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Trump swiftly replaces lost 
IEEPA tariffs but new levies 
are far less flexible

THE HIGHLY anticipated tariff decision is finally in, yet the uncertainty 
for container shipping is far from over. More tariffs are coming soon.

The US Supreme Court (SCOTUS), in a six-to-three decision on Friday 
morning, struck down US President Donald Trump’s tariffs under the 
International Emergency Economic Powers Act of 1977 (IEEPA). 
Trump issued an executive order on Friday night ending all IEEPA 
tariffs, and immediately moved to replace them.

“The foreign countries that have been ripping us off for years are 
ecstatic” about the SCOTUS ruling, said Trump during a press 
conference on Friday. “They’re dancing in the streets, but they won’t be 
dancing for that long, I can assure you.”

The key questions for 2026 container shipping demand: How will new 
tariff levels compare to pre-ruling tariffs within each trade lane, and 
how soon will US importers get refunds for previously paid IEEPA 
tariffs, allowing them to afford more import orders?

New tariffs to replace IEEPA tariffs

On Friday, Trump said the US would implement a global 10% tariff 
under Section 122 of the Trade Act of 1974. The tariff was characterised 
as a “temporary surcharge” designed to “restrict imports” in a 
presidential proclamation on Friday night, which said that the levies 
would begin on Tuesday.
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Section 122 allows the president to impose a global 
tariff of up to 15% for 150 days “to deal with large 
and serious US balance-of-payments deficits”. These 
tariffs must be applied uniformly and not by country.

Trump said on Saturday morning on Truth 
Social that he had decided to raise the Section 
122 tariffs to 15%. As of Saturday night, the 
White House had yet to confirm a revised rate; 
the 10% tariff decision was still posted.

Container shipping tariffs are unaffected by 
Truth Social posts; they only change after 
Customs & Border Protection issues a notice 
through the Cargo Systems Messaging Service. 
The latest CSMS notice said that CBP would 
“provide additional information and technical 
guidance...as soon as it becomes available”.

Trump said the Section 122 tariffs are “legally 
tested”. They are not. A legal challenge is 
widely expected, on the argument that the 
balance-of-payments condition required 
for these tariffs does not exist. 

The president’s own legal team, when arguing 
the SCOTUS IEEPA case, wrote: “Nor does 
[Section 122] have any obvious application 
here, where the concerns of the President 
identified in declaring an emergency arise 
from trade deficits, which are conceptually 
distinct from balance-of-payments deficits.”

Bridge period to new 301 tariffs

The next five months will be used as a bridge 
to replace lost IEEPA tariffs with other levies 
under Section 301 of the Tariff Act of 1974, 
which are implemented when a country is 
found to have unfair trade practices.

Existing 301 tariffs on Chinese goods range from 
7.5%-100%. The US Trade Representative initiated 
a new 301 investigation into China on October 24, 
2025, related to China’s alleged failure to implement 
trade agreements during Trump’s first term.

The US has also extensively used Section 232 of 
the Trade Expansion Act of 1962 to place tariffs 
on various sectors of goods for national security 
reasons, including levies on steel, aluminium 
and semiconductors. As with Section 301, these 
tariffs are not affected by the SCOTUS ruling.

US Trade Representative Jamieson Greer 
said in a statement on Friday night that the 

USTR would continue current Section 301 
investigations into China and Brazil as well 
as ongoing Section 232 investigations, and 
will initiate new Section 301 investigations 
targeting “most major trading partners”.

Asked how the overall level of new tariffs will 
compare to pre-ruling tariffs, Trump said at one 
point in the press conference that “the alternatives 
could take in more money”, and at another point 
that “it depends on whatever we want them to be”.

A comparison of IEEPA tariffs to the 
new Section 122 tariffs depends on 
whether the rate is 10% or 15%.

The IEEPA tariff on Brazil was 40%. The IEEPA 
tariff on China was 20% (10% reciprocal tariff, 
10% fentanyl tariff). Vietnam was also at 20%. 
Tariffs on US importers of goods from these 
countries, and numerous others, would come 
down even if Section 122 tariffs were at 15%.

In contrast, the tariff on US importers of goods 
from the UK would go up by 50% if the Section 122 
rate is raised from 10% to 15%. Under IEEPA, US 
importers of UK goods were being charged 10%.

Importantly, Trump cannot unilaterally extend 
Section 122 tariffs after 150 days. An extension 
must be approved by Congress, a requirement that 
was acknowledged in Trump’s proclamation.

The 150 days will expire in late August, just 
before midterm elections. The Peterson 
Institute said that Congressional approval is 
“highly unlikely”, particularly given recent 
Senate votes against reciprocal tariffs.

Change in tariff dynamic

The eventual replacement of IEEPA tariffs 
with additional Section 301 and 232 tariffs 
completely changes the dynamic for Trump.

According to Supreme Court Justice Neil Gorsuch, 
Trump was wrongfully using IEEPA “to impose 
tariffs on practically any product he wants, from 
any countries he chooses, in any amounts he 
selects…based on emergencies he himself has 
declared”, with those emergencies “unreviewable”. 
IEEPA tariffs led to volatility in container shipping 
trades because Trump could declare tariffs in 
any amount — such as the 145% IEEPA tariff 
on China briefly levied in May 2025 — and he 
could do so unilaterally and immediately.
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Section 232 and 301 tariffs require investigations, 
comment periods and public hearings. Until 
the regulatory process is properly concluded, 
claims by Trump on Truth Social that he will 
immediately impose a tariff would be idle threats.

