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Dali owners deny liability for
Baltimore bridge collapse

THE owner and manager of the boxship that brought down a bridge in
Baltimore last week, with the probable loss of six lives, have filed
papers in the city’s federal court, explicitly denying fault in the matter.

Grace Ocean and Synergy Marine — both based in Singapore — go on
to argue that if they are deemed liable under US law, their insurer’s
exposure should then be limited to a provisional $43.7m.

With replacement value of the bridge alone put at $600m upwards on
the most conservative estimates, and claims set to top $1bn when all
elements are factored in, many interested parties will regard that as
unacceptably low. Past precedent suggests years of courtroom battles
now lie ahead.

Meanwhile, there is also increasing speculation that general average
will be declared for the Dali (IMO: 9697428) casualty, a move that
would effectively leave cargo insurers on the hook for a share of salvage
costs.

“It’s 50/50 as to whether they will declare GA,” said a partner at a
London law firm, who preferred to speak unattributably. “When this
first occurred, I thought, ‘I doubt it’, the numbers aren’t going to be
that high.

“Looking at the damage to the vessel and the cargo and the cost of
freeing this vessel from the steel superstructure of the bridge, it will
come down to how much this is going to cost.”
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Media reports from the US east coast city suggest that
a partial channel was opened on Monday afternoon
local time, with transits within tight draft constraints
and in daylight hours now possible with authorisation
from the port authority. This is envisaged as the first
step towards an eventual full reopening.

Two construction workers who were on the bridge at
the time of last Tuesday’s allision have now been
confirmed dead, with a further four still missing
presumed dead. Another two have been injured.

In court papers filed on Monday, Grace Ocean and
Synergy Marine accept that Dali underwent a loss of
power and propulsion in the Patapsco river, as the
vessel left the US port en route to Sri Lanka. Power
was briefly regained and then lost a second time.

The vessel drifted to starboard and dropped anchor
in an unsuccessful attempt to avoid hitting the
bridge, they went on.

“The casualty was not due to any fault, neglect, or
want of care on the part of petitioners, the vessel, or
any persons or entities for whose acts petitioners
may be responsible,” the document contends.

On this basis, the owner and manager should not be
held liable for any loss or damage arising from the
casualty.

But if they are held liable, the liabilities should be
capped in accordance with the applicable formula,
the petition added.

Limit liability legal right

Shipowners have enjoyed the legal right to limit
liability since the nineteenth century. In most
countries this is governed by the Convention on
Limitation of Liability for Maritime Claims 1976,
abbreviated to LLMC in industry jargon.

But the US is not a signatory and handles the matter
through domestic legislation, with a wording some
critics regard as antiquated and not as rigorous as
the convention.

“The limitation is going to cause some anger because
it won’t be understood. But that’s the essence of
shipping,” said Stephen Askins, a partner at law firm
Tatham & Co.

“Limitation is an important plank of world trade.

Ships couldn’t afford to go to sea if everybody faced
unlimited liability.
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“The ship can be arrested and it’s worth $g9om, but
it’s the only asset of that owner. In that sense, how
can you get more?”

In any event, the rest of the world has signed up to
LLMC and America hasn’t, Askins added. It will be
for US law to determine whether or not Grace Ocean
and Synergy are allowed to limit liability.

In accordance with the formula for determining
such a cap, Grace Ocean and Synergy estimate that
the ship was worth $9om, from which can be
deducted repair costs of $28m and a salvage bill of
$19.5m, and then outstanding freight added.

There are legal grounds on which applications for a
cap can be challenged, the primary one being the
contention that the ship was unseaworthy.

The US government has already pledged to fund
reconstruction of the Francis Scott Key Bridge. But
it will be entitled to claim back the cost from the
bridge’s main insurer, the property insurance giant
Chubb.

Chubb will in turn be able to seek recovery of its
outlay from the Dali’s liability insurers, the London-
based Britannia P&I Club. This process — known as
“subrogation” — is standard practice in the
insurance industry.

