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Trump’s Supreme Court  
defeat could make future 
tariffs even worse

THE LANDMARK court ruling on tariffs could theoretically make US 
containerised imports more expensive later this year, incentivising 
frontloading to get ahead of future turmoil.

“There’s a credible scenario wherein tariffs end up higher because of 
this,” warned Preston Caldwell, senior US economist at Morningstar, in 
a report on Monday.

US President Donald Trump continues to rage about Friday’s Supreme 
Court (SCOTUS) decision that nullified tariffs under the International 
Emergency Economic Powers Act of 1977 (IEEPA). Trump wrote on 
Truth Social on Monday that tariffs “can be used in a much more 
powerful and obnoxious way…than the Tariffs initially used”.

A few hours later, he warned: “Any Country that wants to ‘play games’ 
with the ridiculous supreme court decision…will be met with a much 
higher Tariff, and worse, than that which they just recently agreed to. 
BUYER BEWARE!!!”

Trade deal complications

IEEPA tariffs end at midnight on Tuesday and will be replaced by 
tariffs under Section 122 of the Trade Act of 1974. Section 122 duties 
are inflexible and must be applied globally. This just a temporary 
measure. Section 122 tariffs expire after 150 days unless an extension 
is granted by Congress, which is considered highly unlikely.
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Section 122 could be replaced with even higher 
levies under Section 301 of the Tariff Act of 1974, 
which have no duration limit and are flexible.

If Section 122 levies are 15%, up from the 
initially announced 10%, it would increase 
tariffs versus previously agreed trade-
deal frameworks with the EU and UK.

The EU halted deliberations on the US trade 
agreement on Monday, pointing to the potential 
for higher rates for some product categories.

“Given the current enormous uncertainty, 
a vote would be unjustifiable,” said Anna 
Cavazzi, a German politician and member of 
the European Parliament. “Trump continues 
to blithely announced arbitrary tariffs. This 
lack of trust prevents simply rubber-stamping 
the implementation of the US deal now.” 

India delayed a visit to Washington by its 
trade delegation following the SCOTUS 
ruling, according to Reuters.

For El Salvador, Guatemala and Argentina, which 
have completed reciprocal trade agreements with 
the US, the ad valorum tax had been capped at “no 
more than 10%” — a 15% rate violates the terms.

In contrast, either a 10% or 15% rate would 
lower costs for US importers from Asian 
countries. Malaysia, Cambodia, Bangladesh 
and Indonesia have signed reciprocal 
agreements in which US importers of their 
goods were charged 19% under IEEPA.

More trade friction on horizon

A new round of trade turmoil is likely, because 
the US plans to use Section 122 tariffs as a 
bridge to Plan B: the recreation of the power 
and flexibility of IEEPA via Section 301 tariffs 
targeting countries, combined with more 
Section 232 tariffs under the Trade Expansion 
Act of 1962 targeting product sectors.

This will take time at the front end. Section 301 
and 232 tariffs require an investigation, followed 
by a public comment period and a public hearing, 
then a final determination in a published report, 
which includes an implementation schedule.

The USTR has confirmed that it will begin Section 
301 investigations against “most major trading 
partners…on an accelerated timeframe”.

Even at an expedited pace, the administrative 
process will take several months, meaning that US 
importers have a window to bring in goods if they 
believe the cost under Section 122 will be lower 
than the future cost under Sections 301 or 232.

Costs will decrease, at least temporarily, for 
US importers from Asian countries, including 
China, where bridge Section 122 tariffs are 
lower than the IEEPA tariffs they replaced.

For US importers from the EU, the Section 
122 tariffs beginning on Wednesday could 
be lower than the Section 301 rate later this 
year, particularly if Trump decides that the 
EU — by not ratifying an agreement whose 
terms had changed — is “playing games”.

The looming Section 301 investigations will 
likely create more tariff friction, because by 
nature, they will require US assertions that 
other countries have unfair, discriminatory 
and/or restrictive trade policies.

Even in cases where there is a trade framework 
or signed agreement, the US would need new 
Section 301 authority to replace expiring 
Section 122 tariffs that, in turn, replace 
IEEPA tariffs that end on Tuesday.

Thus, the EU — and the rest of America’s trading 
partners, including Japan and South Korea — will 
be accused of unfair trade practices if there are 
Section 301 investigations in the coming months, 
simply as a procedural necessity. That could lead to 
more animosity, and the potential for higher tariffs.

A shift from IEEPA to Section 301 tariffs could also 
lead to more retaliation, which would have a greater 
overall effect on global container shipping flows.

Most countries refrained from retaliation while 
untested IEEPA tariffs were under court review, 
hoping that Trump would relent if he lost. Instead, 
Trump is doubling down, and a permanent shift 
to more legally defensible Section 301 and 232 
tariffs could alter the retaliation equation.

End game: full return of flexible tariffs

During the first Trump administration,  
11 months passed between the beginning  
of the USTR investigation into  
China’s trade practices and the onset of  
Section 301 tariffs on imports of  
Chinese goods.
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That timeline needs to be drastically sped up, 
lest Section 122 tariffs expire in late August and 
the administration has nothing to replace them 
with (a scenario that could lead to a further 
boost in container demand in the second half).

Evercore ISI policy analyst Sarah Bianchi said 
in a client note, “We expect the administration 
will try to get several key Section 301 
investigations done in 150 days while the 
Section 122 global baseline is in effect.”

