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Shadow fleet scenarios
suggest muted impact if
Russian sanctions are lifted

TANKER markets should expect a relatively muted impact in the event
that a peace deal in Ukraine resulted in Russian sanctions being lifted.

While there is currently a broad consensus among tanker operators
and analysts that older shadow fleet* tankers currently engaged in
Russian trades would likely be removed from the market in the wake of
a US-mediated peace deal, any potential shift in demand created by
sanctions easing is likely to be eclipsed by fleet growth and more
efficient Russian trades.

As US envoy Steve Witkoff arrived in Moscow on Monday to resume
peace plan negotiations with Vladimir Putin, tanker analysts were setting
out potential scenario planning for energy shipping markets into 2026.

Most of the heavily caveated forecasts accounting for highly uncertain
outcomes anticipate that Russian crude and products would not return
to pre-war flows, while a quick return of Russian oil to Europe is highly
unlikely regardless of any US deal.

A truce, however, would change the makeup of the crude fleet.

Of the 350 Aframaxes and LR2s, and 140 Suezmaxes currently operating in
the Russian crude trade, 300 Aframaxes/LR2s and 90 Suezmaxes are
dedicated Russian-only traders, according to Oil Brokerage’s latest
calculations. The balance of 50 Aframaxes/LRs and 50 Suezmaxes swing in
and out of Russian cargoes, trading only those that are firmly price-capped.
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In the event that sanctions were lifted, the 140
aframaxes/LR2s and 65 suezmaxes already over the
age of 20 years would effectively become untradable
and will join the backlog of scrapping candidates.

As the OB report points out, vessels of this vintage
only trade today because Russian charterers bear the
cost and risk of the voyage to sell crude on a delivered
basis. Once the crude is sold Free On Board (FOB),
few buyers are likely to accept the same level of risk
or the associated costs on barely seaworthy vessels.
Charterers meanwhile will not willingly limit their
trading options by using ships that would instantly be
ruled out by the vast majority of traders, oil majors,
terminals and insurers.

The exit of these vintage shadow fleet tankers, however,
is unlikely to be as swift as many would hope.

“We have already seen years of backlog building up
in terms of scrapping, and one thing I wonder about
is the capacity and demand to scrap old vessels,” said
Vortexa’s chief economist David Wech.

“I don’t think it will always be the easiest option
to just sell the vessel to scrapyards, so we will also
have to consider whether other options will be
sought, for example moving into Iranian trades,
servicing some intra-country flows, or perhaps
operate as FSO,” he continued.

The more significant question in the event of
Russia’s highly uncertain reintegration to the global
economy, however, is where its oil would be traded
once freed from sanctions restrictions.

According to Frontline chief executive Lars Barstad,
any scenario that saw Russian crude return to
Europe would be seriously detrimental to Suezmax
and Aframax trades due to the loss of tonne-miles.

“Should Europe for political reasons steer away
from Russian crude post-war, however, the lifting of
sanctions on Russian barrels is likely to be bullish
for all asset classes,” Barstad told Lloyd’s List.

“Tonne-miles remain, but you need the less than
20-year-old fleet to step into service. For efficiency
this would involve VLCCs by way of compliant STS
operations,” he continued.

Although a return of Russian crude and products
into geographically close countries appears logical,
several European governments have suggested that
they would not return to importing vast volumes of
Russian energy.
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Furthermore, from a demand security standpoint,
Russia likely does not want to prioritise Europe — “a
region characterised by plateauing oil demand and
refinery closures — over Asia which is projected to
be the engine of global oil demand growth into the
next decade and beyond,” explained analysts at BRS.

Russia will therefore likely continue to sell
significant volumes of crude into India and China,
assuming US pressure is eased in the event of
sanctions being removed.

On the product side, BRS suggests that its customer
base should remain wide, even with some barrels
making their way back to Europe, and appetite for
Russian diesel should remain strong in the non-
OECD, notably Latin America and Africa.

If the scenario was simply an exit of older shadow
fleet tonnage and Europe continued to reject Russian
crude, the transfer of demand to mainstream vessels
would significantly boost utilisation.

According to Oil Brokerage’s calculations, that bull
case would run through 2026, offsetting the scheduled
deliveries of 80 Aframax/LR2s and 45 Suezmaxes.

However, according to Anoop Singh, global head of
shipping research at Oil Brokerage, there are two
other swing factors that potentially stand in the way
of that bull run scenario.

A truce would likely coincide with the lifting of the
Price Cap regime, removing the need to conceal the
origins of the crude. According to Singh, any such
increase in trade efficiency once Russia becomes
mainstream dulls the bullish arguments.

Storage and transhipments to obscure the origins
of Russian crude thus far have made Russian crude
trade less efficient, requiring more ships than
otherwise needed.

The mainstream Aframax fleet has a laden-to-ballast
ratio of between 55% and 60%, while the shadow fleet
in Russian trade averaged a ratio close to 45% laden in
the second half of 2024, before sanctions in January
2025 idled a large part of the fleet.

When Russian trade becomes as efficient as the
rest of the fleet, trade will need about 35 fewer
Aframaxes and LR2s, according to

Singh’s calculations.

A similar calculation for Suezmaxes shows that 25 of
them will idle.
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The other factor adding a downside risk to the bull
case is the reintegration of younger vessels that have
been operating in Russian trades.

Combined, OFAC and EU/UK sanctions currently
idle 60 Afra /LR2s and 6 Suezmaxes from the sub-
20-year-old segment of the shadow fleet.

There is a tenable argument for a substantial
rollback of the US sanctions regime on Russian oil
and shipping entities in a stable truce, says Singh.

