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US shipbuilding’s China
fixation recalls failed
renaissance

IN a prescient 1993 article titled, The Future of American
Shipbuilding, John Stacker, then president of the Shipbuilders Council
of America, warned of the perilous situation his industry and its
suppliers would face if the US government did not punish the unfair
subsidies of Japan, South Korea and European countries.

That future is now history.

Stacker’s “prescription for renaissance” — which also proposed
establishing a “war chest” to support America’s domestic yards, then
heavily reliant on naval orders, to diversify into merchant ships before
foreign rivals could overtake them — was not heeded by Washington.

“The [US] shipbuilding industry needs to diversify to reduce its
dependence on government, and the government needs a shipbuilding
industry because of its economic character and its defence utility,” he
wrote in the Maritime Reporter magazine.

Today the industry is almost non-existent. The US lacks even the
capacity to maintain and repair its naval vessels.

This has sparked calls for a revival, which industry experts deem
quixotic in today’s market, but timely nonetheless.

From US Navy secretary Carlos Del Toro to the United Steelworkers

(USW) union, many have expressed a desire to revive American
shipbuilding. The rival this time is China, for obvious reasons.
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During the past 30 years, China’s shipbuilders have
ascended from obscurity to the industry’s apex. By
the end of 2023 they accounted for more than half
the global orderbook by gross tonnage, against about
30% for South Korea and just above 10% for Japan,
according to Clarksons. The US share was less

than 0.01%.

Unfair subsidy policies are again cited as grounds
for retaliation in the US.

In a recent petition to the Office of the US Trade
Representative (USTR), unions led by the USW
called for a Section 301 investigation into China’s
shipbuilding industry. This would let the USTR
investigate whether China’s actions amount to unfair
trade practices. If the answer is yes, the government
can hit back with tariffs, quotas or other trade curbs.

“If we do not act quickly, we will soon be dependent
on China not only for the products their vessels
bring into our ports but also for the ships
themselves,” USW president David McCall said
earlier this month.

Never mind that the Chinese did not invent
subsidies, nor that the decline of US builders long
predated Chinese builders’ rise. An investigation
appears likely, factoring in political considerations.

In the escalating rivalry between the two
superpowers, invoking national security to justify
action against China’s manufacturing sector —
ranging from electric vehicles to port cranes — finds
ready backing in the US, regardless of economic
practicality. The upcoming presidential election
could further amplify this sentiment.

Suppress China

The question is whether suppressing China alone
would be enough to rebuild America’s shipbuilding
industry. Or rather: how much suppression would it
take?

Very few China-built merchant ships can be
classified as US imports subject to tariffs, the most
straightforward punishment. They become assets of
shipowners, many not Chinese entities, once
delivered.

Retaliation could go beyond just tariffs. Potential
measures vary, though some would need support
from legislators and regulators that may take time to
build, according to Taisuke Ito, a senior economic
affairs officer at the United Nations Conference
Trade and Development.
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One idea proposed by the USW-led unions is to
impose special port fees on China-built vessels
calling at US ports.

Of the 10,637 cargo-carrying China-built ships
tracked by Lloyd’s List Intelligence from January 1
to March 18 this year, just 9%, less than 1,000, had
called at American ports.

The proportion climbs to just under 10% when
measured in dwt, a more telling measure of impact
on orders. By dwt, 31.4% of all China-built gas
carriers visited US ports during the period, followed
by containerships (16.3%), tankers (11.1%) and dry
bulkers (7.3%).

Such numbers are far from negligible for China.

Its commerce ministry held talks with major
domestic yards after the USW petition and is setting
up dedicated working groups and legal teams to
assess potential impacts and countermeasures,
according to Chinese magazine Caixin.

An executive at important Chinese state-owned
shipbuilder confirmed that to Lloyd’s List.

“US shipbuilding has almost reduced to zero, I don’t
see how they can resurrect,” he said, but conceded
port fees on China-built ships could add pressure on
his company and fellow compatriot yards.

Potential side effects

Before enacting such measures, however,
Washington policy makers must first consider the
potential side effects.

It would make little economic sense to include
existing vessels, as shipowners or operators would
seek to pass on the costs to consumers, not yards.

Some companies may opt to alter trade routes,
diverting some US port calls to Canada or elsewhere,
according to Vincent Valentine, a transport
economist at Unctad, although the extra costs from
stretched supply chains would still be borne by their
customers.

