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Thursday October 12, 2023

Fears of unintended 
consequences from removal 
of block exemption

THE EUROPEAN COMMISSION’S move to allow the consortia block 
exemption regulation to expire resolves a long-running dispute 
between carriers and their shipper and forwarder customers.

But it remains to be seen whether the result will be as positive for 
shippers as they had hoped for or whether the law of unintended 
consequences will apply.

Commission Regulation (EC) No 906/2009, commonly known as the 
consortia block exemption regulation, and its predecessors have 
provided a legal certainty that has allowed liner shipping companies to 
increase their service offerings and maximise their efficiency by 
sharing vessels.

The regulation sets a market share ceiling of 30%. Arrangements that 
fall within that threshold are automatically exempted from the bloc’s 
competition regulation if they do not collude on prices, restrict 
capacity except to match demand, or allocate markets and customers 
between each other.

The current version dates to 2009, when the commission said it 
recognised the benefits of consortia in liner shipping as a means to bring 
rationalisation and economies of scale that helped to improve both 
productivity and the quality of available container line shipping services.

At its peak it covered around 60 consortia serving the EU trades. That 
number now stands at 43 but does not include the major east-west 
alliances that fell out of the scope due to their size and were covered by 
specific competition exemptions.
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But the changing nature of the container shipping 
sector, that has seen massive horizontal and vertical 
consolidation over the past decade, has raised 
questions over the fairness of the scheme.

The writing has been on the wall since 2020, when 
the commission renewed the exemption but only for 
four years, instead of the five years as in previous 
extensions.

Since then, however, the whole industry has gone 
through the upheaval of the pandemic that saw 
freight rates reach eye-watering levels as congestion 
drove service levels into the ground. Politically, it 
became difficult for carriers to claim they needed 
any special exemptions in a period of record 
profitability.

“This latest review occurred in even more febrile 
times with many politicians around the world 
looking to capitalise on the carrier bashing, which 
became a bigger sport in the wake of their extreme 
profits made during the pandemic,” said Drewry 
container research manager Simon Heaney.

Shipper and forwarder groups have welcomed the 
move.

“We are pleased that the commission has listened to 
the voice of the customers, freight forwarders and 
their shipper clients,” said Nicolette van der Jagt, 
director general of the European Association for 
Forwarding, Transport, Logistics and Customs 
Services (Clecat).

“For many years, we have told the European 
Commission that the regulation is no longer fit for 
purpose.”

She said the exemption in its current form provides 
“excessive scope” for unintended co-operation 
beyond that necessary for vessel sharing 
agreements.

British International Freight Association director-
general Steve Parker even called on the UK’s 
Competition and Markets Authority to follow the 
commission’s lead in its own evaluation of liner 
regulation, which is ongoing.

“The commission has taken a sensible decision and 
the UK government should follow suit to ensure that 
shipping lines in future will be subject to 
competition law,” he said.

Little impact
But it remains unclear how much will actually change, 

and the commission made clear that consortia 
agreements between carriers can still go ahead.

“Despite the attention given to the exemption, its 
abolition is expected to have little impact on the 
industry given the modest number of consortia still 
in operation. The Southern Africa Europe Container 
Service was one of a handful of groups that benefited 
from CBER,” Alphaliner said.

Drewry’s Heaney points out that there was never a 
compelling case that carriers abused their market 
power.

But he also suggests that the hoped-for increase in 
competition could be stymied by the legal 
uncertainty and additional bureaucracy.

“Removing the block exemption will not bar carriers 
from forming alliances and vessel sharing 
agreements, but they might not by willing to expose 
themselves to potential legal action,” he said.

Smaller carriers could be put off from operating in 
European markets due to the additional 
administrative burden, he added.

“By effectively coercing lines to operate 
independently, the logical conclusion is that each 
carrier will have to downsize their service portfolios 
in terms of frequency and connectivity,” he said.

“That would reduce, not increase, competition on a 
port-pair basis and push up freight rates.”