Without US support, EU and UK sanction regimes
will also lose their bite and without the restrictions,
he expects to see these vessels reintegrated into the
mainstream fleet.

“Net of the removals from the shadow fleet over 20
years and the re-integrations from the sub-20-year-
old fleet, the Aframax/LR2 fleet will be lighter by
only five vessels, and the Suezmax fleet by 30 ships.
That is not sufficient to offset the incoming deliveries
next year, +79 Afra/LR2s and 47 Suezmaxes,” says
Oil Brokerage’s latest report.

BRS takes a similarly balanced view of the overall
impact, pointing out that the hefty orderbook looms
large across the tanker sector for 2026.

When netting out orders which are linked to Russian
entities and are therefore considered as orders

for the shadow fleet, the current LR2 / Aframax
orderbook accounts for 27% of the current active
mainstream fleet.

While demolition this year has accelerated slightly, it
remains far below the historical average.

“Although we anticipate a steady drip of grey tankers
to be demolished next year, it seems unlikely that
this will turn into a flood unless the Ukrainian

war was to end. This implies that fleet growth will
remain high next year and likely eclipse demand
growth,” concluded BRS.

* 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. Or it
participates in a cargo delivery where at some point
over the course of the delivery one party in the chain
engages in one or more deceptive shipping practices.

WHAT TO WATCH

Cansi chief calls for end to ‘volume game’
as China’s shipbuilding share peaks

CHINA'S shipbuilding industry should stop fixating
on market share and instead focus on future
leadership as geopolitical tensions rise and global
competition intensifies.

“If we don’t change our way of thinking and
remain trapped in traditional competition

over volume, we will quickly hit a ceiling on
growth,” Li Yanqing, secretary-general of the
China Association of the National Shipbuilding
Industry (Cansi), told the Marintec China
forum in Shanghai.

Li’s remarks come against a fraught backdrop.
The US has openly targeted China’s maritime
industrial base, while South Korea and Japan —
along with emerging contenders such as India —
are looking to exploit the political climate to win
business away from Chinese yards.
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As some shipowners, wary of concentration risk,
spread newbuilding contracts more widely, China’s
share of global new orders by cgt dropped to

about 52% by the end of June from 70% in 2024,
according to Clarksons’ data.

That share has since recovered to 59% by the end of
October as pressure from the US port levies eased,
but the episode has underscored the industry’s
vulnerability to geopolitical forces.

Li acknowledged external pressures and suggested that
China’s market share may already have reached its peak.

He stressed that China has firmly established itself as
the world’s largest shipbuilding nation — a position it
has held for 16 consecutive years in terms of orders,
completions and orderbook. However, the more urgent
issue is what kind of leader China intends to be.
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“When you are the leader, you need a broader
vision and greater openness to unite the world’s
best supply chains around you and deliver high-
quality output,” he said. “That is what we should be
doing over the next five years.”

Li’s remarks closely tracked a new Cansi initiative
released last week, urging domestic shipyards to
“jointly respond to risks”, step up investment in
smart and green technologies, and curb destructive
competition — including disorderly poaching of
talent and unchecked capacity expansion.

Li doubled down on that message in his speech.
“We oppose the disorderly expansion of production
capacity,” he said. “We advocate for intellectual
property protection and orderly talent mobility.
What we want is a more orderly industry.”

The warning comes amid growing concern that the
newbuilding boom that began in late 2020 may be
nearing a turning point.

Leading Chinese yards now have orderbooks
stretching to around 2030, but Li noted that
historically, strong upcycles in shipbuilding typically
last only three to five years. With newbuilding prices
already showing early signs of softening, he argued,
Chinese builders need to bolster their resilience
against the next downturn.

“We have grown accustomed to years of rising
markets,” he said. “How do we respond when
volatility comes?”

The answer, Li suggested, lay not in defending
market share at all costs, but in building a more
sustainable industry capable of creating shared
value with global partners.

“This is not about concepts,” he said. “It is about
sitting together as equals, working together to
shape the future of this industry.”

Ukraine denies latest tanker attack

UKRAINE’s Ministry of Foreign Affairs has denied
attacking a third tanker in the Black Sea, following
its attacks on Kairos (IMO: 9236004) and Virat
(IMO: 9832559) last weekend.

“Ukraine has nothing to do with this incident” the
ministry’s spokesperson said via X. “We officially
refute any allegations of such kind made by
Russian propaganda.”

The route the tanker took from Rostov to Mersin,
Tiirkiye, through Tiirkiye’s exclusive economic zone,
“makes no sense and suggests Russia may have
staged the whole thing”, the spokesperson added.

Turkish authorities said on December 2 that the
master of Russia-flagged chemical tanker Midvolga-2
(IMO: 9735139) informed them about an attack, and
did not request assistance, with the tanker heading to
the port of Sinop under its own power.

A Turkish security source told Lloyd’s List that the
authorities were investigating the nature of the incident,
as the initial reports were only based on the master’s
statements. They had not confirmed that it was a drone
attack and were “evaluating all possibilities”.

Security sources in the region told Lloyd’s List that
Midvolga-2 was struck by a drone equipped with
shrapnel, which injured the vessel’s master and
second engineer.
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The method used to attack Midvolga-2 differed
to that used on both Virat and Kairo, of which
Ukrainian security forces took responsibility.

Control Risks director Cormac McGarry noted
some peculiarities with the images of damage
from Midvolga-2.

The targeting of the ship’s bridge, for example,
“would suggest the mariners were the target of the
attack. This would not fit with Ukraine’s ordinary
method of targeting, nor would it garner it much
support with its western allies,” he told Lloyd’s list.

