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Shadow tanker plausibly
reverts to compliant trade
after Venezuela loading

A SUEZMAX tanker laden with Venezuelan oil and now sailing

through the Caribbean has either reintegrated into the mainstream
market or has successfully circumvented the US maritime blockade
— both scenarios have important implications.

In the wake of US intervention, the vast majority of Venezuela’s shadow
fleet* redeployed or repositioned themselves to lift Iranian and
Russian barrels.

A non-sanctioned suezmax has defied this pattern, sailing back to the

Caribbean Sea after discharging Venezuelan crude it had loaded
deceptively.

Guinea-Bissau flagged Skage (IMO: 9194995) spoofed its Automatic
Identification System data to hide the lifting of Merey heavy crude

from Venezuela in July 2025, which was delivered to Yangpu port in

China in September.

Skage then sailed east across the Pacific at the end of December 2025,
transiting the Panama Canal in early February. It sat off Venezuela’s
Amuay anchorage for nearly three weeks, taking a co-load of both fuel

oil and heavy crude Merey, according to Vortexa’s associate freight
analyst Delia He.

Fuel oil loadings out of Venezuela in February have nearly tripled
month on month and are 116% higher than last year.
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“Because Venezuela’s extra-heavy crude needs
to be diluted or requires complex refining, it
generates a high yield of residual high-sulphur
fuel oil in the product slate,” explained He.

“Venezuela HSFO barrels are not mainly for
domestic use and are typically exported to Asia.”

Much of the fuel oil is being shipped to
storage facilities in the Caribbean, according
to Vortexa data. Skage is currently signalling
Freeport, Bahamas as its destination.

Some 4.62m barrels of Venezuelan crude
have been licensed by the US for arrival into
storage facilities in the Bahamas, said He.

“This reads to me that the fuel oil barrels, like
the crude barrels also held in storage facilities in
the Caribbean, are legitimate under US licensing,
and have been parked there to relieve pressure on
Venezuela’s onshore inventories, as traders await
optimal windows for onward exports,” added He.

Lloyd’s List has not been able to confirm
that Skage is moving oil compliantly.

Sanctions experts have been puzzled by how
a shadow fleet tanker is able to operate under
licences, but equally think it unlikely a tanker
has defied the American maritime blockade.

“Licensed Venezuelan oil shipments typically move
through transparent operators and insured vessels,
and the shadow fleet characteristics here signal

transactions occurring outside authorised channels,”

said Andrew Astuno, counsel at Seiden Law.

It would be unusual for this voyage to be
operating under an Ofac Specific License, given
Skage’s flag state and opaque ownership.

Ofac issued a general licence at the end

of January authorising “certain activities
involving Venezuelan-origin oil” if they are
carried out by “an established US entity”.

“As has been widely reported, Ofac recently issued
a series of broader general licences allowing oil and
gas activity in Venezuela tied to identified energy
companies, defined operational arrangements and
compliance reporting obligations,” said Astuno.

“A shadow fleet vessel profile doesn’t
obviously align here.”
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Another expert familiar with the workings of US
Treasury said it is technically possible that Skage
is transporting Venezuelan-origin oil authorised
by a specific licence, or even potentially the general
licences, given the ship is not blocked property.

The general licences do allow Venezuela

cargo to be sold, resold and traded, as long

as the original transaction was carried out in
accordance with the terms set out by Ofac and
there is no further interest of the Government
of Venezuela of PDVSA, making it also possible
Skage is part of a downstream transaction.

Skage’s sanction status is important as the US does
not appear to be seeking to designate the shadow
fleet in its entirety in its approach to Venezuela.

Dj Wollff, partner at Crowell & Moring, says
the actions from the government hasn’t been
so broad as to impose sanctions on all shadow
fleet vessels or cut off these tankers from
Venezuela’s oil market, rather the focus is on
boarding and seizing already sanctioned ships.

Lifting Venezuelan oil without a licence

There is significant risk should Skage be
operating without authorisation. “Even if
the parties structured the deal to avoid the
US financial system — for example by using
non-dollar payments or cash — that doesn’t
eliminate sanctions risk,” said Astuno.

“Ofac has consistently treated the lifting and sale of
PDVSA oil outside authorised channels as inherently
sanctionable conduct, so the involved parties

have opened themselves to regulatory scrutiny.”