Carriers face problems
While carriers will not have to abandon their 
existing arrangements, they will need to ensure they 
are compliant with competition rules, according to 
Vespucci Maritime chief executive Lars Jensen.

“This is potentially the largest problem for the 
carriers,” he said.

“They have six months to either figure out whether 
their current consortia comply with the more 
general rules, or how to makes changes which are 
compliant. And this in an environment wherein the 
authorities have the view that the carriers do not 
understand the current rules.”

This may not have much impact on large carriers 
that can go it alone, according to Braemar container 
analyst Jonathan Roach, but he too warned of fewer 
services being available to shippers.

“If carriers are forced in the future to operate standalone 
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services, each carrier will have to choose and operate 
individual services (port-pairs) on their east-west trade 
offerings,” he said. “Most carriers will offer less 
flexibility in their port pairs compared to today.”

For carriers themselves, the move comes at an 
awkward time. Not only is the 2M alliance between 
Maersk and Mediterranean Shipping Co dissolving 
voluntarily, but the market is suffering from one of 
its regular spates of overcapacity.

“With the surge in fleet renewal combined with the 
global economy expected to limp along for the next 
few years, the timing of the EU’s decision is not ideal 
and adds to the mounting challenges for liner 
shipping,” Roach said.

MDS Transmodal analyst Antonella Teodoro said: 
“Looking at the latest strategies adopted by the lines, 
it would appear they are already concerned about 
their market shares. Capacity has not been 
significantly reduced despite declining demand, 
suggesting lines are already thinking on how to 
operate alone.”

This could lead to a worst-case scenario for shippers: 
lines, forced to act alone, fight for market share 
through a brutal rates war that eventually leads to a 
Hanjin-style collapse and further consolidation and 
less competition.

As always in shipping, be careful what you wish 
for.

WHAT TO WATCH:

‘Mama doesn’t have the bosom 
to suckle from,’ decries Greek 
shipowner of green fuels
A GREEK shipowner compared the lack of available 
green and zero-carbon fuels for shipping to a 
mother’s inability to breastfeed her baby at a 
maritime conference in Cyprus, underscoring a 
siege-like mentality now pervading southern 
Europe’s maritime sector over decarbonisation.

Shipowner Stephanos Angelakos told the Cyprus 
Maritime conference that he, and others, could not 
move their business forward to become more 
efficient and sustainable because he was “waiting for 
mama”.

“We suckle on the bosom of mama. We don’t have 
any choice,” the chief executive of Angelakos (Hellas) 
said, comparing the supply of marine fuels to 
mothers’ milk.

“It may be green. It may not be green. The shipping 
fleet of today is constructed [to use] fossil fuels and 
the problem that we have to address is that not only 
does mama not have any green energy, mama 
doesn’t have the bosom to suckle from. We just have 
to wait.”

The emotive analogy was one of many scathing 
comments delivered by shipowners about 
sustainability and decarbonisation in shipping amid 
heavy criticism of regulators and scientists.

Angelakos, a fifth-generation shipowner, said on the 

conference sidelines that his metaphor was not 
intended to be tasteless, but to reflect that regulation 
came before solutions.

Others observed the remarks in English from 
somebody whose first language was Greek did not 
translate well.

Although the conflation of bunkering and 
breastfeeding was not to everybody’s taste, there 
was no doubt many agreed that the scale and 
enormity of current decarbonisation ambitions were 
impossible or even ridiculous.

Regulation to lower the carbon footprint of shipping 
was “just bullshit” Greek shipowner George 
Procopiou told delegates on day one to great 
applause.

Although some senior figures privately winced at 
what one described as a gauche and populist stance, 
Procopiou’s view was widely endorsed both on stage 
and off.

“A realistic target is important so that we can all 
have a road map and can understand and have a 
common purpose of where we want to go,” said 
Semiramis Paliou, chief executive of New York-listed 
Diana Shipping.

