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China’s grip on global 
container trade deepens as 
export routes diversify

CHINA’S containerised export system is being reshaped by a powerful 
combination of geopolitical pressure, manufacturing diversification 
and the rapid rise of Southeast Asia as an alternative export platform 
that remains tightly linked to Chinese supply chains.

The result is not a retreat of Chinese trade, but a redistribution of 
where and how Chinese‑origin goods move through the global 
container system. 

Much of this realignment stems from the China+1 manufacturing 
strategy, a risk-mitigation approach where companies maintain their 
core manufacturing base in China while diversifying production to 
other countries, and the continued expansion of the Belt and Road 
Initiative, both of which have accelerated as US-China tensions 
hardened and tariffs became a structural feature of global commerce.

Rather than displacing China, the strategy has created a more layered 
production model in which Southeast Asian economies absorb 
labour‑intensive assembly while China continues to supply the bulk  
of intermediate goods, machinery and components. At the same time, 
the BRI is extending China’s reach into new markets beyond its 
traditional partners.

Over the past two years, these dynamics have intensified, with vessel 
calls and volumes increasingly reflecting the new geography of 
China‑linked trade.
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Southeast Asia becomes China’s 
extended export platform

Chinese export flows into Southeast Asia have 
surged, and the data shows how tightly this growth 
remains anchored to China’s own supply chains. 

Container Trades Statistics figures indicate that 
between 2023 and 2025, Chinese containerised 
exports rose by more than 40% to India, 36% to 
Vietnam and 37% to Thailand. These markets are 
not replacing China so much as extending it, acting 
as secondary export gateways for goods whose 
value chain still runs through Chinese factories.

This surge reflects the payoff from years of 
investment in shifting assembly and processing 
operations into neighbouring economies to 
manage geopolitical risk, contain costs and 
ease tariff pressures. The China+1 model 
is now clearly visible in trade flows.

Lloyd’s List Intelligence tracking of next‑port‑of‑call 
movements out of Chinese hubs reinforces this 
picture. The geography of liner trades is being 
redrawn as carriers reconfigure networks around 
new political and manufacturing realities. 

Nominal vessel capacity into Vietnam and Thailand 
has climbed 44.8% and 26.1% respectively from 
2023 to 2025, making both economies increasingly 
central nodes in a China‑anchored regional 
production system. India’s capacity dipped last year, 
but only after a dramatic fivefold jump in 2024.

These marked shifts show just how volatile 
carrier deployment has become as lines 
continue to chase the demand created by 
shifting political and manufacturing realities. 
These structural shifts in production and 
demand are intersecting with operational 
disruption on the main east-west corridors.

LLI’s next‑port‑of‑call data shows how the 
Red Sea crisis has widened divergence on 
these trades while accelerating a broader 
shift toward rationalising deepsea networks 
around fewer, more concentrated port calls. 

Carriers are leaning more heavily on major 
transhipment hubs, reshaping the flow of 
China‑linked cargo through Southeast Asia.

Singapore has emerged as the central anchor 
of this system. As Lloyd’s List reported last 
month, the world’s largest transhipment hub 

has seen a sharp rise in traffic, with carriers 
directing 20.2% more China‑origin teu tonnage 
into the port over the past two years.

The same pattern is visible across the region’s other 
key hub‑and‑spoke arteries. Calls into Malaysia, 
home to Tanjung Pelepas and Port Klang, have 
climbed 30%, while Indonesia has seen dedicated 
capacity nearly triple over the same period.

For China, these rapidly expanding markets 
have helped offset the drag from a strained 
trading relationship with the US.

Tariffs have reshaped trade flows, but they have 
not produced the contraction once predicted. 
Supply chains have adapted around political 
obstacles rather than collapsing under them.

CTS data shows China-US container volumes 
have slipped only 3.4% in the past two 
years, a decline more than compensated by 
rising flows from Southeast Asia — most 
notably Vietnam, where US‑bound box 
numbers have jumped more than a third.

Trade statistics also point to Chinese goods 
continuing to reach the US through alternative 
channels. Mexico, long a nearshoring base for 
Chinese manufacturers seeking to preserve US 
market access, has benefited from tariff‑driven 
rerouting. Despite political pressure to close 
this “back door,” CTS data shows China-Mexico 
volumes rising 8.7% between 2023 and 2025. 
Not all of this cargo is destined for the US, 
but a significant share almost certainly is.

By contrast, it is US exporters rather than 
their Chinese counterparts who have 
absorbed the heaviest blow from the trade 
war. US-China trade was down 41% last year 
against comparable figures in 2023.

China deepens its strategic 
footprint in South America

China is also advancing into South America, 
where it has shifted from marginal to 
strategically central, driven by targeted 
investment, infrastructure building and a 
widening network of trade agreements.

Once a relatively minor actor, China now stands 
alongside the US and the European Union as 
one of the region’s dominant economic partners. 
Last year, the European Commission relayed its 
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concerns over the rise of its rival in the region 
that, by 2035, China could even surpass the US as 
South America’s most important trading partner.

Beijing has expanded its reach through a growing 
set of free‑trade agreements, including those with 
Chile, Costa Rica, Ecuador, Nicaragua, Peru and 
most recently Colombia, and through the decision 
of more than 20 South American nations to join the 
BRI. These deals will not only help China secure 
access to critical minerals, but have also advanced 
the broader strategy to diversify supply chains 
and reduce dependence on traditional partners.