On January 29, Trump signed an executive 
order to impose an unspecified level of IEEPA 
tariffs on imports from countries that directly 
or indirectly provide crude or products to 
Cuba. He no longer has the power to follow 
through; he revoked it on Friday night.

Earlier threats — against European countries if the 
US couldn’t buy Greenland, against any countries 
doing business with Iran — are likewise nullified.

There is another avenue that Trump could pursue 
to replace IEEPA tariffs: Section 338 of the Tariff 
Act of 1930, otherwise known as the Smoot-
Hawley Act. This law was specifically mentioned 
by Trump during Friday’s press conference.

Section 338 allows the president to levy a 
tariff of up to 50%; however, it cannot be 
levied on a whim. It can only be used against 
a foreign country that imports from the 
US that is found to treat US products less 
favourably than products of other countries.

According to the Peterson Institute, use of Section 
338 “is an untested retaliatory tool” and “at 
present, no trading partner fits the Section 338 
requirement for discrimination of a kind that 
would support the nation-specific broad tariff that 
is applied by the US to China under Section 301”.

Section 338 tariffs, as with IEEPA tariffs, 
would face a court challenge.

“If the Supreme Court bases its IEEPA decision in 
part on non-delegation and separation of powers 
[which it did], it would not be surprising if the 
president lost on a motion for summary judgement 
if the Trump administration seeks to use Section 
338 to recreate the IEEPA-based tariff wall in 
some broad fashion,” said the Peterson Institute.

Potential for ‘chaos’ in refund process

There could frontloading of containerised 
cargoes in the months before the US enacts 
new Section 301 tariffs. Transpacific spot rates 
could rise and US peak season imports could 
be stronger and earlier than they would have 
been had Trump not lost the SCOTUS case.

US demand could also benefit from importer 
expectations for refunds of previously paid 
tariffs. This should improve sentiment, even if the 
refund process proves long and complicated.

The Tax Foundation estimates that over 
$160bn of IEEPA tariffs have been collected 
from US importers through Friday.

The Supreme Court did not rule on refunds. By 
affirming the lower court decision, the refund issue 
reverts to the US Court of International Trade.

The CIT has previously ruled that there will 
be refunds if SCOTUS decided against IEEPA 
tariffs, and that refunds will be available to 
importers even after CBP has “liquidated” 
IEEPA tariff payments, i.e., finalised payments 
314 days after the customs entry.

The CIT ruled last month that a SCOTUS ruling 
would apply to “all current and future similarly 
situated plaintiffs” and to all types of IEEPA tariffs.

The Trump administration has acknowledged 
in CIT court filings that there will be refunds.

But even after the CIT implements refund 
procedures, money will not simply flow 
back to US import businesses.

Pete Mento, director of global trade advisory 
services at Baker Tilly, said in an online post on 
Friday, “The Supreme Court did not just put money 
back in your bank account. What they did was 
remove the legal foundation for a set of duties. 
Refunds are not automatic, they are procedural.”

Chad Bown, regional fellow at the Peterson Institute, 
highlighted the potential complications of an IEEPA 
tariff refund process during a Port of Los Angeles 
press conference on Tuesday, prior to the ruling.

“We’re talking about hundreds of billions of 
dollars that would need to be refunded to 
American importers. How is that going to work? 
We’ve never done something like this before. 
“What happens after the Supreme Court rules 
against the administration’s tariffs? The lawyers 
I’ve talked to have basically said: buckle up. 
There could be a period of chaos — another 
period of chaos, if you will,” said Bown.

Supreme Court Justice Brett Kavanaugh 
warned in his dissenting opinion: “The refund 
process is likely going to be a mess.”
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WHAT TO WATCH

Sinokor’s tonnage grab to redefine tanker 
market dynamics as sellers hand over VLCCs
THE massive expansion of Sinokor’s very large 
crude carrier fleet is more than a buying spree 
— it may represent a fundamental shift in crude 
tanker market dynamics, according to Dimitris 
Roumeliotis, analyst at Xclusiv Shipbrokers.

The deeper question, Roumeliotis argues, is 
not how many ships Sinokor is acquiring but 
why it is focusing so heavily on VLCCs.

“The answer is scale and leverage,” he said. 
“VLCCs sit at the centre of long-haul crude 
flows, and the fleet is ageing materially, 
with a growing share projected to exceed 21 
years of age by the end of the decade.”

At the same time, newbuilding availability remains 
constrained, with shipyard slots stretched far 
into 2028 and beyond. This effectively makes 
secondhand acquisitions the only viable route 
to rapidly building market dominance.

But what makes Sinokor’s strategy 
particularly significant, Roumeliotis 
added, is the company’s profile.

“What is set to be the largest operator of VLCCs 
is not a state oil company and not a charterer 
hedging refinery exposure,” he said. “Sinokor is 
not protecting a trading book — it is positioning 
purely to maximise freight returns.”

That distinction matters. When the 
largest pool of tonnage is controlled by 
a player incentivised to optimise freight 
income rather than cargo economics, the 
equilibrium of the freight market shifts.

Beyond outright acquisitions Sinokor is 
also pursuing an aggressive charter-in 
strategy, reportedly covering more than 
70 vessels. When chartered-in and owned 
tonnage is included, the company’s broader 
footprint could approach 150 VLCCs.