“It is very important also to have international and 
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harmonised regulations in order to create a level 
playing field so that we do not feel that other people are 
taking advantage of arbitrage between the nations.”

But she also said that the culture within shipowners 
needed to change to better understand the goals 
behind sustainability.

She measured this as leaving the planet a better 
place for the children and grandchildren of those 
attending.

Others viewed sustainability in terms of burning 
fewer tonnes of fuel oil and other fossil fuels on their 
ships.

During the three-day event, many of the speakers 
doubled down on their disdain for regulation to 
achieve greenhouse gas reduction targets amid 
widespread disbelief that zero-carbon or renewable 
fuels and the maritime technology to support them 
would never become available at scale.

There was not sufficient shipbuilding capacity at the 
world’s 300 shipyards to build enough ammonia- or 
methanol-ready ships to meet IMO greenhouse gas 
reduction targets, said Kenneth Tveter, head of green 
transition for Clarksons, the world’s biggest shipbroker.

Bandwagon rolling backwards
The green “bandwagon” was rolling backwards, 
said Mark O’Neil, speaking as president of 
InterManager, representing the world’s 
independent shipmanagers.

“Is now the time to invest in all of this change?” he asked.

“Or should we rather be looking at the vessels we 
have… making them more carbon efficient, carbon 
efficient, environmentally friendly, but also hedging 
our bets for the future.”

Safe Bulkers chief executive Polys Hajioannou said 
he recently ordered two dual-fuel ships “to avoid 
penalties, not to make money”.

“The industry is not ready to reward the early 
movers, and it may take a number of years,” he said.

Emanuele Grimaldi, an Italian shipowner and 
president of the International Chamber of Shipping, 
painted an apocalyptic scenario should there be a 
mix of different emission trading systems across 
different countries in shipping.

From January 1, emissions from international 
shipping are incorporated into the EU27’s trading 

scheme, along with targets to reduce greenhouse gas 
intensity in fuels.

Should the regional emissions tax be copied and 
introduced by other jurisdictions “this will be a 
nightmare. This is a Babylon,” said Grimaldi.

“We have to pay here. We have to pay there. 
Increasing more all the taxes.”

The chamber is lobbying the International Maritime 
Organization to agree a mandatory “fund and 
reward” levy on marine fuels on an international 
basis. But a decision isn’t expected until 2025, and 
implementation will be several years down the road 
after that.

The EU27’s own carbon pricing and technical 
emissions measures will be in place for at least four 
years before that, amid much concern among the 
Greek and Cypriot maritime sector.

Philippos Philis, president of the European 
Community Shipowners’ Associations, said 
governments in the EU27 weren’t ready for the huge 
influx of questions about the emissions trading 
system.

Others argued that the rules curbed their global 
competitiveness and risked losing business to China, 
which surpassed Greece as the biggest shipowning 
nation for the first time earlier this year.

“In spring this year, the whole industry was begging 
the IMO to please give us a clear path (to 
decarbonisation) and tell us what to do,” said 
Nikolaus Schües, president of global shipowners’ 
group BIMCO.

After the “initial euphoria” once an updated global 
strategy on greenhouse gas emissions agreed at the 
IMO last July, “the atmosphere has changed” he told 
conference attendees.

Many believed the milestones were too difficult, he 
said, and an air of greater optimism was needed.

Sour mood
Optimism was in short supply in Cyprus, despite a 
rallying cry from Anne Katrine Bjerregaard, from 
the Maersk Mc-Kinney Møller Center for Zero 
Carbon Shipping.

Having 5% to 7% of ships running on zero-carbon 
fuels within a decade was “a major challenge” she 
acknowledged, and greater collaboration was 
needed.
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“Maybe it is time to consider what different 
consumer patterns and what regional production 

and so on will mean for us as an industry,” she 
said.