Based on the damage to the bridge, including a
partial collapse of the ceiling and blown out door, he
questioned how anyone could have survived such an
attack.

In a video shared with Lloyd’s List, unmanned
surface craft can be seen heading towards both
tankers, before explosions are seen.

All crew on those tankers were accounted for.

Analysts expect Russia to mount a retaliation in
the next few days.

“This will most likely involve heavy bombardments

on port infrastructure that cause damage to
adjacent commercial ships; direct strikes on
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berthed or anchored Ukraine-trading vessels in
the Gulf of Odesa; and/or attacks against such
vessels while underway in the Black Sea, provided

they are not in the territorial waters of Nato
states,” said Control Risks maritime security
analyst Arran Kennedy.

ANALYSIS

Top 10 box port operators 2025

01 / Peter Voser, PSA International

Singapore’s PSA International, led by chairman
Peter Voser, holds onto its number one crown in the
box port stakes for yet another year.

PSA continued to strengthen and future-proof its
global infrastructure in 2024-25, achieving major
milestones across several regions. At Tuas Port,

the world’s largest automated container terminal,
launched in 2022, throughput has surpassed 10m teu
as the group continued its mammoth task of switching
over its domestic operations to its new flagship facility.

PSA is advancing on a series of global expansion
projects and long-term concessions that reinforce its
role as a leading port operator, the most notable in
Tiirkiye, Colombia and Saudi Arabia.

Growth of 7.3% in its attributable volumes across 2024
helped PSA maintain its healthy lead at the top of the
box port rankings, as its closes in on becoming the
first operator to eclipse the 7om teu mark.

02 / Feng Boming, China Merchants Ports

China Merchants Port Holdings has retained its
runner-up position in the global container port
rankings for a second consecutive year, having
overtaken fellow state-owned operator Cosco
Shipping Ports.

Although its rapid overseas expansion has slowed,
CMPorts’ extensive global footprint has enabled the
group to capitalise on regional growth and pursue
organic development.

Today, CMPorts operates a terminal portfolio
spanning 46 ports across 26 countries in Asia,
Africa, Europe, Oceania and the Americas.
Domestically, it maintains a comprehensive network
across China’s key coastal hubs, including the Pearl
River Delta, Yangtze River Delta and Bohai Rim.

Since early 2023, the company has been led by
chairman Feng Boming, formerly of Cosco.
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03 / Zhu Tao, Cosco Shipping Ports

Cosco Shipping Ports secured third place in the
global rankings, completing an Asian triumvirate at
the top despite only moderate volume growth across
its vast terminal portfolio in 2024.

However, the group, which manages or operates
more than 200 berths worldwide, has been
linked to the unresolved sale of CK Hutchison’s
port assets. CSP executives have remained coy
on such reports, but a stake in the eventual

sale would provide the Chinese giant with even
greater clout in the sector.

In declining to comment, CSP, led by chairman
Zhu Tao, has instead emphasised that its focus will
continue to be on overseas expansion.

CSP’s growth strategy targets Southeast Asia, Latin
America and Africa — regions expected to deliver strong
trade momentum. Such moves not only broaden CSP’s
global network but also support Beijing’s mandate to
safeguard China’s supply chain security.

04 / Keith Svendsen, APM Terminals

Maersk’s terminal operating arm APM Terminals
remains Europe’s premier port outfit off the back of
a stellar performance at its facilities in 2024.

The Hague-headquartered group posted the highest
accumulative growth in box business on the prior
year among its peers at the top end of the sector
rankings.

There is also little to suggest that the Maersk
subsidiary will have its continental crown toppled
any time soon.

While organic growth is set to be boosted by the
wider group’s strategy to push carrier-affiliated
volumes through APMT hubs — in line with the
modus operandi of its east-west trade coalition with
Hapag-Lloyd — the operator has made significant
strides in expanding its global footprint.
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New ventures over the past 12 months include those
in Croatia, Bangladesh and India.

Keith Svendsen has held the top role at Europe’s
largest container port operator since mid-2022.

05 / Eric Ip, Hutchison Port Holdings

Hutchison Port Holdings, led by group managing
director Eric Ip, props up the global container port
sector’s top five, though its position among the elite
appears to be nearing an end.

A pioneer of the international terminal scene — its
move into Felixstowe in the early 1990s marked the
first foreign foray by any of today’s global operators
— the Hong Kong-headquartered firm now looks set
to divest its overseas interests.

In March 2025, CK Hutchison revealed it had
entered talks to sell an 80% stake in Hutchison to
a BlackRock-led consortium of buyers, including
Mediterranean Shipping Co, in a deal valued at
$22.8bn.

The proposed transaction covers controlling
interests in 43 ports across 23 countries, comprising
199 berths, along with HPH’s management
resources, operating systems, IT platforms, and
other assets tied to port operations.

Since the proposed sale came to light, Beijing has
pushed to include Cosco as part of the deal to
safeguard Chinese interests. Negotiations continue.

If completed, the sale would represent the largest
transaction in container port history, with its
outcome expected to dominate industry headlines in
the months ahead.

06 / Diego Aponte, MSC

MSC, the world’s largest container line, continues
to climb the port sector rankings with no sign of
slowing its expansion.

The group’s rise to sixth place is driven largely by
its acquisition of a 49.9% stake in German operator
Hamburger Hafen und Logistik AG.

Its split from former alliance partner Maersk on
the east-west trades is also expected to accelerate
progress, as MSC channels more cargo through
its own affiliated terminals as a predominantly
solo operator.
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The bigger story, however, is MSC’s involvement in the
potential sale of CK Hutchison’s terminal portfolio.