China’s investment in Peru’s port of 
Chancay forms a central pillar of its wider 
strategic push into South America, linking 
infrastructure, ownership and long‑term trade 
ambitions into a single, coherent project. 

In Peru, China has committed $1.3bn to 
the new deepwater port, which opened its 
docks to commercial box traffic in November 
2024. Chancay is designed to function as 
a major transpacific gateway that avoids 
traditional US and Mexican entry points.

Its rapid development reflects China’s majority 
stake through state‑owned Cosco Shipping, 
and its classification as a flagship BRI asset 
has ensured political backing, financing and 
integration with China‑centric trade routes.

Chancay is intended not just as a standalone 
facility, but as the anchor of a broader logistics 
corridor linking South America directly to East 
Asia. Its emergence is already reshaping shipping 
patterns along the Pacific coast and accelerating 
China’s influence over regional supply chains. 

LLI vessel tracking shows capacity has 
expanded rapidly on China–Peru and China–
Chile routes over the past two years. 

The most dramatic surge in Chinese traffic to 
South America, however, is on routes to Brazil. 
Chinese capacity to Brazil has expanded from 
the equivalent of a single panamax vessel in 
2023 to several hundred thousand teu in 2025 
on direct services alone, according to LLI data.

This shift has been reinforced by Brazil’s renewed 
engagement with China under President Luiz Inácio 
Lula da Silva, with bilateral cooperation deepening 
across infrastructure, energy and logistics. 

A centrepiece of this cooperation is the Central 
Bioceanic Railway Corridor, a proposed 
transcontinental rail link running from Brazil 
through Bolivia and into southern Peru, ultimately 
connecting to the aforementioned Chancay. 

If completed, it would create a continuous 
land‑and‑sea corridor from the Atlantic to the 
Pacific, but equally grant China’s exporters 
unrivalled access to the continent through Chancay.

China’s port system cements 
its global dominance

China’s export momentum is most clearly reflected 
in the extraordinary growth now moving through 
its major port system. In 2025, Chinese ports 
handled 354.5m teu, a 7% year‑on‑year increase, 
with Shanghai alone processing 55.1m teu. 

The mega‑hubs of Ningbo-Zhoushan, Shenzhen 
and Qingdao all posted strong gains, mirroring 
a nationwide surge. The scale is such that the 
growth recorded at China’s five largest ports last 
year was roughly equivalent to the entire annual 
throughput of Europe’s biggest port, Rotterdam.

This dominance is reinforced each year in the 
Lloyd’s List One Hundred Ports, where China 
consistently occupies the upper tiers of the global 
rankings. When the 2025 figures are compiled, the 
country’s share is likely to expand further still.

China’s ports remain the backbone of 
global container trade even as the export 
map becomes more dispersed. 

What is emerging is a more distributed, 
geopolitically responsive export ecosystem in which 
the country continues to anchor production while 
the spokes of its supply chain extend deeper into 
Southeast Asia, South Asia and the Americas. 

Manufacturing is spreading, trade lanes are being 
redrawn by political pressure, and carriers are 
redesigning networks to serve a more fragmented 
and strategically sensitive export base.

China’s dominance in containerised trade 
endures, but it now operates through a wider, 
more complex regional production system shaped 
as much by geopolitics as by economics.
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WHAT TO WATCH

One in three Baltic tanker transits are covered 
by Russian insurance
ONE third of all oil tankers transiting the Baltic 
Sea are now insured by sanctioned Russian, or 
Russian-affiliated entities, according to certificates 
collected by Danish and Finnish authorities.

Oil tankers passing through the Danish straits have 
been routinely asked for the past 12 months by Baltic 
coastal states to submit their insurance certificates 
covering liability for oil pollution damage.

While many of the certificates provided are 
known to be fraudulent, the data confirms that 
a growing number of Russian shadow fleet* 
tankers have on paper moved their insurance 
arrangements from International Group P&I 
providers to Russian insurance firms, the 
majority of which are subject to sanctions.

The collected data, supplied to Lloyd’s List by the 
Danish Maritime Authority, covers 2,974 certificates 
checked since February 2025. Nearly 900 of those 
certificates were linked back to either Russia-
incorporated insurers or Russia-affiliated providers 
that have moved into the shadow fleet business.

The growing use of Russian insurance comes 
as the flow of previously fraudulently flagged 
shadow fleet tankers switch to the Russian flag.

According to Lloyd’s List Intelligence data, another 
11 tankers have switched from fake flags to Russia 
so far this month, suggesting the trend is increasing 
after a hiatus in January amid US seizures of 
vessels associated with Venezuela trades.

The most frequent Russian insurer named in 
the certificates collected from passing tankers 
is Moscow-based Soglasie Insurance, a privately 
owned Russian company whose ultimate beneficiary 
is the billionaire businessman Mikhail Prokhorov, 
through his investment vehicle, the Onexim Group.

While Soglasie has been established as an insurance 
provider in Russia since 1993, its rapid rise as a 
provider of marine P&I coincided with the expansion 
of the shadow fleet as a result of Western sanctions.

Initially established as a captive insurer for 
Norilsk Nickel, a major Russian mining and 
smelting firm, Soglasie now accounts for a 

growing share of the shadow fleet market. 
That growth has been partly fuelled by the fact 
that Soglasie has been approved by the Indian 
government, along with 16 other non-IG P&I 
clubs to continue covering sanctioned ships.

