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Flag states to receive due
diligence support amid
pressure to crackdown on
shadow fleet

SELECT flag registries will soon be receiving support from the UN
and an intelligence gathering centre to enhance their due diligence
processes.

The inaugural meeting of flag registry compliance officers took place
last week in Malta.

The event was hosted by the Valletta-based Global Centre for Maritime
Sanctions Monitoring in partnership with the UN Office on Drugs
and Crime.

Representatives from more than 20 flag states attended the event,
discussing the challenges they face maintaining and growing their
registries in an unprecedentedly complicated sanctions landscape.

Most registries said their approach to shadow fleet* and sanctions
compliance was too often reactive rather than proactive.

They voiced concerns over their ability to conduct thorough due

diligence checks given a lack of freely available, accurate resources as
well as highlighting the need for training to help interpret information.
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The UNODC, through the EU-funded Maritime
UN Sanctions Enforcement project, is seeking to
enhance the capabilities of certain beneficiary
flag registries, focusing on their ability to

detect, disrupt, interdict and prosecute.

This will be addressed partially through training,
but the GCMSM, which is the intelligence
collection and operational element, will be
available to assist participating flag states on a
variety of issues such as helping assess suspicious
vessels or investigating ownership links.

The GCMSM was established earlier this year and
is working to raise global due diligence standards
for ship registration, background verification and
beneficial ownership checks, and to establish

a global information-sharing mechanism to
prevent vessels removed for misconduct from
reappearing under different flags, according to a
press release published by Malta’s government.

It is also creating a shared reference system
for what is described as “high-risk” and
“deregistered” vessels to “support informed
and consistent registry decisions”.

“Recent developments in global shipping

have shown that no registry can operate in
isolation,” said Malta’s Minister for Transport,
Infrastructure and Public Works Chris Bonett.

“Fragmented compliance practices create
vulnerabilities that expose the entire maritime
system. Malta remains committed to upholding
the integrity of its register and to working

with international partners to strengthen
coordination, improve traceability and close
the gaps where evasion risks emerge.”

The development of model compliance road map
as well as an off-the-shelf compliance checklist
was discussed during the meeting, with several
registries sharing their existing practices.

Participants were open to the idea of more
information sharing and collaboration to strengthen
due diligence processes and prevent suspicious
vessels from moving between registries.

However, some were sceptical that certain
registries would make genuine efforts to raise
their standards, telling Lloyd’s List that several
of the flag states sitting around the table were
more commercially driven than others.

Flag states have increasingly come under
scrutiny as the shadow fleet has grown, as
they remain one of the only agents within the
global maritime order with the responsibility
and power to govern these vessels.

WHAT TO WATCH

Who should pay for shipping'’s efficiency drive?

ENERGY-SAVING devices are in vogue. And for
good reason, as they offer fuels savings today

in a world where the future of zero-emission
fuels looks uncertain to say the least.

The problem is, like all things, they cost money,
and owners are starting to wonder whether the
extra investment at the yard is worthwhile.

A report published by RightShip suggested
owners are growing frustrated by what they
see as a lack of return on those investments.

BHP head of maritime safety Prashanth

Athipar said owners want a premium
for greener, more efficient vessels.
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“Fine. But unfortunately, there is currently no global
regulatory or commercial system in place for end
customers to pay for the total lifecycle emissions,
including shipping emissions,” he told the report.

“So, it becomes our problem.”

It’s a view shared by Torvald Klaveness chief
executive Ernst Meyer, who said the “dream”
scenario is having an end customer who’s
happy to pay a more expensive rate for their
goods to be shipped with fewer emissions.

“But I think it’s too much to hope
for,” he told Lloyd’s List.

“You will see examples, and those examples can be
driven by the need to do something, to experiment”,
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That’s the view of Rio Tinto head of
commercial operations Laure Baratgin.

he said. The Zero Emissions Maritime Buyers
Alliance is one such example, where major shippers
essentially club together to provide enough demand

for shipowners, in this case container lines.

Wallenius Wilhelmsen'’s reduced carbon
freight is another, allocating emissions savings
garnered from biofuels to customers that have
opted in for the premium freight service.

“But to have this implemented as the
practice in global shipping, I think it’s
too much to hope for,” Meyer added.

The key, he said, was the creation of a level
playing field, which of course brings a return

of the carbon price debate. A similar advantage
for being efficient or disadvantage for being
inefficient would be the best way to encourage
investment throughout the value chain, he said.

“Really the polluter should pay. That’s a principle
we have applied in other areas for years.”

In that scenario, Athipar would get his
commercial measure and charterers could
pass on those costs to their customers.

But this isn’t new knowledge, and shipping
doesn’t have a carbon price (yet). So now what?

It’s easy to focus on emissions, but what’s
often forgotten is the primary aim of energy-
saving devices: to save fuel, whether it’s
heavy fuel oil or green ammonia.

Norden chief executive Jan Rindbo said his
company, as an owner but also a charterer, didn’t
mind paying more for a ship that has energy-
saving devices, “if we get value for that”.

“If it costs you $2 to save $1, then it doesn’t work.
If it costs you $1 to save $1, then maybe it’s not
good enough, but sort of borderline. If it costs you
50 cents to save $1, the there is a case,” he said.

In the spot market especially, this extra cost
becomes hard to justify for both owner and
charterer, Rindbo explained, “because in
the spot market the charterer will be less
convinced about the benefits up-front”.