Transmed Shipping chief warns pushing 
hard on green transition will mean 
‘bankruptcy and poverty’
DRASTIC changes to pursue sustainability will 
deliver bankruptcy and consolidation in shipping the 
chief executive of Greece-based shipowner 
Transmed Shipping has told the Maritime Cyprus 
conference.

Transmed’s Nicole Mylona said saving the next 
generation was a pretence for sustainability and 
added “we have lost track of what sustainability 
actually is”.

She said the drastic costs of pursuing sustainability 
and zero carbon shipping — estimated by renowned 
shipping economist Martin Stopford at between 
$1.3trn and $1.9trn — were too high.

“The only thing we are going to achieve if we push 
hard on going forward on such changes is 
bankruptcy and poverty and that is not saving the 
next generation,” Mylona said.

“Sustainability is reducing the consumption needed 
to perform the exact same task.

“Forty years ago, a capesize [bulk carrier] would go 
through 40 tonnes [of bunkers] daily. We have just 
taken delivery of a ship that goes through 27.

“I think that is a great transition.”

Mylona was speaking at a panel examining the 

role of ship finance in the shipping’s green 
transition.

The increased administrative burden imposed by 
greater regulation had increased pressure on mid-
sized companies, she said.

Transmed Shipping operates a fleet of about 27 bulk 
carriers according to the Lloyd’s List Intelligence 
database and is a supporter of the Cyprus flag, the 
third-largest in Europe.

Mylona said these burdens could result in 
consolidation and evolution of a dominant group of 
five or six giant shipping conglomerates in 20 years’ 
time at the expense of companies like hers.

The perceived threat regulation posed to smaller 
shipping companies sat alongside reduced capital 
availability from traditional banking sources.

Over the past decade, financing has dropped from 
more than $400bn to less than $300bn said 
Clarksons Securities chief executive Erik Helberg.

“The biggest problem is not whether you have capital 
funding to renew your fleet,” said Mylona.

“It is with what [we will renew with]. Everybody’s 
holding on to their ageing fleet and waiting to see 
clarity before we invest.”

Maersk and Ocean Network Express 
planning more boxship orders
MAERSK and Ocean Network Express both appear 
to be considering more orders for containership 
newbuildings as they seek to boost their alternative-
fuel vessel fleets.

According to Alphaliner, Maersk is in the market for 
a new series of sub-panamax dual-fuel methanol 
containerships. They will likely replace earlier 
generation tonnage in the world’s second-largest 
containership operator’s global feeder network.

Maersk is said to be mulling up to 15 ships of 3,500 teu 

capacity, which could be ordered via a tender process. 
Several experienced shipyards in China, Japan and 
South Korea are understood to be in the running for 
the new order. Maersk declined to comment on the 
rumoured tender however.

Methanol trailblazer Maersk was the first 
containership operator to order dual-fuel methanol 
newbuildings in 2021. It has a total of 24 such 
vessels on order. Earlier this year, it took delivery of 
the first ever methanol-fuelled containership, the 
2,100 teu Laura Maersk (IMO: 9944546), which has 
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just gone in to service on a Germany to Scandinavia 
feeder service.

On Monday, October 9, the first vessel in 
Maersk’s series of 16,200 teu dual-fuel 
methanol containerships was f loated out of 
drydock by its builder HD Hyundai Heavy 
Industries. The unnamed ship is expected to 
enter service in early 2024 as the first 
methanol-fuelled boxship to operate in a 
deepsea container line service.

A shipbroking source contacted by Lloyd’s List was 
not surprised at Maersk’s call for additional 
newbuildings. While it is the second-largest container 
line operator, after Mediterranean Shipping Co, the 
broker said its orderbook is relatively small compared 
with its biggest competitors. MSC’s orderbook, 
providing a combined 1.6m teu of capacity, is almost 
four times times larger in capacity terms than 
Maersk’s orderbook.

Unlike its competition, Maersk’s backlog of 
newbuildings is comprised entirely of dual-fuel 
methanol vessels. Most other operators have 
ordered either conventional fuel, liquefied 
natural gas, methanol fuel or ammonia-ready 
tonnage, or a combination of all four fuel 
types.

