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Iran and Venezuela are the
shadow fleet’s top recruiters

IRAN and Venezuela’s shadow fleet operators were the top acquirers of
“clean” tankers in October as both countries seek to increase tonnage
availability to sustain export capabilities.

Lloyd’s List tracked at least nine new entrants to shadow fleet* trades,
totalling 809,722 dwt, last month.

Six tankers entered the Iranian market. Most of these were medium
range two tankers, but one handy, one panamax and one long range
one tanker have also been identified.

Edor (IMO: 9259317), a 2003-built panamax, is one example.

The vessel was sold in September to a single-ship entity based in China
called Dofa Shipping.

Edor immediately sailed for Zhoushan for repairs. Post-departure, the
tanker headed west and began manipulating its Automatic
Identification System data, also known as spoofing, upon arrival in the
Gulf of Oman at the end of October.

While most of the shadow fleet’s new joiners have set off for Iran, it is
Venezuela that has seen the most growth in terms of capacity.

In September, two very large crude carriers began exporting
Venezuelan crude and were joined by another VLCC and aframax
in October.
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The pool of non-designated tonnage in
the shadow fleet has shrunk because of
sweeping sanctions programmes.

This, combined with the number of sanctioned
crude barrels in floating storage climbing to an
all-time high, has increased pressure on the
supply side, explained Delia He, associate freight
analyst at energy intelligence provider Vortexa.

Iranian crude/condensates exports have held
between 1.5m-1.7m barrels per day this year,
which is approximately 6% above last year’s levels,
and a gain of about 25% on volumes recorded

in 2023, according to data from Vortexa.

“This consistent growth speaks to the maturity
of Iran’s sanction evasion tactics, despite
Western sanctions enforcement and regulatory
scrutiny tightening this year,” said He.

“Throwing into the mix the high oil-on-water
levels of Iranian crude, which point to continued
challenges in discharging, Iran’s shadow fleet

is likely to be running at near full-capacity.”

Vortexa data shows the fleet utilisation rate
of laden Iran-linked vessels in November is
at a 27-month high, up 40% year on year.

The situation is similar for Venezuela, which
is seeing strong export volumes, while
battling high levels of crude on the water.

“Altogether, there would therefore be a continuous
need to supplement tonnage in Iran’s and
Venezuela’s shadow fleet, in order for both countries

to sustain their current export capabilities,” said He.

While Russia has seen fewer tankers defect from
mainstream trades to move its oil during the
past couple of months, there remains a degree of
fluidity within the shadow fleet and tankers do
redeploy to other sanctioned trades depending
on which market is the most attractive.

In August, suezmax Warrior Spirit (IMO:
9293129) engaged in a partially dark ship-to-
ship transfer off Malaysia’s coast, a popular
hub for the transfer of Iranian crude.

After delivering the cargo to China, the

tanker sailed to the Baltic where it is now
loading at the Russian port of Primorsk.
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There is also the possibility of movement
between the Iranian and Venezuelan trades.

“While their maiden ‘dark’ voyage may be
in either Iran or Venezuela, chances of them
trading interchangeably are high,” said He.

“The key point remains that there is, inevitably,
an increasing, aggregate need for incremental,
non-sanctioned tonnage to replenish an
increasingly strained shadow fleet.”

China and Hong Kong corporates dominate

China and Hong Kong were the preference
for company registration for September and
October’s shadow fleet’s new joiners.

Nearly half of the companies managing the
new entrants are based in these jurisdictions,
and this figure is 38% for registered owners.

Hong Kong has traditionally been a top choice
for shadow fleet tankers, with 15% of today’s
fleet (excluding ships beneficially owned by
companies based in Russia, Venezuela and
Iran) registered to companies there, making
it the third-highest represented jurisdiction
behind the Seychelles and Marshall Island.

It is less common to see companies registered
in China, with this jurisdiction being more
prevalent on the technical manager side.

However, there has been an increase
in the number of vessels registered to
companies in China over the past year.

Overall, the UAE is the most highly
represented jurisdiction at the technical
manager level, accounting for 19% of
tankers, while China ranks third at 16%.

