m, down 
from $1.1bn the corresponding quarter last 

year. Revenue was $1.8bn, down 36% year 
over year, as rates and volumes fell.

Fearnley Securities said adjusted ebitda 
and adjusted ebit, of $593m and $260m 
respectively, were better than expected.

The dividend was $37m, or $0.31 per share, 
representing 30% of quarterly net profit.

Zim’s average freight rate per teu fell 35% 
year on year to $1,602. The company carried 
926,000 teu, 5% fewer than in 3Q24.

Fearnley Securities said it expected the company 
to swing to a loss in 4Q25 because of worsening 
market fundamentals. But Zim has cash to burn, 
with $3bn in cash at the end of 3Q25, up $112m.

TEN eyes ‘growing’ long-term fixing from 
oil majors
THESE are “exciting” times for tankers with 
charterers showing increased interest in 
securing vessels long-term at healthy rates, 
according to Tsakos Energy Navigation.

The owner cited rising global oil demand, low 
inventories, increasing geopolitical tensions and 
the uncertainty created by the postponement 
of the International Maritime Organization’s 
Net-Zero Framework as factors that have 
strengthened freight rates and asset prices.

“In this exciting environment, TEN continues 
to navigate steadily, safely and increasingly 
profitably,” the Greece-based owner said as it 
unveiled increased third-quarter profits.

With growing interest from oil majors for long-
term contracts at attractive rates, the company 
was “pursuing fixtures that offer cashflow 
visibility and upside potential,” it added.

This month, TEN has extended the charter 
of one of its very large crude carriers, the 
five-year-old Dias I (IMO: 9858474), to a US 
oil major for a minimum of two years.

The company said the agreement was 
based on “an accretive minimum rate” and 
included profit-sharing arrangements.

“TEN is increasing its critical mass in the areas 
it operates as it divests from its first-generation 
assets,” said chief operating officer George Saroglou.

The New York Stock Exchange-listed company 
would “continue to provide an attractive proposition 
to those looking to participate in the energy 
transportation universe going forward”, he added.

TEN has already this year taken delivery of 
two newly built scrubber-fitted suezmaxes 
and two DP2 shuttle tanker newbuildings.

After four vessels sales this year that 
contributed about $12m in capital gains, the 
fleet on the water stands at 62 vessels.

Another 20, including 10 shuttle tankers, three 
VLCCs, five long range one tankers and two 
medium-range tankers, are still on order.

All the conventional tanker newbuildings 
have been ordered with scrubbers.

Third-quarter earnings were higher 
than analysts predicted, with net income 
increasing by 44.5% to $38.3m.

Revenues decreased by about 7% to $186.2m, while 
the fleet’s average daily time charter rate dipped to 
$30,601 from $32,539 in the same quarter last year.

TEN has declared an increased a dividend 
of $1 per share, half to be paid in December 
and the other $0.50 in February.

At the end of September, the company’s 
cash position was a “healthy” $264.3m.
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Diana increases profits despite vessel sales
DRY bulk carrier owner Diana Shipping has doubled 
third-quarter profits in spite of reduced revenues.

For the latest quarter, the owner posted net 
income of $7.2m and net income attributable 
to common stockholders of $5.7m.

This compared with a $3.7m net profit and net 
income attributable to common stockholders 
of $2.3m in the same period last year.

Time charter revenues amounted to $51.9m, a fall 
of about 9.7% that Diana attributed to the sale of 
two vessels this year and one in September 2024.

However, the average daily time charter rate 
for the period — $15,178 per vessel — remained 
close to the level of the previous year.

Nine-month net income came to $14.7m 
versus $3m at the same stage last year.

Net income attributable to common 
stockholders was $10.4m versus a net loss 
for the first nine months of 2024.

US-listed Diana has a fleet of 37 
bulkers ranging from ultramaxes up to 
newcastlemaxes, with two methanol dual-
fuel kamsarmax newbuildings on order.

The Greece-based owner is currently the largest 
shareholder in fellow publicly listed bulker company 
Genco and also has stakes in some contracted 
wind farm support vessels and a pair of 7,500 cu 
m liquefied petroleum gas carrier newbuildings.

IN OTHER NEWS

GCMD and lenders unveil world’s 
first ‘pay as you save’ retrofit fund
A GROUP of financiers have 
raised more than $35m for 
the world’s first “pay as you 
save” fund, which will offer 
unsecured leases to pay 
for green ship retrofits.

The Fund for Energy 
Efficiency Technologies links 
repayments to verified fuel 
and regulatory savings.

This is meant to bypass the 
uncertainty about how much fuel 
technologies such as wind and 
air lubrication will save, which 
has limited their adoption.

Culture change needed to increase 
number of women in shipping
WOMEN seafarers make 
up just 1.2% of the global 
seafaring workforce, 
according to the International 
Maritime Organization, with 
their representation very 
low their problems are not 
made easily visible, creating 

a recruitment and retention 
crisis in the industry. 

“If you make the life of women 
easier on the ships or docks, 
the percentage of women 
seafarers will increase,” said 
International Transport Workers’ 
Federation global representative 
for women Lorena Pintor Silva.

In an interview with Lloyd’s List, 
Silva said that the main problems 
for women were physical and 
mental health problems.

The growing arsenal of 
marine war risks
THE MARINE war risk market 
is stable despite a darkening 
geopolitical outlook and, in 
fact, prices are falling in line 
with the rest of insurance. That 
said, the risk environment faced 
by shipping is changing.

Marine war carriers still have 
to face seafaring criminals and 
wars between states, but some 
of these threats are reviving 

or becoming more intense. 
Meanwhile, state and non-state 
actors are employing new tactics, 
from drone fleets to jamming and 
spoofing navigation systems.

Thorbjörn Emanuelsson, 
director of underwriting at the 
Swedish Club, worries attacks on 
shipping have become strategic, 
rather than opportunistic.

Colombian Navy seize 200 kg of 
cocaine from merchant vessel
DIVERS in Colombia have seized 
more than 200 kg of cocaine 
from the sea chest of a merchant 
vessel earlier this week.

In a statement on social 
media, the Colombian Navy 
confirmed that divers from 
the Buenaventura Coast 
Guard station located seven 
suspicious bags in the sea 
chest, which sits below the 
waterline and filters seawater.

The bags turned out to contain 
208 kg of cocaine, which the 
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navy said amounted to 521,000 
doses and was worth more than 
$10m to the criminal enterprises 
that intended to smuggle it.
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Looking to publish a judicial sale, public notice,  
court orders and recruitment? 

 
Please contact: marketingservices@lloydslistintelligence.com

Classified notices follow
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