Although its $22.8bn joint bid with BlackRock
stalled, the Hong Kong-based seller is seeking to
revive the deal by bringing in a Chinese investor —
most likely Cosco.

Should the transaction go through, MSC would
make a dramatic leap up the rankings almost
overnight, even if it ends up with a smaller stake
than initially proposed.

07 / Sultan Ahmed Bin Sulayem, DP World

Dubai-based operator DP World slips back a couple
of places in the latest teu count, losing its status as a
top five operator in the process.

Equity attributable volumes in 2024 remained
relatively unchanged once more, extending the trend
of flat volume growth of recent years.

Drewry noted that this development — or lack
thereof — has come largely off the back of the
group’s decision to monetise key assets, including its
flagship Jebel Ali terminal, investing these funds to
grow its shipping and logistics businesses.

There is no suggestion, however, that the operator

is taking a backseat on the terminal expansion and
acquisition front, revealing medium-term plans to
increase its box port capacity to as much as 100m teu.

Over the past 12 months, DP World has invested
heavily in the expansion of facilities in the UK, Brazil
and the Dominican Republic, to name a few, while
fresh terminal ventures include an $800m investment
in Syria, as one of a number of companies capitalising
on the trade opportunities provided by the country
upon the lifting of Western sanctions.

08 / Rodolphe Saadé, CMA CGM

CMA CGM’s terminal business heads up what is
widely regarded as the second tier of port operators,
with DP World some 30m teu-plus ahead on the
equity share of volumes count.

Under chief executive Rodolphe Saadé, the French
giant’s port business moved up a rung on the sector
ladder, to eighth place, having allocated significant
funding in the advancement of its port business, which
has elevated capacity from just over 12m teu at the end
of 2020 to more than 30m teu come the end of 2025.
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With CMA CGM reaping the rewards of a post-Covid
cash injection, it has continued where it left off in
2024 with a series of eye-catching deals in the ports
sector, including its own investment in Syria, plus
deals in Germany, Saudi Arabia and Brazil.

This, of course, also follows the biggest acquisition
in the Marseille-based company’s history in the
form of its $5.3bn takeover of Bolloré Logistics — a
deal that will add significant business to its affiliated
terminals while elevating CMA CGM to a top five
operator among global 3PLs.

09 / Enrique K Razon Jr, ICTSI

Manila-based International Container Terminal
Services Inc (ICTSI) has slipped one place in the
global rankings, overtaken by CMA CGM, despite
reversing the previous year’s volume losses with
solid throughput growth.

Led by Filipino billionaire Enrique K Razon Jr,
who serves as both chairman and chief executive,
ICTSI oversees a portfolio of 33 terminals across 19
countries on six continents.

The independent operator has been relatively
quiet on new terminal investments over the past
12 months, focusing instead on upgrading and
expanding capacity at existing facilities, including
its flagship Manila facility, but also in Australia,
Mexico and Poland.

One notable addition to its portfolio will be Durban
Container Terminal Pier 2 in South Africa, after ICTSI’s
tender bid was upheld in court following a protracted
legal dispute with rival operator APM Terminals.

10 / Robert Yiiksel Yildirim, Yilport

Robert Yiiksel Yildirim-led Yilport maintained its
spot among the box port top 10 operators on 2024’s
volume count, having finally joined the industry’s
elite players last time out.

The milestone marks the fulfilment of a
longstanding ambition of the Turkish company and
its billionaire industrialist owner, who also holds a
24% stake in CMA CGM.

Although the group is still a considerable way off its
rival among the second tier of operators, the group
should stave off the competition below it on 2025’s
numbers, with the group reporting double-digit
growth in box traffic at the halfway stage.

This list is part of the Lloyd’s List One Hundred
People 2025 (Edition 16) that will be published from
December 8

The Top 10 box port operators ranking is based
on the equity share of global terminal teu
volumes in 2024 derived from data provided by
London-based consultants Drewry

Cargill's Jan Dieleman backs Marinakis
call for shadow fleet scrapping amnesty

CARGILL Ocean Transportation president Jan
Dieleman has backed a call by Greek shipowner
Evangelos Marinakis for a temporary amnesty to
scrap shadow fleet* ships.

“Why don’t we try to find a way for a short period
of time that we can at least scrap some of this black
and grey fleet?” Dieleman said in an interview.

“I thought that was actually a very pragmatic and
interesting approach to an issue that nobody really
wants to touch.

“Because the thing is: we have ships that shouldn’t
be on the water, but the problem is you can’t get

them off the water.”

Last month, Marinakis told a conference that US
and European authorities should grant a short-term
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exemption allowing scrap buyers to remit funds to
owners of sanctioned ships without getting in trouble.

He said at least a fifth of the dark fleet had to be
scrapped to lessen the threat such ships pose to
safety and the environment. Even a 10% reduction
would have a “serious impact”, he said.

Dieleman said the prohibition on scrapping shadow
fleet ships was in nobody’s interest.

“But the problem is, I don’t know who should make
that case... Is that the International Maritime
Organization? Who is that?”

SSY head of ship recycling Harry Conrad-Pickles
told Lloyd’s List that ignoring the sanctioned fleet
problem risked serious environmental consequences
the industry was ill-prepared to face.
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He said an amnesty was one way forward, but would
take years to set up in practice.

Conrad-Pickles said most recycling yards would not
touch sanctioned ships without there being some
kind of licence or permit to protect themselves.