According to data tracked by Lloyd’s List, around 
50% of the total containership newbuilding 
orderbook, in terms of ship numbers, now comprises 
alternative-fuel capable tonnage. The majority of 

orders placed in recent months have been of dual-
fuel methanol type.

Meanwhile, Ocean Network Express is understood 
to be in the process of ordering a further 10 neo-
panamax containerships. In May 2022 and March 
this year, the company ordered a total of 20 vessels 
of this capacity at South Korean and Japanese 
shipyards.

“The carrier has asked Chinese, Japanese and South 
Korean yards to offer building slots for five to 10 
compact neo-panamax ships,” said Alphaliner.

ONE has requested quotes for both conventional-
fuel and dual-fuel methanol propulsion vessels of 
13,000 teu. Should the company opt for methanol-
fuel specification vessels, they will be the first such 
ships to have been ordered by ONE, which is the 
world’s sixth-largest operator of containerships.

Its 20 ships on order were specified to methanol and 
ammonia-ready specification and, as such, will 
operate on conventional fuel until such time as they 
are retrofitted to operate on either of the alternative 
fuels.

Neo-panamax class containerships are more 
operationally flexible than ultra-large boxships, with 
capacities of up to 24,000 teu, which are mainly 
restricted to Asia-Europe services. Neo-panamax 
vessels can be deployed in a number of trades, 
including Asia to the US east coast, South America 
or South and West Africa.

LR warns lack of global retrofit capacity 
puts emission targets in doubt
SHIPPING industry hopes of hitting its net zero 
emissions target are at risk due to a chronic lack of 
capacity for yards to undertake the necessary engine 
retrofits, Lloyd’s Register has warned in a new report.

“Decarbonising the existing fleet is crucial for 
reducing the maritime industry’s greenhouse gas 
emissions,” said LR global technical director 
Claudene Sharp-Patel in a foreword to the report.

But without significant progress in this area, there 
could be as many as 20,000 commercial vessels still 
running on fossil fuels by 2050, she said.

The report said that this put the chance of net zero 
emissions from the industry “at risk”.

While LR conceded that projecting engine retrofit 

demand is challenging due to uncertainties 
surrounding regulations as well as the cost and 
availability of fuels, it projected a maximum market 
of 9,000 to 12,900 large merchant vessels up to 
2030.

After that point, it was anticipated that all vessels 
would be built with net zero or near zero carbon fuel 
capability.

The report found it likely that “only a small number” 
of vessels would eventually be retrofitted, partly 
because the business case for converting older or 
smaller vessels would probably “remain 
challenging”.

However, converting even a fraction of potential refit 
candidates “will require new capabilities and 
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technologies from ship designers, shipyards and 
operators”, the report said.

LR found “only a few repair yards” can currently 
be assessed as capable of performing fuel 
conversions.

Its modelling identified just 16 yards globally with a 
maximum capacity of around 300 vessel conversions 
a year in total.

This fell woefully short of the estimated capacity 
that will be required.

Repair yards generally had limited exposure to 
alternative fuel vessels because of the limited 
number of such vessels currently in operation 
and their relatively recent introduction, it was 
noted.

The study underlined that new skills in naval 
architecture and electrical engineering will be 
required of yards, as well as the capacity to 
handle alternative fuels, if retrofitting is to 
contribute effectively to accelerating 
decarbonisation.

Significant issues for yards in retrofits included 
accommodation for larger fuel tanks, space for fuel 
preparation equipment and ensuring safety 
measures are in place.

All these were “obstacles to rapidly retrofitting the 
existing fossil fuel fleet”, LR said.

The report also noted the uncertainty over costs and 
timescales required to make a vessel labelled as 
“ready” for an alternative fuel capable of burning it 
in practice.

“Fuel-ready” class notations did not always include 
detailed conversion plans and costings.