The size of the claim will easily exceed Britannia’s
$10m retention and even the first layer of the

International Group pool scheme, under which the
12 affiliates of the IG share the $10m-$100m layer.

It will thus fall on the reinsured general excess of
loss layer, nicknamed GXL, for any claims between
$100m-$1bn. This layer is parcelled out between
around 80 reinsurers, each taking only a small slice.

The Baltimore bridge collapse is now shaping up as
the biggest payout in marine insurance since the
2015 explosion at the port of Tianjin, in which
payouts reputedly reached $6bn, mainly on account
of the huge aggregation involved.

An event on this kind of scale is often sufficient to
harden rates for the reinsurance niche as a whole,
with commentators such as Morningside DBRS now
predicting the Dali incident will have just such an
impact.

Dali is known to have been carrying 4,679 teu on

board, roughly half of its 10,000-teu capacity.
Footage suggests that some of the containers have
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been damaged, which points to a coming cargo
claim. Local loss adjusters have already been
engaged by claims consultants.

General average has yet to be declared. Under this
procedure, contributions towards salvage costs are
sought from all the interests involved in the
maritime venture.

There is a common misconception in shipping
circles that GA is what happens when cargo has to
be jettisoned to save a vessel.

Extraordinary expenditure

But literally the first rule of general average club

— the York Antwerp Rules, to give them their official
name — defines a “general average act” as “any
extraordinary sacrifice or expenditure... intentionally
and reasonably made or incurred for the common
safety for the purpose of preserving from peril the
property involved in a common maritime adventure.”

The Grace Ocean/Synergy Marine petition puts
salvage costs at $19.5m. From a legal standpoint,
that expenditure is extraordinary in the sense of not
being part of the normal cost of the voyage.

“It wouldn’t be unusual to declare general average,”
said Askins. “If you're a shipowner and you’ve got to

spend all this money to get the ship salved, or the
cargo has to be transhipped.

“What happens then is that an adjuster puts all the
costs into the mix, and that will be apportioned
according to the value of the property at the end of
the GA adventure.”

In practice, the bill goes to the cargo underwriters.
But there are avenues for legal contestation. Again,
probably the main counter would be that the ship
was unseaworthy.

Another lawyer said that GA — a concept that has
been around since ancient Greek and Roman times
— is often regarded as something of a dark art in the
world of shipping law.

Cargo underwriters tend to hate it, as they end up
picking up a slice of a bill that they think should go
to liability or hull underwriters.

P&I will pick up the tab for liabilities to third
parties. In this instance, that is likely to include
liability for death and personal injury, allision
against fixed or floating objects, loss or damage to
cargo, disposal of damaged cargo, wreck removal
costs given that Dali is blocking free navigation, and
consequential damages, if any.

WHAT TO WATCH

Exclusive: IMO $100 green levy can achieve
highest emission reductions in 2030

A $100-a-tonne carbon levy on shipping would
result in the highest emissions cuts in 2030 as well
as the highest costs, according to an early
comparison of different green policy combinations
for International Maritime Organization.

A preliminary report for the IMO by class society DNV,
modelled scenarios to gauge the impact of measures
such as a levy, a greenhouse gas fuel intensity standard
(GFS) and fund-and-rebate (“feebate”) tool.

The report, which is not yet public, forms part of the
Comprehensive Impact Assessment being thrashed
out for the Marine Environment Protection
Committee to help countries find out which mid-
term green rules would work best to get shipping to
net zero by or around 2050.
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It found a $100 per tonne of CO2 equivalent levy
coupled with a GFS would cut shipping’s lifecycle
GHG emissions by 16% in 2030, compared with a
GFS alone under a base case scenario. Other
measures such as a lower-priced levy or a feebate
mechanism would reduce emissions by less than 5%,
compared with the base scenario.

Having a levy could mean shipping cuts its energy
use by up to 9% in 2030 compared with business as
usual, mainly because ships would slow down as
soon as the levy was introduced.