Soglasie Insurance Co joined US- and 
UK-sanctioned players AlfaStrakhovanie 
and Ingosstrakh on a list of permitted 
insurance providers last year, and that list 
was further extended by India’s Directorate 
General of Shipping earlier this month.

Following the invasion of Ukraine in 2022, 
Russian insurers have played an increasingly 
important role in sustaining Moscow’s crude 
exports to India after Western sanctions and 
a Group of Seven price cap sharply curtailed 
the involvement of Europe-based P&I clubs.

Since the sanction-driven pullback, a handful of 
Russian insurers — previously largely unknown in 
international maritime insurance — have stepped 
into the gap, providing hull and liability cover, 
P&I-style services, or at least the documentation 
that allows ports and brokers to process voyages.

These domestic carriers, often reinsuring 
through a state-controlled vehicle, operate 
outside the international P&I framework that 
traditionally guarantees claims payments, 
pollution clean-up and long-tail liabilities.

Market analysts have raised concerns that 
without international reinsurance support — 
which is often denied due to sanctions — the 
companies’ actual capacity to handle massive 
maritime liabilities (like major oil spills) may 
be limited compared to IG P&I clubs.

Even if the insurance provider were to offer 
a payout, it remains legally unlikely that any 
Western financial institution would be able to 
engage with a sanctioned Russian insurer.

While Ingosstrakh, a large Russian insurer, 
had become a significant provider of insurance 
for vessels in the so-called shadow fleet, the 
Danish data suggests it is playing a diminished 
role on the trade since the UK government 
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sanctioned it in 2024 and then the US designated 
it in January 2025. Only 85 tanker transits 
were covered by the certificates inspected by 
Denmark and Finland since February last year.

Soglasie by comparison has grown significantly, 
despite being sanctioned by the UK in May 
2025 as an entity involved in sectors of strategic 
significance to the Russian government. 
Most of the Russian insurers featuring on 
the list collected by Denmark and Finland 
are subject to either EU or UK sanctions.

In addition to designating Soglasie, the UK Treasury 
has targeted enablers within the marine insurance 
space, including Ro Marine, which is under 
investigation in Norway for unlicensed operations, 
with authorities ordering it to halt “illegal activities”.

Earlier this week, the UK sanctioned New 
Zealand-based Maritime Mutual for providing 
insurance cover for the Russian shadow fleet.

According to the Danish figures, Maritime 
Mutual provided cover to 59 oil tankers passing 
through the Baltic over the past 12 months.

While not a Russian provider, the UK government 
said that two linked Maritime Mutual companies 
were blacklisted for “obtaining a benefit from or 
supporting the government of Russia” by carrying 
on business of strategic significance to Moscow.

According to a statement issued to Lloyd’s List 

by Maritime Mutual, the company “does not 
provide cover to any vessel within the shadow 
and dark fleets, or to vessels carrying oil and 
associated products originating from Russia”.

“The government is incorrect in its assertion that 
[Maritime Mutual Insurance Association] is involved 
in obtaining a benefit from or supporting the 
Government of Russia by carrying on business in a 
sector of strategic significance to the Government 
of Russia, namely the Russian energy sector.

“Therefore, the impact of the FCDO’s designation 
will be on fully compliant employees and 
stakeholders that have nothing to do with 
the nexus of Russian sanctioned activity.”

The majority of Baltic coastal states now 
regularly ask passing oil tankers to submit their 
insurance certificates and, according to Lloyd’s 
List analysis, around 95% of tankers respond.

The release of the Danish and Finnish figures, 
however, offer the first detailed glimpse 
of who is providing that insurance.

While the Danish Maritime Authority acknowledged 
that some certificates are fraudulent, a spokesperson 
explained that “if irregularities are detected in the 
analysis of these certificates — or if vessels refuse 
to provide documentation — this information 
is used in the context of sanctions, including 
sanctioning of concrete ships and diplomatic 
efforts vis-à-vis the relevant flag states”.

DNV plots a rocky road to onboard carbon capture
ONBOARD carbon capture and storage could 
theoretically work for boxships trading the 
North Europe-Asia if the cost of offloading 
the CO2 is low enough, according to DNV.

The Norwegian class society’s latest report 
looks at the prospects for storing CO2 from 
boxships at Singapore and Rotterdam.

CMA CGM, Evergreen, Hapag-Lloyd, Maersk 
and Mediterranean Shipping Co could 
together see emissions from ships on the route 
abated in the range of up to 0.01m tonnes per 
annum of CO2 equivalent in 2030, 1.5-6m 
tpa in 2040, and 2.4-6.6m pta in 2050.

DNV’s high-uptake scenario modelled the lowest 
offloading cost (of taking CO2 from a ship to a 
barge, then to shore to be trucked or piped to 

storage underground, plus tariffs) at $84 per 
tCO2e in 2030 falling to $61 per tCO2e in 2050.

For medium- and low-uptake scenarios, the 
costs were 50% and 100% higher respectively.

But the optimistic forecast projected the five 
box lines would use OCCS with 60% of the total 
energy they consumed, resulting in 6m tpa of CO2 
abated and 7.2m tpa of CO2 offloaded in ports.

“These figures indicate that OCCS could bear 
a significant share of the GHG abatement 
needed as it scales up rapidly and remains a key 
decarbonisation solution over time,” the report said.

“However, the analysis also shows that OCCS 
uptake is highly sensitive to LCO2 offloading 
cost, which yet remains uncertain.”
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DNV said ships could capture 75% of the CO2 
they emitted with a parasitic energy loss of 20% 
— the extra fuel burned to run the OCCS system 
on board. It estimated the offloading cost for 
that scenario of $7.3bn, which it expected for the 
five container lines between 2030 and 2050.