This would likely meet resistance from US buyers
and possibly ports as well.

But port charges on newbuildings would hit Chinese
yards directly, eroding their vaunted cost advantage
as owners and charterers factor in the the potential
outlay in price talks.
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But in doing so, the pool of ships to which fees can
be applied also shrinks substantially, reducing the
funds that can be generated.

At the end of the day, the port fees that could be
collected may be a drop in the ocean for breathing
life into US shipbuilding — too low to be meaningful
or too high to avoid distorting trade.

Valentine said if the US were to reinstate pre-1981
shipbuilding subsidies — up to half the construction
cost — it would mean the government shelling out,
say, $50m for every $100m ship to be built. “How
many port calls are needed to get that $50m?” he
asked.

Even subsidies this big would not be enough to offset
US yards’ cost disadvantage. According to a
Congressional Research Service report in November
last year, US-built ocean-going merchant ships can
be at least 300% more expensive than those built
overseas.

Economic principles and experience of the past few
decades show that shifting manufacturing capacity,
especially the labour-intensive sort, from the West
to the cheaper East is a difficult trend to reverse.

“It is like as if England decided it was going to go
into the textile industries now, it would have to go to
India,” said Valentine.

If the US challenge to Chinese shipbuilding
materialises, builders in South Korea and Japan
would be the likely beneficiaries.

The pair are unlikely to invest across the ocean in
America’s shipbuilding, as the likes of Del Toro hope,
meaning they would not bring much-needed funds
and know-how to a destination where labour is
lacking and order demand cannot be counted on.

A more sensible US move would be to expand docks
and support facilities at home if its Chinese rivals
are weakened.

JP Morgan analyst SM Kim said if US actions do
render some of China’s capacity unviable, South
Korean and Japanese yards may capitalise on lost
market share, albeit not immediately.

But this would require offering higher wages to
attract additional domestic workers, amid a labour
shortage that has already been problematic.

The ripple effect on shipping is that there’s an
additional reason for ship prices to remain high, and
shipowners may need to work harder to earn
sufficient returns to justify their investment.

To find a new renaissance, American shipbuilding
will need a different prescription.

WHAT TO WATCH

UK government maritime expertise further
eroded as IMO representative ousted

THE UK government has ousted one of its most
experienced maritime experts and permanent
representative to International Maritime
Organization, Katy Ware.

The decision to remove Ware and subsume her role
into Department for Transport operations, further
erodes the shipping expertise within the DfT.
Maritime policy is now effectively on hold until after
the general election later this year.

While the DfT has not formally announced the
departure of Ware, colleagues within the Maritime
Coastguard Agency where she acts as the director of
UK maritime services, were informed of the move
earlier this month.
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Internal emails seen by Lloyd’s List, confirm that
last week’s Marine Environment Protection
Committee meeting will be Ware’s last involvement
with the IMO and she will be leaving MCA by the
end of the calendar year.

It is not yet clear who will be replacing Ware

— a process that requires the UK government
to formally announce changes to the IMO
secretariat, which has not yet been informed of
any changes.

The rationale for taking the UK’s nternational
Maritime Organization representation into
the Department for Transport is not clear,
even to those working inside the department.

Page 3



Ware’s 25 years of experience at the MCA and
13-year record as IMO “PRIMO?”, as the role is
known internally, has won her widespread
international respect as one of the IMO’s most
experienced influencers. Within the significantly
slimmed down body of shipowners who remain
engaged with the UK Shipping Register post-Brexit,
Ware is considered to be a pivotal figure who has
personally retained business and sustained
credibility for the agency.

“After 10 years Katy and her team have brought UK
representation to another place from where they
found it, and you will all know the esteem in which
Katy is held internationally,” said MCA chief
executive Virginia McVea in an emailed
announcement to Red Ensign Group members
announcing Ware’s departure.

The PRIMO role will now be advertised, however it
is expected to be subsumed into the international
team within the DfT, overseen by the director
general of aviation, maritime and security, Rannia
Leontaridi.

Leontaridi already oversees representation within
the IMO’s aviation equivalent body, the International
Civil Aviation Organisation.

A DfT spokesperson told Lloyd’s List that the
department “doesn’t comment on internal staff and
structural changes”.

Ware declined to comment, directing enquiries to
the DfT.

The decision to remove Ware from the role of
PRIMO follows several high-profile maritime exits
from the department in recent months that left
maritime policy now largely overseen by officials
whose expertise and experience lies in aviation.