“So, I think you need to tie this in with

some longer-term contracts. That’s where
you get the longer-term value.”
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“It’s easy to say ‘install them’, but the costs
are with the vessels and the benefits are
with the charterer, so we find a way to
reconcile the two,” she told Lloyd’s List.

The time charter market was the best
“playground” for Rio Tinto to experiment
and work with the industry, she said.

Longer-term charter agreements of 24 and even
12 months allow the charterer, in this case Rio
Tinto, to have a conversation with the shipowner
on how the devices can be co-financed.

“If you take for example silicone paint. It

has a lifespan of five years, so between two
drydocks. I'm happy to support the investment,
but if I'm chartering for one year, then I'm
going to pay one fifth of the investment.”

This, she said, was formulaic of how charterers
and owners can work together to split

cost, but as Rindbo explained it only really
works on those long-term contracts.

“I can understand it’s a challenging conversation
when the vessels come to end of life”, Baratgin
added, but the short payback time of many
efficiency technologies, such as silicone paint,
means some co-operation between owners

and charterers is more than doable.

In the end, much of this debate returns to
Meyer’s initial point. Those that have the
drive to decarbonise (or the pressure from
below to do so) as well as the means through
long-term charter agreements, will.

But without more structure, which really means
a carbon price, why would an owner choose

to pay more for a newbuilding or a retrofit if
they are not going to see any payback?
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Bulker attacked by skiffs in Red Sea

A BULK carrier has been approached and fired
on by 15 skiffs in the southern Red Sea.

Security sources in the region say Barbados-
flagged, 31,896 dwt Bobik (IMO: 9317781) was
approached and chased by the skiffs 14 nautical
miles off Dhubab, Yemen on December 5.

A video obtained by Lloyd’s List shows the
vessel’s armed security team exchanging small
arms fire with the skiffs. No injuries have been
reported by Bobik and the vessel continued its
voyage southbound through the Red Sea.

The incident follows a lengthy period without
an attack by the Houthis in the region. But
security analysts suggest this attack is unlikely
to be the instigated by Yemeni rebels.

The lack of serious intent from the attackers, as
well as the location of the incident suggest the
perpetrators are as likely to be local fishermen
protecting their nets and lines as they are to

be Somali pirates or Houthi militants.

Nonetheless, it will come as a concern for
shipowners who may have been considering a return
to the Red Sea following months of Houthi inactivity.

Lloyd’s List Intelligence data shows a gradual
increase in the number of transits through the Bab el
Mandeb chokepoint and the Suez Canal, with traffic
last month at its highest level in nearly two years.

But the region is still extremely volatile,
and many will need a lot more convincing
before they deem it safe to return.

ANALYSIS

Top 10 in regulation 2025

o1 / Jamieson Greer, US
Trade Representative

US Trade Representative Jamieson Greer
has been at the very heart of the US policy
maelstrom that rocked global shipping in 2025.

USTR policies on port fees have forced
widespread vessel deployments, and tariffs
based on USTR investigations have caused
global shifts in cargo flows. Some shipowners
have profited; others have lost.

The shipping industry was forced into Herculean
efforts on contingency planning, only to see
the port fees paused for a year on November
10 as part of the US-China trade agreement.

Countless ships were rerouted, vessels were
refinanced to remove Chinese sale-leaseback
exposure, time and money was spent on rebuttals
to USTR proposals, and it all ended up being

a bargaining chip in a much bigger game.

Lloyd’s List | Daily Briefing Monday, 8 December 2025

02 / Li Chenggang, China International
Trade Representative

China, for whom Li Chenggang is the International
Trade Representative, responded to the US port fee
plan with tit-for-tat fees for ships linked to the US,

calling them “necessary acts of passive defence”.

Its measures largely mirrored those of the US,
even down to the lack of clarity about how
“ownership” and “vessel operator” were defined.

There was consternation over how China would
calculate the 25% US ownership threshold — but
fees on all US-listed fleets would be far-reaching.

Fearnley Securities estimated the extra
costs per call at $6m for a very large crude
carrier, $5m for a capesize and $20 per
tonne for a liquefied petroleum gas cargo.

03 / Marco Rubio, US State Secretary
Donald Trump’s White House and the departments
of State and Energy were absent from the April

meeting that approved the International Maritime
Organization’s landmark Net-Zero Framework.
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They more than made up for it next time round.
State secretary Marco Rubio, energy secretary
Chris Wright and transportation secretary Sean
Duffy came out swinging against the NZF, and
the economic threat it presented to the US (or
more likely the relatively cheap political win

it represented against UN agencies with green
ambitions for industry) over the next six months.

What followed was an overwhelming show

of diplomatic force to kill the NZF, including
bullying, threats and intimidation against
delegates from countries much weaker than the
US. Rubio contacted several nations personally
to promise retaliation if countries voted Yes.

The US and Saudi Arabia eventually won a
one-year delay, which many think is the end
of the IMO work plan — and thus the end of
the industry hope of global carbon pricing.

04 / Mohammad Ayoub, Saudi
Arabia (UNFCCC delegate)

While the headline-grabbing threats by the
US were seen as the major blocker of the NZF,
Saudi Arabia has long been the leader of the
IMO bloc most opposed to green regulations.

The US and Saudi call to adopt the NZF under the
old system of “explicit acceptance” — to ensure

it never enters into force, even if it passes — was

a deft procedural attack, throwing the EU and
other delegates off guard and threatening to
undermine the functioning of the IMO itself.