She believes the process could by expedited by 
relying on the USTR National Trade Estimate 
Report, which was published in March 2025, 
and by “grouping smaller countries together 
in one 301 by launching an investigation 
around a topic — e.g., unfair labour practices 
— that includes many trading partners”.

Even so, there is only so much the USTR staff can 
handle, so there will likely be bandwidth constraint.

The USTR “is not an agency that is typically seen 
as highly staffed, with tonnes of manpower, and 
I think they’d be pretty strained in this situation 
where they have to do that many investigations 
at once”, said Manny Levitt, an associate at 
Holland & Knight, in interview with Lloyd’s List.

Once the Trump administration goes through the 
process to enact Section 301 tariffs against major 
trading partners, the container shipping market 
would be back to where it started under IEEPA. 

The administration would then have the ability to 
adjust Section 301 tariffs at any level it wishes, on 
short notice and without additional public input.

It could face legal challenges — particularly if a 
tariff rate change appears arbitrary and capricious 
and unrelated to the underlying investigation 
— but unlike in the case of IEEPA, Section 301 
is a tested power of the executive branch.

“If you could say, look, the only reason he’s doing 
it is completely unrelated to what the finding of 
the investigation was, that would be an argument 
you’d try to push, but I don’t know how much 
traction you would necessarily get,” said Levitt.

The counterargument, he said, is that in 
light of the SCOTUS loss, the administration 
might be “more disciplined in trying to 
adjust rates” under Section 301.

“I think what the president avoided by just 
trying to rely on IEEPA is that he didn’t need to 
subject any of his findings or concerns to public 
scrutiny or public comment at all,” said Levitt.

With Section 301, “the front end is a lot 
more transparent, and you have a lot 
more industries getting involved, making 
their opinion very clear and known”.

“The biggest hurdle is getting it in place. 
Once you have that, it would closely 
mirror what you saw before.”

WHAT TO WATCH

Venezuela’s shadow fleet sits idle after US 
intervention
REDPLOYMENT has proved challenging for 
much of Venezuela’s shadow fleet*, with less 
than half securing new sanctioned cargoes 
following the US maritime blockade.

Of the 50 tankers laden with Venezuelan oil or en 
route to load at the time of US intervention, 12m dwt 
in tonnage terms, Lloyd’s List has confirmed new 
employment for 13 tankers (equivalent to 4.1m dwt).

Transhipment hubs are where activity is most 
brisk, with nine loadings taking place off Malaysia 
and in the area south of the Suez Canal.

The two ship-to-ship transfers captured below 
the southern entrance to the Suez Canal both 
involved the movement of Russian oil.

Russia’s oil supply chain has become increasingly 
reliant on STS transfers, according to Vortexa’s 
associate market analyst Anna Zhminko, 
who says crude fleet operations are being 
optimised through STS activity in the Gulf 
of Suez with transfers occurring closer to the 
west-facing ports and bigger-class vessels.
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Djibouti-flagged Alma (IMO: 9321304), a non-
sanctioned VLCC, picked up crude originally 
lifted in the Baltic port of Primorsk in mid-
February via a STS south of the Suez Canal.

On its previous voyage Alma had delivered 
Venezuelan crude to China.

US-designated Kun Peng (IMO: 9320843), which 
has a history of moving Iranian and Venezuelan 
barrels, engaged in two STS transfers in the same 
area as Alma between February 11 and 14, taking 
on Urals grade according to Vortexa data.

It is the area off Malaysia’s coast that has seen the 
most activity and while much of the transhipment is 
of Russian and Iranian oil, some tankers are picking 
up Venezuelan crude to take to end buyers in China.

STS hubs have been the top option for those 
seeking new employment, but Lloyd’s List 

has also tracked two direct calls to Russia, 
one to a port in the far east while another 
tanker is waiting to load in the Arctic.

The remainder of the fleet, save for eight 
tankers waiting to discharge Venezuelan cargo 
loaded pre-US intervention, are ballast with 
the majority either at anchor or drifting.

Of these, seven are waiting off the coast 
of Malaysia and a further seven are seen 
lingering off the Chinese coast.

Broadly it is sanctioned tankers that have 
grouped around the Malaysia area, while 
non-sanctioned shadow fleet tankers have 
positioned themselves around Chinese ports.

There is one aframax that is anchored 
in the Gulf of Oman, and one suezmax 
drifting in the Mediterranean Sea.

EU fails to agree maritime services ban and 
delays sanctions package
EUROPEAN plans to end the oil price cap 
and move to a full maritime services ban are 
on hold after Hungary blocked the adoption 
of the EU’s 20 sanctions package against 
Russia. The EU had been set to adopt the 
measures on Monday ahead of the four-year 
anniversary of Russia’s invasion of Ukraine.

Hungary opposed the proposed measures — as 
well as the payment of the €90bn ($100bn+) loan 
for Ukraine — as part of its escalating dispute with 
Ukraine about oil transit using the Druzhba pipeline.

Hungarian foreign minister Péter Szijjártó 
said on Sunday that “until Ukraine resumes 
oil transit to Hungary and Slovakia via the 
Druzhba pipeline, we will not allow decisions 
important to Kyiv to move forward”.

The latest EU sanctions package had included 
a ban on providing maritime services, such 
as insurance and repairs, to ships carrying 
Russian oil — a move that would have ended the 
existing oil price cap allowing EU shipowners to 
transport Russian oil under $47.60 a barrel.