By blending spot market exposure with 
short- to medium-term time charters, Sinokor 
is building trading optionality alongside 
physical scale, Roumeliotis said.

In a market already distorted by geopolitical 
friction and sanctions that have removed vessels 
from compliant trades, controlling tonnage scale 
becomes more critical than simple ownership.

“This is not incremental growth. It is a seismic 
structural development,” Roumeliotis said. “If the 
broader 150-ship footprint materialises, Sinokor 
will try to control freight rates and asset values 
-— and moves from being a large operator to a 
potential trendsetter in VLCC freight dynamics.”

Most of Sinokor’s VLCC purchases concluded 
so far are understood to have been handled 
by London-headquartered shipbroker Howe 
Robinson. The transactions are being managed 
by Howe Robinson’s Hamburg office under its 
sale and purchase managing partner Carsten 
Roennau, a source told Lloyd’s List.

The VLCC buying blitz is believed to be being partly 
bankrolled by Gianluigi Aponte’s mighty MSC 
Group, the owner of the world’s largest containership 
fleet and the third-largest cruiseship operator.

What’s emerging looks less like genuine fleet 
expansion and more like a push for dominance. 
The tally is now over 50 secondhand VLCCs, 
with more deals still in the pipeline.

Those ships will join 15 VLCCs already in 
Sinokor’s owned fleet built between 2007 
and 2016, plus another seven vessels already 
operated via long-term time charters.

A total of 48 ships are confirmed as either 
being sold but with more under final 
negotiations, with their combined value 
estimated at around $4bn, according to 
disclosed sellers prices and broker estimates.

However, multiple market sources suggest 
that the real figure could be materially 
higher, potentially in the region of up to 
90 ships acquired since December.

A total of 14 VLCCs have been handed 
over to Sinokor since January, according 
to Lloyd’s List Intelligence data.



Lloyd’s List | Daily Briefing  Monday, 23 February 2026 Page 5

They include CMB.Tech’s Dia (IMO: 9723071) 
and Aegean (IMO: 9732553), which were built in 
2015 and 2016 respectively. The former vessel was 
handed over in China earlier this month and has 
since been renamed Colombia Prosperity, with 
the latter ship being renamed Fujairah Energy 
after being taken over at Singapore in January.

CMB.Tech is set to hand over six more 
VLCCs to Sinokor following agreements 
to sell the ships last month.

George Prokopiou’s Dynacom Tankers 
Management has already delivered four VLCCs 
to Sinokor, built between 2009 and 2013.

They have now been renamed Cyprus Prosperity 
(IMO: 9595216), Indonesia Prosperity (IMO: 
9595228), Malta Prosperity (IMO: 9389033) 
and Rotterdam Energy (IMO: 9508859).

Dynacom has confirmed the sale of seven more of its 
VLCC fleet to Sinokor, built between 2008 and 2012.

The UK’s Zodiac Maritime tied up the sale of three 
of its oldest VLCCs to Sinokor in January with two, 
the 2011-built Blue Nova and Cobalt Nova having 
now been delivered to their new owner and renamed 
Singapore Energy (IMO: 9534846) and Rio de 
Janeiro Energy (IMO: 9534028) respectively.

John Fredriksen’s Frontline, which 
earlier agreed the sale of eight VLCCs 
has handed over three vessels so far to 
Sinokor, all of which were built in 2016.    

Other handovers to Sinokor comprise 
the 2013-built Agneta Pallas III, since 
renamed Dubai Energy (IMO: 9602928), 
and sold by Norway’s Hawk Infinity.

In addition, the Maran Tankers controlled, 2010-
built, Maran Lyra (IMO: 9559406) and since 
renamed Brazil Prosperity, while the 2010-built 
Cape Aspro, sold by Pareto of Norway, has now 
been renamed Basrah Energy (IMO: 9391775) 
after being handed over in China in late January.   
One of the sellers previously told Lloyd’s List 
that the decision to sell their VLCCs to Sinokor 
was an easy one. The price being offered was 
“dream money” for older tonnage, they said.

Value assessments of VLCCs have surged since 
December, driven by firm freight earnings and the 
Sinokor-led buying wave that has accounted for 
nearly every reported sale-and-purchase deal since.

The latest Sinokor-linked deal surfaced yesterday, 
February 19, when Navios Maritime Partners 
unveiled the sale of the 2009-built Nave Galactic 
(IMO: 9384617) and the 2011-built Nave Buena 
Suerte (IMO: 9514561). The pair were sold for 
a combined $136.5m and while Navios did not 
name the buyer, a well-placed industry source told 
Lloyd’s List that Sinokor is behind the purchase.

At least some of the purchase agreements for 
the vessels are known to have been signed by 
companies tied to the MSC Group, however, the 
precise relationship between MSC and Sinokor, 
led by Ga-Hyun Chung, remains opaque.

Market sources involved in the deals say all 
signs point to a big sector bet by Aponte. But 
the transactions are locked behind strict 
confidentiality clauses, and it is still unclear 
whether the two sides have formalised their 
cooperation into a tanker joint venture.

Last month, MSC was confirmed to have ordered 
eight VLCC newbuildings at China’s Hengli 
Heavy Industries, in a watershed moment 
signalling its first step into direct tanker 
ownership. The VLCCs are understood to have 
been contracted in partnership with Sinokor.