“By committing to only financing, building and 
ordering vessels that meet a clearly defined 
readiness level by specified dates, stakeholders can 
better manage the risks of the energy transition 
across existing fleets,” the report commented.

In terms of the industry’s technological readiness to 
undertake retrofits, LR said that methanol engine 
conversions are “on the cusp” of being introduced at 
wider scale with two suppliers “ready to install 
engine retrofit packages imminently”, and more at 
an advanced stage of development.

Ammonia engine conversions were “a more 
challenging and distant prospect”.

According to the report, newbuilding engine concepts 
have yet to be finalised and the safety issues around 
using ammonia as a fuel made installing retrofit 
packages a more complicated issue.

MARKETS:

Sumec cements top Cargill partner 
status with 12-ship ultramax deal
TRADING leviathan Cargill has signed a pact with 
China’s Sumec Ocean Transportation to time charter 
a dozen newbuilding ultramax dry bulkers.

The deal confirms Sumec as the largest provider of 
ultramax/supramax tonnage to Cargill and 
demonstrates the Chinese company’s ambition to 
raise its profile in this market segment.

Lloyd’s List has learnt the charters span around 
18 months. The 12 “Crown” series vessels are 
under construction at New Dayang Shipbuilding 
and financed by Chinese lessors. Two vessels 
have already been delivered to the charterer, with 
the remaining 10 due during the coming 12 
months.

The deal will see the number of ships chartered by 

the US-headquartered trader from Sumec to more 
than 20.

Both Sumec Ocean Transport and New Dayang 
come under the umbrella of Sumec Marine, a 
subsidiary of China’s Sumec Group.

The state-owned conglomerate acquired and 
revamped the heavily indebted Dayang 
Shipbuilding in 2018, and subsequently 
established the shipping arm in Singapore the 
following year.

It has also recruited Yang Lei, Cargill Ocean 
Transportation’s former head of China and Asia-
Pacific director of asset and structure deals, 
installing him as the managing director of Sumec 
Ocean Transportation.
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The aim is to create a Chinese equivalent of 
Japanese giant Imabari Shipbuilding, with its 
shipowning arm Shoei Kisen Kaisha furnishing 
charterers the access to fresh tonnage, according to 
people familiar with the matter.

New Dayang has an orderbook of 58 vessels, most of 
which are ultramax bulkers — its flagship product 
— including 12 owned by China’s CDB Financial 
Leasing, six by AVIC Leasing and four by CMB 
Financial Leasing, according to Clarksons’ data.

Sumec Ocean Transport has 29 dry bulkers in its 
operation. Based on the delivery timeline of existing 

orders, this will swell to over 50 ships by 2025, 
encompassing 40 eco-designed ultramaxes. The 
remainder are kamsarmaxes.

These new ultramaxes, which meet the Energy 
Efficiency Design Index phase 3 requirements and 
Tier 3 NOx emissions standards, could make them 
one of the most efficient fleets in this segment by 
that time.

The vast majority of Sumec Ocean Transportation’s 
ships are owned by leasing firms, which then 
bareboat charter the tonnage to the operator 
normally for 10-15 years, Lloyd’s List understands.

Containership charter rates still declining
BOXSHIP charter rates are continuing to descend 
across all segments due to a buildup of spot tonnage 
and more ships being offered up to the charter 
market.

“Various holidays are taking their toll on chartering 
activities. The sentiment feels a little more 
depressed and one could get the feeling that for 
some reasons owners have lost their patience and 
are ready to discuss below last done levels in order 
to get coverage,” said Hamburg-based shipbroker 
Martini Chartering.

It noted falling demand for small feeders and 
increasing supply although charter rates for larger 
vessels appeared to be holding up better with some 
recent fixtures being concluded at last done rates.

London-based broker Braemar said that the number 
of reported fixtures increased in the past week when 
compared with the previous week, although the 
rising vessel supply was causing concern for non-
operating boxship owners. 