That would raise “substantial revenue for the 
offloading value chain, enabling coverage of 
investment, operations and associated costs”. But 
the high costs for ships, and for the kit to offload 
CO2 onshore, meant investment would only come if 
there was “fundamental belief in scale and economic 
sustainability” — and that required regulation.

Essential rules included the IMO’s work plan 
to develop OCCS regulations scheduled for 
2028, including guidance on the lifecycle 
assessment (LCA) of its emissions, data collection 
for emissions, and sequestered CO2.

The EU should recognise OCCS under its FuelEU 
Maritime standard. DNV said harmonised rules 
were essential for clarity and consistency.

“With no precedents from other industries and the 
novel nature of OCCS regulation, it is incumbent 
on regulatory authorities to demonstrate leadership 
and proactively remove obstacles hindering OCCS 
from realising its full decarbonisation potential.”

The Global Center for Maritime Decarbonisation in 
Singapore has measured costs of capturing carbon 
from a containership and transporting it to China 
to be turned into minerals. The GCMD, a research 
outfit, found an overall emissions saving of just 7.9% 
when aiming to capture 10.7% of onboard CO2.

DNV said the costs of OCCS should be 
compared to other net zero paths for 
shipping, such as using expensive e-fuels.

ANALYSIS

China on track to become Asia’s top LNG 
bunkering hub
LIQUIFIED natural gas bunkering is 
poised for significant growth in Asia, with 
China set to dominate the race to become 
the premier hub in the Asia Pacific.

Key Chinese bunkering hubs have already 
seen a sharp rise in LNG bunkering in 2025. 
Shanghai saw bonded LNG bunkering rising 
54% to 320,000 tonnes, while Yantian was 
projected to hit 279,000 tonnes last year.

These two ports alone eclipse LNG bunkering figures 
for the world’s top bunkering hub Singapore, which 
saw 571,000 tonnes of LNG being bunkered in 2025.

“Some of the competitive edge that 
Singapore used to have over China has now 
disappeared,” said Argus Media LNG editor 
Lee Rou Urn while speaking at the Argus LNG 
bunkering forum in Singapore this week.

Lee cited language barriers previously limiting 
LNG bunkering in China. “That was an area 
that China used to lose out on, because most 
ship crews communicate in English,” she 
said. This was opposed to Chinese port crew, 
who predominantly spoke Mandarin.

She observed from market participants that 
Shanghai port, as of last year, had port crew 
that could speak in “American-accented 
English”, removing the language barrier 
altogether and making it easier for ship crews 
to request for LNG bunkering services.

Another factor that has greatly helped the take-up 
rate of LNG bunkers — in both China and Southeast 
Asia — is its relative pricing to conventional fuel.

Argus data shows that the premiums commanded 
by LNG in both China and Southeast Asia are far 
less than those commanded by other alternative 
fuels. LNG premiums in China and Southeast Asia 
are significantly less than $100 per tonne when 
compared to a tonne of very low sulphur fuel oil.

But other alternative fuels command significantly 
higher premiums. Grey methanol, for instance, 
commands a premium of at least $200 per 
tonne in Southeast Asia. Grey ammonia is 
even higher, ranging from between $400 
and more than $800 per tonne between 
September 2025 and January 2026.

Green ammonia commands the highest premiums 
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in East Asia at more than $2,000 per tonne 
when compared to equivalent VLSFO prices. 
“Pricing still looks strong in terms of choice for 
biofuels and LNG, particularly for LNG… where 
it’s almost close to pricing levels in VLSFO fuels,” 
Argus marine fuels editor Mahua Mitra said.

Premiums of B24 biodiesel over VLSFO looked 
a distant second compared to LNG, with 
premiums hovering at around $300 per tonne.

LNGBVs a limiting factor in Asia

Asia has seen a rise in global bunkering 
volumes as regulations in Europe, like FuelEU 
Maritime, have set the tone for alternative fuel 
bunkering on the continent, as key ports strive 
to be a hub for vessels forced to comply.

Argus estimated that Asia bunkered 1m 
tonnes of LNG last year, a quarter of all 
volumes bunkered globally. Of this, 40-45% of 
bunkering growth came from Asia alone.

This is despite Asia having only 15-20 LNG 
bunkering vessels. There are currently 55-60 
LNGBVs currently operating globally across 191 
LNG-ready ports. But a big challenge in increasing 
the availability of LNGBVs in Asia is cost. Lee 
estimated the cost of a vessel to be at least $1m.

Operational bunkering costs associated 
with LNG bunkering are also high.

Because of this, Lee also sees LNG producers 
dominating the LNG bunkering scene in Asia, 
precisely because they are able to obtain better 
economies of scale than smaller players. This has 

kept smaller players out of the market, limiting the 
spread of LNG bunkering to smaller ports in Asia.

Regulatory compliance will be key

Beijing this month set new targets for Shanghai to 
scale up LNG, methanol and biofuels bunkering 
by 2030. It aims for Shanghai to hit 450,000 
tonnes per year of LNG bunkering and 1m tonnes 
per year for methanol and biofuels bunkering.

But complying with regulations is an issue 
that China must be able to address for it 
to clinch and maintain pole position.

“From January 2026, the EU ETS will begin 
accounting for methane emissions, meaning LNG’s 
methane slip profile becomes materially more 
consequential,” Global Centre for Green Fuels 
maritime adviser Chris Chatterton told Lloyd’s List.