Russia’s flagship crude is selling at the deepest 
discount in the international market in almost three 
years as Western sanctions deter trade with Moscow.

The average discount of Urals oil from the 
country’s Western ports ballooned to $30.62 
below the global benchmark Dated Brent on 
Friday, according to data from Argus Media. 
That’s the widest discount since April 2023.

While the delayed adoption of the sanctions 
package was due to Hungary’s opposition, the 
proposed maritime services ban had also met strong 
resistance from Greece, Malta, Cyprus and Spain.

Greek sources close to the government described 
the move as being largely a symbolic gesture 
to coincide with the four-year anniversary.

Greek shipping officials, meanwhile,  
continued to lobby the government to  
oppose the maritime services ban on the basis  
that it would punish European shipping and  
allow shadow fleet* operators to profit  
without materially affecting the flow of  
Russian oil.

While opposition from Hungary is an embarrassing 
setback for EU leaders — particularly commission 
president Ursula von der Leyen who is 
expected in Kyiv on to mark the anniversary 
on Tuesday — the blocked vote is only likely 
to delay the adoption of the package.
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Hungary has repeatedly blocked elements of 
sanctions packages, using its veto to extract 
concessions from Brussels. Unless the removal 
of the maritime services ban becomes part 
of that negotiation, the prospect of an end 
to the oil price cap remains likely.

Internal negotiations among member states 
had also delayed the adoption of the long-
awaited EU maritime industrial strategy and 
its accompanying ports strategy. Both of those 
are expected to be unveiled on March 4.

Addressing a press conference in Brussels after 

a day of failed negotiations, EU foreign policy 
chief Kaja Kallas said it was “regrettable” that 
no decision was made, adding that the European 
Commission and the European Council presidents, 
who are both expected in Kyiv tomorrow, 
intend to take up the issue directly with the 
Hungarian Prime Minister, Viktor Orbán.

Kallas said that if the EU cannot progress 
the proposed €90bn loan for Ukraine 
because of Hungary’s opposition, it may have 
to go back to consider moving against the 
Russian frozen assets again. No details were 
given regarding what that may entail.

ANALYSIS

US tariff turmoil could see India taking more 
Russian crude
THE US Supreme Court decision to strike 
down US President Donald Trump’s emergency 
tariffs could end up increasing the volume 
of Russian oil imports into India.

New Delhi deferred negotiations with 
the US this week in the wake of the US 
Supreme Court’s decision amid widespread 
uncertainty over US plans for new tariffs.

The recently agreed upon, but unratified, 
India-US trade deal required India to reduce 
its Russian crude imports. This would cut 
India’s effective tariff rate from 50% to 18% 
after removing 25% punitive tariffs on India.

But recent reduction in tariffs could mean that India 
may not need to see out the conclusion of the agreed 
trade deal with the US, with tariffs now officially 
at 10% or possibly 15% in the worst-case scenario.

These rates will be lower than the 18% stipulated 
in the India-US deal. India could be looking at 
lower tariff rates without adhering to levels of 
Russian crude oil imports stipulated by the US. 

It pivoted away from discounted Russian crude 
oil in the lead up to the trade deal that was 
agreed in the first week of February. India 
imported instead from the Middle East and even 
Venezuela despite the more intensive tonne-miles 
demanded. This was done in the hope of securing 
a more favourable tariff rate from the US.

The initial requirement, according to the 
White House, was for India to stop imports 
of Russian barrels altogether. But Indian 
media last week reported that the US 
granted room to import a baseload level of 
Russian crude oil at 1m barrels per day.

Vortexa analyst Emma Li told Lloyd’s List that 
India’s “recent import patterns could be a new 
norm” referring to current levels as “high”. But with 
the US Supreme Court overturning tariffs, the door 
has been opened for more Russian crude oil imports.

Room for Russia

While Li suggests that 1m barrels per day is 
high, it is still a far cry from what India has been 
consistently importing in the past three years.

Vortexa data show imports peaking at almost 
double the stipulated baseload of 1m barrels 
per day in the first half of 2023. Levels have 
also been consistently higher than 1m barrels 
per day, right up until December 2025.

Russian crude oil imports in February even rose 
slightly as Reliance resumed imports. But imports 
at Indian national oil companies and Russian-
owned Indian refiner Nayara Energy dipped.

Vortexa noted that five aframax dirty tankers 
and one suezmax tanker discharged Russian 
crude oil into Reliance terminals this month.
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The allure of Russian crude oil will remain, 
despite longer voyages, because of discounts 
on barrels. An Indian government official even 
came out to say that it will prioritise economics 
in its crude oil sourcing when asked if it will 
continue importing Russian barrels.

The pivot back to Russia could lend more 
support for tonne-mile demand for sailings 
from Russia and from the Middle East, both 
in the shadow* and mainstream fleets.

In the shadow fleet, India’s recent shift from 
Russian crude oil saw Chinese imports of Russian 
barrels rise, with most of these barrels coming 
from the east of the country. On the other hand, 
India’s imports of Russian crude oil come from the 
west of Russia, namely the Baltic and Black Sea.

Tonne-mile demand for sailings from the east 
of Russia to China is substantially lower than 
sailings from the west of Russia to India. Because 
of this, shadow fleet tankers that export Russian 
crude oil could see more tonne-mile demand.

Tankers in the mainstream fleet could also stand to 
benefit, as India could look to replace barrels from 
the Middle East Gulf with Russian barrels. This 
would reverse the recent trend of India importing 
more MEG barrels to replace Russian barrels.