At the time of publication, the shadow fleet totals
1,423 tankers, or 152.2m in tonnage terms, of which
65% are subject to either US, UK or EU sanctions.

There were three shadow fleet
tankers, all sanctioned, scrapped in
October, totalling 425,188 dwt.

Most of these tankers were involved

in Iranian trades, while one had a
history of lifting Russian cargoes.
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There are 502 tankers that are non-designated
by Western regulators. This equates to 43.9m

dwt and represents 6% of the internationally
trading crude and product fleet.

WHAT TO WATCH

Russia fails in bid to rejoin IMO Council

RUSSIA has failed in its bid to be re-elected to
the top category of the International Maritime
Organization Council, finishing last in a secret
ballot at the IMO headquarters in London today.

The Russian Federation received just

87 votes, more than 50 behind the next
lowest nation, Liberia, which has retained
its place after it was elected in 2023.

That election marked the first time Russia was
voted off the IMO Council since the organisation’s
foundation, after member states agreed with
Ukraine that Russia’s invasion left it in no position
to sit on a governing body of a UN organisation.

Liberia was the beneficiary of that result,
and two years later the same 11 member
states stood for election again.

Just like in 2023, Ukraine took the floor to
urge member states not to vote for Russia.

It said Moscow’s candidacy was “incompatible”
with maritime law or the fundamental values of
the IMO, and pointed to the attacks Russia has
mounted on commercial shipping in Ukraine
and its departure from the Black Sea Grain
Initiative as examples of Russia’s wrongdoing in
a document submitted to the IMO Assembly.

It said Russian attacks had damaged more
than 38 merchant vessels and resulted in
at least 118 civilian deaths or injuries.

For its part, Russia described that document
submitted by Ukraine as “discriminatory” and
against the spirit of international co-operation.

It reminded the assembly that all candidates
should be respected, and suggested its candidacy
and work at the organisation was not being
granted that respect. It further questioned

the motives of the secretariat in tabling the
submission from Ukraine, which it said deals
with matters outside of the IMO’s remit.

The call to vote against Russia’s candidacy was
“politically motivated”, it said, and later pointed to
its geographical spread and access to the world’s
major oceans to support its case for a council seat.

There was a school of thought that anger at

the US’ position at last month’s extraordinary
meeting of the Marine Environment Protection
Committee may also affect voting.

While in the bottom half of candidates by
votes received, the US comfortably made the
top 10 with 147 votes, and is joined by the
UK, Panama, China, Greece, Italy, Japan,
Norway, South Korea and Liberia.

Bolivia, Cuba and Syria were granted waivers from
the provisions of Article 61 and were therefore
able to vote in the election. Guinea-Bissau, Sao
Tome and Principe, and Congo did not apply for a
waiver and therefore were not permitted to vote.

ANALYSIS

Reaching net zero will take more than just the

IMO, says LR's Brown

GETTING shipping to net zero cannot happen
by industry and the International Maritime
Organization “trying to go it alone”, according
to the chief executive of Lloyd’s Register.
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Nick Brown said the political divide that led
to the IMO delay in October showed shipping
was not immune to the factors holding

back net zero in the world economy.
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“I think what we are seeing is, or we have seen
during this year, is a wider understanding of
just how expensive the journey towards net
zero is going to be for everybody, including the
end consumer,” Brown said in an interview.

“And I'm not sure that governments around
the world have particularly done a great
job at communicating the cost of getting
towards net zero to the end consumer.

“We're talking trillions of dollars here to transition
maritime transportation away from today’s fuels.
That isn’t going to happen, I don’t think, without
the end consumer and the biggest governments

in the world wanting that to happen.”

Green e-fuels based on hydrogen were so expensive
that making them would require demand
from other industries such as steelmaking.

“I don’t think they are going to happen if it’s
purely regulated for maritime,” Brown said.

Green hydrogen start-ups have hoped for years
that shipping, because of its unusually powerful
global regulator, could help fix the chicken and
egg problem that has stopped progress being
made in places like the UN COP meetings.

But Brown said shipping was one part
of a much wider energy transition.

Even if governments and consumers wanted it, it
was unrealistic to expect maritime to transition
faster than all the other heavy industries.