If Skage is moving oil that is not under licence,
then it further raises the question of whether

or not the US will enforce the blockade on
Venezuela’s maritime exports by designating, or
seeking to seize — something the government
insists it can do, although this has not happened
since the licences began to appear, says Wolff.

Lloyd’s List has identified a second non-
designated shadow fleet tanker behaving
in the same manner as Skage.

While most the shadow fleet has flocked to
key transhipment hubs, such as the area off
Malaysia, suezmax Tracos (IMO: 9224453)
returned to the Caribbean Sea this week.
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The ship is currently drifting, and its
next port of call is unknown.

US intervention in Venezuela has freed up more
than 12m dwt of shadow fleet tonnage, and

it may present the first opportunity for non-
designated tankers with certain past records to
reintegrate into compliant trades. Ultimately,

not enough information is available know what
Skage has achieved, but what is certain is that US
Treasury will be monitoring the tanker closely.

* Lloyd’s List defines a tanker as being part of the
Shadow Fleet if it engages in one or more deceptive
shipping practices indicating that it is involved
in the facilitation of sanctioned oil cargoes from
Iran, Russia or Venezuela. Or it is sanctioned
for participation in sanctioned oil trades or is
sanctioned for links to a company that is sanctioned
for facilitating the export of sanctioned oil. Or it
participates in a cargo delivery where at some point
over the course of the delivery one party in the chain
engages in one or more deceptive shipping practices.

WHAT TO WATCH

Are $200K-per-day VLCC rates just the
beginning for this tanker rally?

MANY a pundit has predicted 20 of the

past two financial crashes, and the same
track record applies to public executives
predicting the next shipping supercycle.

True shipping booms are declared in retrospect;
markets have a habit of head fakes and
unsustainable sentiment-driven spikes.

There have been two historic shipping
upcycles since the turn of the century: the
2003-2008 “China boom”, primarily for dry
bulk, secondarily for tankers; and the 2021-
2022 “Covid boom” for containerships.

Time will tell, but it is possible that the market
could be in the midst of a third, for crude tankers.

VLCC rates skyrocketing to new highs

Very large crude carrier rates began ramping in
September, breached six figures per day in late

October, and have now reached stratospheric levels.

Rates have surged over the past week as the threat
of US military action against Iran has coincided
with unprecedented market concentration

after the VLCC aggregation play by South

Korea’s Sinokor with the backing of MSC.

The Baltic Exchange’s Middle East Gulf-
Singapore time-charter equivalent VLCC index
was at $213,599 per day on Wednesday, up
66% week on week (w/w). The MEG-China
index was at $206,141 per day, up 46% w/w.
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“Sinokor has begun to capitalise on its
huge investment in the segment as daily
earnings have moved beyond $200,000
per day,” said brokerage Fearnleys.

“The MEG dominates the demand, and the front
end of the position list is shrinking by the hour,
leaving charterers with few other alternatives

to choose from but the South Korean giant.

“Heightened tensions between Iran and the
US have added upward pressure, particularly
for paper, which has given opportunities to
hedge period deals now north of $100,000 per
day for 12-month time charters. Expect more
of the same short term,” said Fearnleys.

The Baltic’s West Africa-China index was at
$173,599 per day, up 42% w/w, and its US Gulf-
China index came in at $119,613 per day, up

25% w/w. The global average VLCC index was at
$166,451 per day, up 39% w/w. It has now been
above $100,000 per day for 54 of the past 81 days.

Upper limit to VLCC spot rates

VLCC rates have been higher than this
twice before since the 2000s boom, but only
briefly, and those two periods fall short of
the current market in terms of duration.

The Baltic’s global index was above current
rates for three days in October 2019 after
US sanctions on Cosco tankers, peaking at
$240,735 per day on October 11, 2019.
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The global index was in six figures for just
five days in total in October 2019, and the
index high may not have been indicative
of real rates, due to failed fixtures.

The Cosco sanctions-driven spike in 2019
pointed to a ceiling where rates become
so high that they erase refinery margins,
and thus, the incentive to fix cargoes.

Trigve Munthe, then the co-chief executive of
DHT, described the events of that spike during
a conference call on October 24, 2019.

“In the frenzy, most of the deals with spectacular
returns of over $200,000 or $300,000 a day
failed. The best figure we did that was a real
transaction was about $190,000 a day,” he said.

“It turned out that those [higher] rates
weren’t doable,” said Munthe. “When you
get to that kind of freight level, you make it
very hard for the refiners to make money.