The challenge that LNG has currently is that it  
does not have high compliance standards because  
it is a fossil fuel. But an anticipated switch to 
bio-LNG could change this scenario, with  
stricter compliance required. Chatterton sees  
this need rising “as the limited emissions  
reductions will become too expensive 
to just pay penalties”.

Singapore has been a point of focus on compliance.

“The [Singapore] Maritime Port Authority 
goes to great lengths to ensure the Singapore 
bunkering market is transparent, safe and 
efficient. These are the main reasons why 
we are able to trade almost 57m tonnes per 
annum of fuel in 2025,” Chatterton said.

West confident on beating last year’s 
underwriting performance
WEST of England is set to unveil improved 
underwriting performance when it confirms 
its outcome for the 2026 renewal round, its 
chief executive has confidently predicted.

Tom Bowsher expects combined ratios at the 
majority of International Group affiliates to 
fall into the 100% to 110% range when the 
finalised numbers are published. The metric 
measures payouts and operating expenses as 
a percentage of premium income and is widely 
used by insurers as a yardstick to assess whether 
underwriters are getting their sums right.

But marine mutuals are not-for-profit entities 
and usually happy to take a small loss, especially 
if they can make up smallish deficits from 
commercial lines and investment returns.

West’s underwriting performance has beaten the 
IG average in six of the past seven years. Last 
year is CR came in at a shade under 104%.

While the exact figure for 2026 is still being 
finalised, the current internal projection is 
that it will be slightly better than 2025.
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Bowsher pointed out that for purposes 
of comparison, it is inaccurate simply 
to arrange the clubs in rank order.

American, Swedish, Gard and Shipowners’ 
Club all use the calendar year for financial 
reporting purposes, in line with the 
current norm for private companies.

The remaining eight including West stick 
with P&I tradition — which is somewhat old-
fashioned nowadays — and make up their 
accounts from February 20 each year to February 
20 the next, in line with the policy year.

That distorts matters slightly when it comes 
to the accounting treatment of claims 
under the IG pool, the mechanism by 
which clubs share claims over $10m.

Given that January and the first three weeks of 
February are the peak of the northern hemisphere 
winter and typically see major casualties, this 
can flatter their numbers in a benign pool year. 
The impact shows up the following year instead, 
of course. “There’s a lot of things that go into a 
combined ratio that aren’t equal across the board, 
so you’re not always comparing apples with apples 
and you have to be a bit cautious,” said Bowsher.

“The majority of us won’t make formal 
announcements until board meetings in May. 
But I think you will see a broad range of 100% 
to 110% and there may be a couple of outliers.

“From what I understand, there will be 
some clubs that do better and some clubs 
looking at slightly worse results.”

League tables or not, in 2025 West came out 
second-best among the clubs that report on a policy 
year basis and in the top five for the whole pack.

“Last year was pretty solid, all things 
considered. This year we are expecting and 
forecasting to beat that result,” he went on.

“Even if we were to match last year’s 
result, I still think that would be pretty 
good in the current market.”

He declined to be drawn on whether the club 
would be the right or wrong side of the 100% 
break-even mark. But being slightly off that 
ideal target one way or the other is intrinsic 
to the marine mutual business model.

Controversial start

Bowsher started in the top job at West in 2018 
and in 2022 took the controversial decision 
not to renew 20% of it mutual book, citing 
shipowner loss records and the need for 
systematic derisking by way of justification.

He has since steered the club into several 
other lines, including hull and war, and 
invested as a shareholder in specialist 
marine cyber risk start-up Astaara.

These projects are written commercially to subsidise 
the mutual entry and Bowsher confirmed that all 
are now contributing positively to the bottom line.

Meanwhile, investment returns on West’s 
free reserves, which stood at $306m 12 
months ago, are likely to be healthy.

Only NorthStandard has yet detailed how well 
it did on this front. Thanks to the strength 
of financial markets at present, returns at 
the second-largest group club ran to 9%.

West’s piggy bank is similarly positioned 
in conservative investments such as 
bonds and consequently it expects 
returns of roughly the same order.

This factor was even felt in renewal negotiations, 
which as ever culminated at noon on February 
20. It turns out that the other side of the table 
reads the Financial Times too and argued that 
the additional income meant West did not need 
all of the 5% general increase it was seeking.

“As we entered the process, I initially thought 
the renewal might be harder than we’ve seen 
in the last few years,” said Bowsher.

“It was softer than I thought it would be. It 
wasn’t entirely soft; increases were achieved 
and we also achieved adjustments where we 
needed to. And one of the reasons for that is 
probably the stronger investment market.”

In the event, clubs went for critical mass and 
protecting their positions, as underlined by 
retention rates often running to 99% and more.

West showed a 12.5% gain in owned mutual tonnage. 
Much of the growth came from Asia and only a 
small proportion came at renewal, with most of it 
down to organic growth from existing members 
buying newbuildings or secondhand tonnage.
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Non-P&I classes have broadly done well. That 
even goes for hull & machinery, which West has 
been writing for the past three years. That seems 
slightly surprising. As is well attested, H&M is in the 
doldrums right now thanks to an influx of capacity.

But Bowsher insisted that West’s hull book 
was developing in line with projections, both 
in terms of volume and profitability. “We are 
being disciplined. We are only a follow line. 
We are not leading anything, because it is very 
much a new product for West,” he said.