Petra Wilkinson, the previous director of maritime
left last month after 33 years at the DfT, largely in
maritime.

Her deputy, Victoria Race, who oversaw maritime
strategy and programmes within the DfT, followed
shortly afterwards to head for a position within the
rail team.

Gareth Long, an experienced senior policy adviser
on maritime, also departed last month.

The moves all follow recent changes in the
department structures grouping security and
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international policy across all transport modes.

The apparent exodus of maritime experience within
the DfT’s civil service operations comes at a point
where ministerial activity appears to have ground to
a halt, as the government gears up for a general
election later this year.

The current shipping minister, Lord Davies of
Gower, has remained quiet on maritime policy
matters since becoming the sixth shipping minister
in the past three years in November 2023.

Speaking at the UK Chamber of Shipping’s annual
dinner on February 5, Lord Davies pledged to
publish the long-delayed refresh of the UK’s Clean
Maritime Plan.

The same pledge was made by his predecessor
Baroness Vere, who had initially planned to have the
policy ready for London International Shipping
Week in September 2023.

Senior UK shipping industry officials are now
working under the assumption that the delays have
now dragged on to the point that it is “highly
unlikely” this government will publish a maritime
policy in advance of the election.

“Even if it did come out now, it’s very likely

going to be reviewed by the next government
anyway. It could be LISW 2025 before we see this
one come out now,” said one senior UK shipping
industry official.

The delayed refresh of the Clean Maritime Plan is
significant because it should have clarified UK
government maritime policy which was last year
described by a highly critical parliamentary
Transport Select Committee as “muddled”.

The report stated that the UK government needed to
distinguish between action and aspiration to cut
through close to 200 recommendations
underpinning its Maritime 2050 strategy.

The report also called for investment in new
technology, cleaner fuels and workforce training

— much of which is on hold while the industry
awaits policy clarity from the government which has
repeatedly delayed publication of its plans.

“Industry is keen to get cracking, but the lack of
direction from government right now make
investment decisions a challenge,” said the UK
shipping official.
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Baltimore insurance bill could be on the

Costa Concordia scale

THE eventual payout for the Baltimore bridge
collapse could approach the $2bn benchmark set by
the Costa Concordia cruiseship sinking in 2012,
some leading industry figures believe.

Legal liability for the allision between Maersk-time
chartered boxship Dali (IMO: 9697428) and the
bridge on Tuesday has yet to be formally established.

In the interim, the US government has pledged to
meet rebuilding costs, which civil engineering
experts estimate at upwards of $600om.

The expectation is the bridge’s insurer, Chubb, will
initially foot the bill and in turn seek to recover its
outlay from the vessel’s protection and indemnity
insurers.

There will also be a substantial loss of life element,
with six people now presumed dead as a result of the
casualty. P&I will also be on the hook here, and
families and dependants are probably looking at
several million dollars of compensation per head.

What remains unknown at this stage is the scale of
claims for cargo insurance and delay cover.

Patricia Kern-Ferretti of cargo insurer Breeze said
that events in Baltimore have added to the
disruption already caused by the rebel missile and
drone strikes in the Red Sea and the low water levels
at the Panama Canal, both of which have been
affecting global shipping networks in recent weeks.

“This incident is likely to result in one of the biggest-
ever marine losses, potentially bigger than Costa
Concordia, affecting the hull, cargo, and liability
aspects,” she said.

Dali is known to have been carrying 4,679
containers on board, roughly half of its
10,000-container capacity. Using a benchmark value
of $100,000 per box, that could entail exposure of
up to half a billion dollars in cargo alone.

The qualifier here is that footage of the stricken
boxship suggests that only a limited number of
boxes are damaged. Local loss adjusters are already
on the case.

“Estimating the expenses for removing the ship,
unblocking the 30 other ships, and accounting for
the inconvenience to terminals, commuters, fallen
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cars, and missing individuals is impossible,” Kern-
Ferretti went on.

“The list goes on endlessly and it will take months, if
not years, to resolve it and have a final estimate of
the claim.”

Enrico Vergani, head of shipping at Italian law firm
BonelliErede, said the owners would likely ask hull
and machinery insurers to pay the cost of repairs to
Dali. The H&M policy will also meet salvage costs.

In the event salvage operations are undertaken — as
opposed to the wreck removal, if the vessel becomes
a total loss — a general average procedure may be
opened, seeking contributions from all the interests
involved in the maritime venture.