“With a larger amount of available spot vessels in 
the market, as well as increasing surplus tonnage 
being on offer, the overall tone floating around the 
market is not encouraging and the expectations for 
the fourth quarter of 2023 are alarming,” Braemar 
said.

Average charter rates for small feeder ships have 
dropped by around 28% since May to daily rates of 
$9,250 while regional feeders of around 1,700 teu 
have dropped even further, by almost 35%, as a 
flood of newbuildings has entered the market.

According to Braemar data, most other vessel segments 

have fallen by similar amounts. Meanwhile, the majority 
of recent fixtures have been on short-term deals of no 
longer than one year.

Recently reported fixtures of bigger vessels included 
the 7,024 teu Ever Sigma (IMO: 9300398), which 
has been chartered out by liner operator Evergreen 
to Singapore’s X-Press Feeders. The 2005-built 
vessel has been secured for a single Asia to Middle 
East round voyage. The very short-term nature of 
this charter, of up to 60 days, means that Ever 
Sigma has attained an above-market daily rate of 
$38,000.

Tailwind Shipping Lines, the liner operator 
subsidiary of German supermarket chain Lidl, is 
said to have fixed the NSB Niederelbe-owned post-
panamax MSC Geneva (IMO: 9320427). This 6,318 
teu vessel has been secured for up to six months at 
$27,000 per day.

In the sub-panamax segment, Maersk has 
extended the 3,398 teu Irenes Ray (IMO: 
9322504) for one month at $16,000 per day while 
CMA CGM has extended sister vessel Bomar 
Renaissance (IMO: 9358436) for up to six months 
at a similar rate.

In the regional feeder sector CMA CGM has 
extended several ships in short-term deals of up to 
six months. They included the 2020-built Green 
Wave (IMO: 9867724) which has been fixed for a 
further 70 days at $11,800 per day.

Recent fixtures in the small feeder sector included 
the 990 teu Contship Quo (IMO: 9437206) which 
was secured by OOCL for up to a year at a daily rate 
of $9,500.
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IN OTHER NEWS:

Mass flow meters to be mandatory in 
Rotterdam and Antwerp-Bruges from 
2026
Rotterdam and Antwerp-Bruges, 
two of Europe’s biggest 
bunkering hubs, will make bunker 
delivery measurement systems 
called mass flow meters 
mandatory from 2026, as port 
authorities try to resolve quantity 
problems in refuelling operations 
that have been receiving criticism 
from shipping companies.

The two port authorities said just 
40 out of its 170 bunker vessels 
are equipped with mass flow 
meters, according to a press 
release.

“By selecting January 1, 2026 as 
the start date, the many 
companies in the bunker chain 
have sufficient time to adapt to 
the new measure.”

RMT to ballot on strikes at Royal Fleet 
Auxiliary
THE National Union of Rail, 
Maritime and Transport Workers, 

known as RMT, is holding a ballot 
on industrial action at the Royal 
Fleet Auxiliary, the largest single 
employer of UK civilian seafarers.

The move comes after the 
transport union rejected the offer 
of a 4.5% pay increase from the 
employers, arguing that it did not 
keep up with the increasing cost 
of living.

More than 500 RFA seafarers will 
now be asked to decide on the 
next step pay claim and will have 
nine weeks to vote.

Trafigura becomes majority owner of 
green hydrogen firm H2 Energy 
Europe
TRAFIGURA has become the 
majority shareholder of Swiss 
hydrogen company H2 Energy 
Europe, which aims to reach 1 
GW of green hydrogen production 
capacity in 2026.

The commodity trading giant 
increased its stake, having first 
invested in 2020 to help it build 

large scale hydrogen production 
and distribution in Europe, the 
trading house said in a press 
release.

H2 Energy’s founders will keep a 
minority stake and contribute 
their expertise. Trafigura will keep 
its minority stake in H2 Energy 
Europe’s previous parent 
company, H2 Holdings, which 
works on hydrogen for road 
transport.

For classified notices please view the next page.
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