“In that crazy week, we happened to be in Korea
meeting with a lot of refiners, and they told us that
at those freight levels, it just didn’t make sense

for them. They said they would just pull back on
their [refining] throughputs and start trading
their time-charter ships [in the spot market].”

The Baltic’s global index level was above
Wednesday’s rate for 10 days in March-April
2020, peaking at $264,072 on March 16, 2020.

However, the global average was above
$100,000 per day for only 31 days during
those two months. The current cycle has
already surpassed that count by 74%.

Also, the spring 2020 upcycle was driven by floating
storage, which led to a rate-depressing inventory

unwind thereafter. The high rates of 2020 ended up
being profits pulled forward from a period of losses.

Comparing shipping booms

The 2000s boom, after it ended, was
considered a one-off event.

At a Marine Money conference in 2013,
Aristides Pittas, chief executive of Euroseas,
said: “If you look at the fantastic times we had
in 2003-2008 and the money that was made,
and you think this will be happening again, I
can tell you: This will not happen again.”
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It happened again during Covid, with the
unprecedented rates for container shipping.

A Greek shipowner who was directly involved
in both the Covid boxship boom and the
2000s dry bulk cycle told Lloyd’s List that the
pandemic period was the most profitable.

The 2000s supercycle was considerably stronger
for dry bulk than for tankers. Capesize bulker
rates hit $233,000 per day in June 2008,
according to a report at the time by Dahlman
Rose. That is eight times current rates.

In June 2008, a five-year old capesize was valued
at $150m. Today, a five-year-old capesize goes
for $66m, according to the Baltic Exchange.

The pricing relationship between now and
the 2000s is much closer for VLCCs.

The price of a five-year-old VLCC shot up from
$60m in late 2003 to a peak of $165m in mid-2008,
according to a report by Dahlman Rose in 2009.

As of last week, a five-year-old VLCC was priced

at $135m, according to Clarksons Securities.

The big difference between the 2000s and the
current upcycle is duration: VLCC rates were above
six figures throughout much of 2003, 2005 and
2008, according to a 2008 report by JP Morgan.

This multiyear stretch of exceptionally high

spot rates led to capitulation by charterers, who
finally turned to charter durations of three years
or more — but only after waiting too long.

According to a report by Poten & Partners published
in January 2005, chartering managers at the end

of 2003 “were facing a three-year term market

with rates of around $31,000 per day for a VLCC
and a spot market at just over $87,000 per day”.

“What is amazing is that very few three-year
charters were concluded despite numerous
owners who expressed interested,” wrote Poten.

It estimated that a charterer would have saved
$20m per VLCC in 2004 if it had done a three-year
charter versus sticking to the spot trade, which at
one point in 2004 jumped to $200,000 per day.

Charterers in the early 2000s thought that
fighting for a reduction in the three-year charter
rate was worth the risk of remaining in the spot
market, said Poten. That turned out to be a
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losing bet, and charterers eventually capitulated.

Charter coverage of listed tanker owners two
decades ago shows the evolution of the boom.

One example: General Maritime’s tanker
fleet went from 28% time-charter coverage
in in early 2004 to 73% in 2007, according
to a report by Dahlman Rose.

Shift toward one-year charters

The current tanker cycle is still a long

way off from the multiyear bonanza of the
2000s, but there are positive signs. One-year
fixtures at enormously profitable rates are
piling up as charterers seek protection.

In the past week, DHT has announced one-
year charters for the 2012-built DHT Opal
(IMO: 9455662) at $90,000 per day, the 2012-
build DHT Taiga (IMO: 9590888) at $94,000
per day, and the 2011-built DHT Redwood
(IMO: 9528940) at $105,000 per day.

According to a broker report, the Evangelos
Marinakis-owned Aristotelis II (IMO:
1097775), a recently delivered VLCC
newbuild, has been chartered for one year
by Koch Shipping at $100,000 per day.

The DHT Opal charter was also to Koch, the
broker reported. A sign of supercycle charterer
capitulation is periods of three years-plus.

That happened in the Covid boom and in the
2000s. Most of the reported VLCC action currently
is for one year, likely because there is still a lot of
uncertainty on the duration of the tanker cycle.

In the 2000s, the shipping boom was driven
by sustainable demand growth after China
entered the World Trade Organization and
yard capacity was unable to keep pace.

Tanker demand growth is very modest in
the current cycle: 1.14% this year compared
to 1.03% last year, according to Evercore
ISI transport analyst Jon Chappell.