Should this happen, Chinese refiners could 
look to buy more MEG barrels instead, 
raising tonne-mile demand from the 
Middle East in the mainstream fleet.

Vortexa data shows a sharp rise in tonne-mile 

demand from the MEG to China beginning from the 
second half of last year with a corresponding decline 
in tonne-mile demand from the MEG to India.

Factors to consider

While it could be in the interest of Indian 
refiners to slash costs with Russian crude oil, 
the ramifications of opposing the US could be 
severe. New Delhi would more likely look to toe 
the line between diplomacy and cost efficiency.

Indian refiners are currently awaiting further 
clarity on the tariff situation and trade deal with the 
US to guide its crude oil imports. An insider told 
Lloyd’s List that unsanctioned barrels of Russian 
crude oil are likely to continue flowing into India. 
But volumes available have been declining.

The urgency to import sanctioned barrels are 
currently not high as “refining margins at Indian 
refiners remain profitable owing to geopolitical 
volatility”, the insider said. But having that 
contingency could be ideal for refiners at times when 
crude oil prices push margins into negative territory.

Higher levels of Russian crude oil imports 
could also affect exports of refined products. 
This could dissuade refiners like Reliance from 
importing significantly higher levels Russian 
crude oil as Europe is a key export destination.

New Delhi has postponed trade talks with the US 
this week on the back of the US Supreme Court 
decision, according to Indian media. Government 
officials are weighing the situation and analysing 
potential impacts before returning to negotiate.

New fronts opened in IMO CII wars
THE fight over how to revise the much-maligned 
Carbon Intensity Indicator regulation rumbles 
on at the International Maritime Organization.

The IMO’s review of its short-term emissions 
measure was meant to be finished by January 
1. But states agreed last year to extend the 
review until 2028 because of the workload.

Documents filed ahead of the upcoming 
MEPC84 meeting in April show that 
objections continue to crop up.

The Cook Islands, India, Malaysia, Panama, UAE 
and industry groups the International Chamber 
of Shipping, International Parcel Tankers 

Association (IPTA) and World Shipping Council 
have called for a voyage adjustment for bad 
weather, since ships burn more fuel in rough seas.

They argued that a ship working close to the 
equator could expect benign waves four metres 
high or less, while ships in the high latitudes of 
the Atlantic and Pacific could experience waves 
bigger than 16 metres. A 12,800 dwt ro-ro ship 
working between the Netherlands, Iceland 
and the Faroe Islands recorded a seasonal 
CII variation of 45%, the submission said.

“Clearly such a factor is outside of the control 
of the shipowner and represents a significant 
system inaccuracy if left unaddressed,” it said.



Lloyd’s List | Daily Briefing  Tuesday, 24 February 2026 Page 7

The IMO previously rejected a bid for a bad 
weather voyage adjustment in the CII.

Opponents to the idea cited difficulties in verifying 
the claimed adjustments, and recording bad 
weather in a “robust and transparent manner”.

Green groups argue ships have always 
sailed in bad weather, so shouldn’t get 
leniency from the regulation.

Separately, ICS, Intertanko and Intercargo 
have told the IMO that actions taken by a 
ship after a ballast water management system 
(BWMS) bypass could result in a ship being 
slapped with a D or E rating under CII.

A ship can bypass its BWMS — usually 
as a last resort — because of challenging 
water quality or when unable to conduct 
ballast water exchange (BWE).

Analysis of post-bypass operations of 48 voyages 
by 27 Intertanko members’ ships showed CO2 
emissions rose by an average of 9% per voyage, 
with a resulting CII increase of 6.4% per voyage.

The measures also extended the average voyage 
length by 13 nautical miles per voyage.

ICS, Intertanko and Intercargo said ships 
that legitimately bypassed their BWMS 
should not be penalised for doing so.

Shipping industry groups have been attacking 
the CII at IMO before and since the A-E 
rating system came into effect in 2023.

They argue ships can simply sail in ballast to 
get greener ratings, which are calculated by 
distance sailed. Green groups, meanwhile, 
lambast the CII as a paper tiger, since it 
has no enforcement mechanism.

20 years of MLC: How proud should shipping 
be of its unique treaty?
TODAY, February 23, 2026, marks 20 years 
since the Maritime Labour Convention 
was adopted at the International Maritime 
Organization. It remains unique in its 
scope and universality as an international 
labour treaty, setting minimum employment 
standards for seafarers around the world.

For two decades it has set minimum standards 
on working hours, accommodation, welfare and 
repatriation; expanded protections through 
successive amendments; and become a reference 
point for contracts, mediation and even litigation. 
Yet it also faces persistent challenges: major 
non ratifying states, uneven enforcement, gaps 
in core protections, and growing concerns that 
governments are tiring of the amendment process.

Despite these flaws, industry leaders argue the 
MLC’s greatest achievement is accountability, 
as a shared framework that forces states 
and companies to define, demonstrate and 
deliver what it means to protect seafarers.

International Chamber of Shipping secretary-
general Thomas Kazakos called the MLC a 
“landmark international agreement” that has 
“for two decades protected a largely unseen 
global workforce that underpins everyday life”.

The MLC’s journey from a loose set of 
international standards to a globally 
recognised treaty is somewhat remarkable.

Mark Dickinson is now general secretary of trade 
union Nautilus, but in the late 1990s he was 
assistant general secretary of the International 
Transport Workers’ Federation and played a large 
hand in collating that set of disparate standards.