“We are seeing year-on-year growth but it’s 
not as if hull & machinery is a significant 
proportion of the income of the business.”

War risk is also saturated with capacity right 
now. While it is traditionally money-spinning 
and even seen as the cream on top for H&M, 
the number of total losses thanks to the Black 
Sea and Red Sea crises makes it unclear 
whether or not it is profitable in aggregate.

“There are people who are making a huge amount 
of money out of war risk insurance. We are making 
money out of war risk insurance but we are nowhere 
near some operators,” Bowsher observed.

“We are happy with the progress we are making... 
We are seeing support from our members who like 
to purchase their war cover from the club. “They 
like to support the diversification products we 
have in place because they know that it contributes 
to the financial position of the business.”

West opened an office in Dubai office in January 
2025, making it the first IG club with a direct 
presence in UAE. So far, so good, it seems.

“We’ve seen a lot of support from that region, 
including in this renewal. We have a lot of 
committed tonnage for this year coming from 
that region. “We’re looking to strengthen 
that office. We’re going to be putting more 
resources there in the coming 12 months, 
for which we’ve already budgeted.”

MARKETS

Yangzijiang cuts 2026 order target by a quarter 
despite $22bn backlog
YANGZIJIANG Shipbuilding, now the world’s 
fourth-largest shipbuilder by orderbook, has set 
its 2026 new orders target at $4.5bn — a 25% 
reduction from the $6bn goal it had set for 2025 
— even as global newbuilding momentum remains 
strong heading into the Chinese new year.

The Singapore-listed, China-based shipbuilder 
disclosed the lower target alongside record full-
year results on Tuesday, reporting net profit 
of Yuan8.6bn ($1.3bn) for 2025, up 30.2% 
year on year, on revenue of Yuan28.5bn.

Gross profit margin in its core shipbuilding segment 
expanded to 35%, driven by higher contracted 
newbuilding prices and lower steel costs. Yet the 
headline order-win figure told a more cautious story. 
Yangzijiang secured just $2.5bn in new contracts 
last year, falling far short of its $6bn target. 

The shortfall was concentrated in the first half 
of the year, when tariff announcements, US port 
fees and broader macroeconomic uncertainty 
caused shipowners to delay ordering decisions.

According to executive chairman Ren Letian, 
about 80% of Yangzijiang’s 2025 new orders 
were secured in the second half of the year.

On the outlook, he struck a cautiously optimistic 
tone: “We expect the momentum to carry into 
2026 and will continue to pursue new orders on 
a disciplined and market-oriented basis, focusing 
on securing the remaining delivery slots for 2029 
while progressively opening positions for 2030.”

The reduced 2026 target also reflects the 
termination of Project Runze, a previously 
planned capacity expansion that was scrapped in 
2025. Yangzijiang is instead pressing ahead with 
Project Hongyuan, a Yuan3bn yard expansion 
scheduled for completion by the end of 2026, with 
preliminary steel fabrication already underway.
The more conservative guidance sits against 
a backdrop of firm global ordering activity. 

According to Clarksons’ latest monthly shipbuilding 
report, 158 vessels totalling 5.6m cgt were ordered 
globally in January 2026, up 27% year on year and 
broadly in line with the strong pace seen in the 
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second half of 2025. Chinese yards took 67% market 
share, followed by South Korean builders at 22%.

Full-year 2025 contracting reached 58.4m 
cgt across 2,159 vessels, some 39% above 
the 10-year average, though 27% below 
2024’s exceptional total of 76.8m cgt.

Clarksons noted that tanker ordering 
was particularly robust in January, with 
45 ships including 16 very large crude 
carriers contracted, while containership 
orders remained solid at 34 units.

Gas carrier ordering also picked up after a quieter 
2025. The brokerage estimated about $18bn was 
invested in newbuildings in January alone, following 
a record $186bn in total newbuild spending in 
2025 — 81% above the ten-year average — driven 

by elevated prices, healthy volumes and increasing 
capital expenditure on greener technologies.

Newbuilding prices remain historically firm. 
Clarksons’ newbuilding price index has edged 
down just 3% from its 2024 peak and remains 
47% above its 2020 trough, with guide prices 
for large tankers and bulkers ticking up 
2-3% since the fourth quarter of 2025.

Yangzijiang’s outstanding orderbook stood at 
$22.4bn for 245 vessels as of December 31, 2025, 
providing revenue visibility through 2030.

The company is now China’s second-largest 
shipbuilding group and has overtaken South Korea’s 
Samsung Heavy Industries to become the world’s 
fourth-largest, behind only China State Shipbuilding 
Corp, HD Hyundai and Hanwha Ocean.

Torm adds eight tankers in fleet renewal drive 
as fourth-quarter earnings rebound
DANISH product tanker owner Torm has 
expanded its fleet with the acquisition of eight 
secondhand vessels as part of its ongoing 
modernisation strategy, after it announced an 
upturn in earnings for the fourth quarter.

The purchases comprise six medium range vessels 
and two long range two tankers, acquired from 
US-listed Scorpio Tankers and Sweden’s Stena Bulk.

Among the deals are the 2016-built LR2s STI 
Goal and STI Gallantry (IMO: 9712876), bought 
from Scorpio. Brokers indicated the 110,000 
dwt sister ships were purchased for $52.3m 
each. The former has already been delivered and 
renamed Torm Helga (IMO: 9717125), while STI 
Gallantry is scheduled for handover in March.