The global VLCC fleet stands at roughly 910 
vessels. After deducting around 160 ships 
linked to sanctions or restricted trades, the 
effective compliant fleet shrinks considerably.

On that basis, Sinokor’s exposure could equate to 
nearly 20% of the active VLCC universe — a level 
of influence Roumeliotis describes as “structural 
weight” rather than marginal presence.

He believes the sales figures initially tracked 
are likely to rise further, pointing to what 
appears to be coordinated accumulation 
rather than opportunistic purchasing.

“When a single player absorbs that volume 
in such a compressed time frame, liquidity 
tightens quickly and price benchmarks start 
forming around their activity,” Roumeliotis 
said. “In effect, they have done the heavy lifting 
in resetting values, allowing the rest of the 
market to benefit from firmer comparable.”

If the trend holds, Sinokor’s consolidation could 
reshape pricing power and freight volatility 
in the VLCC market for years to come.
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Demand for shadow fleet scrapping is growing 
but regulators are not moving
A GROWING number of shadow fleet* shipowners 
are discreetly seeking deals with cash buyers in 
Dubai and directly with breakers yards in India 
as they seek a route to scrap their vessels.

With the US Treasury stalling on applications 
to license the recycling of sanctioned ships in 
the open market, many are circumventing any 
exposure to the US dollar and settling deals in 
local Indian currency. Some are understood to be 
transacted using crypto currency to avoid scrutiny.

At least three shadow fleet vessels sanctioned by 
the US have been sold and scrapped so far this year, 
but Lloyd’s List understands that a list of at least 
16 others is being actively touted among buyers.

The recent uptick in demand follows a quiet flurry 
of sanctioned scrap deals last year that saw a total 
of 16 ships end up at Indian breakers yards.

The Indian government has no formal policy 
explicitly prohibiting or authorising the recycling 
of sanctioned vessels, however exposure to 
the US dollar had previously prevented most 
buyers from engaging in scrap deals.

Following a flurry of successful sanctioned 
scrap transactions last year, however, yards are 
increasingly confident that they can insulate 
themselves from US sanctions risk and — in the 
absence of any enforcement action from the US 
or Indian authorities — demand is growing.

Initial deals were conducted with a 20% discount, 
however increased demand has seen that ease 
to 15% or even 10% in some recent quotes.

While the number of yards willing to accept 
sanctioned tonnage deals is growing, it 
remains a relatively small market shrouded 
in opacity and discreet transactions.

The deals, however, have spooked those buyers and 
yards still refusing to deal with sanctioned vessels.

GMS, the world’s largest cash buyer of ships for 
scrap, has applied to the US Treasury for a licence 
to buy and scrap 12 sanctioned ships. According 
to the company’s founder and chief executive, Anil 
Sharma, he could immediately apply for several 

more and is now routinely being contacted with 
enquiries from owners looking to exit the market.

Sharma’s lawyers, however, are yet to 
receive any decision from the Treasury’s 
Office of Foreign Assets Control.

While both the US and EU have acknowledged 
that scrapping of shadow fleet ships is an 
issue that requires a formal procedure, 
neither has progressed with developing any 
mechanism that would allow a scaled removal 
of sanctioned tonnage from the market.

While senior officials within OFAC have 
repeatedly tried to push the proposal of a licensing 
mechanism, the complexities of how the US 
Treasury could allow payments to reach sanctioned 
entities has to date proven to be too complex 
and politically contentious to progress with.

The absence of a legitimate licence to act or clear 
prohibition from the Indian government, combined 
with transactions not being US dollar-based, has 
created a regulatory vacuum which is now being 
exploited by a few yards and selected cash buyers.

According to Sharma, that is starting to 
skew the market. “Some of the yards are now 
saying, ‘Look, this is not illegal and we can 
get these ships in cheap’, and because they 
are getting the ships at a minimum 10%-15% 
cheaper, it’s picking up speed,” said Sharma.

“The problem is that for the rest of us who 
have said we don’t want to, or can’t, take these 
ships, we can’t compete,” he continued.

GMS, which is incorporated in Maryland, US and 
headquartered in Dubai, first applied for shadow 
fleet licences over six months ago and has spoken to 
numerous government agencies about the issue, but 
is yet to receive any official guidance from OFAC.

In the interim period, Sharma has been 
contacted by several owners looking to do 
deals and he says the demand is growing.

While many Indian banks refuse to open letters 
of credit for buying sanctioned ships that are 
destined for Alang’s breaking yards, new networks 
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involving multiple Russian banks have established 
themselves in Dubai, effectively allowing work-
arounds for yards willing to take the risk. 
These structures avoid US dollar clearing and 
therefore avoid direct US banking jurisdiction.

In the case of transactions originating from Dubai, 
a cash buyer will acquire the vessel in UAE dirhams 
from the original owner. The vessel is then sold 
to the Indian recycling yard in Indian rupees. 
Payment is made by the yard in INR to a nominated 

account in India held by the cash buyer or its 
affiliate, and funds are ultimately remitted back to 
Dubai in AED through normal banking channels.

Similar versions of these transactions exist for 
Russia-originated payments and deals being 
conducted from China and Hong Kong. While 
rumours of some transactions being conducted 
in crypto currencies are rife in the market, 
Lloyd’s List has found no specific examples 
where it has been used to circumvent scrutiny.