He estimated just 15-20 sanctioned ships had been
scrapped so far, out of the nearly 1,000 trading.

India could legally take a sanctioned vessel if

the transaction avoided the US dollar and usual
intermediaries such as lawyers, brokers and cash
buyers. But this means fewer and slower sales.

“What the market has to understand is that it’s not
just a case of paying for a ship and delivering it,”
he said. “The current restrictions make routine
transactions almost impossible.”

Recyclers would hesitate to take sanctioned ships
even if sanctions were relaxed out of fear the rules

could be reimposed later, as had happened with
Iran in the past.

“This reluctance risks a wave of ageing ships
being left to deteriorate or being abandoned,
creating a long-term environmental hazard,”
Conrad-Pickles said.

For an amnesty to work, authorities would have to
accept there was a trade-off between achieving the
goal of sanctions and stopping damage to the oceans
and human life.

Last month, Frontline chief executive Lars Barstad
told an earnings call the idea of a licence from the
US to buy sanctioned ships solely for the purpose of
scrapping them was being discussed.

“I think that could be a solution, because
governments need to take action to avoid
environmental damage from those ships,”
he said.

Unions challenge Dutch legal ruling
on controversial dockers’ clause

TRADE unions have formally asked the Dutch court
of appeal to reconsider a recent provisional ruling
that seafarers cannot be banned from conducting
cargo handling operations.

The issue arises out of the so-called dockers’ clause
— officially named the Non-Seafarers’ Work Clause
— negotiated between the International Transport
Workers’ Federation and the International Maritime
Employers’ Council through the International
Bargaining Forum mechanism.

The wording is based on the agreement by both sides
that forcing seafarers to undertake cargo handling
exposes them to the dangers inherent in the task and
increases the risk of accidents at sea on vessels made
unsafe by badly lashed containers and other cargo.

The latest iteration, which came into force in 2020,
extended earlier prohibitions to take in work
historically done by crew, including lashing on
smaller ships.

But legal action in the Netherlands was launched by a
group of charterers led by Marlow Navigation and also
including BG Freight Line, Samskip, Unifeeder and
Eucon, which contended that the clause is invalid.

The Hague-based judicial body set out its findings
in a recent interlocutory judgment, ruling that
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the clause impedes the provision of services in
the European Union and cannot be justified by
overriding public interest.

However, final judgment was stayed pending

a request to the European Court of Justice for
guidance on points of EU law, including the balance
between economic freedoms and social rights in the
context of the internal market.

The outcome could have far-reaching implications
for trade unions across Europe, both in the maritime
sector and more broadly.

According to an analysis from Dutch law firm
AKD, the decision was made on the basis that free
movement of services may only be restricted if that
pursues a legitimate objective, and is justified by
overriding reasons of public interest, such as the
protection of workers.

But the dockers’ clause does not meet these
conditions, and the protection of seafarers is at best
a secondary objective.

Nor is the stipulation being applied
systematically, coherently and consistently, as
it is dependent on the availability of qualified
dockers and their membership of an ITF-
affiliated union.
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But the International Transport Workers’
Federation, backed by two Dutch affiliates, contends
that these points must be clarified in a manner

that upholds EU-guaranteed rights to collective
bargaining and social dialogue.

Its counterargument is that interim judgment is
based on incorrect assumptions and does not violate
the principle of free competition.

It believes the ITF does not constitute an
“undertaking” within the meaning of EU
competition law, as it is a trade union federation and
not a service provider.

The NSWC is therefore not an unjustifiable breach
to the freedom to provide services within the EU, as
established EU case law protects collective action
and the autonomy of social partners.

In consequence, the court of appeal should rephrase the
preliminary questions it intends to send to the CJEU.

Livia Spera, general secretary of the European
Transport Workers’ Federation, which is part of the
ITF structure, said: “When a court questions well-
established principles of collective bargaining, even
in one sector, it risks weakening it everywhere.

“Europe’s transport systems rely on skilled,
organised workers, and those workers rely on strong
collective agreements.

“We expect the Dutch court to uphold the European
model of social dialogue, not to undermine it.”

Should the court decline to make these corrections,
the ITF has also requested approval to lodge an
interim appeal with the Dutch Supreme Court.

The European Trade Union Confederation has also
requested permission to intervene in the appeal

proceedings.

The full judgment is available online, in Dutch, here.

MARKETS

Shipping investors fear geopolitical rate
upside could unwind in 2026

SHIPPING sentiment comes under pressure
whenever trade disruptions unwind. Even a whiff of
more efficient trade routing can send shipping stocks
lower, and there is now a potpourri of “unwind”
scenarios making the rounds.

The Red Sea could reopen next year as a result of the
Israel-Hamas ceasefire, a negative for containerships
and product tankers.

The Russia-Ukraine war could end, a negative for
crude and product tankers, both from a voyage
distance perspective and from lower sanctions upside.

The tariff disruptions to trade routes caused by
US President Donald Trump could abate, due to
voter pressures from goods inflation, the political
incentive to keep the détente with China in place
(which has already erased port fee disruptions),
and a possible decision by the US Supreme Court
to rein in tariffs.

Add it all up and the global shipping complex has
the theoretical potential to be more efficient in 2026
than in 2025 — and the shipping industry, and its
investors, crave inefficiency.
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Shipping stocks pull back

One example of the “good news is bad news for
shipping” effect: very large crude carrier stocks
have pulled back as a result of perceived progress in
Ukraine-Russia peace talks, whereas the Breakwave
Tanker Shipping exchange-traded fund (BWET) has
not.