Shipping has relied on residual fuel, essentially

a waste product left over from cracking crude oil
into jet fuel, diesel, petrol and other hydrocarbons.
That cheap fuel would be an option as long as the
world economy kept demanding fossil fuels.

“We shouldn’t think that we can get to a complete
new energy supply, fuel supply paradigm
as a standalone industry,” Brown said.

“To some extent, really, the challenge is: how do
you ensure the whole world needs less crude?”

But the industry had made “massively important”
progress in the past five years in showing that
alternative fuels were technically possible.

“Hopefully, over the next 12 months, we’ll
prove even more technical viability of different
engines using different fuels. And then we’ll be
able to get the skills and the safety procedures
in place for pretty much everything.”

*Nick Brown will be a guest panellist at the
Lloyd’s List Annual Outlook Forum: 2026
and Beyond on December 11, 2025.

Industry still confused on FuelEU penalties

THE shipping industry still lacks clarity on
which parties are liable for penalty payments
under the Fuel EU Maritime regulations, the
world’s largest marine insurer has warned.

The European Union scheme — designed to
reduce carbon emissions — entered into force
on January 1, with the first full-year reporting
period coming to an end on December 31.

But many parties are still negotiating clauses to

cover responsibility for compliance, according to an

article by Gard’s in-house lawyer Oliver Goosens.

Although a BIMCO model clause has been
available since February, it is often subject
to significant amendment or negotiation.

Most clauses provide that charterers will

reimburse owners for Fuel EU penalties
incurred, on the basis of owners’ calculations.
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However, some variations specify that charterers
must instead pay for a supply of biofuels
sufficient to provide a surplus that will cover

the calculated penalty, with the cost based

on an agreed date from an agreed index.

While that works where biofuels are readily
available, this is not always the case.

This leaves owners liable to the penalty
but only able to claim the marginal cost
of biofuels from charterers, which will
probably leave them out of pocket.

There is also the issue of when charterers
should pay for penalties incurred because
their orders give rise to Fuel EU liabilities.

Owners will probably seek payment as soon
as the cost of emissions are calculated,
or on completion of the voyage.
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Charterers may want to delay until payment actually
falls due, which could be well over a year later.

How much credit should be extended is a
matter of agreement, but it’s worth bearing
in mind that charterers will probably be in
funds after completion of the voyage.

This is because the cost of the penalties will
have been included in the freight or because
they can recover it from sub-charterers.

Once the vessel has been redelivered, the
charterers’ duty to pay penalties remains, but
it is more difficult for owners to enforce.

There can also be hybrid solutions. Owners
may allow charterers to pay the penalty shortly
before owners must remit the funds, as long as
the amount is less than an agreed sum, with
any excess to be paid when it is incurred.

If charterers redeliver with a positive
compliance balance, they will probably
seek a refund, with the owners taking the
balance over for pooling or banking.

The BIMCO clause provides that owners
would pay a lump sum per tonne of positive
compliance, at an agreed rate.

If the value of the surplus is to be taken
from market indices, the date of the index
rate to be used should be spelled out.

For example, this could be the rate on the date on
which the bunkers were bought, or when the surplus
was earned, or when the vessel is redelivered.

There is also the issue of when owners
should pay any sums due for surpluses.

If charterers want owners to extend credit
for the payment of penalties that they incur,
owners may request similar time to recover
and remit credit balances to charterers.

Where a vessel fails to meet the targeted
FuelEU reduction in two or more consecutive
years, an additional 10% ‘multiplier’ penalty
is added to the vessel’s penalty each time.

Where charterer A incurs a penalty, pays it and
redelivers in year one and charterer B subsequently
charters the vessel and incurs a penalty in year
two, charterer B’s penalty will be 10% higher,
precisely on account of charterer A’s orders.

The BIMCO clause requires charterer A to pay a
lump sum to cover the penalty. But agreeing in
advance on an amount that would adequately cover
10% of an unknown future penalty is challenging.

Perhaps the easiest fix is express agreement that
when a penalty is incurred in a given year, a ship
cannot earn a penalty in that following year.

Subsequent charterers incurring a penalty
would be a breach of contract and owners
could seek to claim any multiplier.