The International Labour Organization 
decided that many of the instruments drawn 
up throughout the 20th century to protect 
seafarers were either out of date or poorly 
ratified, Dickinson explained, so ILO consulted 
the ICS (and the then International Shipping 
Federation) and the ITF on which instruments 
should be kept and which should be removed. 
“It was a huge piece of work,” Dickinson said.

Two decades on, shipping has a convention that sets 
the minimum bar for seafarers’ rights across the 
globe, ratified by 110 countries that covers nearly 
97% of the world’s fleet by tonnage, something 
Dickinson called a “pretty staggering turnaround”.

Human Rights at Sea president David Hammond 
said the MLC provides a source document from 
which all parties over the world can work, informing 
contracts, mediation, negotiation and even litigation.
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 “The MLC, in a nutshell, has provided a 
foundation and anchor point for the rules-
based order for upholding maritime labour 
standards and protections at sea.”

Maximum working hours, minimum standards 
for accommodation standards and the right to 
be repatriated all sound like fairly basic rights, 
but no other industry has them enshrined in an 
international treaty that signatories are obliged 
to incorporate into their own legislation.

Recent amendments made in 2022 include 
enhanced protections against bullying and 
harassment, provisions of medical care and 
requirements for appropriately sized PPE.

In April 2025, governments, shipowners and 
seafarers’ unions agreed amendments that will 
enter into force in December 2027, including 
designation of seafarers as key workers and 
mandatory measures to ensure access to shore 
leave without a visa or special permit.

But the MLC is not perfect. While 
ratified by many nations, there are some 
notable absentees, such as the US.

The convention is also dogged by a 
familiar problem for the International 
Maritime Organization: enforcement.

While obligated to incorporate the clauses of 
the MLC into their own statute books, there 
are few legal repercussions for those that 
do not enforce the convention properly.

Hammond said that unless the convention is 
enforced, “it’s almost worthless”. He said the 
industry was not seeing enough prosecutions by 
states of bad actors, and when that does occur, 
arbitration is usually kept behind closed doors.

“So, what you do not therefore have is a lot 
of public-facing case law and where you can 
point to company X or owner Y, who was 
prosecuted because they failed to uphold the 
requirements under the MLC,” he said.

The UK’s Health and Safety Executive, for example, 
has seen plenty of business owners handed 
lengthy prison sentences for transgressions which 
act as a deterrent for would-be bad actors.

“The biggest issue with the MLC is very few 
people or entities are ever found culpable.”

A lack of enforcement is not unique to 
the MLC, Dickinson pointed out.

“There is no convention in the world, in any 
sphere that you want to throw at me, where 
you could put your hand on your heart and say 
everyone is implementing this convention with 
the same determination,” he told Lloyd’s List.

“But the ILO is unique in having an oversight 
of states and holding those states to account.

“They don’t have powers of sanction, but they 
can issue some pretty withering observations 
about how a state has turned this commitment 
into legislation domestically, and how then it 
enforces it as a flag state, or indeed, how it’s 
going about its responsibilities,” he said.

Aside from this, there are some large gaps in 
the convention that Dickinson said should be 
addressed. Despite the MLC stipulating a limit 
on maximum working hours, that limit is still 
nearly double what most land-based employees 
would be expected to work per week.

Accommodation standards set in 2006 were likely 
formulated in the 1950s and 1960s, Dickinson said. 
Amendments made should factor in the lifespan of 
vessels, which is now regularly exceeding 25 years.

Seafarer pensions remain a sticking 
point of negotiations, Dickinson said, and 
remain outside the scope of the MLC.

But his biggest worry was legislative fatigue. 
He sensed that governments were growing 
tired of having to both agree and then adopt 
amendments into their domestic law.

The concern he has is that governments begin to 
stop accepting changes to the convention, and that 
instead the MLC becomes a tiered agreement, with 
different nations signed up to different parts.

Flawed as it may be the MLC’s real power lies in the 
accountability it demands. InterManager secretary 
general Kuba Szymanski says that, despite concerns 
over ratification, the convention still requires 
states to deliver on the promises they make.

“Before MLC, everybody could say ‘I care 
about my seafarers’. But what does that mean? 
“Now we know what it means,” Szymanski told 
Lloyd’s List. “You don’t need to reinvent the 
wheel. The wheel is there. Just sign up for it.” 
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MARKETS

The week in newbuildings: Ordering activity 
eases due to Lunar New Year slowdown
GLOBAL shipbuilding activity cooled 
in the past week, with 32 newbuildings 
ordered across the cruise, dry cargo, 
containership, tanker and ro-ro segments.

The slowdown follows heightened activity in 
recent weeks and has been largely attributed to 
the Lunar New Year holidays in Asia, traditionally 
a quieter period for newbuilding contracts.

In the dry cargo sector, Seanergy Maritime Holdings 
confirmed two additional newbuilding orders, 
expanding a fleet renewal programme that began 
last year. One of the vessels will be a sister ship 
to the company’s previously ordered 181,000 dwt 
capesize bulker at Hengli Heavy Industries. The 
new vessel has been contracted for $75.2m and is 
scheduled for delivery in the third quarter of 2027.

Seanergy also revealed that it placed a $75.8m 
order for a 211,000 dwt newcastlemax bulker 
at Jiangsu Hantong Ship Heavy Industry, with 
delivery expected in the second quarter of 2028.