Saudi Arabia’s UNFCCC delegate, Mohammad
Ayoub, was brought for this year’s two MEPCs to
do what he does best: oppose, oppose, oppose.

Saudi Arabia also submitted several detailed
documents listing the various reasons for countries
to reject the green scheme they had approved just
six months earlier, citing studies to argue carbon
taxes would raise food prices for poor countries.

05 / Arsenio Dominguez, International
Maritime Organization

Keeping October’s extraordinary MEPC meeting
(there’s no better word for it) from going off

the rails was arguably the biggest challenge

an IMO secretary-general has yet faced.

Arsenio Dominguez narrowly avoided presiding over
a rejection of the NZF, or a total collapse of the talks.
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He told delegates not to celebrate the outcome, but
to “come back fresh in one year ready to negotiate”.

Dominguez made it his trademark never to answer
when journalists asked what would happen

should the NZF not be adopted. His job could well
depend on whether it goes through next year.

06 / Sveinung Oftedal, chair, IMO
ISWG-GHG (Norway delegate)

Norway’s IMO delegate Sveinung Oftedal chairs
the IMO’s intersessional working group on
greenhouse gases, ISWG-GHG. It is that forum,
not the main chamber, where the real horse
trading on carbon pricing usually takes place
(perhaps because it’s closed to journalists).

Oftedal has sought gradually to build consensus

on a plan that worked. He was instrumental in
forming what became the NZF, which passed by a
majority vote in April. That majority included Brazil
and China, which had been significant critics.

Pacific Islands pushing for a flat carbon levy
complained that their plan was sidelined, while
the EU27 reckoned that such a levy would never
fly. Oftedal got a global carbon price closer than
anyone else has — no small achievement.

07 / Maria Angelicoussis,
Angelicoussis Group

Greek shipowners have made no secret of their
scepticism of carbon pricing. But the intervention
in September by a group of six big players, led

by Maria Angelicoussis, was important.

The support of the group, which has made big
investments in liquefied natural gas fuel, was
enough to sway the governments of Greece and
Cyprus to abstain from the vote to postpone the
framework, breaking with the rest of the EU27.

Greek Prime Minister Kyriakos Mitsotakis has
since called for Europe to rethink its green agenda
more broadly. Let’s see how that plays out now that
the EU’s are the only significant emissions rules
for shipping in place for the foreseeable future.
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08 / General Mamadi Doumbouya,
junta leader, Guinea

After nearly 30 years, the $23bn Simandou
mine is set to take the tiny African nation
of Guinea from nowhere to the world’s
third-biggest iron ore exporter.

The biggest mining project on the planet has the
potential to reshape the global iron ore trade,
giving China the advantage and displacing the
dominance of Australia’s Pilbara region, with
big ramifications for dry bulk shipping.

General Mamadi Doumbouya, who seized
power in Guinea in 2021, is arguably more
responsible than any other person for making
Simandou happen, forcing mining giant Rio
Tinto and its Chinese partners to share the
huge costs of developing a railway and port.

09 / Magda Kopczynska, Fotini
Ioannidou and Apostolos Tzitzikostas,
European Commission

The setback at the IMO makes the European
Commission — represented in this list by
Magda Kopczynska, Fotini Ioannidou and
Apostolos Tzitzikostas — the most significant
regulator of shipping’s environment

impacts for the foreseeable future.

The ETS and Fuel EU Maritime regulations
continue to be implemented, and a small industry
has sprung up in response on advising companies
how to pool and trade compliance surplus to

avoid having to pay for biofuels or penalties.

The commission has kept shtum on whether it
plans to carry out its threat to extend the schemes
to cover 100% of voyages to and from EU ports,
from 50% today, if the IMO does not deliver.

But another IMO delay in 2026, or a
failure of the NZF altogether, makes
such a tax hike far more likely.

10 / Emanuele Grimaldi and Thomas
Kazakos, International Chamber of Shipping

The shipowners’ association, the International
Chamber of Shipping, continues to be the main
voice of the industry in IMO debates. It will have
its work cut out for it next year as the role of
industry associations diminishes and great-power
politics takes over the carbon price debate.

But the ICS — represented in this list by
Emanuele Grimaldi and Thomas Kazakos —
remains influential in lobbying governments on
industry topics including safety and security,
alternative fuels and seafarer well-being.

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 in regulation ranking is compiled
by the Lloyd’s List editorial team and
considers people in a position to influence
large-scale change in the shipping industry

UK Club and TT Club target 2027 deadline

for merger

UK Club and TT Club, the two marine mutuals
that announced merger discussions last month,
hope to start trading as separate brands under
a combined parent by the start of 2027.

The tie-up will bring many benefits and
represents far more than a housekeeping move
for Thomas Miller, the company that manages
them both, their respective chief executives
Andrew Taylor and Kevin King stressed.

So what should the companies that will be
buying insurance policies from the new entity,
who will range from shipowners on the one
hand to port operators and container lessors
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on the other, make of the suggestion?

Meanwhile, some marine insurance observers
are privately pointing out that the clubs are very
different businesses, and asking just how much
they stand to gain from getting together.

As things stand, the UK Club is the third-largest
affiliate of the International Group P&I club on a
market share is around 11%, some way behind the
big two, made up of Gard and NorthStandard.