“There has been no structural demand shift

sufficient to justify the speed and magnitude
of the freight spike on fundamentals alone,”

said Breakwave Advisors on Tuesday.

The rate drivers this time are geopolitical risks
and supply side pressures: the rush to bring oil
out of the MEG ahead of potential military action,
sanctions pressure that is pushing more volumes
from non-compliant to compliant tonnage, and
the consolidation play by Sinokor and MSC.

The Sinokor consolidation effect will persist,
but geopolitical factors could quickly reverse.
Geopolitical uncertainties could keep charterers
in the spot market or sticking to terms of

no more than one year for longer than they
would have in a demand-fuelled market.

NGOs sue EU Commission over

green taxonomy

NGOs are suing the European Commission
for labelling fossil-fuelled shipping and
aviation as sustainable investments.

The EU Sustainable Finance Taxonomy is meant
to channel investment toward activities that
help mitigate climate change, and make it easier
for investors to tell what is and isn’t green.

It was changed in 2023 to include aviation
and shipping activities as potentially
sustainable if they met certain criteria.

NGOs Dryade, Fossielvrij NL and Protect
our Winters Austria argue the criteria are
too lax, and let ships and planes running on
fossil fuels be labelled sustainable, according
to their legal adviser Opportunity Green.
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They want the European Court of Justice
to force a review of the criteria and exclude
fuels including LNG, “which presents

high risks of methane slippage”.

The groups said the taxonomy should support only
synthetic green fuels, rather than biofuels, and
account for non-COz2 lifecycle emissions impacts.

“All we're saying is if you're going to put a green
label on shipping and aviation, then let’s make
sure it’s actually for things that are properly
green,” said Opportunity Green head Aoife
O’Leary, ahead of a hearing on Tuesday at the
European Court of Justice, in Luxembourg.

The commission has called the request unfounded
and pointed to the technical justifications behind
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its two shipping regulations, the Emissions Trading
System and Fuel EU Maritime. Its court submissions
in the case are not public. But in a previous legal
response to the NGOs, the commission pointed to
the difficulty of reaching zero-carbon shipping.

“Transitional technologies such as methane-
based fuel systems using LNG, or hybrid
systems able to integrate different technologies,
are also essential,” the commission said.

It said the technical screening criteria did not
contribute to lock-in of fossil fuels, because
engines or fuel cells could run on lower-carbon
alternatives such as biofuels and e-fuels. It
said the taxonomy was a “dynamic tool” and its
technical criteria subject to regular reviews.

“The commission ‘conducted extensive work’
for the definition of the TSC for shipping
activities contained in the Amended Climate
Delegated Act,” the commission said.

An online petition to take planes and ships off the
green list has reached over 44,000 signatures.

The General Court of the Court of Justice of the
European Union could take about 10 months to
pass judgment, according to Opportunity Green.

Lloyd’s List has reported that the present glut of
available capital for shipping, and lack of perks
for greener loans, have limited the progress of
green finance for shipping. But regulatory debate
over the greenery of LNG and biofuels continues,
as does debate over the ways the EU and other
regulators measure their environmental impact.

Shipping and environment groups have
pushed Europe to set stricter green goals
for future fuels to help European producers
take and keep future market share.

But public scrutiny over the high cost of e-fuels
has dampened governments’ enthusiasm to raise
energy costs, amid broader political backlash
around net zero policies. Meanwhile, countries
of the International Maritime Organization

are hashing out lifecycle assessment guidelines
to define how green each alternative fuel is

in the eyes of future global regulation.

Marinakis plots Oslo listing for new

tanker vehicle

GREEK shipowner Evangelos Marinakis is planning
an Oslo listing for a fleet of 30 large oil tankers
under a newly formed entity, Capital Tankers.

The owner, who has an extensive tanker
newbuilding orderbook, aims to raise up to $345m
from a contemplated private placement with shares
in Capital Tankers to be listed on the Euronext
Oslo Bers and start trading by mid-March.

Thereafter, the company said, it will consider
uplisting to the main board of Oslo Stock Exchange
as well as a potential dual listing in New York.

The fleet, which until now has been owned
or ordered by Marinakis’ private Capital
Maritime & Trading group, comprises 12
very large crude carriers, 10 suezmaxes and
eight aframax/long range two tankers.