In the large tanker segment, brokers report that 
Pantheon Tankers Management, controlled by 
Anna Angelicoussis, has contracted four very 
large crude carriers at Hengli Heavy Industry.

Since commencing operations in early 2023 
on the former site of STX Dalian, Hengli has 
rapidly built an orderbook spanning VLCCs, 
suezmax tankers, ultra-large containerships 
and capesize bulk carriers. The original yard 
opened in 2006 but shut down in 2015 following 
the bankruptcy of South Korea’s STX Group.

Hengli has capitalised on a resurgence in demand 
for large crude tankers since the fourth quarter of 
last year, at a time when many established state-
owned Chinese VLCC builders are fully booked.

In the boxship segment, French liner major CMA 
CGM confirmed firm contracts for six LNG dual-
fuel containerships at Cochin Shipyard, following a 
letter of intent agreed last October. The contract was 
signed in New Delhi by chairman and chief executive 
Rodolphe Saadé, as CMA CGM strengthens its 
long-standing presence in India. The six 1,700 teu 
feeder vessels will sail under the Indian flag.

The order represents a milestone for India’s 
ambition to rank among the world’s top 10 
shipbuilding nations by 2030. For Cochin 
Shipyard, it is only the second containership 
order in its history. Its first came in 2023 from 
Dutch carrier Samskip for a pair of 500 teu 
hydrogen fuel cell-powered vessels, the first 
boxships designed to operate on green hydrogen.

Dutch heavylift specialist BigLift Shipping 
confirmed a rare newbuilding order, placing a 
contract for one 18,000 dwt vessel at Dalian 
Shipbuilding Offshore, with an option for a 
second unit. The vessel, due for delivery in 2028, 
will feature two 1,100 tonne cranes capable 
of tandem lifts of up to 2,200 tonnes. The 
design is based on BigLift’s Happy Star (IMO: 
9661259), delivered in 2014 and among the 
largest heavylift ships currently in operation.  

BigLift operates in a niche segment serving offshore 
wind, oil and gas, and heavy industrial cargo 
markets. Italian shipbuilding group Fincantieri 
secured orders for three additional cruise 
vessels from Norwegian Cruise Line Holdings, 
adding to an already substantial backlog.

The deal includes one 5,000-passenger ship for 
delivery in 2037, joining four sister vessels already 
on order. NCL has also contracted an 822-passenger 
vessel, due in 2036, and which will be operated 
by subsidiary Regent Seven Seas Cruises. A third 
vessel, with capacity for 1,390 passengers, will be 
delivered in 2037 for Oceania Cruises. Following 
the latest agreements, Norwegian Cruise Line 
Holdings now has 17 vessels on order at Fincantieri 
yards for delivery between 2026 and 2037.

In the ro-ro segment, Finnish owner Godby 
Shipping has signed firm contracts for two 1,700 
lane metre vessels at CIMC Raffles, with deliveries 
scheduled for September 2028 and January 2029. 
Options for two additional ships are included.

Godby Shipping currently owns eight ro-ro 
cargoships built between 1990 and 1999 
which serve in the charter market. The order 
comes against a backdrop of historically low 
contracting levels in the ro-ro cargo sector, as 
high yard prices and muted intra-European 
trade growth weigh on investment appetite.
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Wuhu Shipyard adds Nantong subsidiary amid 
accelerating wave of Chinese yard reactivations
CHINA’S Wuhu Shipyard has set up a new 
shipbuilding subsidiary in eastern China, as the 
yard expands into larger vessel construction 
and offshore-related business at a time when 
China’s wider shipyard revival is accelerating.

The new yard, registered in Rugao, Nantong 
within the Jiangsu province, is jointly owned 
by Wuhu Shipyard and Rugao Lingang 
Industrial Park Development Company, a 
state-backed local investment vehicle.

Wuhu Shipyard holds a 60% stake in the venture 
after contributing Yuan60m ($8.3m), while 
local partner Rugao invested Yuan40m for the 
remaining 40%. This will give Wuhu Shipyard 
operational control of the new yard, while involving 
a local state-backed partner in the project.

Corporate filings show the subsidiary will operate 
across shipbuilding, offshore engineering and 
offshore wind-related equipment manufacturing, 
alongside vessel repair and port services, in 
Nantong, one of China’s main hubs for offshore 
wind construction and installation vessels.

News of Wuhu Shipyard’s new subsidiary 
comes as China’s shipyard revival continues 
to gather pace, driven by strong demand 
and a shortage of available berths.

Reactivations are spreading across the country, 
and by the end of 2025 China’s shipbuilding 
capacity had rebounded by around 70% from its 
2020 low, according to Clarksons Research. 

This, as Lloyd’s List reported earlier this 
month, puts capacity close to the highs of the 
early 2010s. The brokerage has identified 150 

capacity addition projects between 2021 and 
2025, including 65 in 2025 alone. Most of 
this resurgence stems from bringing dormant 
facilities back online or expanding existing yards 
rather than building new ones, including most 
notably the rise of Hengli Heavy Industries 
and the reactivation of Qingshan Shipyard.

Wuhu Shipyard’s expansion into larger vessel 
types has been driven by its recent VLCC wins. 
The yard was reported by brokers to have secured 
orders for four 310,000 dwt very large crude 
carriers from Angeliki Frangou-led shipowner 
Navios, with scheduled delivery in 2028.  