TT Club insures 1,400 members across

three main lines, namely containers, ports,
and terminal and logistics operators.
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It is arguably the dominant player in the
first two of those niches, and at the very
least, one of the biggest in the third.

Judged from the yardstick of technical
underwriting performance, it has done
well of late, with a combined ratio of just
103% for the 2024 calendar year.

By contrast UK Club hasn’t quite hit the mark of late,
clocking up a CR of 114% for the 2024/25 policy year.

That outcome was, to use its own word,
“unacceptable” and has seen it table a demand
a 7.5% rate hike for next February, putting

it at the upper end of the going rate.

That said, it doesn’t need to huddle together for
warmth. It is sitting on $500m of free reserves
and is rated A- stable by Standard & Poor’s.

Yet a get-together will work well
both ways, the duo insisted.

“We both have ambitious transformation
road maps over the next five years and
turning that into one road map saves an
enormous amount of money,” said King.

Most of the benefits will accrue from the
economies of scale expected to accompany
the emergence of a combined entity.

King and Taylor cite such factors as financial
stability, the facilitation of continued concentration
on delivery of services to members and streamlining
the effort needed to ensure sanctions compliance.

There will also be enhanced capital
efficacy and savings when buying from
common vendors, not least reinsurers.

In recruitment terms, it may also make for a more
attractive proposition for insurance professionals.

Some staff — particularly in offices overseas —
are already effectively working for both clubs
already, contended Texan ex-pat King.

That was very much his experience in his earlier
career as a Thomas Miller employee in the US.

King added: “It makes perfect sense from

an operational standpoint. It feels like we
are two-thirds integrated already.
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“[The two clubs] are adjacent to each other, they
draw off the same address books to a certain
degree, but they never compete with each other.

“We have similar memberships, just different
products. So we can combine clubs in the same
ecosystem and bring a more diverse product mix.”

For Taylor, one of the attractions will be the degree
of insulation it provides from the sometime volatile
shipping protection and indemnity cycle, which

can be buffeted by spectacular casualties such Dali
(IMO: 9697428) and X-Press Pearl (IMO: 9875343).

“We could get bigger and bigger in P&I, but that
would give us bigger and bigger exposure to the pool
and the largest claims in the P&I market,” he said.

“Having half your business not exposed to the
risk of larger shipping claims is a real strength
because it means we are looking at a different
book of business and a different claims profile.”

A number of IG clubs have used the “don’t put all
your eggs in one basket” argument to justify forays
into commercial hull & machinery and war risk.

A vociferous minority have put the opposite
“stick to your knitting” case, maintaining that
P&I clubs do best as pureplay monolines.

But Taylor and King do not believe the latter
argument applies to their situation. They will not
be trying to build any new books from scratch
and nor will they be getting into any covers in
which they do not have existing expertise.

Taylor emphasised: “That’s not what we’re doing
here. We're bringing together two well-established
businesses with well-established product lines and
member bases and trying to pull them together

in a way that benefits both individual clubs.”

There will therefore be no lowball quotes
in the hope of winning clients over
from competitors, for instance.

King added: “The larger organisation will be
diversifying into two sides where they are already
successful. There are no punts being taken here.”

Moreover, the TT Club will not participate in
the IG pool scheme. That dodges any potential
bullets, although there is possible indirect
exposure via the parent entity, which would
of course bear obligations for both clubs.

Page 7



The idea of merger had been kicked around
internally before it was unveiled to the
marine insurance public late last month,
the two chief executives confirmed.

At this stage, the idea is that UK Club will
continue to be called the UK Club and the TT
Club will continue to be called the TT Club, in
recognition that the brands are both well known
and respected in their respective markets.

The nuances of the combined structures
have yet to be worked out in detail.

In terms of timescale, the hope is to have the
show on the road by the start of 2027.

But there a number of hurdles that
still have to be jumped, including any
necessary regulatory approvals.

Backing will also have to come from both sets of
members via separate referenda, with UK Club
members getting one vote per ship and their

TT Club counterparts one vote per policy.

Around a decade ago, UK Club explored
the possibility of merging with Britannia,
another constituent part of the IG.

But the scheme was abandoned in 2016,
after Thomas Miller and Britannia manager
Tindall Riley were unable to agree terms
despite completing due diligence.

Two other IG members, the old North of
England and Standard clubs, subsequently
merged to form NorthStandard in 2023.

Some commentators see consolidation as a logical
next move for P&I, with room for perhaps half a
dozen clubs, and there were rumours centred on
clubs with obvious balance sheet challenges.

However, the speculation seems to have
quietened down since and there have been
no known discussions subsequently.

Taylor emphasised that the priority is get the
merger with TT Club over the line before looking
at other offers, but did not preclude consideration.

OPINION

Happy Xmas (Ukraine’s war isn't over)

COME December, radio stations routinely
get us in the festive mood by filling the
airwaves with classic Christmas songs.

One of the more thoughtful examples of this usually
lamentable genre is John Lennon and Yoko Ono’s
saccharine-saturated peacenik hippy anthem, Happy
Xmas (War is Over). Well, it’s a wonderful thought.

But on the day on which the Fédération
Internationale de Football Association is
expected to award Donald Trump an ersatz
Nobel Peace Prize for his contributions to
world peace, it’s worth emphasising that in
many countries, this is simply not the case.

They include Ukraine, which has been at
war for almost four years now following the
illegal Russian invasion of February 2022.