Capital Tankers said it is “focusing on the crude
tanker industry”. The company starts with three
tankers on the water and another five to be delivered
within three months of the Oslo listing. The
remaining 22 are currently on order, and in addition
the new company has taken over 13 fixed-price
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contractual options with shipbuilders for additional
tankers that may be exercised within this year.

The owner said a majority of the fleet is LNG
dual-fuel capable or LNG-ready and fitted with
scrubbers, supportive of improved fuel efficiency,
characteristics that it said aligned with lower
emissions and enhanced commercial performance.

“LNG dual-fuel capability provides fuel flexibility
under the evolving regulatory frameworks,
including EU ETS, Fuel EU Maritime and

IMO net zero initiatives, positioning the

fleet to comply with current and anticipated
environmental requirements,” it added.

“Capital Tankers offers a unique opportunity
to invest in the youngest, most technologically
advanced crude tanker fleet in the public
markets, backed by one of the world’s

leading shipping companies,” said company
chief executive Jerry Kalogiratos.

He said the new vehicle offered “strong cash

generation potential, an attractive valuation,
embedded optionality from our 13 vessel options,
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and a clear commitment to shareholder returns”. The
new entity is clearly intended to be the shipowner’s
main vehicle for the larger tanker segments.

Capital Maritime is giving Capital Tankers first
refusal over acquisition of VLCCs, aframaxes
and suezmaxes for the next 10 years, as well as
first refusal on any employment opportunities
of at least 12 months’ duration that may come
to its attention. The company’s commercial
strategy was also said to entail exposure to the
spot market spot and short-term charters.

It said that as a dividend policy it is
targeting distributions equivalent to about
30-40% of free cash flow to equity after
any working capital allotments and other
reserves to be decided by the board.

After the newbuilding construction programme is
completed, dividends will increase to about 70-80%
of free cash, it said. Fearnley Securities and Pareto
Securities have been appointed as joint coordinators

for the placement, which will see shares offered
at a fixed price of NOK 134 ($14) per share.

The company said the price reflected an
equity value of about NOK13.4bn ($1.4bn)
for the new tanker operation.

It is the second time in Marinakis’ career that he
has brought a crude tanker-focused vehicle to public
markets, after the 2010 New York flotation of Crude
Carriers with a fleet of VLCCs and suezmaxes.

That entity was later merged with the product
tanker fleet of Capital Product Partners on Nasdagq,
the forerunner of today’s Capital Clean Energy
Carriers, which is focused on gas shipping.

Marinakis recently told Lloyd’s List the VLCC sector
was “becoming a very interesting market”, with
new players shaking up the established order.

Earlier this month, the group ordered 11 VLCCs
from Hengli Heavy Industries in China.

ANALYSIS

Sweden launches charm offensive as security
fears drive push to reclaim tonnage

DESPITE spawning some of shipping’s most
famous names, Sweden’s flag registry struggles
to compete with its Nordic neighbours.

But significant policy changes enacted by the current
Swedish administration are part of a bid to coax
shipowners back to the flag, prompted in part by

the rising geopolitical temperature in the Baltic
region following Russia’s invasion of Ukraine.

Furetank, which has more than 30 vessels either
in its operational fleet or orderbook, is one of
several tanker owners that originated on the
small island of Donso off the Gothenburg coast
(its headquarters are now on the mainland).

Chairman of the board Lars Hoglund explained
that following the 2008 financial crash, his
company decided to reflag its fleet to the Faroe
Islands. It had simply become too expensive

to remain in the Swedish registry.

But Furetank has been tempted back. More
favourable tonnage tax regulations and a
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relaxation of Swedish crew requirements has
brought Sweden more in line with the much larger
neighbouring registries of Norway and Denmark.

The majority of Furetank’s fleet is now Swedish-
flagged, and it plans to register newbuildings in
its Vinga series in Sweden too upon delivery.

Proposed amendments to the tonnage tax system
would see Sweden move even closer to the Danish
and Norwegian models, for example relaxing the
rules on how many Swedish port calls can be
made, as well as changing previous rules that made
it difficult for owners to lease Swedish-flagged
vessels on bareboat charters. Those changes

have been welcomed by the Swedish shipping
community, including Stena Bulk, which is in the
process of reflagging its suezmax fleet to Sweden.

But the changes have not been enough to
convince everyone, or have come too late.
One of Furetank’s Donso-based competitors,
Terntank, reflagged its vessels to the Danish
International Register of Shipping in 2009.
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Board member Tryggve Moller said there was simply
no political interest in growing the Swedish registry
back then, some eight years before the first iteration
of the country’s tonnage tax was introduced.