Such a restriction would make the vessel less
attractive to charterers, so presumably the rate
of hire earned would be lower than without it.

GMF urges countries not to give up on

green corridors

THE Global Maritime Forum has urged industry
to keep faith in green shipping corridors despite
the lack of an International Maritime Organization
carbon price, which continues to hobble projects.

The GMF’s latest annual progress report
said four green corridors have so far reached
the ‘realisation stage’, the building and
running of ships, infrastructure or fuel
plants to trial zero-emission fuels.
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The GMF counted 84 initiatives worldwide,
with 25 launched this year.

Green corridors are being looked at
in more places, such as China, India,
Brazil, Chile, Ghana and Kenya.

But most were stalled by a “feasibility wall” since

zero-carbon fuels were far costlier than fossil fuels,
and cargo owners were unwilling to pay extra.
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“On the one hand, green corridors continue
to be announced across new geographies,
while many established initiatives make
steady progress,” the report said.

“On the other hand, there is growing hesitation
and uncertainty about where to steer the
corridors next, stemming from policy delays

or other barriers such as the fuel cost gap.”

The GMF and other greens were counting on
the IMO to adopt its Net-Zero Framework
last month. But the UN vote was delayed for
a year amid fierce resistance from the US and
petrostates opposed to higher shipping costs.

GMF decarbonisation director Jesse Fahnestock
said rather than wait and see, the industry
should use the next 12 months to build projects
that “create strategic economic advantages,
generate learnings that can influence the IMO’s
reward mechanism, and put participants

first in line for future global rewards”.

“Those who act now will be best positioned to benefit
when regulation catches up,” Fahnestock said.

Fahnestock said the move of major countries
like China, India and Brazil into green
corridors this year was “hugely promising”,
since these were markets that would determine
whether zero-emissions shipping scaled up
fast enough to meet global climate goals.

“But even more importantly, we're seeing recognition
from these countries that green corridors are

more than just environmental projects — they

are strategic economic infrastructure,” he said.

The GMF has sought to promote green
e-fuels, made by using renewable power
to split water into hydrogen.

But the huge costs of making, storing,
moving and using hydrogen have led to
a cull in projects worldwide since hype
for the technology peaked in 2021.

The GMF said electric ferry routes are making
progress in Northern Europe, while bio-LNG
is also catching on in some places because of
incentives in the Fuel EU Maritime regulation.

OPINION

Parting of the ways on the Red Sea

ROUGHLY three and half thousand years ago,
Moses held out his staff and God parted the Red
Sea, allowing the Israelites to leg it out of Egypt.

By the time the pharaoh’s soldiers attempted
the crossing, the Lord promptly closed the
waters again, drowning the pursuing troops.

WEell, that’s the account contained in the Jewish,
Christian and Muslim scriptures anyway.
Whatever one’s religious convictions or lack
thereof, the story is a reminder that armed
conflict, refugee crises and potential disruptions
to shipping are nothing new in the Middle East.

All these millennia later, the Red Sea has become
crucially important for our industry, largely in

its capacity as the only available passage for
vessels entering or leaving the Suez Canal.

Since the Houthis commenced attacks on merchant

tonnage in November 2023, most shipowners
have deemed it just too much of a risk.
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Typically, they have rerouted round the Cape of
Good Hope, although that adds 10-14 days to transit
times and hundreds of thousands of dollars to opex.

But following the ostensible ceasefire in Gaza

last month and the cessation of the Yemeni rebel
faction’s campaign, the obvious question is whether
now the right time for vessels to hazard a return.

Taking a cautious stance on this one has been NYK
president Takaya Soga. His company operates one
of the world’s largest diversified fleets, including dry
bulkers, tankers, gas carriers and car carriers, and
is a core shareholder in Ocean Network Express.

The current truce is at best fragile, he
pointed out, with each side routinely
accusing the other of violations.

So NYK will not be going back until Israel, Hamas

and Iran reach a durable settlement, he confirmed
in an interview with Lloyd’s List last week.
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His position seems vindicated by marine
insurers. Red Sea war risk premiums are not
thought to have fallen significantly since the
peace deal, which tells you all you need to know
about how underwriters perceive the outlook.