Cargo insurers will cover loss or damages to the
goods carried on board and may be called to release
security on behalf of cargo interests should general
average be opened.

If general average is declared, the claim will take
several years to resolve, thanks to the sheer number
of parties involved.

P&I cover offers shipowners insurance for liabilities
to third parties. In this instance, that is likely to
include liability for death and personal injury,
liaison against fixed or floating objects, loss or
damage to cargo, disposal of damaged cargo, wreck
removal costs given that Dali is currently blocking
free navigation, and consequential damages, if any.

The ship is entered with UK-based club Britannia,
which will take the first $10m tranche of loss. The
layer from $10m-$100m will be shared pro rata with
the other 11 clubs that are affiliated to the
International Group of P&I Clubs.

After that, the general excess of loss reinsurance
policy — known as GXL in insurance jargon —
kicks in.

Investigations are likely to take months, said
Vergani. Meanwhile, owners may be able to limit
liability under applicable international convention.

“Apparently, the US Government is ready to cover
the entire cost of rebuilding the bridge.

This is no doubt a positive move, which should mean
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an efficient approach to the rebuilding process,”
Vergani added.

“We expect there would be claims by the government

against the wrongdoer, although it is too early to
speculate on that before any assessment of the
liability is available.”

Cosco Shipping Ports chief denies knowledge

of Houthi-China deal

COSCO Shipping Ports managing director Zhu Tao
has denied formal knowledge of a purported deal
between China and the Houthis to ensure of the
safety of the country’s vessels through the Bab el
Mandab Strait in the Red Sea.

Last week, media reports suggested the Yemeni
militants had struck a deal with China and Russia to
provide safe passage in the region that would allow
ships connected to those countries to avoid taking
the long route round the Cape of Good Hope.

However, Zhu refuted such claims on an earnings
conference on Thursday (March 28) held by the
state-owned port operating arm of Cosco Shipping.

He also said CSP would not be fazed by the Red Sea
crisis, stating that the initially dramatic effect would
diminish. He is confident of a global recovery

in 2024.

“We believe the Red Sea crisis will last for some
time, but its impact on the shipping industry will
gradually fade away,” Zhu told the earnings
conference.

CSP will align with its clients’ shipping route
adjustments, he said.

The Red Sea Gateway Terminal, in which CSP
acquired equity in 2021, experienced a 16.6% year-
on-year decline in throughput during the first two
months of this year.

CSP operates and manages 371 berths
at 38 ports globally, although China continues

to be the mainstay of its business.

Total throughput at the group’s domestic facilities
increased 4.8% year on year to more than 103m teu
in 2023, representing 75.9% of overall volumes.

Overseas liftings grew 3.1% to 32.7m teu. CSP Abu
Dhabi Terminal stood out with year-on-year
throughput growth of 32.8% to more than 1.35m teu.

CSP’s total port volumes increased by 4.4% to about
136m teu in the past year.

This year, CSP will continue to enhance its mainline
and feeder network in the Middle East, as it is the
largest driver of overseas profit, according to chief
accountant Zhao Fengnian.

With the US and Europe purportedly flagging the
end of interest rate rises and the the resumption of
inventory replenishment, there might be potential
for further recovery in global trade this year, Chen
Yipeng, deputy general manager said.

Citing Drewry’s forecast, Chen said the global pool
of shipping containers is expected to rise 2.3% this
year.

He further forecasted that the container volume
from the Far East to the US was expected to resume
growth of between 3% and 6%.

CSP’s full-year net profit in 2023 increased by 5.8%
to approximately $324.6m, with revenue amounting
close to $1.5bn, up 0.9%, according to a stock
exchange filing.

ANALYSIS

Sanctioned Russian ships unload in Italy

RUSSIA-flagged general cargoship Pola Pelagia
(IMO: 9888807) is anchored off Italy’s Bari port
waiting to discharge a shipment of grain,
making it the second sanctioned ship to
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call to an Italian port within a month.

The European Union banned entry for Russia-
flagged vessels as part of its fifth sanctions package
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in April 2022. But it exempted some calls, including
those for medical, food and humanitarian purposes.

Pola Pelagia, a 8,145 dwt general cargoship, first
called at Italy under the food exemption in January
2023. It arrived at Ravenna on January 28 having
loaded in Russia’s Sea of Azov port of Yeysk.