Its trading pattern means Terntank would
most likely not have been able to benefit from
the tonnage tax rules introduced in 2017, as
its vessels often call between Swedish ports
(shipping must be international in nature

to qualify under the current rules).

The amendments tabled in November 2025
may change that but, as Moller explained,
reflagging a fleet is no mean feat, and
switching back after building its base in
Denmark would be difficult to justify.

There are still aspects missing, the company
said. For example, rules on certification make it
difficult for other nationalities to captain Swedish
vessels. In the case of Terntank, it prides itself

on its mixed crew makeup. Switching back to

the Swedish registry would, in its view, limit

the progression of some of its employees.

But Moller said his company welcomed efforts
by the Swedish government to encourage
shipowners back to the registry, even if it
could not be tempted back just yet.

This interest in Swedish-controlled and
registered shipping is somewhat novel for the
tanker owners of Donso. Furetank’s Hoglund
said the political winds in the country had
changed towards a larger Swedish-flagged fleet,
in part thanks to rising tensions in the region
following Russia’s invasion of Ukraine.

His company participated in a defence exercise held
during Dons0’s bi-annual shipping meet in 2025.

“We get the feeling as a company that now
we are more important for Swedish society
than we have been before,” he said.

He said the Swedish government was now
asking Furetank whether it would be registering
its newbuildings with the Swedish registry

— something that was not the case five years
ago, when there was “no interest at all”.

Speaking on its decision to reflag its suezmaxes
to Sweden, Stena Bulk said it would close the
“gap” of any tankers of that size in the Swedish
merchant fleet and “contribute to Sweden’s
strategic resilience and maritime readiness in an
increasingly complex geopolitical landscape”.

Other nations are pursuing similar goals.
Danish Shipping has made growing the Danish-
flagged fleet a key aim of its latest strategy,
while India and more notably the US have
sought to encourage registration under their
flags, albeit through very different methods.

IR Consilium chief executive Ian Ralby said
the decision-making process of where to
flag a vessel had changed significantly. What
was once a simple commercial equation
now “has a lot more in the mix”.

At the same time, shipowners are seeking

closer ties with flag states amid geopolitical
uncertainty, and governments such as Sweden
have recognised they may lack sufficient tonnage
under national control if tensions escalate.

MARKETS

Chinese vehicle exports effectively absorbing
newbuilding flood but trade imbalance
growing, says Hoegh Autoliners

CHINESE car exports remain the prime mover
behind record-high utilisation levels for global car
carrier operators, but they are also contributing to
mounting imbalances in cargo flows, according to
Andreas Enger, chief executive of Hoegh Autoliners.

While announcing the company’s fourth-quarter
financial results today, February 25, Enger
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underscored China’s pivotal role in sustaining full
vessels across the deepsea vehicle carrier trades. “It’s
relevant to emphasise the importance of China and
Chinese car exports for our industry in clearly being
the driver for our vessels running full,” he said.

Europe is now the largest export destination
for Chinese cars and other wheeled cargo,
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but exports to the Middle East and South
America have also surged sharply.

Asia’s vehicle exports accelerated further in the
final quarter of 2025, delivering full-year growth
of 9% year on year. Chinese car exports jumped
by 21%, reinforcing the country’s dominance.
China solidified its position as the world’s
leading vehicle exporter in 2025, shipping 7.1m
units globally, well ahead of previous leader
Japan, which exported 4.2m cars last year.

Industry data suggests that China’s export
growth is becoming structural rather than
cyclical. Although European Union tariffs have
tempered the rise of Chinese battery electric
vehicle exports to Europe, shipments of less tariff-
exposed hybrid models have soared, and rose by
209% to Europe and 182% globally in 2025.

Japan’s vehicle exports declined by an estimated
1%, primarily due to weaker sales in Europe and
Oceania. Shipments to the US held relatively steady

despite 15% tariffs, slipping by just 1.7% year on year.

South Korea recorded a 2% fall in exports,
largely reflecting softer US import
demand alongside increased US-based
production by South Korean brands.

Beyond passenger vehicles, Enger highlighted

a shift in the high and heavy cargo segment,
including construction and industrial equipment,
which are typically transported on vehicle carriers.
“While there had been fairly soft developments

in high and heavy cargoes in recent years, we

are now seeing a change in that. There is strong
growth in construction equipment from China,
while other exporters are largely flat,” he said.