But this perspective is not unanimous. There are
tentative indications that other big names in the
boxship sector — including Maersk, CMA CGM
and Zim — are more favourably disposed.

Their inclination will be encouraged by the Suez
Canal Authority, which has lost billions of dollars
on account of the recent fighting, with an impact
felt by the Egyptian economy as a whole.

Canal chiefs have naturally been doing all
they can to encourage reluctant owners
to venture back, to the extent of offering
substantial discounts on the usual fees.

But the confident proclamation that Maersk
will start using the canal again as soon as
next month seems to have jumped the gun.

Big Blue itself has downplayed the prospect,
committing instead simply to the perspective that
it will “take steps to resume navigation ... and
over time normalise the transits on this route”.

Yet SCA chair Admiral Ossama Rabiee is surely right
to highlight the reality that the canal is the shortest
and fastest link between east and west, and thus the
optimal route for any rational global supply chain.

It makes straight-up business sense for shipowners
to use it, and the likelihood is that they will start
to do so again just as soon as they deem it safe.

As early modern philosopher Baruch Spinoza
famously observed, there is more to peace
than the absence of war. But in the Middle
East, absence of war is about as good as it gets,
and that is what we have at the moment.

Soga’s demand for a durable settlement represents
an unnecessarily high threshold. Commercial
logic alone dictates that most of his opposite
numbers will settle for a lower definition.

The Book of Exodus provides us with a warning
of what can happen to those who foolishly insist
on attempting Red Sea transits in the face of
precipitous portent. Bad stuff can happen.

But barring the unlikely occurrence of
divine intervention a second time around,
the vessels will be back just as soon as
uncertainty no longer prevails.

MARKETS

Economou orders up to
containerships

GEORGE Economou’s TMS Group has struck
a second deal with a Chinese shipbuilder
for a large series of containerships.

The Greece-based owner has contracted
up to 10 liquefied natural gas dual-fuelled
boxships of 11,400 teu from Zhoushan
Changhong International Shipyard.

The move doubles the owner’s orderbook at
the yard after clinching 10 identical ships at
Zhoushan Changhong earlier this year.

The determined surge into containerships

over the past year takes Economou’s planned
investments in the sector to more than $3bn.
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10 more LNG-powered

Since last November, he also has on order
four scrubber-fitted 7,000 teu boxships at HJ
Shipbuilding & Construction in South Korea.

Industry experts put the price of newbuildings
such as those TMS has ordered in China at
$140m or more each, although one source did not
rule out Economou achieving a better price.

In any case, there is a huge differential
between major South Korean yards and
Chinese builders in the prices they have been
quoting for large containerships, a factor that
has increasingly drawn big liner companies
to construct their new vessels in China.

The latest TMS order includes eight firm
vessels and two options, which are all
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understood to be for 2028 delivery.

The slots obtained by TMS are said to have been
widely coveted as most containership builders have
little free capacity until the second half of 2029.

Zhoushan Changhong has a good track
record in the sector and has been building
LNG dual-fuelled vessels for MSC, including
units of 11,400 teu but also larger boxships
for the Geneva-based liner giant.

TMS’s new order is understood to be speculative,
which amounts to a notable statement

of confidence in demand in the sector, at

least for ships of those characteristics.

All 14 newbuildings in Economou’s two immediately
prior orders were backed by long-term charters.

This year, the owner has also purchased the
one-year-old, 5,500 teu Zim Yangtze now Nestos
(IMO: 9954175), from a German owner.

Building up such a significant presence in
containerships is striking not only for the owner’s
alacrity but also because the sector has previously
seemed peripheral to his activities, compared with
decades of playing the dry bulk and tanker markets
and, in more recent years, investing in gas carriers.

TMS also has a significant newbuilding
orderbook across its traditional sectors,
especially for tankers and LNG carriers.

Eastern Pacific taps Hengli Heavy for tanker
and boxship orders of up to $1.6bn

CHINESE shipbuilder Hengli Heavy Industry
has confirmed a big order from Singapore-
based Eastern Pacific Shipping for 12
newbuildings across three vessel types.

The deal is for six 306,000 dwt very large crude
carriers, two 157,000 dwt LNG dual-fuel suezmax
tankers and four 6,000 teu containerships,

with a value estimated at $1.1bn-$1.6bn.