DNV tallied the potential costs to shipping of five

green measures in 10 scenarios in its preliminary
report, and is continuing to refine the work.
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The IMO last year committed to adopt an economic
measure (GHG price) and a technical measure (GFS)
when it revised its GHG strategy in July. The early-
stage DNV report was shared with the IMO’s GHG
working group (ISWG-GHG 16) in March, the week
before the recent MEPC81 meeting.

The new IMO strategy sets a 20% emission
reduction target for 2030, striving for 30%, while
the target for 2040 is 70%, striving for 80%. It
targets net zero by or around 2050. The lower band
of these targets require shipping to cut emissions to
771m tonnes of CO2 equivalent in 2030, 289m
tonnes in 2040 and eventually zero in 2050,
compared with its 2008 baseline of 934m tonnes.

One of the decisions before the MEPC is whether to
count only ships’ tank-to-wake, or onboard
emissions when crafting regulations, or to count the
upstream (well-to-wake) emissions from producing
ship fuels as well.

DNV said it was not possible to model scenarios
with a TtW scope that would achieve the WtW GHG
emission trajectories in 2040 and 2050.

Its report considered ways to cut emissions
including alternative fuels, onboard carbon capture
and energy efficiency measures. But it did not
examine the specific policy proposals that countries
and NGOs have put to the MEPC.

Biofuel demand in all scenarios in 2030 and 2040
exceeds expected supply of advanced biomass, the
primary feedstock for biofuels, DNV said, noting
that this would likely boost biofuel prices nearly to
those of renewable hydrogen-derived e-fuels such as
green ammonia and green methanol.

Economic measures that reward companies for
using green fuels could more than close the cost gap
between fossil fuels and green alternatives, if the
reward rate is set high enough, DNV added.

Cost increase analysis

A $100 levy increases global shipping costs by 28%
in 2030 — the most among 10 different scenarios

— if the IMO introduces such a measure along with
a well-to-wake fuel standard. Other measures boost
shipping costs between 8% to 24% in 2030
compared with business as usual.

All 10 combinations of scenarios increase shipping

costs ($/tonne mile) in a range of 31% to 41% in
2040 to achieve the IMO’s target of cutting
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emissions by 70%, while cost increases from these
measures range from 45% to 51% to achieve the net
zero target in 2050.

Meanwhile, hitting the higher targets the IMO is
‘striving for’ would increase shipping costs by at
least 13% in 2030, 38% in 2040 and 51% in 2050.

Candidate measures

The Marshall Islands had tabled a well-to-wake $100
levy at the IMO ahead of MEPC80, but the island
state revised its proposal to $150 per tonne of CO2
ahead of MEPC 81. The Pacific Islands also support a
simplified fuel standard to complement a levy.

A tonne of bunker fuel oil emits around 3.1 tonnes of
COz2 equivalent on a TtW basis, according to the
IMO’s lifecycle GHG intensity guidelines (LCA). This
means that a $100 CO2 levy would translate to
around $310 per tonne of bunker fuel oil. The IMO
doesn’t have exact well-to-wake emission numbers
for bunker fuel oil in its LCA guidelines.

There are two TtW proposals on the IMO’s table:
China’s proposal for a fuel standard with an
integrated flexibility mechanism rather than a
standalone economic measure, and the International
Chamber of Shipping’s fund and reward proposal.
The Chinese proposal plans to consider well-to-wake
emissions at a later date. Japan put forward a fund
and reward proposal on a WtW basis.

The IMO has separately tasked the UN Committee
on Trade and Development to conduct an analysis on
mid-term measures’ impact on all IMO member
states. Unctad’s report will analyse whether states
will face disproportionately negative impacts from
such measures.

Some poorer and middle-income countries, as well
as the US, have opposed the idea of a carbon levy,
saying it would hurt their economies. States have
also voiced reluctance to discuss the nuts and bolts
of the different green policies until the IMO’s
comprehensive impact assessment is finished.