After declining 12% in value in 2024 and

an estimated further 2% in 2025, the global
construction equipment market is expected to have
bottomed out. Steady growth is forecast from 2026

onwards across most regions, except North America.

All major EU markets are projected to return
to growth in 2026. In 2025, Asia’s core
construction equipment exports on deepsea
trade lanes rose by 24% year on year, driven
by China’s 40% surge in exports, underpinned
by large-scale production capacity and product
offerings more adapted to export markets.

Japan’s construction equipment export
volumes declined by 3%, while South
Korea posted a 13% increase.
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While the boom in Chinese exports is
underpinning strong earnings and full utilisation
for vehicle carrier operators, the concentration
of outbound flows from Asia, particularly China,
is creating increasing trade imbalances, with
implications for vessel repositioning costs.

“In 2024 we had one empty positioning voyage each
month back to Asia, but this has more than doubled
— more ballast voyages has become a theme for all
operators and I see no change in 2026,” noted Enger.

Despite a heavy influx of new vessels into
the global car carrier fleet, strong demand
for capacity has ensured that earnings
remain largely unaffected, stated Enger.

Record deliveries of pure car and truck carriers
over the past year have significantly expanded
global capacity. A total of 75 newbuildings,
mostly of between 7,000 ceu and 9,000

ceu, were delivered in 2025 alone.

The delivery pipeline remains substantial, with a
further 60 pure car and truck carrier newbuildings
scheduled for handover in 2026. This will be
followed by 43 vessels in 2027 and 30 more in 2028.

“Regarding the large orderbook, what we observe
— and this may be counter to most expectations
— is that new tonnage has been absorbed very
well. The view that the orderbook was too big

is being challenged by realities,” Enger said.

He noted that all vessels are currently fully utilised
in what he described as a resilient market, albeit
one characterised by growing regional imbalances.
To meet continued demand, the company has
expanded its operational fleet by securing additional
short-term capacity through chartered vessels.

In the fourth quarter, Hoegh Autoliners took
delivery of the seventh ship in its 12-vessel Aurora-
class series of LNG dual-fuel newbuildings, the
9,100 ceu Hoegh Starlight (IMO: 9971276). Last
month, the eighth vessel in the series, Hoegh
Rainbow (IMO: 9971288), was handed over.

The remaining four Aurora-class vessels, due for
delivery in 2027, are being specified to operate
on ammonia from delivery. They will be fitted
with some of the first ammonia-fuelled main
engines to be built, marking a significant step

in the company’s decarbonisation strategy.

Enger confirmed that the company does not
plan to place additional newbuilding orders this
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year, signalling confidence in its current fleet
expansion programme while maintaining capital
discipline. Announcing its 4Q25 financial results
today, Hoegh Autoliners reported total revenues
for the three months ending December 31, 2025
of $358m. This is up from $352m year on year.

Adjusted earnings before interest, taxes,
depreciation and amortisation in 4Q25 was
$145m, compared with $179m year on year.
The main reasons for the decrease in ebitda
were reduced freight rates and two ships fewer

in operation, following re-delivery of charter
tonnage in anticipation of two newbuildings
becoming operational in December and January.

Net freight rates in the fourth quarter were
down to $78.9 per cu m, from $86.7 per cu m
year on year, while cargo volumes increased
to 3.9m cu m, up from 3.4m cu m in 4Q24.

Hoegh Autoliners is the world’s fifth-largest
operator of pure car and truck carriers and
operates 41 vessels, with 35 being owned.

IN OTHER NEWS

US sanctions a dozen Iran-
trading LPG and oil tankers
ahead of nuclear talks

THE US announced fresh
sanctions on Wednesday
targeting a dozen Iran-trading
shadow fleet* vessels.

The move comes as Washington
and Tehran are slated to meet
on Thursday in Geneva for
crucial talks over Iran’s nuclear
programme, and as the US is
amassing forces in the Middle
East, threatening kinetic

strikes if negotiations fail.

US President Donald Trump said
during his State of the Union
address to Congress on Tuesday
that he would prefer to resolve
things diplomatically but vowed
that he would “never allow” Iran
to have a nuclear weapon.

London and Skuld join lengthening
list of growing P&l clubs

LONDON Club and Skuld have
clocked up jumps of 14.5% and
6% respectively in owned entries
during the past 12 months,

the two International Group
affiliates have confirmed.