Deliveries are scheduled from the second
half of 2027 through 2028, according

to a filing to the exchange by Songfa,
Hengli’s Shanghai-listed vehicle.

Hengli said the vessels are designed to meet the
global push for scale efficiency and lower-carbon
operations. The yard also highlighted EPS’s “high
level of confidence” in its build quality and delivery
performance, describing the contract as laying

the groundwork for a long-term partnership.

The latest deal builds on existing business between
the two companies. Hengli confirmed in September
it had secured an order from EPS for four 6,000 teu
boxships, while an earlier order for two 157,000 dwt
LNG dual-fuel suezmaxes was announced in July.

The newly contracted ships of the same types are
understood to be the exercise of those options.

The 12 ships are expected to start contributing

to revenue from the second half of 2027, helping

to bridge the gap between the yard’s current
orderbook and its forward workload and supporting
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stable — and potentially stronger — earnings.

Hengli has been on an aggressive booking run
since its establishment in early 2023, securing
close to 100 newbuildings in the first 11 months
of 2025 and extending its orderbook through
2029, the yard said on its social media platform.

Coinciding with the EPS contract announcement,
Songfa also disclosed that Hengli received
Yuan27m ($3.8m) in government grants

on November 25 — the second subsidy
disclosure in recent weeks and the fifth since
June — bringing the total to Yuan797m.
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Hyundai LNG Shipping set for sale to
Indonesia’s Sinar Mas Group

SOUTH Korea’s largest gas shipping firm,
Hyundai LNG Shipping, will be sold to Indonesia’s
Sinar Mas Group, in a deal that has stirred
concern over national energy security.

A consortium led by IMM Private Equity and IMM
Investment said it has signed a share purchase
agreement to sell 100% of Aegis One — the holding
company of Hyundai LNG Shipping — to Frontier
Resources, a Sinar Mas affiliate specialising

in shipping and resource development.

The equity sale price is about Won4o0bn
($272m), with the total deal size, including
Won3.4trn of debt, put at Won3.8trn.

Hyundai LNG Shipping, formerly a division

of Hyundai Merchant Marine, now known as
HMM, was carved out and acquired by the IMM
consortium for about Wonitrn, of which around
Won4o00bn was equity. Citigroup Global Markets
Securities was hired in 2020 to run a sale process,
but earlier attempts to find a buyer, including both
financial and strategic investors, fell through.

In 2023, HMM entered the main bidding
round in an effort to buy back Hyundai LNG
Shipping, but talks collapsed over price.

“This transaction marks our first exit since
acquiring Hyundai LNG Shipping in 2014, 11
years ago,” the IMM consortium said. “Greater
visibility on global LNG projects, improved
performance, new customers and a stronger long-
term contract base helped us find an overseas
buyer that met our valuation expectations.

“With its strong logistics and resource development
network across Asia, including Singapore, Indonesia
and Australia, Sinar Mas Group is expected to

help Hyundai LNG Shipping secure new projects
and transport opportunities in these markets.”

When it was acquired by IMM, Hyundai LNG
Shipping was a mid-sized operator with six to eight
LNG vessels and Korea Gas Corporation (Kogas) as
its only customer. It has since expanded its fleet and
secured long-term contracts with overseas clients.

Kogas’s share of the company’s sales has fallen
from 100% in 2014 to about 23% in 2025, while
global customers now account for more than 76%.
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Hyundai LNG Shipping currently operates 12 LNG
carriers, six LPG carriers and one LNG bunkering
vessel. Its 2024 revenue reached Won460.5bn.

The Korea Shipowners’ Association, however,

has opposed the sale, arguing that Hyundai LNG
Shipping should remain a Korean national operator
to safeguard economic and energy sovereignty.

“Hyundai LNG Shipping is a key energy carrier
with a long-term transport contract with Kogas.
If this sale goes ahead, there are concerns

that national assets of incalculable value will

be transferred overseas,” the KSA said.

It warned that domestic carriers’ share of LNG
liftings, already at 38.2% in 2024, is projected
to fall to 12% by 2029 and to 0% by 2037. Selling
Hyundai LNG Shipping to foreign interests, it
said, would accelerate this decline and “pose

a serious threat to the LNG supply chain”.