Greener-minded states, including vulnerable island
nations, argue that measures without a carbon levy
would be too weak to work, though most states are
not yet ready to name a price per tonne they are
happy with.

DNV will run a further eight scenarios before

finalising its report, including scenarios that model
higher global trade growth and other factors.
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The report said it was not feasible to define and run
scenarios that cover all possible emission
trajectories, policy combinations and input ranges,
“taking also into account the likely span and
uncertainty of other key inputs when looking more
than 20 years into the future”.

“The interaction between levy, reward, GFI
requirements, fuel supply and demand and fuel
prices will need to be investigated in later parts of
the study,” the report said.

“The levy revenues also need to be sufficient to cover
the reward expenses and other disbursements.”

Bab el Mandeb transits falling at slower rate

THE number of cargo-carrying vessels transiting
the Bab el Mandeb totalled 241 last week, and
although that represents an increase of 12% week on
week, overall, traffic levels continue to decrease as
the Houthi threat persists.

Over the last four weeks 908 internationally trading
ships over 10,000 dwt, passed through the Bab el
Mandeb, according to Lloyd’s List Intelligence vessel
tracking data.

This is down from 1,002 over February 5 to
February 26, 2024, a drop of 9%.

Between January 8, 2024 to January 29, 202,4
1,090 ships passed, which was down 35% from 1,670
in the four-weeks prior.

The exodus of mid-December, when several major
container lines pulled their Red Sea services, has not
been repeated in the wake of the most recent
attacks. But neither have the international naval
efforts to protect freedom of navigation lured
shipowners back in significant numbers.

A joint naval task force dubbed Prosperity Guardian
was established in December, and the US and UK
started launching air strikes against Houthi targets
on Yemen territory in January.

The EU launched its own maritime security force
operating under EU Naval Force (Eunavfor), dubbed
Operation Aspides in Febraury.

More recently, an entity has been established under
the multinational naval partnership the Combined
Maritime Forces, called the Joint Maritime
Information Centre, to support commercial shipping
through guidance and intelligence.

Houthi attacks on commercial vessels in the Gulf of
Aden and Red Sea were occurring on an almost
daily basis through much of this year.

A relatively quiet period that saw no reported
attacks on commerecial vessels since March 23 ended
on April 1, when an unidentified vessel was hailed by

Lloyd’s List | Daily Briefing Wednesday 3 April 2024

the militants requesting it to turn on its Automatic
Identification System. A crew member reported
hearing suspected gunshots shortly thereafter,
according to a report from the United Kingdom
Maritime Trade Operations (UKMTO).

The militants did claim on March 26 to have
attacked four commercial ships, including a US-
flagged Maersk boxship and a CMA CGM boxship, in
the preceding 72 hours. However, Maersk denied the
claims, while no reports of attacks against two of the
ships ever surfaced. Owners of two of the vessels did
not respond to Lloyd’s List enquiries. The fourth
vessel was the Panama-flagged crude tanker Huang
Pu (IMO: 9402469), which suffered minimal
damage from a Houthi missile on March 23, and
was the last vessel to report an attack until April 1.

EOS Risk Group head of advisory Martin Kelly said
that while the coalition strikes against the Houthis
will be “reducing their capabilities a little,” it is not
enough to explain the reduction in attacks.

“There has been some significant weapons
interventions bound for the Houthis — but again not
enough to cause this much of a lull. Maybe a pause
for its Muslim fighters during Ramadan,” he said.

“I think they will return with a bang.”

While reports of attacks against ships have slowed,
US Central Command (Centcom) has continued to
report interceptions of drones, albeit at a seemingly
slower pace as well.

A tally of Centcom’s statements on X in the week since
March 27, suggests it shot down eight aerial drones
and one drone boat launched by the Houthis. It also
pre-emptively struck a drone that was set to launch.

Conversely, Centcom forces engaged six missiles and
four drones in just two days between March 22 and
March 23, the day of the last reported attack on a
commercial vessel, Huang Pu.