BWET buys near-dated forward freight agreements,
heavily weighted to Middle East-China VLCC FFAs.
Unlike the shares of tanker owners, BWET is not
swayed by stock investor sentiment.

BWET is up 24% over the past month, as VLCC rates
have remained historically strong. Shares of VLCC
owners Frontline, Okeanis Eco Tankers and DHT are
relatively flat month on month (up or down single digits)
following a peace-talks-driven pullback last week.

Container liner stocks dipped last month in the
wake of positive signals on a potential return to
the Red Sea route.

Product tanker stocks, which are exposed to
downside from both Russia-Ukraine peace and a
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Red Sea reopening, have been on a downward slide
since the second week of November.

Shares of Scorpio Tankers are down 13% since
November 10, with Torm down 10% and Hafnia
down 7%.

The tone of market commentary from shipping
executives and analysts has evolved. Before, it was
about how ongoing disruptions are adding to rate
upside from strong fundamentals. Now, it is about
how fundamentals should support rates even if
disruptions ease.

There is also more emphasis on how the easing of
disruptions is far from certain, how some segments

are shielded from downside, and how the negative rate
effects from increased efficiencies will be partially offset.

Russia-Ukraine war

Tanker spot rates remain “very strong”, with crude
and product rates near 2025 highs, “yet tanker
equities have been under some pressure”, wrote
Jefferies analyst Omar Nokta on Tuesday.

That pressure is coming from investors weighing “the
impact of a potential Russia-Ukraine peace agreement,
a pause in Opec+ production, and a potential return to
normal Red Sea transits”, said Nokta.

“The key factor is whether Russian exports
continue moving to Asia or return to Europe. A
return to pre-war trade flows seems unlikely, but
the uncertainty, for now, seems to be affecting
sentiment.”

Clarksons Securities analyst Frode Markedal said on
Monday, “Despite headlines about possible Russia-
Ukraine peace talks and last week’s pressure on
tanker equities, we do not see normalisation in trade
flows or a lifting of sanctions as a near-term event.”

Tanker market disruptions from the Russia-Ukraine
war have not decreased, they have increased, with
Ukraine’s attacks on tankers and loading facilities
and Russia’s threat on Tuesday of retaliation.

According to Vortexa data, crude loadings from
Novorossiysk fell by almost 50% week on week in the
final week of November.

Meanwhile, Vortexa’s data on floating non-
sanctioned crude storage — tankers that have

not moved for more than seven days — is rising.
Mainstream crude tanker demand is being buoyed
by unloading delays for sanctioned tankers.
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“Until recently, levels have been very low, but over
the last couple of weeks, there has been a substantial
buildup,” said Vortexa chief economist David Wech
in an online presentation on Tuesday. Mainstream
crude tanker floating storage is now at a 16-month
high, according to Vortexa.

The number of mainstream VLCCs in ballast has
also fallen to 20% below normal, said Wech. “Higher
exports are meeting fewer [ballast] vessels, and the
logical result is that freight rates have gone up.

“I personally believe we're not yet at the end of the curve
and there is more to come down the line,” said Wech.

Red Sea transits

There was positive commentary on a possible
reopening of the Red Sea route last month,
during the Zim quarterly call on November 20
and in statements from the Suez Canal Authority
and Maersk on November 25. That had negative
implications for liner freight rates.

“At some point, this is going to end,” said
Evangelos Chatzis, chief financial officer of Danaos
Corporation, during a Capital Link online panel on
Tuesday, referring to Red Sea reroutings.

“By ‘at some point’, I'm not referring to the distant
future. I believe that in 2026, the Suez will
normalise,” said Chatzis.

Containership lessor executives speaking on the
Capital Link panel said that this would reinject
10%-12% of global capacity into the fleet, although
there will be offsets.

Containerships will slow down, said Chatzis. “We’ve
seen vessels that go around [the Cape of Good Hope]
speed up to meet schedules, so there is a mitigant to
the effective supply, which is slowing down.”

Thomas Lister, chief executive of Global Ship Lease,
said that higher effective supply “is going to be
disproportionately influential on the bigger ships”, with
very limited effects on smaller and midsize boxships.

Port congestion in Europe would be another
mitigating factor.

According to Moritz Fuhrmann, co-chief executive
and chief financial officer of MPC Container Ships,
“Our expectation is that it’s going to be a gradual
process. They will need sufficient planning to avoid
congestion in European ports, where we already
have congestion.”
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Overall, the negatives of a Red Sea reopening will
affect liners far sooner than boxship lessors. The
lessors have charter coverage for the next two years;
they’re protected.

In the product tanker market, Hafnia vice president
of commercial Soren Winther maintained during

a quarterly call on Monday that the impact of a

Red Sea reopening “may be less than initially
anticipated”.

Hafnia estimated that a reopening would lead to

a demand loss of just six medium-range tanker
equivalents. The loss of 230 MR equivalents due to
the end of Cape of Good Hope reroutings would be
offset by the addition of 181 MR equivalents through
the Suez and the addition of 43 MR equivalents from
cross-hemisphere voyages.

According to Winther, “The Middle East will be a
more competitive supplier into northwest Europe
and the Mediterranean again, so there would be
added volume coming back to the normal east-to-
west volumes.

“If you have more supply out of the Middle East,
that’s probably positive for the LR1s and LR2s, and
there will also be other trade flows out of the US
Gulf for the MRs, with more turning toward South
America.”

US-China trade tensions

US tariffs have been yet another major disruptor of
trade flows in 2025.

The inefficiency upside for rates has already
decreased due to the US-China trade agreement
announced in late October, which has yet to be
formalised. That agreement led to a one-year pause
in port fees beginning on November 10.