The IMM consortium has downplayed the risks. It
noted that Kogas accounts for about 23% of Hyundai
LNG Shipping’s volume, but the carrier handles only
around 6% or less of Kogas’s total LNG imports.

It also pointed out that Kogas imported LNG
under free on board terms in the past, with
transportation usually handled by domestic
shipping companies. However, the rapid growth
in delivered ex-ship contracts has resulted in
foreign carriers taking control of transportation,
causing the share of domestic shipping companies
in transporting imported LNG to fall.

At the same time, the LNG shipping market has
become more fragmented as capital-strong South
Korean groups such as Hyundai Glovis, Posco
International and Pan Ocean move into the trade.

“Given the changes in shippers’ procurement
methods, as well as the active entry of large
conglomerate affiliates into the LNG transportation
market, the concerns that this deal could pose

a threat to national energy security are valid,”

an IMM consortium official told Lloyd’s List,

while insisting the overall impact is limited.

According to the consortium, Hyundai LNG
Shipping’s four vessels that are critical to Kogas
will continue to operate under South Korean law.

Page 9



As a South Korean profit-making corporation, the
company will remain a national shipping company
and fulfil all related obligations regardless of any
change in shareholders. Following completion, all
existing onshore and seagoing staff will be fully
retained and their employment transferred.

The deal still requires government approval.
In 2023, European shipping companies had
also shown interest in buying Hyundai LNG
Shipping, but the government blocked an

Bulk carrier values hold

rates support market

BULK carrier values remain robust during a period
of strong, if volatile, freight markets while long
shipyard lead times are helping to limit the pace of
newbuilding orders across the dry cargo sector.

Capesize bulkers have shown particularly strong
value appreciation this year. Since January,
capesize asset prices have climbed by as much as
10%, depending on age, with the rise reflecting

a combination of resilient demand for long-

haul commodities, constrained fleet renewal,
and tighter availability of prompt tonnage.

While freight rates have swung sharply

in recent months, the overall firmness of
earnings has supported secondhand values.
Meanwhile, the extended delivery schedules
at major shipyards continues to deter owners
from rushing into newbuilding contracts.

Market sentiment received another boost this week
as the Baltic Dry Index climbed to 2,480 points on
November 27, its highest level since December 2023.

“Bulker values have been broadly steady through
the fourth quarter with only minor week-to-week
moves; the main drivers behind today’s pricing
is the freight market’s strength,” said Xclusiv
Shipbrokers analyst Dimitris Roumeliotis.

Capesize earnings have been bolstered
by robust iron ore demand, especially on
the longest haul Brazil-China route.

Supramax and ultramax vessels continue to see
strong demand tied to grains, minor bulks and active
intra-Pacific trade flows, helping keep earnings, and
vessel values, well supported across the segment.

Meanwhile, values of kamsarmax bulk carriers
— gearless vessels of around 82,000 dwt
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overseas sale on energy security grounds.

Korea Investment & Securities analyst Choi Koh-un
said: “If the government approves the overseas

sale of Hyundai LNG Shipping, the share of LNG
imports handled by domestic shipping companies
will drop to around 20%. As this significantly
undermines energy security, the Ministry of Oceans
and Fisheries is expected to accelerate policy
responses, possibly by implementing a system that
prioritises cargo allocation for domestic carriers.”

firm as strong freight

— and supramaxes and ultramaxes (geared
ships of between 58,000 dwt and 63,000 dwt)
have converged as earnings for both vessel
classes have become more equalised.

“Convergence in mid-sized sector freight
markets has seen similar spot and period
earnings for the supramax/ultramax segment
and kamsarmazxes,” said Roumeliotis.

“As a result, asset values have narrowed,
with the traditional premium for one over
the other now less pronounced.”

Meanwhile, the relatively high price of newbuildings
and long delivery lead times is helping to
maintain values of the most modern vessels.

Ordering a newbuilding today with delivery in
2029 seems a step too far for most shipowners
and has become a deterrent in ordering new
ships. High shipbuilding prices are also helping
to keep a floor on values of secondhand bulkers
of up to 10 years old, according to Roumeliotis.