As events in the Black Sea last week
remind us, the conflict is still raging.

Last Friday, the suezmax Kairos (IMO: 8921602)
and the LR2 Virat (IMO: 9832559) were hit
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by naval drones. Kyiv has stopped short of
formally claiming responsibility but has openly
encouraged media speculation to that effect.

On Tuesday, the same thing happened to
chemical tanker Midvolga-2 (IMO: 9735139).
That incident merited an official denial.

Meanwhile, there have been at least seven apparent
limpet mine attacks on vessels, which have recently
carried Russian oil, since December 2024.

The perpetrators have not been established,
but for obvious reasons, Ukraine inevitably
ranks highly on the list of suspects.

As Lloyd’s List reported, the legal picture
on all this is surprisingly complicated.

Merchant seafarers are non-combatants. Any
naval attack on any merchant vessel of any
flag can potentially be deemed a war crime.

But as two Hill Dickinson partners suggested
in an interview, Ukraine may just about be able
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to construct a legal defence for what it seems to
have done in furtherance of its war interests.

Important region

Meanwhile, the worst fighting witnessed by
Europe since the end of the Second World War
has left an indelible mark on our industry.

While it has never been up there with the
dominant transpacific, Asia-Europe and intra-
Asia trades, the Black Sea is an important regional
submarket for both dry bulk and tanker owners.

Ukraine is one of the world’s leading grain
exporters and exports 90% of its production
by ship. Similarly, Russia is the world’s second-
largest exporter of crude oil, and Black Sea
ports are the primary hubs for the carriage

of just under a quarter of its production.

By and large, shipping has followed an earlier
wartime maxim; it has kept calm and carried on.

Marine insurers have offered their usual
service in pricing war risk and providing cover
to shipowners making Black Sea calls. But
they have done so as for-profit businesses.

Factoring in the $400m payouts from total
losses on vessels trapped in Ukrainian ports
on the first anniversary of the invasion in
2023, and it is difficult to establish whether
the Ukraine crisis has been a net positive.

But war risk is often the icing on the cake for hull
underwriters, generating sufficient proceeds to

subsidise their standard hull offering at a time when

tough competition has led to plummeting rates.

The recent attacks have pushed typical
premiums up to 0.65% of hull value per trip, a
surge of 250% since the start of November.

For some time, the European Union has done its
best to evince solidarity with Ukraine by imposing
a price cap on Russian oil. If the aim was to cripple
the Kremlin’s war finances, it has not worked.

That is because it was never meant to. This
always was a symbolic gesture rather than
a genuine attempt to turn off the taps.

It is still legal for Western owners to take
Russia oil fixtures — and for Western insurers
to cover them — if there is a piece of paper
that attests to price cap compliance.
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Shipowners and insurers as a rule meet any
and all such legal requirements to the letter.
But to euphemistically rephrase what we
have been told, the veracity of the underlying
documents cannot be guaranteed in all cases.

It is possible that before long, Trump will merit
his FIFA peace prize. His envoy Steve Witkoff
and son-in-law Jared Kushner have been recent
visitors to Moscow, although secretary of state
Marco Rubio has been a noticeable absentee
from the latest round of shuttle diplomacy.

Ukraine President Zelensky has flagged up a
willingness to settle on perhaps humiliating
terms. But breakthroughs have looked
imminent before and failed to materialise.

There is no way of telling how long sanctions will
remain in place after a deal. But the best guess

is that they — and their attendant compliance
burden — will be with us for some time yet.

Over the next few weeks, many readers
will be gearing up for the annual ritualised
celebration of Saturnalia we know and
love: the office Christmas party.

By all means enjoy a few drinks and

join the rousing renditions of Slade and
Wizzard’s immortal contributions to art of
churning out Christmas singalongs.

But don’t forget the reasons why the
Plastic Ono Band’s take is insufficiently
upbeat to receive a spin at parties.
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MARKETS

VLCC rate outlook for 2026: not as high as
today, not as low as 2024

SPOT rates for very large crude carriers
don’t stay above $100,000 per day for
too long. The market corrects.

Analysts participating in the Breakwave Day online
forum on Thursday described how the VLCC market
will come down from its current peak. But even so,
they expect average 2026 spot rates to be strong.

According to Ioannis Papadimitriou, lead
freight analyst at Vortexa, “We're seeing high
crude supply combined with discharge delays.
Because of these prolonged discharge times, oil
on the water has climbed to historic highs.

“The active ballast VLCC fleet is actually at its lowest
level since the third quarter of 2020, and at the same
time, the export side remains near five-year highs.

“These delays will eventually unwind, and

I think this will likely happen in the short
term,” said Papadimitriou. “This will happen
at a time when there are question marks
around how strong oil demand is.

“I believe that once these discharge delays
finally clear, and with this questionable
demand environment, two things will
occur. First, vessel capacity will free up and
second, inventories will start rising, which
will put pressure on crude pricing.

“With lower prices, exporters, especially within
Opec, may again consider cutting volumes to
stabilise prices, which could soften trade demand.

“But that does not mean we’re headed back to rate
levels of 2024 or the first half of 2025, because
there is some structural support for 2026,” he said.

Structural drivers of VLCC rates

“On one hand, we have supply growth from the
Americas, and on the other, we have a shift of
refining capacity from the west to the east, which
will support tonne-miles,” said Papadimitriou.