European nations start to split on stateless 
vessel boardings
ATTITUDES towards falsely flagged tankers within 
the European Union are beginning to differ, after 
several Baltic nations expressed their reluctance 
to board vessels claiming innocent passage.

This comes after Danish authorities seized 
now Iran-flagged containership Nora (IMO: 
9259408) last month. When Nora was 
detained off the Danish coast on January 26, 
it was falsely flagged with Comoros, which 
is why Danish authorities intervened.

Yet while at anchor off Skagen, Nora switched to 
the Iranian flag on February 18. That’s not been 
enough to satisfy the Danish authorities, though, 
who have confirmed that the vessel has reflagged 
to Iran but maintain it is “still not fully certified”.

A port state inspection of the vessel was 
conducted on February 19, and no significant 
safety deficiencies were found.

Nora is the latest of six vessels that have switched 
to the Iranian flag since December 2024. All 
six are sanctioned and all six switched from 
false registries to the Iranian registry.

One crude oil tanker, Yulin (IMO: 9231224), is 
now signalling its flag as Nicaragua through 
its MMSI number (a unique number assigned 
by a flag state and transmitted by AIS), which 
Lloyd’s List believes is also a false flag.

Independent investigative outlet Bellingcat 
said the International Maritime Organization 
confirmed that Nicaragua had not approved any 
organisation to issue flag certificates on its behalf.

The Swedish coastguard told Lloyd’s List that the 
“phenomenon” of falsely flagged vessels in its waters 

has persisted at a similar level since October 2025, 
and that vessels were more commonly reflagging 
themselves mid-voyage. The biggest movement 
by far has been into the Russian registry.

Lloyd’s List Intelligence analysis shows 
that since January 2025, no fewer than 60 
crude and product shadow fleet* tankers 
(above 10,000 dwt) have moved to the 
Russian flag, 40 of them from false flags.

Of those 60, 37 have moved since December 2025, 
most notably the Marinera (IMO: 9230880), 
which flagged to Russia from a false Guyana flag 
just before it was dramatically boarded by US 
forces following intervention in Venezuela.

In the case of Marinera and many of the tankers 
that reflagged in the days following the US 
intervention in Venezuela, the reflagging was 
an unsuccessful attempt to deter US action.

But in the case of Nora and others, 
reflagging represents a different trend.

European nations have shown a willingness to 
board and disrupt falsely flagged vessels.

These ships are effectively stateless under 
the United Nations Convention on the Law 
of the Sea, a piece of international legislation 
European nations have demonstrated they 
are keen to stay on the right side of.

Head of the Center for Maritime Strategy and 
Security at the Institute for Security Policy 
at Kiel University, Johannes Peters, said 
Germany and its peers were beginning to 
learn how to use Unclos to their advantage.
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Berlin ordered falsely flagged tanker Tavian (IMO: 
1095337) not to enter its waters earlier this year, 
forcing the vessel to perform a U-turn in the Baltic.

President Macron of France last year said he 
and his fellow European leaders would pursue 
a “policy of obstruction” against shadow fleet 
vessels in European waters. Since then, France 
has boarded two shadow fleet tankers, Boracay 
and Grinch, both in the Mediterranean.

Stateless shadow fleet tankers offer the easiest of 
pickings for European nations seeking to increase 
pressure on Moscow, and less frequently Tehran.

Moscow has dialled up its own rhetoric this 
week in response. Nikolai Patrushev, who serves 
as Vladimir Putin’s top adviser on maritime 
affairs, said any attempt to seize Russian ships 
would be met with a “tough” naval response.

Hours later, the Norwegian and Icelandic premiers 
told reporters this week that their nations 
would be reluctant to seize vessels. Lloyd’s List 
understands that Denmark has a similar view 
and would be reluctant to seize a vessel that is 
moving through its exclusive economic zone.

Should a vessel be sat at anchor off its coastline, such 
as Nora was before it was detained, then it could 
find itself being visited by coastguard patrol boats.

Swedish strength

The Swedish Ministry for Foreign Affairs told Lloyd’s 
List that EU member states were still in discussions 

on how to deal with the shadow fleet and protect 
“critical undersea infrastructure”. That strategy 
may emerge along with the EU’s 20th Sanctions 
Package, slated to be announced next week. 

But in a departure from its Nordic neighbours, 
Stockholm was quite clear on its approach 
to those vessels flying false flags.

“In the territorial sea, vessels without nationality 
fall under the jurisdiction of the coastal state, 
as the right of innocent passage does not apply 
to them,” the ministry told Lloyd’s List.

Swedish authorities, it said, are “independent 
in the performance of their official duties 
and take their own decisions within their 
respective mandates”. Where previously the 
false flag was a tried-and-tested cloaking 
device, now it could be a vulnerability.

IR Consilium founder Ian Ralby said this 
had potentially unintended consequences. 
“If the shadow fleet reflags to Russia, 
we’re out of luck,” he told Lloyd’s List.

He said the West had “pushed the shadow fleet 
back into the arms and the flags of the Russians 
and Iranians” without “a whole lot of thinking 
of what the follow-through would look like”.

Macron’s statement of “board all of the shadow 
fleet” was “a fantastic political move for about two 
seconds”, Ralby said. The consequences, such as 
squeezing the shadow fleet back under the Russian 
flag, were not fully considered in his view.