To support these projects, Wuhu Shipyard has 
formed a Nantong project team and leased facilities 
previously operated by Rongsheng Heavy Industries, 
whose shipyard has remained largely idle for 
several years following financial difficulties. 

The company is understood to be leasing two of 
the four drydocks at the former Rongsheng yard 
for construction of the larger vessels. The two 
remaining drydocks at the former Rongsheng yard 
are in discussions for lease with other shipbuilders.

Before any vessel construction can begin, 
Wuhu Shipyard will refurbish the former 
Rongsheng yard. Tender documents show the 
company is securing two gantry cranes from 
the Nantong base to support the necessary 
upgrades for construction of larger tonnage.

According to Clarksons Research, Wuhu Shipyard 
holds orders for 120 ships, including 69 chemical 
carriers, 22 bulk carriers, 15 multipurpose vessels, 
five containerships, five offshore units and four other 
vessels, with deliveries scheduled through 2029.

Strong freight markets stall ship recycling 
sales despite uptick in prices
STRONG freight markets are keeping ship 
recycling firmly on the back foot, capping 
demolition activity despite the recent sale of 
several large-tonnage vessels for scrap.  

With all shipping markets showing resilience, 
this is discouraging vessel recycling amid 
sustained firm secondhand price levels.

In the tanker sector, earnings remain exceptionally 
robust, particularly for very large crude carriers, 
while strengthened asset values has incentivised 
owners to keep older tonnage trading.

As a result, the supply of ageing ships entering 
recycling yards has remained limited. Market 
participants expect the overall supply of 
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ships for recycling to remain at current 
limited levels for the foreseeable future.

Nevertheless, ship recycling cash buyer GMS said 
that local anchorages were “relatively stacked” 
in the past week as 16 vessels were delivered 
across India, Bangladesh and Pakistan in a 
“truly welcome change” for the industry.

But GMS reports that in general the Indian 
subcontinent ship recycling markets has had 
“an altogether dull start to the year”, although 
offer levels appear to be on the increase.   

“Prices seem to be confoundingly moving up 
again toward mid-$400s per ldt for select, 
good-condition vessels, spurred on by a positive 
election in Bangladesh, an apparent halt to 
cheap Iranian steel imports in Pakistan, and 
India still reining in tonnage,” said GMS.

Political developments across the Indian 
subcontinent have dominated headlines in recent 
weeks, while ship recycling markets continue 
to navigate constrained supply conditions, 
according to shipbroker Intermodal.

In Bangladesh, the long-awaited February general 
election delivered a decisive victory for the 
Bangladesh Nationalist Party. The party secured 
a strong parliamentary majority, bringing an end 
to a prolonged period of political uncertainty.

Market participants have welcomed the smooth 
political transition, noting an immediate 
boost in business sentiment. Industry 
sources expect that improved stability will 
support fresh investment flows and enhance 
access to credit and letters of credit. 

With the BNP’s policy agenda centred on 
governance reform and economic revival, 
renewed focus on infrastructure development 
is fuelling optimism in both the steel and 
ship recycling sectors, noted Intermodal. 

Ship recycling activity in Bangladesh rebounded 
to some extent recently, with buyers actively 
seeking vessels amid tight supply. Limited tonnage 
has intensified competition among recyclers, 
contributing to firmer pricing dynamics.

In India, Alang continues to face mixed conditions. 
The recycling hub is contending with steel 

price corrections, the weakening of the Indian 
rupee against the US dollar and reports of 
vessels sanctioned by the US Treasury’s Office 
of Foreign Assets Control circulating without 
apparent scrutiny by local authorities.

Despite these headwinds and restricted 
availability of tonnage, recyclers remain eager 
to secure units. Market sources report that 
several vessels were recently circulated among 
Alang yards, including two large tankers.

Pakistan’s Gadani market retained its leading 
regional position, with buyers attracting available 
tonnage on the back of competitive pricing, 
even as overall supply remains limited. 

Hong Kong Convention compliance-related 
upgrade works are progressing at Gadani, 
and industry participants expect additional 
yards to achieve HKC certification beyond the 
two facilities previously reported. Meanwhile, 
the domestic steel market remains firm, 
providing further support to pricing levels.

In Türkiye, by contrast, the ship recycling 
market has been subdued, with limited activity 
and cautious buyer sentiment prevailing 
amid broader local economic pressures.

But a significant vessel reported sold to 
Turkish ship recyclers in the past week was the 
2011-built suezmax tanker Vilamoura (IMO: 
9529293). The TMS Group-owned vessel had 
suffered an explosion and water ingress in its 
engine room off the coast of Libya last year.

The 158,600 dwt ship was since declared a 
constructive total loss. No price was reported for 
the sale which was arranged on private terms.

In the bulk carrier sector, Indonesian owners have 
sold the 1995-built handysize Isa Golden (IMO: 
9116292) to Bangladesh ship recyclers. The 28,255 
dwt vessel realised a price of $425 per ldt.

A rare sale of a containership was that of the 
small feeder Sunny Spruce (IMO: 9121041). 

The 342 teu ship was sold by Korea Marine 
Transport Co on an “as is” basis with handover in 
South Korea. It was sold for circa $380 per ldt.
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Shippers still can’t trust carrier emissions 
calculators, new analysis finds
SHIPPERS hoping to make informed, data 
driven choices about carbon performance could 
be forgiven for thinking the industry has moved 
on since the first generation of online emissions 
calculators appeared 15 years ago. However, 
in reality, almost nothing has changed.