Torm also acquired four 2014-built MR tankers from 
Scorpio. The 49,990 dwt STI Venere, STI Milwaukee, 
STI Yorkville and STI Battery were purchased for 
approximately $32m apiece, and have since joined 
the fleet under the names Torm Dubai (IMO: 
9681390), Torm Delhi (IMO: 9686974), Torm Davao 
(IMO: 9688350) and Torm Dover (IMO: 9688362).

In addition, the company bought the MR2 tankers 
2017-built Stena Imprimis and 2018-built Stena 
Impero from Stena Bulk for around $36m each, 
according to brokers. The 49,700 dwt ships have 
been renamed Torm Freedom (IMO: 9797395) 
and Torm Fortune (IMO: 9797400) respectively.

The latest acquisitions build on Torm’s November 
purchase of the 2010-built LR2 SKS Driva from 
Norway’s Jebsen Group, which was renamed 
Torm Gauri (IMO: 9428970) upon delivery.

As part of its fleet renewal programme, Torm 
also recently completed the divestment of one 
older LR2 tanker. “Throughout 2025, Torm 
continued its disciplined fleet renewal strategy, 
balancing the divestment of older tonnage 
with targeted acquisitions to strengthen fleet 
quality and efficiency,” said the company.

“The fourth quarter stood out as the most 
active period of the year, with Torm agreeing 
to acquire eight product tankers, the majority 
of which were delivered before year end.”

Announcing its full-year 2025 earnings today, 
February 26, Torm posted full-year 2025 time 
charter equivalent earnings of $910m, down 
from its all-time record of $1.135bn in 2024.

Full-year earnings before interest, tax, 
depreciation and amortisation were down to 
$578m from $844m in 2024. Net profit was 
down to $286m, compared to $612m in 2024.

While the company disclosed a significant 
fall in profits for 2025 compared to 2024, 
Torm confirmed a strong fourth quarter, 
underscoring the recent improvement in 
market dynamics for all tanker segments.
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For 4Q25, Torm reported revenues of 
$352.1m, compared to $342.6m in the third 
quarter and $305.1m year on year, and a 
net profit of $86.8m compared to $77.6m 

in 3Q25 and $77.4m year on year. 

Torm operates 93 owned and leased product tankers 
comprising 20 LR2s, 10 LR1s and 63 MR tankers.

Hafnia chief expects solid earnings in 2026 
despite rising fleet supply
HAFNIA chief executive Mikael Skov said the 
company has entered 2026 with seasonally strong 
product tanker rates and a solid earnings outlook, 
while rising new vessel deliveries and geopolitical 
uncertainty continue to shape the market.

Skov noted that seasonal strength in the 
product tanker market is expected to give 
way to a gradual easing as newbuilding 
deliveries increase fleet capacity.

However, the extremely firm crude oil tanker market 
should help offset some of that pressure because 
more product tankers are switching to dirty trades. 

Demand fundamentals remain healthy, he said, 
though evolving political dynamics particularly 
potential changes to sanctions regimes involving 
Venezuela, Iran and Russia, could materially 
influence trade flows and market conditions in 2026.

“We remain encouraged by the strength of the 
market and believe that 2026 is set to deliver 
another year of robust earnings,” Skov said, 
reflecting confidence in the outlook despite 
persistent volatility in global energy markets.

Hafnia said the product tanker sector became 
seasonally firmer in the fourth quarter of 2025, 
supported by growth in clean petroleum product 
exports and rising crude oil production that shifted 
long range two tankers into crude oil trading.

Furthermore, the effect of rising newbuilding 
deliveries is expected to be tempered by more 
sanctioned tankers being removed from the crude oil 
tanker markets and an increase in vessel recycling.

Hafnia posted full-year 2025 revenues 
of $1.42bn and adjusted earnings before 
interest, tax, depreciation and amortisation 
of $559.5m. This compares to 2024 revenues 
of $1.9bn and ebitda of $992m.

Because of improving product tanker markets, 
the company expects adjusted earnings before 
interest, tax, depreciation and amortisation of 
between $590m and $725m for full year 2026.

As part of its fleet renewal programme, Hafnia 
has continued to sell older tonnage and take 
delivery of newer, more efficient vessels.

In January 2026, the company sold two 2013-built 
medium range tankers — Hafnia Libra (IMO: 
9617959) and Hafnia Phoenix (IMO: 9461702) 
— and took delivery of the newbuilding Ecomar 
Gironde (IMO: 1029297), a dual-fuel IMO II 
medium-range tanker operated under a joint 
venture with French tanker operator Socatra.

Further disposals of four LR1s, two MRs and four 
handysize vessels are pending delivery to buyers.

In December 2025, Hafnia completed the acquisition 
of 13.97% of Torm shares from Oaktree Capital 
Management, a move Skov described as positioning 
the company for potential future consolidation 
that could create long-term value, though no 
decisions on timing or next steps have been made.

By the end of the quarter, Hafnia’s fleet 
consisted of 114 owned vessels and nine 
chartered vessels comprising 10 LR2s, 32 
LR1s, 57 MRs and 24 handy tankers.

Euroseas looks to boxship newbuilds for 
expansion
EUROSEAS is eyeing further newbuildings 
as it seeks to expand its fleet of feeder and 
intermediate containerships, market segments 
it sees as having less of a newbuilding 
overhang than in the larger ships.

The Nasdaq-listed owner of 21 containerships 
on the water currently has four intermediate-
sized boxships of 4,484 teu capacity on 
order for delivery in 2027 and 2028.