Pola Pelagia was then sanctioned by the US Office of
Foreign Assets Control in February 2023 for its links
to Pola Raiz OOO, a Russian shipping company
blacklisted for helping increase Russia’s trade with
Tiirkiye and helping shipments to Arctic building
sites, according to the US state department.

In March last year, Pola Pelagia called to Italy again,
this time at the port of Bari.

Lloyd’s List Intelligence Automatic Identification
System data shows the ship loaded at the grain
terminal in Kavkaz before its arrival.

Several gaps in AIS transmission, conflicting
draught data and skewed AIS positions, thanks to
active GPS jamming in the Black Sea, have made it
difficult to track exactly where Pola Pelagia loaded
on its most recent voyage.

Alocal Lloyd’s Agency said the cargo on board is
wheat.

Pola Pelagia is not the only sanctioned Russian ship
to call to Ttaly.

Earlier this month 8,147 dwt Russia-flagged general
cargoship Aleksandr Sokolov (IMO: 9889198), also
owned by Pola Raiz OO0, unloaded grain at the port
of Salerno.

Vessels such as Pola Pelagia and Aleksandr Sokolov
can ask for authorisation to berth in EU ports if the
cargo falls within exemption measures.

Russia-flagged vessels, not necessarily those
sanctioned by Ofac, have made 813 calls to EU ports
since the ban on April 16, 2022. This includes ships
that were flagged with Russia as of February 24,
2022, but may have changed flag since.

However, this is still far fewer than before the war;
there were about 4,500 Russia-flagged arrivals at
EU ports in 2021.

The volume of calls has fallen steadily over the
course of the war.

Greece received the highest number of Russia-
flagged ship calls in 2023 with 79, down from 144
the year before and representing 28% of EU port
calls by such vessels.

So far this year Bulgaria has received the most
Russia-flagged vessels, followed by Greece and Italy.

Most ships calling to EU ports arrived from Russia’s
Black Sea and Sea of Azov ports, which are the
country’s grain export hubs.

MARKETS

LR2 spot rates face ‘first real test’ after

Houthi-driven surge

PRODUCT tankers have been star performers year
to date. Westbound diversions around the Cape of
Good Hope because of Houthi attacks in the Red Sea
have buoyed LR2 rates, in particular, tightening
supply and pushing up eastbound rates as well. But
LR2 rates have bounced off the ceiling, at least
temporarily.

According to Clarksons Securities, average rates for
non-eco LR2s averaged $56,500 per day on
Wednesday, down 20% from the day before and
down 23% week on week.

Rates for non-eco LR2s have averaged $61,000 per
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day year to date, up 25% from the same period in
2023, and around double Clarksons Securities’
breakeven estimate.

Spot rates have declined in the Middle East Gulf-
Europe trade that is directly impacted by Cape of
Good Hope diversions, as well as in the Middle East
Gulf-Asia trade.

This is “the first real test of the new market
dynamic” caused by Red Sea disruptions, said John
Ollett, deputy head of European freight pricing for
price reporting agency Argus.
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“Europe seemed to lose interest once rates hit
[recent] highs, showing how Europe is still not
super-reliant on Middle East Gulf diesel and can
afford to step back rather than get hit with higher
freight rates,” he told Lloyd’s List on Tuesday.

Ollett noted that US-Europe diesel shipping rates
picked up late last week, showing that “European
diesel importers could pivot fairly easily to the US as
their source of diesel instead — and did so”.

European diesel demand has yet to recover from
Covid and “as a result, Europe doesn’t have pressing
needs, making these pivots much easier”, he added.

That has repercussions in both Middle East
eastbound and westbound LR2 trades.

“What we saw is that by March 19-20, most
charterers of westbound diesel that were not already
booked lost interest in the market.

“Meanwhile, the naphtha traders had to stick around
for a while longer and get their eastbound stuff done.

But by Friday, due to the loss of the diesel guys, the
naphtha guys were done too and stepped back from
the market.”

Allied Shipbroking reported on Wednesday,
“Examining the laden-unladen conditions in the
broader Middle East region, the short-term forward
outlook seems considerably more moderate when
compared with that indicated by the paper market at
this point.

“The list of unladen LR2 units has increased
throughout the current month while the list of laden
vessels has simultaneously decreased.

“This suggests that the initial push in activity has
been somewhat slowly fading away, with the current
unladen curve portraying weaker fundamentals on a
near-term basis.