A new analysis by Sea Intelligence finds that, 
beneath the updated interfaces and modern 
branding, today’s tools still suffer from many of 
the same fundamental shortcomings as their early 
predecessors, offering shippers no more clarity or 
consistency than they had a decade and a half ago. 

The latest comparison of carrier provided CO2 
calculators found such wide variation in results, 
and such loosely aligned methodologies, that 
a shipper could appear to cut emissions by 
nearly half simply by switching carriers, even 
though the cargo is transported on the same 
vessel, the Singapore based analysts said.

The problem is not new. When online calculators 
first emerged, the discrepancies were already 
stark. In 2011, carriers within the same 
alliance were producing emissions estimates 
that differed by significant percentiles for 
identical port pairs, noted Sea-Intelligence.

“One of the findings at the time was, for example, 
that if you booked with Grand Alliance between 
Shanghai and Rotterdam you could apparently 
reduce your carbon emissions by 26% if you 
shifted from using NYK Line to using Hapag-
Lloyd. Or between Kobe and Oakland you could 
save 17% by switching from Hanjin to HMM.”

Again, the underlying absurdity was obvious. Once 
more, the cargo would sail on the same ship, burn 
the same fuel, and emit the same CO₂. Yet the 
calculators suggested otherwise. Fifteen years later, 
the industry has added layers of environmental 
rhetoric, but the data remains just as fragmented.

What has changed is that many carriers have quietly 
withdrawn their public calculators altogether, 
making them available only to contracted customers.

This shift has effectively removed the possibility 
of independent benchmarking. Among the major 
alliances, only the Ocean Alliance still provides 
publicly accessible tools across all members, 

making it the only remaining case where a 
like for like comparison is even possible.

A Sea-Intelligence review of the Ocean Alliance 
calculators, including CMA CGM, Evergreen, 
OOCL and Cosco, shows that even this limited 
transparency offers little practical value.

Each carrier claims adherence to broadly 
recognised frameworks such as Clean Cargo 
Working Group and the Global Logistics Emissions 
Council, but the detail diverges sharply.

CMA CGM provides a detailed “well to wake” 
methodology with a 70% utilisation factor and 
GLEC based inland emissions. Evergreen offers 
only a brief reference to GLEC and Clean Cargo, 
with no further explanation. Cosco assumes 100% 
utilisation for ocean legs and applies default inland 
factors. OOCL — a subsidiary of Cosco, calculates 
emissions for its own vessels using actual distance 
and bunker consumption. All appear to present 
well to wake data, but the lack of alignment is 
unmistakable, stressed Sea-Intelligence.

The inconsistencies become clearest when Sea 
Intelligence tests a real world case: moving 
one teu from Shanghai to Rotterdam across 
the five Ocean Alliance services. Emissions 
figures vary sharply between carriers and even 
on identical vessels, with reported distances 
differing by up to 5,000 km, producing theoretical 
“savings” that are effectively meaningless.

Switching from CMA CGM to Evergreen 
appears to reduce emissions by up to 49%, Sea-
Intelligence explained. Yet even restricting the 
comparison to carriers explicitly using well to 
wake methodology (that is, CMA CGM, OOCL 
and Cosco), the apparent saving still reaches 
as much as 42%. “This is of course not true in 
reality as the cargo moves on the same vessel 
but reflects huge differences in methodology.”

There is though one small sign of progress in how 
OOCL and Cosco now report identical emissions 
figures, a level of alignment that did not exist even 
in mid 2024. But this remains the exception. Sea 
Intelligence concluded that the industry is effectively 
no further ahead than it was 15 years ago, despite 
years of rhetoric about improving environmental 
performance and the data needed to measure it.
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IN OTHER NEWS

Aspides extends operation but 
with less financial support
THE EU’s naval operation Aspides 
has been extended for another 
year to ‘safeguard freedom of 
navigation’ in the Red Sea, albeit 
with a decrease in funding.

The Council of the EU announced 
on Monday that they would 
extend the maritime security 
operation with nearly €15m 
to cover the costs of the 

operation for another year, 
until February 28, 2027.

Last year’s renewal came with 
more than €17m financial cover.

Gard portfolio surpasses 
300m tonnes
GARD’S mutual portfolio has 
surpassed 300m gross tonnes 
for the first time at the 2026 
protection and indemnity club 
renewals, on the back of high 

retention and “substantial levels” 
of new committed tonnage.

During the past 12 months, the 
marine mutual added 13m gross 
tonnes to its portfolio, bringing 
total mutual tonnage to 311m 
gross tonnes in total. More than 
99% of its existing tonnage 
was renewed, Gard added.

The annual renewal round closed 
at noon on Friday (February 20). 
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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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Container Tracker

Save time. Stay compliant.

Track containers,
not just ships

Complete checks in
minutes, not hours 

Save time, with all the data you 
need in one interface, supported
by tracking intelligence from over 

600 Lloyd’s agents worldwide.

Download 
the evidence 

Downloadable reports ensure you have 
the necessary documentation to prove 

compliance, including specific end-to-end 
transhipment reports and more.

Request a demo:
America Tel: +1 212-520-2747
EMEA Tel: +44 20 7017 5392
APAC Tel: +65 6505 2084
lloydslistintelligence.com/containertracker

Simplify transhipment tracking 
with end-to-end downloadable data 

trails on containers – by container 
number or Bill of Lading. 