ANALYSIS

Skuld emerges as ‘big winner’ in 2026 P&I renewal
MOST P&I clubs look set to unveil improved 
underwriting results boosted by strong investment 
returns for the 2025/26 policy year after the 
annual renewal round closed at noon on Friday.

The picture for International Group pool 
scheme also seems to have picked up markedly, 
although further $10m-plus claims will almost 
certainly have been ‘incurred but not reported’, a 
situation known as IBNR in insurance jargon.

Some fleets always change hands at this point, 
although this is a sensitive issue and clubs 
are typically reticent to comment on accounts 

they may have won and lost. But brokers are 
more open to trading gossip, and the rumour 
mill suggests that Skuld has emerged as 
what one source called “the big winner”.

Oslo-based Skuld has picked up business from 
Steamship Mutual, including some ships operated by 
South Korea’s SK Shipping and France’s CMA CGM. 
It has also gained some Oldendorff bulk carriers.

NorthStandard dialled back exposure to Gianluigi 
Aponte’s Mediterranean Shipping Company, the 
world’s biggest shipowner by fleet size, which has 
sustained a number of big casualties of late.
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It is also thought to have turned down 
business worth around $10m in aggregate 
for its fixed premium book because it was 
unhappy with the owners’ loss records.

Steamship, which was seeking the highest 
premium increase of any IG affiliate at 8%, seems 
to have stood firm on its pricing demand.

By contrast, P&I heavyweight Gard and Swedish 
Club, a smaller player, are both understood to 
have pitched aggressively, particularly in Greece.

Wild East

Competition was particularly intense in South 
Korea, which one broker joking branded the 
Wild West, or at least the Wild East.

“The market is not hard but I suspect all clubs will 
have increased their premiums. Investment income 
has been a massive comfort blanket,” he added.

Clubs have been putting too much emphasis 
on the pool deficit to provide camouflage for 
their lacklustre underwriting performance, 
he argued. Nevertheless, he expects improved 
combined ratios pretty much all round.

Midday on February 20 each year is the hard 
deadline by which 85%-90% of the world fleet by 
tonnage must buy protection & indemnity cover 
from one of the 12 insurers that make up the IG.

The reasons for this are firmly rooted in maritime 
tradition, as the day was deemed to be the 
date on which Baltic ports were ice-free.

P&I is roughly equivalent to third party, fire 
and theft insurance for motorists. A policy 
from an IG club, known as a Blue Card, is 
widely regarded as a ticket to trade.

Few ports will allow vessels to call unless they 
know that a substantial insurer is on hand to 
pick up the bill if things go badly wrong.

The IG has the dominant position because 
it can offer cover of more than $3bn per 
vessel at not-for-profit pricing.

Fixed premium policies are also available from 
commercial providers and from many clubs 
at commercial pricing, albeit with a lower 
upper limit. This may be suitable for smaller 
vessels such as tugs, barges and workboats.

Prudent owners will also purchase hull & machinery 
insurance against damage to vessels and war 
risk policies that offer protection from armed 
conflicts, strikes, riots and civil commotions.

These are available at commercial pricing 
from underwriters in London, the Nordic 
region, Singapore and elsewhere.

All told, marine insurance remains a major outlay 
for operators. The most recent figures compiled 
by Baltic Investor Indices calculate the annual 
all-in insurance costs at $353,320 for a VLCC 
and $260,610 for a capesize bulk carrier. Those 
numbers have to be multiplied by fleet size.

P&I clubs will publish their renewal round 
positions in the next week or two. The numbers 
will be closely scrutinised by brokers and ratings 
agency analysts for any sign of weakness.

Steamship this morning issued a statement that 
did not contain any actual figures for premium 
income, entered tonnage or combined ratio.

The club has recently adopted a strategy 
of prioritising balance sheet strength over 
capital redistribution in what it openly 
describes as a challenging period.

Nevertheless, it insisted that it entered 2026 
in “a position of strength” after elevated claims 
activity across the industry last year.

The club has returned more than $150m 
to members in the form of cashbacks in 
recent years and its decision not to make a 
distribution was described prudent in light 
of the uncertain claims environment.

SSM’s financial position remains “exceptionally 
robust”, with a strengthened underwriting base 
and reaffirmation of its A Insurer Financial 
Strength Rating from Standard & Poor’s.

Head of underwriting Rupert Harris said: 
“Steamship Mutual remains committed to the 
principles that define the club; fairness across 
cycles, standing steady in challenging markets, and 
acting always in the best interests of its members.”

UK’s largest P&I club

First off the starting block with firm figures 
is NorthStandard, whose joint managing 
directors Paul Jennings and Jeremy Grose 
spoke to Lloyd’s List on Friday morning.
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NorthStandard is the UK’s largest P&I club, 
with around 20% of the worldwide IG market. 
The club has reduced its combined ratio — the 
key yardstick for underwriting performance 
— to 105% from 114% last time round.

The obvious caveats here is that this is still 
represents a five-cent loss on payouts and 
operating expenses for every dollar that comes 
through the front door in premiums. With 
premium income for 2025/26 expected to top 
$930m, appreciably up from $886m in 2024/25, 
that implies an underwriting performance 
more than $40m shy of break-even point.