According to Mette Frederiksen, head of research at
Tankers International, “Non-Opec supply growth in
2026 is expected to be about 1.2m barrels per day.
What matters for the VLCC market is that much of
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this growth is coming from west of Suez locations.

“We have South America remaining strong,
with Brazil, Guyana and now also Argentina
adding more barrels, and we also continue to
see [strength from] the US and Canada.”

Part of the reason oil in transit is so high
is that more crude is flowing from the
Americas to Asia on longer hauls.

“The barrels coming from South America — I
don’t see that disappearing anytime soon,”
said Frederiksen. “I don’t think we’re going
to remain at the super-high levels we are
seeing at the moment, but we’re not going to
back down to the bottom of the chart.”

According to Papadimitriou, “A pullback of exports
from Opec, especially in the Middle East, wouldn’t
be so surprising if inventories rise and crude
prices fall, but Latin America is a different story.

“Momentum there is actually still building,
and this crude cannot be absorbed in the
Atlantic Basin, where refining capacity is
shrinking, which will create steady long-haul
opportunities for VLCCs. Latin America stands
out as the region with increasing opportunities
in 2026 when compared to 2025,” he said.

Russia-Ukraine war variable

A major variable for shipping markets in 2026 is
whether a peace deal is reached between Ukraine
and Russia. Peace negotiations have recently
pushed VLCC owner share prices lower.

The largest driver of higher oil in transit in recent
months has been discharge delays for sanctioned
Russian, Iranian and Venezuelan crude. Meanwhile,
US sanctions on Russia and US tariffs on Indian
goods have spurred India to import more non-
Russian crude using compliant VLCCs.

According to Mary Melton, senior analyst

at Braemar, “Even though peace talks are
ongoing, we don’t know whether there’s going
to be any kind of resolution anytime soon.
And even if we did see a peace agreement, we
don’t think there would be a quick return of
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Russian barrels to the European market.

“If they did return, even if it happened slowly,
that would be negative for tonne-miles. But
it’s not necessarily going to hurt the tanker
market to the extent you might think, because
that would then shift demand to younger,
compliant vessels, and there wouldn’t be a
need for the dark fleet vessels,” said Melton.

Papadimitriou said, “The key swing factor is how
India and China will behave with their purchases
of Russian crude. If they consistently return to

mainstream grades, VLCCs will increasingly benefit.

“I think that progress in peace talks and easing
of sanctions would likely reduce their purchases
of Russian crude over time, because the
discounts would go away, which would be very
supportive for the mainstream VLCC market.”

2026 spot rate outlook

The calendar-2026 forward freight agreement
price for the TD3 Middle East Gulf-China VLCC
route is currently at $52,600 per day, said Melton.

In comparison, the TD3 averaged $34,896
per day in full-year 2024, and has averaged
$54,490 per day this year to date, heavily
skewed to the past three months.

The average was only $38,534 per day in
January-August, surging to an average of

$93,108 per day since September 1. The TD3
was at $119,656 per day on Thursday.

Thus, the current FFA contract price implies
that VLCC spot rates will be 37% higher
next year than in 2024, and slightly lower
than in 2025, with rates next year falling

to well below current six-figure levels.

Panellists were asked for their view on 2026
spot rates versus the current FFA price.

“The spot market has a solid chance of averaging
above this level,” said Papadimitriou. “I'd

expect rates of around $60,000-$65,000 per
day if I had to give a number for next year.”

According to Eirini Diamantara, research analyst
at Xclusiv Shipbrokers, “The combination of tight
effective supply and solid tonne-mile demand
should keep VLCC rates at healthy levels that are
way stronger than the five-year average, so I think
$55,000 per day is a very possible scenario.”

Melton said, “With our modeling we would
expect VLCC earnings, on average, to be
about $55,000 per day next year. But there’s
a lot of ways that next year could unfold.

“What happens depends on two men, right?
Vladimir Putin and Donald Trump. There
are quite a lot of bearish factors and quite a
lot of bullish factors. It’s a bit of a punt, but
we can really see it going either way.”

Two Shandong yards secure orders of

six VLOCs each

TWO yards in Shandong have each signed
an order for six very large ore carriers
during Marinetech China 2025.

Qingdao Beihai Shipbuilding clinched a contract
with Singapore-based Winning International

on Tuesday for the constructions of six 325,000
dwt VLOC:s. Price and delivery have not been
disclosed yet, but market sources expect

all vessels to be handed over by 2028.

This is Winning’s second VLOC deal with Qingdao
Beihai Shipbuilding. In September 2023, the
company ordered two 325,000 dwt VLOCs at the
same yard. Currently, Winning has 16 325,000
dwt Winningmax-class VLOCs under construction
at Chinese yards, eight at Beihai Shipbuilding

and the other eight at Hengli Heavy Industries.
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The Winningmax-class VLOCs, co-developed
by Winning and the Shanghai Ship Research
and Design Institute, are reported to use nearly
50% less fuel per tonne-mile than conventional
capesize vessels. The vessels are specified

as methanol-ready and will be outfitted

with 12,000 cu m methanol fuel tanks.

Meanwhile, another Shandong-based yard,
China Merchants Industry Qingdao Shipyard
secured an order for six 342,000 dwt VLOCs
from Hamburg-based shipowner and operator
Neu Seeschiffahrt on Wednesday.