“Either the market will meet some — at least mild
— pressure, or we will need to see another strong
rally of fresh enquiry to match the current bullish
expectations,” said Allied.

Nearshoring and low newbuilding orderbook

to benefit ro-ro sector

LACK of investment in ro-ro vessels for the charter
market and an increase in nearshoring towards
Europe will ensure tight tonnage supply of shortsea
ro-ro vessels in the years ahead, says

BRS Shipbrokers.

“The ro-ro sector’s charter market dynamics in 2023
followed on from the simple mismatch in demand
for tonnage versus available supply established in
2022,” notes BRS’ latest Annual Review of Shipping
and Shipbuilding Markets.

“Macroeconomic problems and uncertainties that
led to stagflation in most European economies were
no match for the structural shortage of modern and
new tonnage.”

Only five ro-ro cargo newbuildings were ordered in
2023, with a combined capacity of 6,800 lane
metres, compared with 10 vessels contracted in
2022.

So far in 2024, two new ro-ro cargoships were
contracted, by Faroe Islands-based operator Smyril
Line, while three specialised newbuildings built to
carry Airbus airliner structures were contracted by
France’s Louis Dreyfus.
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Almost all newbuilding orders in the past decade
have been placed by vessel operators.

No speculative orders have been signed since 2019,
according to data tracked by Lloyd’s List.

BRS said the complete lack of speculative ordering
could be explained in part by groupthink, with
shipowners and operators observing each others’
actions, or lack thereof, and only building ro-ro
ships for predefined trades or long-term time
charters, despite the firmness of the charter market.

“The smaller end of the fleet (1,000-2,500 lane
metres) has an average age of 26 years and is in dire
need of renewal, but many owners in the segment
lack the financial firepower required to attract real
engagement from shipyards.”

It said owners with sufficiently deep pockets and
strong balance sheets were reluctant to spend large
sums on smaller ships knowing they could get bigger
vessels for similar prices.

BRS argued that smaller ro-ro vessels would need to
be ordered in a large series of standard designs so

shipyards could achieve the economies of scale they
require to consider building smaller ships, “food for
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thought for enterprising tonnage providers and
designers”.

Newbuilding deliveries in 2023 provided some
20,000 lane metres of capacity, which represented a
decrease of 74% year on year, but demand pressure
is unlikely to let up in the foreseeable future, with
newbuilding supply strictly limited.

There was still limited scope for scrapping
regardless of a ship’s age.

European manufacturer nearshoring — shifting
production from Asia closer to Mediterranean hub
ports — was continuing apace owing to geopolitical
instability and stricter sustainability agendas in
European markets.

Dynagas Partners lines
lease financing

DYNAGAS Partners has agreed terms for $345m in
lease financing for four of its six liquefied natural gas
carriers.

The Nasdaq-listed owner, backed by the Prokopiou
family shipping group, intends to use the funds
along with other forms of liquidity to refinance
about $421m outstanding under an existing credit
facility due to mature in September.

The counterparty is “a major financial leasing
operator in Asia” and the financing, while approved,
is subject to “customary” conditions and
documentation, said the partnership.

The transaction is expected to close in the second
quarter of 2024.

“We remain committed to our strategy of creating
equity value through reducing debt,” said chief
executive Tony Lauritzen in a statement
accompanying the partnership’s fourth-quarter and
full-year 2023 earnings.

Since September 2019, Dynagas Partners has repaid
$254.4m. This includes two voluntary loan
prepayments of $18.7m and $31.3m respectively in
2022 and 2023.

“Orientation of lines and ships around the
nearshoring agenda is sure to be a theme for 2024
and beyond,” BRS said.

The expansion of nearshoring induced Danish ro-ro
cargo and passenger ferry giant DFDS to launch a
new freight service between Tiirkiye and France in
2023 and purchase FRS Iberia/Maroc, an operator
of ro-ro cargo and passenger ferries across the Strait
of Gibraltar.

Maersk launched a new weekly container and ro-ro
service in December between Cagliari and the
Tunisian port of Rades to respond to nearshoring in
garment making, connecting with Maersk’s
Moroccan hub at Tangier using the chartered 2,600
lane metre ro-ro Wedellsborg (IMO: 9687306).

up $345m in Asian

From the end of 2019, it has increased book equity
value by 43%, to $448m, said Lauritzen.