Port fees had a positive effect on spot rates for very
large gas carriers, both in the runup to US port fees
in September and early October, and with the abrupt
implementation of Chinese port fees in mid-October.

“Following the de-escalation of trade tension
between the US and China, it’s reasonable to expect
some unwinding of the inefficiencies in the global
fleet as trading restrictions on US- and China-linked
vessels are now lifted,” said Kristian Sorensen,

chief executive of VLGC owner BW LPG, during a
quarterly call on Tuesday.

The countervailing positive for rates, he said, are
that “the fundamentals for the LPG shipping market
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remain supportive”, and that the US-China VLGC
trade remains constrained.

“There is definitely an increase in activity [between
China and the US after the truce],” said Sorensen.
“But it’s not back to the same level as last year. There
is still a 10% tariff on the Chinese side on US LPG.
The trade is still more hesitant than it was last year.”

When it comes to US-China trade relations, the
largest effect of changes to come will be on the
container shipping front.

The current consensus is that the US Supreme
Court will rule that Trump’s use of the International
Emergency Economic Powers Act of 1977 (IEEPA)
was illegal. The hearing was held on November

5. A decision could come shortly, or it could come
months from now.

More companies are preemptively filing suit against
the Trump administration in the US Court of
International Trade to facilitate IEEPA refunds. The
highest-profile case to date was filed on Friday by US
import giant Costco.

If the Supreme Court rules against Trump, it could
be a short-term positive for liner demand, given the
importer sentiment boost from refunds.

The Trump administration can use other tariff
powers to partially recreate IEEPA tariffs, but

it would have much less flexibility. Trump could
immediately implement 15% blanket tariffs for 150
days under Section 122 of the Trade Act of 1974,
and could rebuild the rest of China tariffs through
Section 232 of the Trade Expansion Act of 1962.

Given the likelihood that Chinese tariffs will remain
in place regardless of the Supreme Court decision,
the positive shipping effect of Chinese diversification
of containerised exports to non-US buyers, such as
those in South America, would likely continue.

According to Lister, “The dynamic between China
and the US has added an extra level of volatility and
unpredictability to what has always been a volatile
industry, and I think liner operators see having
capacity as having optionality. It allows them to
react to the changing dynamics of the industry,
which is why they continue to have appetite for ships
in the charter market.”
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More investment, not consumption, needed
to spur China's commodity imports

MORE investments will be needed to spur the growth
of commodity imports into China as consumption has
not been the limiting factor for the past 15 years.

A weak economy had cast a shadow on Chinese
demand in recent years, Institute of International
Finance head of China research Gene Ma said
during a panel discussion at the Financial Times
Commodities Asia Summit 2025 in Singapore.

Commodity players have seen Chinese imports
shrink as economic growth slowed.

Prospects for China this year have not been the
most positive, either, with the newly added element
of geopolitical uncertainty. US President Donald
Trump has been in the driving seat of this, imposing
tariffs aimed at fixing trade deficits with China.

Global players have pointed the finger at household
consumption being the root cause of weak demand
for commodity imports. But Ma begs to differ, using
comparisons of consumption and investment against
gross domestic product to make his case for more
capital investments.

“From 2011 to 2025, in the last 15 years,
consumption has lifted China’s GDP by about 75%
versus 35%-40% that is lifted by investment. In
other words, the contribution of consumption to
GDP growth in the past decade-and-a-half was
almost twice that of investment,” said Ma.

The consumption factor had already been tapped
out. Looking deeper, Ma observed that consumption
by Chinese households was mainly on services and
not goods. Because of this, a rise in consumption
would not contribute to more imports.

And even if household consumption of goods
increased, most of these would be made in China.

Boosting investments could encourage more
commodity imports, especially if investments were
strategically placed.

Ma cited examples of building more airports and
nursing homes as cases for capital investment in
China as it currently lacks these. These investments
would require more imports of energy and iron ore.

China will continue to face geopolitical headwinds
as the US looks to rebalance its trade deficit with
the country.

An appreciation of the Chinese RMB against
the US dollar could support the case for more
imports of energy and commodities from the
US, sans tariffs. But imports of US household
goods into China would remain a challenge
given higher costs of production in the US
compared to China.

A tariff truce between the US and China is currently
in place, with the US maintaining a 10% reciprocal
tariff on Chinese imports until November 10, 2026.

China has in turn suspended all retaliatory tariffs
on US imports, maintaining its 10% tariff on all
US goods. It also committed to purchasing at least
12m tonnes of US soybeans during the last two
months of 2025 and another 25m tonnes in each of
2026, 2027 and 2028.

But retaliatory tariffs on US energy imports
remain in place. Tariffs on US coal, liquefied
natural gas and crude oil remain at 25%, 25%
and 20%, respectively.

This will force Chinese players to look at other
regions, like the Middle East for LNG and crude oil,
should capital investments rise sharply under this
volatile geopolitical climate.

Zodiac Maritime pens new boxship and
VLCC orders valued at $1.6bn

ZODIAC Maritime has contracted China’s Jiangsu
Hantong Heavy Industry to build a new series of
containerships and very large crude carriers.

The newbuilding contracts comprise six 9,000 teu
boxships and eight VLCCs. They represent the first
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orders to be placed by the London-headquartered
company at the yard.

Valued at a combined $1.6bn, delivery of the new

tonnage is booked for between the second half of
2028 and the final quarter of 2029.

Page 12



All 14 newbuildings have been specified to operate
on conventional fuels and will be fitted with various
energy-saving technologies.