Moreover, the 105% figure is for NorthStandard’s 
business as a whole rather than purely for P&I. 
Given its strategy of writing commercial lines 
such as hull to subsidise its mutual activities, the 
pure P&I combined ratio will inevitably be several 
percentage points higher. But in the opinion of 
the club itself — and just as importantly, P&I 
analysts at ratings agencies — this is still just 
about at the upper end of the acceptable bracket.

The underwriting loss will be more than offset by 
excellent investment returns, which came in a 9% 
on a conservatively positioned and bond heavy 
portfolio. That was far in excess of the budgeted 4%.

Free reserves are projected to surpass $900m, well 
up on the $800m level in February 2025. “The 
P&I market as a whole is still not pricing P&I risk 
at the rates it should be and there’s still a lot to be 
done,” said Grose, suggesting a further round of 
inflation-plus rate hikes is on the cards for 2027.

NorthStandard entered the renewal round seeking 
a 5% increase in P&I pricing. In the event, premium 
was up 7.3% on the year, although again this is 
an all-business rather than P&I-specific tally.

NorthStandard’s speciality lines are growing 
rapidly. Commercial marine classes that 

pioneered diversification now account for 
around half of premiums at the Scandinavian 
clubs and NorthStandard is seeking to emulate 
that model. It is not there yet, but commercial 
lines are now 30% or so of the pie.

That is slightly surprising, given the poor state 
of the London and Nordic hull markets right 
now. Profitability in recent years has attracted 
a slew of new capacity, which has driven down 
pricing, with widespread anecdotal reports of 
underwriters conceding 10%-15% discounts on 
incumbent business without much resistance.

“Our team are not hungry for market share. They are 
prepared to be selective,” Grose added. “While [the 
book] has grown over the years, there has not been 
a massive drive for top line growth and they are 
concentrating all their time on bottom line growth.”

Entered poolable tonnage remains essentially 
unchanged at 270m, which looks slightly 
disappointing given the 2% growth in 
the world fleet over the past year.

Jennings and Grose also confirmed that 
11 claims have to date been notified to the 
IG pool, the mechanism by which clubs 
share claims in excess of $10m.

A number of others will probably be waiting in 
the wings as IBNRs. However, the good news 
is that to date, clubs face fewer than half the 24 
pool claims for 2024/25, the allision that brought 
the bridge spanning Baltimore harbour already 
shaping up as the most expensive marine loss ever.

MSC Elsa 3 (IMO: 9123221), which is facing a 
$1bn plus compensation demand from an Indian 
state government, and Wan Hai 503 (IMO: 
9294862) stand out as the obvious nasties. 
Payouts on the remainder, including Solong, will 
be contained to tens of millions of dollars each.

Regulation isn’t the only thing holding up bio-LNG
US REGULATION is not the only 
thing holding back bio-LNG.

The US biofuels industry is backing a bill to 
include ocean-going vessels in the Renewable 
Fuel Standard, so producers can qualify 
for carbon credits, as we reported.

The industry says maritime could be a 
big new market for US farmers, and vast 

amounts of bio-LNG could be dropped into 
the growing dual-fuel fleet on order today.

Some companies are already using bio-LNG 
to comply with FuelEU Maritime in Europe, 
while Hapag-Lloyd has struck a supply deal with 
Shell for its containerships late last year. But 
evidence given to the Senate Environment and 
Public Works Committee hearing in September 
shows boosting supply is not straightforward.
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The International Council on Clean Transportation, 
a Washington-based research non-profit, said 
the bill would do little to stimulate maritime 
demand, since it was much more lucrative to 
sell biodiesel for cars and trucks instead.

A biofuel producer selling into maritime 
would miss out on incentives for biodiesel 
on the US west coast, such as cap-and-trade 
policies and low-carbon fuel standards.

ICCT fuels and aviation programme 
director Nikita Pavlenko said jet fuel was 
introduced in the RFS in 2014 but didn’t help 
Sustainable Aviation Fuel production; SAF 
blending for jet fuel was still below 1%.

“What we can learn from the aviation sector 
is that you need a stable source of demand,” 
Pavlenko said, adding that an “opt-in” 
carbon credit would not be enough.

“Without a meaningful lever to create a 
market for those fuels, in most cases those 
consumers won’t purchase them unless 
you subsidise it down to parity.”

Green fuel producers are counting on the 
International Maritime Organization to provide 
that lever in the form of a binding carbon 
price, to narrow the price gap with fossil fuels. 
But lobbying by the Trump administration 
has dampened hopes that the Net-Zero 
Framework will be adopted later this year.

Chamber of Shipping of America president 
emeritus Kathy Metcalf told the committee the 
CSA supported the biofuels bill. But she cautioned 
biofuels were one of several options that needed 

help if enough supply was to be available.

“‘The only concern we have with marine 
biofuels is the fact we’re going to be in direct 
competition with land-based users,” she said.

Metcalf said marine engines had to be designed 
for a particular biofuel, but there were many 
different base biofuels on the market.

The International Energy Agency reported 
last year that only about 10bn cu m of 
biomethane is made worldwide each year, 
from the 40bn cu m equivalent of biogas.

Most of that gas, converted from farm waste, is 
used for local heat and electricity. Transporting 
bulky and low-energy density feedstock was 
costly over long distances, meaning a large 
number of individual plants were needed for 
meaningful production at a national scale.

Securing a permit to make biogases could 
take up to seven years and regulations varied 
widely. “There is no one-size-fits-all approach 
to biogases, as each project faces different 
local circumstances,” the IEA said.