The quartet has been chartered for four years 
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at daily rates of $35,500 per vessel. “We will 
continue looking at opportunities to grow the 
company aggressively,” said chairman and chief 
executive Aristides Pittas. “We don’t see such 
opportunities currently on the secondhand 
market,” he added. The company was “more 
focused on the newbuilding market”.

Euroseas’ expansion strategy was in tandem 
with a commitment to “continue giving a strong 
dividend to our shareholder”, said Pittas. He 
saw “a widening gap between newbuilding 
activity in the large vessel segments and the 
more limited replacement in smaller sizes”.

As a consequence, the segments of the market in 
which Euroseas is involved remained “structurally 
well-positioned with minimal risks of oversupply”.

In an earnings call with analysts, Pittas cited data 
suggesting the orderbook only represented between 
4% and 18% of the feeder and intermediate boxship 
fleets, while between 20% and “nearly 40%” of 
the existing fleets were more than 20 years old.

Owners were not yet scrapping tonnage because 
at present “even very old vessels” are continuing 
to find employment at “very decent” rates.

“As soon as the market drops, I would expect a 
significant increase in the number of ships that 
go to the scrapyard because the average age of 
the fleet has grown dramatically,” he said.

This would likely happen when conditions 
allowed traffic to use the Suez Canal again, 
meaning there would be a surplus of vessels.

Pittas admitted that Euroseas was “looking 
into the possibility” of ordering new feeders 
to replace a couple of ageing units, the 2001-
built 2,556 teu pair EM Corfu (IMO: 9231494) 
and Evridiki G (IMO: 9231482). “We had been 
assuming up to very recently that the vessels 
will be scrapped,” Pittas said. “But the market 
has proven too strong for this to happen.”

The company now intended to put the 
vessels through their special surveys and 
was discussing with potential charterers 
“for minimum one, hopefully two years”.

Euroseas posted one of its strongest-
ever financial quarters and increased its 
dividend by 7% to $0.75 per share.

Fourth-quarter net income increased by 
about 66% to $40.5m as net revenues 
increased by 7.7% to $57.4m.

The revenue increase was mainly attributed to 
an increase in average daily hire per vessel, to 
$30,268 per day from $26,479 per day in 4Q24.

For full-year 2025, Euroseas posted increased 
net income of $137m and net revenues of 
$227.9m, 7% higher than for 2024.

Star Bulk sees ‘favourable backdrop’ for dry 
bulk market
UNSEASONAL strength across all segments 
of the dry bulk market is a “constructive 
signal” for the period ahead, US-listed 
bulker giant Star Bulk Carriers has said.

“The ageing fleet and ongoing renewal 
requirements, combined with structural 
demand supported by global infrastructure 
needs, underpin our optimism for the dry bulk 
market over the next couple of years,” said the 
company’s chief executive, Petros Pappas.

“Star Bulk, with its scale, a diverse and efficient 
fleet, and strong financial position, remains 
well placed to capitalise on this favourable 
backdrop,” Pappas added. That was despite 
“a growing orderbook” that includes eight 
bulkers under construction for Star Bulk.

Following strong results for the fourth quarter of 
last year, the company has declared a dividend 
of $0.37 per share — triple the last quarterly 
amount and in excess of the amount implied 
under the company’s existing formula.

“Looking ahead, our board of directors 
has the intention to distribute 100% of 
the company’s quarterly free cashflow 
to shareholders,” Pappas said.

The latest payout marks Star Bulk’s 20th 
consecutive quarterly dividend payment since 2021.

In addition, the company has authorised a 
new $100m share repurchase programme 
that, said Pappas, reflected “our confidence 
in the intrinsic value of Star Bulk”.
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Share repurchases would continue to be funded 
“opportunistically” from the proceeds of vessel sales.

Last year, Star Bulk spent $98.1m to buy back about 
5.9m shares at prices “significantly below” net 
asset value and so far this year it has repurchased 
another 1.9m shares at times the share was trading 
at a discount, paying about $37.9m in the process.

Following deals in the last quarter to 
sell two vessels, the company has inked 
agreements this month to sell another two 
bulkers for proceeds of about $46.6m.

The latest disposals, the 2014-built capsize Star 
Scarlett (IMO: 9567051) and the 2006-built 
kamsarmax Star Mariella (IMO: 9354868), are 

expected to be delivered to buyers by April.

The Greece-based owner is due to shortly receive 
the first in a programme of eight new kamsarmaxes 
under construction at two Chinese shipyards.

Star Bulk posted fourth-quarter net 
income of $65.2m, up from $42.4m in 
the same quarter a year earlier.

Adjusted net income increased to $74.5m, 
or $0.65 per share, from $40.6m, or $0.34 
per share, in the fourth quarter of 2024.

This was despite revenues coming in at $300.6m, 
a slight decrease because of a decrease in the 
number of vessels operated during the period.

IN OTHER NEWS
Capital Clean Energy bond makes 
trading debut in Athens
Capital Clean Energy Carriers 
saw its latest bond start 
trading on the Athens Stock 
Exchange on Thursday.

The largest of the three bonds 
it has issued so far in the Greek 
market raised €250m ($296m) 
and was priced at 3.75%.

The offering was comfortably 
oversubscribed with the 
electronic book building system 
gathering more than €438m 
of bids from investors.

The Evangelos Marinakis-
backed company, which is listed 
in the US, estimated offering 
expenses at about €7.5m.
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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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