Dynagas Partners posted net income of $10.5m for
the fourth quarter of last year, a reduction of 9.5%
from the year-earlier quarter that it linked to a
decrease in gains from interest rate swaps and a gain
on debt extinguishment recognised in the same
quarter in 2022.

Voyage revenues increased by 5.4%, mainly thanks
to a new time charter agreement with Equinor for
Arctic Aurora (IMO: 9645970) that began last
September.

All six LNG carriers in the fleet are operating under
long-term charters with international gas
companies, with an average remaining contract
period of 6.9 years, meaning that the owner does not
foresee any of its vessels coming open until 2028.

For the full year, revenues increased to $148.9m,
from $131.7m in 2022. Full-year net profit for 2023
amounted to $35.9m, down from $54m the year
before.

At end-year, the partnership had a total cash fund of
$73.8m.

Hafnia files for New York listing

OSLO-listed product tanker giant Hafnia
has filed a registration statement with the
US Securities and Exchange Commission
as it seeks a dual listing in New York.

Lloyd’s List | Daily Briefing Friday 29 March 2024

The BW Group-controlled company announced the
move late on Wednesday and said it wants a direct
listing on the New York Stock Exchange.
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Hafnia will continue trading in Oslo and will not
issue new securities in connection with the

contemplated NYSE listing.

BW LPG, another Oslo-listed company that is also
part of the BW Group, announced last year that it

was planning a dual listing in New York. Hafnia
boasts a fleet of 202 tankers, 117 of which are owned.

Its average fleet age is 10 years.The company

recorded a profit of $176.4m in the fourth quarter
and $793.2m for the full year.

IN OTHER NEWS

Dali pilot called for tugs minutes
before catastrophic allision

A PILOT on board the vessel Dali
(IMO: 9697428) called for tugs in
the minutes leading up to the
lethal allision with the Francis
Scott Key Bridge, according to the
National Transportation Safety
Board, the US federal agency
investigating the incident.

Officials told reporters in a press
conference on Wednesday that
they had reviewed preliminary
data from the vessel’s voyage
data recorder (VDR) and provided
a timeline of the minutes before
the tragic accident.

The 9,900 teu Dali left Seagirt
Martine Terminal at about 00:39
hrs local time.

By 01:24 hrs it was under way in
the Fort McHenry channel,
moving at about 8 knots.

Ever Given contract ruling highlights
value of Lloyd’s Open Forms

THE Court of Appeal’s recent
ruling that an email exchange
between the owners of Ever Given
(IMO: 9811000) and Smit Salvage
did not constitute a contract
highlights the value of Lloyd's
Open Form contracts in
emergencies, lawyers argue.

LOFs are designed to offer a

set of standard terms based

on the ‘'no cure, no pay’ principle,
with each of the parties

bound to the agreement
contributing to the salvage award
in amounts proportionate to
salved values.

But many underwriters feel that
they can be abused by salvors,
because the specified rewards
bear no relationship to the
commercial cost of the work,
making them inappropriate for.

Seacon Shipping to continue fleet
upgrade despite profit slump in first
year of listing

SEACON Shipping will continue to
diversify its fleet and expand its
shipmanagement network this
year, despite experiencing a
significant drop in net profit
during its first year of listing in
Hong Kong.

The company believes that
moderate economic growth,
increasing environmental
requirements and geopolitical
tensions, such as the Red

Sea disruption, will increase
demand for dry bulk cargo and
result in higher commodity
freight rates.

Meanwhile, Seacon said it
would upgrade its feet with
more efficient ships and lower
carbon tax costs to meet new
green standards.

Classified notices follow

Lloyd’s List'>

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

Please contact: marketingservices@lloydslistintelligence.com
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Page 10



VVVVVV
ddia

|

\ :
~ _ ”:w,’“
t

e - ——w
p—

Container Tracker

Save time. Stay compliant.

® O

Track containers, Complete checks in Download
not just ships minutes, not hours the evidence
Simplify transhipment tracking Save time, with all the data you Downloadable reports ensure you have
with end-to-end downloadable data need in one interface, supported the necessary documentation to prove
trails on containers - by container by tracking intelligence from over compliance, including specific end-to-end
number or Bill of Lading. 600 Lloyd’s agents worldwide. transhipment reports and more.

Request a demo:
America Tel: +1 212-520-2747
EMEA Tel: +44 20 7017 5392

APAC Tel: +65 6505 2084 . .
lloydslistintelligence.com/containertracker LlOyd’S L|St IntelllgenCGD
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