Biogas can be made with negative emissions 
if they divert methane from rotting in fuels. 
But the green benefits depend on how the 
biogas is made; methane leaks along the value 
chain could “undercut or eliminate entirely 
the GHG emissions benefits of biogases”.

Biogas plants emitted methane equivalent 
to 6% of their output on average, the IEA 
said. LNG ships also leak up to 6% methane 
into the air, according to ICCT research.

MARKETS

EuroDry sees ‘fine balance’ in dry bulk for next 
two years
EURODRY, the Nasdaq-listed owner of 11 bulk 
carriers and two more on order, has said it has the 
funds for potential new acquisitions and is expecting 
a finely balance market for the next two years.

“We expect a finely balanced market over the 
next two years, with significant geopolitical 
and economic uncertainties still evolving,” 
said chief executive Aristides Pittas.

These “could potentially create shifts in the 
market”, said Pittas, who was commenting 
as the Greece-based owner posted a 
profit for the fourth quarter of 2025.

“We remain diligent to capitalise on any opportunity 
by either expanding our fleet or by capitalising 
on chartering opportunities at attractive 
levels for the benefit of our shareholders.”
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Pittas said that several moves had served to increase 
the funds that it could put to further investments 
“if accretive options for doing so are identified”. 
One of these was the sale last October of the 
21 year-old panamax Eirini P for about $8.5m, 
which resulted in a book gain of $700,000.

EuroDry had also refinanced one of its loans 
and has funded “a good portion” of predelivery 
instalments on two ultramax newbuildings 
that are due to be delivered in 2027.

Pittas said that the company is now eyeing 
locking in vessels on longer-term charters due to a 
strengthening of the market. The market was “rather 
strong” in the fourth quarter and in 2026 to date.

EuroDry has already concluded a year-long 
charter for one of its ultramaxes at $15,500 

per day — a shift in its strategy of full 
exposure to the spot or short-term market.

“As the market keeps maintaining its current 
level or, possibly, improving, we intend to 
conclude year-long or longer charters for 
a larger portion of our fleet,” he said.

The company posted fourth-quarter net income 
of $3.2m, a contrast to red ink in the year’s three 
previous quarters and to a $6.2m loss in 4Q24. For 
full-year 2025, however, it reported a loss of $3.8m.

Revenues increased by nearly 20% year on year 
in the fourth quarter, reaching $17.4m but the 
reverse was true for the year overall as EuroDry 
saw revenues decrease by 14.4% to $52.3m. The 
company had cash of $20.3m on its balance sheet at 
the end of 2025, compared with $6.7m a year earlier.

Costamare Bulkers trims loss as it 
restructures operating platform
COSTAMARE Bulkers, the bulker owning and 
dry bulk operating platform that was spun off 
from containership owner Costamare last year, 
has curbed losses after the implementation 
of a co-operation agreement with Cargill.

The New York-listed owner of 31 bulkers posted an 
adjusted net loss of $1.7m for the fourth quarter, or 
$0.07 per share, compared with adjusted losses per 
share of $0.74 for the year ended December 31, 2025.

It was only the second full quarter as an 
independent, publicly traded company and 
Costamare Bulkers had no operating activity 
in 2024 for comparison of results.

It disclosed it had cash of $226.3m versus debt 
of $155.6m at the end of the last quarter.

Overall liquidity including undrawn funds 
of $84.7m available from a “hunting 
licence” facility was $311m.

Under its strategic co-operation with Cargill, the 
company has now offloaded the majority of its 
trading book comprising chartered-in tonnage, 
cargo commitments and derivatives positions.

The company’s operating platform consists of 
six capesizes and 12 kamsarmaxes that are all 
chartered-in from third parties, as well as two 
newbuilding kamsarmaxes that will be chartered-
in with purchase options upon delivery.

All six capesize vessels and two kamsarmax 
chartered-in vessels represented “legacy” 
transactions into which the company entered 
prior to its agreement with Cargill, it said.

Costamare Bulkers has recently agreed to acquire 
a 2018-built ultramax, which is expected to be 
delivered within the first half of this year.

It has sold a 2008-built supramax with an 
estimated capital gain of $700,000 and agreed 
the sale of a 2011-built capesize that is set to 
yield an estimated capital gain of about $7m.

According to chief executive Gregory 
Zikos, fourth-quarter results continued 
to be affected by “legacy positions”.

Some of these were transferred to Cargill gradually 
over the quarter, with one remaining chartered-
in vessel expected to be novated within 2026.

Looking at the dry bulk market, there were 
positive developments in all segments 
in which the company is operating.
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IN OTHER NEWS

Cruiseship fire in Singapore Strait 
claims life of crew member
A FIRE on board a cruiseship 
has killed a seafarer 
and forced nearly 300 
passengers to evacuate.

The fire started on deck nine 
of the Liberia-flagged World 
Legacy (IMO: 8020642) in the 
early hours of February 20 
in the Singapore Strait, less 
than three nautical miles from 
the Singapore anchorage. 

All 271 passengers have now 
been evacuated from the 
cruiseship, with four people taken 
to hospital for further medical 
assessment, the Maritime and 
Port Authority of Singapore said.
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Looking to publish a judicial sale, public notice,  
court orders and recruitment? 

 
Please contact: marketingservices@lloydslistintelligence.com

Classified notices follow
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