According to Lloyd’s List Intelligence data, Zodiac
operates six VLCCs built between 2011 and 2013
in China and South Korea. All six vessels were
acquired secondhand from Asia-based owners
between 2017 and 2021.

The company manages 55 containerships in service
with capacities of between 1,700 teu and 16,000 teu.

The new containership and VLCC orders add to
two shipbuilding contracts previously signed by
Zodiac in 2025.

In October, the company ordered three suezmax
tankers from Samsung Heavy Industries in South
Korea. The 157,000 dwt vessels come with options
for an undisclosed number of additional ships.
Construction will take place at the Petrovietnam-
controlled PVSM, formerly Dung Quat Shipbuilding
Industry, which is being upgraded through a joint
venture with Samsung.

Also in October, Zodiac ordered five mid-sized
containerships for delivery in 2028. The 6,000
teu newbuildings were contracted at China
Merchants Jinling Shipyard, with additional
options included in the agreement. The vessels
are backed by a long-term time charter to Hong
Kong container line OOCL.

Alpha Bulkers signs up for first

boxship newbuildings

ANNA Angelicoussis’ Alpha Bulkers has made its
first move into the containership sector, placing
orders for 11 conventionally fuelled boxships across
three size categories, according to Alphaliner.

The Greek dry cargo specialist is said to have split
the orders among three Chinese shipbuilders.

Yangzijiang Shipbuilding is lined up to construct three
1,900 teu vessels, while Cosco Guangzhou Shipyard
has secured contracts for four 3,100 teu ships.

Rounding out the programme, Yantai CIMC Raffles
Offshore will build four 4,500 teu containerships.

Contract prices have not been disclosed, but
Alphaliner estimates newbuilding costs at

approximately $30m for the 1,900 teu ships, $45m
for the 3,100 teu units and around $59m for the
4,500 teu class vessels.

“Alpha Bulkers joins the club of Greek tanker and
bulker owners that have expanded into the boxship
sector,” Alphaliner noted.

Other Greek owners that have taken similar steps in
the past few months include dry cargo and tanker
vessel operators Latsco Shipping, Minerva Marine
and Transocean Maritime.

According to Lloyd’s List Intelligence, Alpha
Bulkers currently operates 34 bulk carriers
across the supramax/ultramax, kamsarmax and
capesize segments.

Ifchor-Galbraiths acquires Brazilian shipbroker
to boost South America presence

IFCHOR-Galbraiths has disclosed that it has entered
into an agreement to buy Brazilian dry cargo shipbroker
Aries Shipping, marking the shipbroker’s latest move to
strengthen its presence in regional markets.

Founded in 2005 and based in Rio de Janeiro, Aries
Shipping has built a strong reputation in Brazil’s dry
bulk and breakbulk sectors, particularly in steel,
steel-related raw materials and sugar trades.

The company was set up by Marcela Rosman,

who has more than two decades of experience in
brokerage operations, and deploys four staff.
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“Brazil and South America at large are commodity-
driven economies. Our local knowledge supported
by IG’s reach and expertise will help us expand
further and add significant value to clients,” said
Rosman.

The acquisition follows IG’s launch in September of a
Houston desk, dedicated to the US Jones Act tanker
market.

IG co-chief executive Manu Ravano said the move

positions the group to better serve clients in a
rapidly evolving region.
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“To succeed in this dynamic region, owners

and charterers need local expertise, backed

up with international reach, in-depth research and
cutting-edge shipbroking systems,” Ravano said.

“In Aries Shipping we have found a partner who

Formed in late 2022 through the merger of
London-based Galbraith’s and Switzerland-
based Ifchor, Ifchor-Galbraiths employs
around 225 chartering and S&P brokers active

across dry bulk, tanker, chemical, offshore

shares our client-first commitment and thinks

beyond the transaction.”

and gas markets.

OTHER NEWS

Pirates kidnap crew off West Africa
PIRATES have kidnapped at least
nine seafarers from a gas carrier
off the coast of Equatorial Guinea,
security sources in the region
have told Lloyd's List.

The incident occurred
approximately 50 nautical miles
west of Mbini, Equatorial Guinea
on board Portugal-flagged, 3,090
dwt gas carrier CGas Saturn (IMO:
9261566), part of Danish company
Christiana Shipping’s fleet.

Christiana confirmed that nine
members of the vessel’s crew
have been taken by the pirates,
with four still remaining on
board. One member of the
crew sustained light injuries
and and is receiving medical
care on board.

Besiktas Shipping ceases all
Russia-related operations
after vessel attacked

THE Turkish manager of the
product tanker Mersin (IMO:
9428683), which was hit by
explosions while anchored off
the coast of Dakar, is to cease all
Russia-related operations.

The Panama-flagged tanker
was hit by four explosions on
November 27.

The vessel’'s manager, Besiktas
Shipping, confirmed that the
engine room was flooded with
seawater after the “external
explosions”.

Nine Filipino seafarers from

Eternity C to be released from
Houthi captivity

NINE Filipino seafarers who were
captured by the Houthis in July
when the militants attacked and
ultimately sunk the Liberia-flagged
handymax bulker Eternity C. (IMO:
9588249) are set to be released.

The Philippines Department of
Foreign Affairs said in a statement
that it has “received information”
from Omani authorities that the
nine seafarers who are being held
hostage by the Houthis will be
transferred from Sana’a, Yemen, to
Muscat, Oman.

“The release was the outcome of
efforts of Oman, in cooperation
with the Philippine Department of
Foreign Affairs,” the statement read.

Classified notices follow

Lloyd’s List°

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

Please contact: marketingservices@lloydslistintelligence.com
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