This is the first order since CMI, part of state-
owned China Merchants Group, finalised its
acquisition of Qingdao Yangfan in April 2025.
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This also marks the first fleet-renewal initiative
for Neu Seeschiffahrt in almost 20 years. The
company manages a fleet of six VLOCs, two
newcastlemax bulk carriers and one capesize

bulk carrier, according to data from its website.

Industry sources said both orders were
expected to be deployed on iron ore shipments
for the Simandou project once delivered.

The new VLOCs will be built to a methanol-ready
specification. Market sources indicate delivery

is scheduled between 2029 and 2031, with

prices estimated at $115m—$116m per vessel.

IN OTHER NEWS

Samsung Heavy, DSEC and Nassco
form US shipbuilding partnership
SOUTH Korea's Samsung Heavy
Industries has deepened its
connection to US shipbuilding
by signing a tripartite agreement
for shipbuilding collaboration.

The yard, last month, signed

an agreement with Daewoo
Shipbuilding and Marine
Engineering to form a strategic
partnership. The duo are now
partnering with US shiprepair
contractor Nassco, a business
unit of New York Stock Exchange
listed General Dynamics.

The three companies will
collaborate on ship design,
manufacturing, automation
and technology in the US.

Long Beach appoints long-
serving Hacegaba as CEO

NOEL Hacegaba will take over
as chief executive of the Port
of Long Beach, after current
boss Mario Cordero steps
down at the end of this year.

Hacegaba has spent 15 years
at the port in different roles,
including chief commercial
officer and deputy executive
director, before assuming

his current role as chief
operating officer in 2023.

Harbor Commission president
Frank Colonna said he was the
“ideal choice” to lead the port.

Flex LNG appoints new

chief executive

JOHN Fredriksen-owned Flex
LNG has announced that
Marius Foss will take over

as chief executive, following
the resignation of Oystein
Kallekev earlier this year.

Foss has served as interim
CEO following the March
departure of Kallekev, having
also held the chief commercial
officer post at the company.

“Since joining Flex LNG in 2018,
Foss has been instrumental in
developing and executing the
commercial strategy of Flex
LNG,” the company said.
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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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BOURNEMOUTH, CHRISTCHURCH AND POOLE COUNCIL
(POOLE HARBOUR OPENING BRIDGES) ORDER 2006
PROPOSED Closure of Back Water Channel — Poole Harbour

NOTICE IS HEREBY GIVEN that Bournemouth, Christchurch and Poole Council
(“the Council”’) propose to temporarily close the Back Water Channel for the full
width in accordance with the powers granted by Section 17 of the above Order to

execute works to the bridge structure.

The Back Water Channel will be closed to all vessels that cannot pass under Twin
Sails Bridge when in a closed position. The channel will still be available to low air

draft vessels; the height clearance displays will show the available air draft.

The channel will be closed from 10:30 on 15" December 2025 until 06:30 on 22nd
December 2025.

Service Director: Planning and Transport, BCP Council Civic Centre, Bourne Avenue,
Bournemouth BH2 6DY

Dated: 17" November 2025
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ELECTRICITY ACT 1989
THE ELECTRICITY GENERATING STATIONS
(APPLICATIONS FOR VARIATION OF CONSENT)
(SCOTLAND) REGULATIONS 2013
MARINE (SCOTLAND) ACT 2010

MARINE AND COASTAL ACCESS ACT 2009
Notice is hereby given that Green Volt Offshore Windfarm
Ltd, registered under company registration SC698787 at C/O
CMS Cameron Mckenna Nabarro Olswang LLP, 4th Floor,
Saltire Court, 20 Castle Terrace, Edinburgh EH1 2EN, has
applied to the Scottish Ministers to vary the consent granted
under section 36 of the Electricity Act 1989 on 19 April 2024
to construct and operate offshore generating station known as
Green Volt Offshore Wind Farm and marine licences number
MS-00010230 and MS-00010232 to construct the offshore
generating station and offshore transmission infrastructure to
landfall, respectively.
The application made under section 36C of the Electricity Act
1989, seeks to vary some design parameters for the offshore
generating station, including wind turbine generator (WTG)
parameters to reflect present-day availability of appropriate
technology, WTG spacing, floating substructure and mooring
parameters and the number of cable and pipeline crossings for
inter-array cables. The application also seeks to vary consent
documentation to reflect the varied design parameters,
in addition to administrative non-design related changes,
including requested changes to consent conditions related to
the Design Statement and the Detailed Seabird Compensation
Plan.
The application to vary marine licence MS-00010230 for the
offshore generating station, seeks to vary the same elements
set out for the section 36C application above.
The application to vary marine licence MS-00010232 for
the offshore transmission infrastructure to landfall, seeks to
vary some design parameters for the offshore substation
platform (OSP), including updated OSP topside dimensions
and foundation parameters, in addition to amended pin-pile
driving foundation installation methodology. The application
also seeks to vary consent documentation to reflect the varied
design parameters, in addition to administrative non-design
related changes, including requested changes to consent
conditions related to the Design Statement and the Detailed
Seabird Compensation Plan.
The application does not seek to change the consented
spatial extent of the windfarm site (116 km2) or the offshore
transmission infrastructure to landfall. Additionally, the
maximum generating capacity of the windfarm will remain at
560 MW.
The variation application and supporting information are
available for inspection, free of charge, during normal opening
hours (Open Monday — Friday: 8:45am — 12:30pm and
1:30pm — 5pm) at:
Aberdeenshire Council — Buchan House, St Peter Street,
Peterhead AB42 1QF
And during normal business hours (Open Monday — Friday:
9am — 5pm) at:
Flotation Energy Offices — Aberdeen, 15 Justice Mill Lane,
Aberdeen AB11 6EQ
Please note, normal business hours may vary over the festive

period.
The variation application and supporting information

is available for review online at https://marine.gov.
scot/?q=node/26697 and https://greenvoltoffshorewind.com/
documents/