Three other marine mutuals have
also unveiled rates of growth in

excess of the growth in the world
fleet last year following the 2026

renewal, which closed last Friday.

One big club has admitted
that things were flat, while one
of the sector middleweights
has not said anything

either way. But basic maths
suggests some will have been
losers from the process.

ONE appoints new chief executive
as it restructures its leadership
SINGAPORE-HEADQUARTERED
container carrier Ocean Network
Express has replaced its chief
executive and is changing

its leadership structure as

it looks to rebound from a
quarter of negative earnings.

Till Barrelet has been tapped
to succeed incumbent chief
executive Jeremy Nixon. He
will be joining ONE on May 1
and will take over the chief
executive role from July 1.

Nixon will move on to a senior
advisor role at the carrier.
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Nixon has been ONE’s CEO
since its founding in April
2018. The carrier has since
grown to operate a fleet of
more than 260 vessels with a
capacity exceeding 2m teu.

Lloyd’s List Intelligence expands
reach with stewardship of

Lloyd’s Agency Network

LLOYD'S List Intelligence has
announced that it will take over
management responsibilities
of the Lloyd’s Agency Network,
bringing the world’s largest
marine surveying and claims
adjusting network directly into
its intelligence platform.

The move gives Lloyd’s List
Intelligence direct control of
casualty reporting and local
expert verification, strengthening
the speed, accuracy and
resilience of data used across
the maritime, insurance and
trade finance sectors.

The Lloyd’s Agency Network
comprises more than 250
agents operating 24/7 across
key ports and commercial
centres worldwide.

Page 10



Classified notices follow

Lloyd’s Listl>

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

Please contact: marketingservices@lloydslistintelligence.com
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Department for Energy Security and Net Zero

OUTER DOWSING OFFSHORE WIND FARM

THE PLANNING ACT 2008 AND THE INFRASTRUCTURE PLANNING
(ENVIRONMENTAL IMPACT ASSESSMENT) REGULATIONS 2017

NOTICE OF A DECISION ON AN APPLICATION FOR AN ORDER GRANTING
DEVELOPMENT CONSENT FOR EIA DEVELOPMENT

The Secretary of State for Energy Security and Net Zero (“the Secretary of State”) gives
notice under regulation 31(2) of the Infrastructure Planning (Environmental Impact
Assessment) Regulations 2017 (“the 2017 Regulations”) that a determination has been made
on an application made by GT R4 Limited (“the Applicant”) for development consent under
the Planning Act 2008 (“the 2008 Act’) for development that constitutes “Environmental
Impact Assessment development” as defined in the 2017 Regulations.

The application is for the construction, operation, maintenance and decommissioning an of
an offshore wind farm located approximately 54 km off the Lincolnshire coast in the southern
North Sea, including up to 100 wind turbine generators, 4 offshore substations and a
generating capacity of up to 1.5 GW. It would include up to 2 offshore reactive compensation
platforms, offshore and onshore cabling, construction of an onshore substation connecting to
a proposed National Grid Electricity Transmission substation and associated development.

The Secretary of State has decided, following consideration of the report of the Examining
Authority who conducted an examination into the application, that development consent
should be granted for the proposed development.

The statement of reasons for deciding to make an Order granting development consent,
which has been prepared by the Secretary of State under section 116 of the 2008 Act and
regulation 31(2) of the 2017 Regulations, containing the content of the decision, the
requirements imposed in connection with the development, the main reasons and
considerations on which the decision is based including relevant information about the
participation of the public, a description of the main features to avoid, reduce and offset any
major adverse effects of the development, is published on the Planning Inspectorate’s
website: https://national-infrastructure-consenting.planninginspectorate.gov.uk/projects/EN010130

The statement of reasons contains the information required by regulation 30(2) of the 2017
Regulations including information regarding the right to challenge the decision and the
procedures for doing so.

Hard copies of the decision documentation will also be available to inspect at the Planning
Inspectorate’s offices (by appointment using the contact details below):

The Planning Inspectorate, National Infrastructure Directorate, c/o QUADIENT, 69
Buckingham Avenue, Slough, SL1 4PN

To make an appointment for inspection of the documents contact the Planning
Inspectorate on 0303 444 5000 or email NIEnquiries@planninginspectorate.gov.uk.

Copies of the Secretary of State’s decision letter and the text of the Order can be obtained
by writing or sending an e-mail to the Planning Inspectorate. No charge will be made for this
service.
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