Recent sales in the capesize segment included the
Cido Shipping-owned 2012-built Fortune Violet
(IMO: 9614921). This 181,000 dwt vessel, built by
Japanese shipyard Imabari, is said to have been sold
to undisclosed owners for $34m, with handover

to the buyer in the second quarter of 2026.

Meanwhile, Japan’s NYK has sold the 2012-built,
107,000 dwt, mini-capesize NBA Rembrandt (IMO:
9644500) to undisclosed buyers for circa $19m.

In the kamsarmax segment, a Chinese owner
sold the 81,000 dwt, 2013-built, Xin Tang
Shan Hai 1 (IMO: 9655822) via auction for
$15.3m, while recent panamax sales included
the 2001-built, 77,500 dwt, GNS Harmony
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(IMO: 9233519), which was sold for $6.75m.

Ultramax sales reported by brokers in the past

week included the 2021-built Great Voyage (IMO:
9909106). The 61,000 dwt vessel was sold by China’s
CMB Financial Leasing at auction for $30.5m.

Dry bulk’s third quarter:
optimism remains

A SOFTER dry bulk market saw many of the
sector’s biggest names post mediocre or downright
disappointing results in the third quarter of the
year, but there is optimism that brighter times are
ahead as rates continue to recover as the year ends.

Safe Bulkers and Star Bulk both reported a dip in
earnings, while Genco posted a loss of $1.1m.

Newcastlemax specialist 2020 Bulkers also
saw its profits dip, while Pacific Basin recorded
a tale of two sizes: handysize earnings were
down, while supramax earnings were up.

CMB.Tech’s dry bulk division, Bocimar,
saw newcastlemax average daily
earnings dip by nearly $2,000.

But the market continues to recover, which the
Baltic Exchange admitted came as a surprise. The
Baltic had suggested dry bulk’s disappointing start
to the year would continue in its 2Q25 report.

Instead, accelerating Chinese iron ore imports
in the third quarter, particularly from Brazil,
which lifted tonne-miles. Longer-term doubts
surrounding China’s ore demand persist,

but for now the tonnes keep flowing.

Further down the sizes, grain imports into
China and the “steadier employment out

of South America” have helped panamaxes
stage a “notable recovery”, according to Doris
Shipbrokers analyst Michalis Voutsinas.

Chinese soyabean imports remain “historically
high” he said, which alongside Brazilian corn
is again providing “employment opportunities
that were largely absent last year”.

A return to US grain for China, which has begun
to materialise following the meeting between
presidents Xi and Trump, could put a dent in those
gains thanks to the fewer tonne-miles on offer.

But overall, the picture is of a more balanced
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In the handysize segment, Italy’s Fratelli Cosulich

is said to have sold the 2015-built Saturnia (IMO:
9725380), with the 39,000 dwt ship being purchased
by Greek shipowner Pioneer Marine for $18.5m.

weaker returns, but

base of support, Voutsinas said, versus the

same period last year when the capesize sector
outperformed the smaller sizes. That being said,
CMB.Tech said growth drivers were still skewed
towards capesizes, as demand growth is expected
to outpace fleet growth in 2026 and 2027.

Star Bulk chief executive Petros Pappas said that
despite “near-term uncertainties”, the medium-
term fundamentals remained “robust”.

Despite its third-quarter loss, Genco chief
executive John Wobensmith said “compelling
supply side fundamentals and demand
growth catalysts” meant it remained
optimistic on the dry bulk freight market.

Those demand drivers are volatile. If Chinese

ore import surges are the result of stockpiling
rather than true demand, they are at risk of a
swift flattening. Coal demand continues to be a
long-term cause of concern, and China’s return to
US grain will take some tonne-miles off table.

The orderbook is modest, yes, but there is “ample
tonnage” on the way, suggesting fleet growth
could outpace demand growth towards 2027.

But overall, there is cause for more optimism

towards the end of 2025 than there was at
the start of it, or even midway through it.
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Classified notices follow
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Looking to publish a judicial sale, public notice,
court orders and recruitment?

Please contact; marketingservices@lloydslistintelligence.com
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