Any representations should be made in writing by email

to: MD.MarineRenewables@gov.scot or by post to

Marine Directorate - Licensing Operations Team, Scottish
Government, 375 Victoria Road, Aberdeen, AB11 9DB,
identifying the proposal and specifying grounds for objection
or support, not later than 13 January 2026, although the
Scottish Ministers may consider representations received after
this date. Representations should be dated and should clearly
state the name (in block capitals) and the full return email or
postal address of those making representation.

Subsequent submission by the companies detailed above

of additional information to the Scottish Ministers will be
publicised in a similar manner to the current variation
application. Representations relative to additional information
should be made on the same basis as detailed above.

Where the Scottish Ministers decide to exercise their discretion
to do so the Scottish Ministers shall cause a Public Local
Inquiry (PLI) to be held.

Following receipt of all views and representations, the Scottish
Ministers will determine the application for consent in one of
two ways:

» Consent to the variation application, with or without
conditions attached; or

* Reject the variation application.

Any representations in relation to the potential marine licence
variation should be submitted to the Scottish Government’s
Marine Directorate - Licensing Operations Team (“MD-

LOT”) in the same manner as described as above relative

to representations in respect of the variation application and
within the same timeframe.

Fair Processing Notice
MD-LOT determines applications for marine licences under the
Marine (Scotland) Act 2010, the Marine and Coastal Act 2009
and section 36 consents under The Electricity Act 1989. During
the consultation process any person having an interest in the
outcome of the application may make a representation to MD-
LOT. The representation may contain personal information, for
example a name or address. This representation will only be
used for the purpose of determining an application and will be
stored securely in the Scottish Government's official corporate
record. Representations will be shared with the applicant
and/or agent acting on behalf of the applicant, any people or
organisations that we consult in relation to the application,
the Directorate of Planning and Environmental Appeals
should the Scottish Ministers call a PLI and, where necessary,
be published online, however personal information will be
removed before sharing or publishing.
Afull privacy notice can be found at: https://www.gov.scot/
publications/marine-licensing-and-consenting-privacy-notice/.
If you are unable to access this, or you have any queries or
concerns about how your personal information will be handled,
contact MD-LOT at: md.marinerenewables@gov.scot or
Marine Directorate - Licensing Operations Team, Scottish
Government, 375 Victoria Road, Aberdeen, AB11 9DB.
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NOTICE
IN THE HIGH COURT OF JUSTICE OF ENGLAND AND WALES
BUSINESS AND PROPERTY COURTS OF ENGLAND AND WALES
ADMIRALTY COURT (KBD)
Claim No. AD-2025-000062

Any loss, damage and delay caused to any property or to any infringement of any rights
as a result of the fire on board the m/v ASL BAUHINIA en route from Jebel Ali to
Jeddah on 28 January 2025

Notice is hereby given to:

All persons claiming and / or being entitled to make claims by reason of or resulting from or
in connection with any loss, damage and delay caused to any property or any infringement of
any rights as a result of the fire on board the m/v ASL BAUHINIA en route from Jebel Ali to
Jeddah on 28 January 2025.

A general limitation decree was made on 27 November 2025 in an Admiralty Action in the
High Court of Justice of England and Wales, no: AD-2025-000062, on the application of the
Claimant, Emirates Shipping Line FZE, limiting the Claimant's liability for claims of a type
which fall within the 1976 Convention on Limitation of Liability for Maritime Claims to
11,491,704 Special Drawing Rights.

Any application to set aside the said decree must be made on or before 26 January 2026.

Any claims of a type which fall within the 1976 Convention on Limitation of Liability for
Maritime Claims must be made in this Admiralty Action on or before 26 January 2026.

All applications and claims are to be filed with the Admiralty and Commercial Registry and
Listing Oftfices, 7 Rolls Building, Fetter Lane, London EC4A 1NL, United Kingdom and copies
sent to Claimant's solicitors referred to below.

Emirates Shipping Line FZE, represented by Stann Law of 35 Great St Helen’s, 1%t Floor,
London EC3A 6AP, United Kingdom; telephone +44 20 7781 0130 (ref. Stann-00909-2025)

By the same Order made on 27 November 2025 by the Admiralty Court in London, the bareboat
charterer of m/v ASL BAUHINIA at the time of the incident, Zijinghua Shipping Limited, has
been recognised: as a “shipowner” within the meaning of Article 1 of the Limitation
Convention; as entitled to limit its liability arising out of or in connection with the incident for
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claims of a type which fall within the scope of the Limitation Convention; and as entitled to
rely on the limitation fund which has been constituted by the Claimant and which is also
deemed constituted by Zijinghua Shipping Limited.

Anybody other than the Claimant is entitled to apply to set aside or vary the Order in this
regard, providing that the application is made by 4pm London time on 26 January 2026.

Zijinghua Shipping Limited, represented by Wikborg Rein LLP of 30 Cannon St, London
EC4M 6XH, United Kingdom; telephone +44 20 7367 0300 (ref. 11015960-101).
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