Operation Aspides did not report any incidents since
March 22.
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Greek owner wins S40m war risk case

against insurers

A LEADING Greece-based shipping group has won a
claim of more than $37.5m against a number of top
insurers, in a case stemming from the lengthy
detention of one of its capesize bulk carriers in
Indonesia that began in 2019.

The UK High Court of Justice Commercial Court
case pitted Piraeus-based Nicholas G Moundreas
Shipping (NGM) against Allianz, AXA, Generali,
Hevetia and others that had declined to pay out
under a policy placed with the pool of insurers by
Paris-based war risks underwriter Garex.

The NGM-controlled capesize Win Win (IMO:
9219018) was one of an estimated 20
internationally-owned vessels that fell foul of an
abrupt change of policy by the Indonesian
authorities in early 2019 towards vessels that
dropped anchor within the so-called ‘Eastern OPL
Singapore’ location.

The judge, Justice Julia Dias, noted that this had
“for many years been used as an anchorage by
hundreds if not thousands of vessels without
problem.”

On about February 8, 2019, however, Win Win was
among a large number of ships boarded by armed
personnel of the Indonesia Navy and arrested for
allegedly illegal entry into the country’s territorial
waters.

The spate of arrests and detentions was “sudden and
unexpected”, the judge found.

While it may have been lawful for the Indonesian
authorities to take action, the judge found that
there was confusion about whether the precise
anchorage was in Indonesian, Singaporean or
international waters and the vessel’s master did not
know he was anchoring in Indonesian waters at the
time he did so.

Therefore, the arrest and detention were not
foreseeable and the ordinary consequence of the
vessel’s voluntary conduct, as the insurers sought
to show.

The court rejected a series of other arguments made

by insurers as reasons for denying the shipowners’
claims.
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Among these were criticism that NGM allowed
lengthy discussions with the Indonesian navy in
attempts to negotiate the release of the vessel when
they were unwilling to pay bribes and should have
expected that the talks would “end in tears,”
according to counsel for the insurers.

However, this did not breach the owners’ duty to
minimise the loss, according to the court. They
could not be criticised for pursuing all lines of
enquiry and it could not be proved that the
discussions delayed proceedings in Indonesia.

Moreover, efforts to free the vessel, and many of the
other vessels trapped in Indonesia, were being led by
their P&I Clubs and the International Group.

So a finding against the claimants would
“necessarily” mean that all the other clubs involved
had acted unreasonably.

A further argument put forward on behalf of the
insurers, that the vessel’s owning company had a
nominee director, a prominent maritime lawyer,
who stood accused in an unrelated criminal case
several years earlier, was dismissed as irrelevant.

Senior executives at Garex, Jean de Lavergnolle and
Frederic Denefle were the only witnesses called for
insurers. But the judge found their evidence to be
“incoherent and illogical in many respects.”

The judgement implied criticism of Indonesia’s
handling of the case, saying that the claim arose
from the equivalent of “illegal parking”.

The infringement on the face of it merited “a
metaphorical slap on the stern and a parking fine,
maybe with a discount for prompt payment” before
the vessel should have been sent on its way.

Instead, it was detained for nearly a year while the
master was prosecuted under the Indonesian
Shipping Law, eventually receiving a suspended
sentence of seven months’ imprisonment and a fine
equivalent to about $7,000.

The flurry of detentions prompted a number of

circulars from P&I clubs, warning members of the
change in policy.
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Although the 2001-built bulker was finally allowed
to sail in August 2020, the decision was made to
scrap the vessel rather than seek to reactivate it after
sitting idle for 18 months.

Win Win had hull and machinery cover for $25m
and the total amount recoverable under the policy in
case of a total loss was agreed to be $37.5m, a figure
that will likely soar above $40m with interest and
costs.

However, the judge threw out an additional claim for

damages under section 13A of the 2015 Insurance
Act, that provides that an insurer must any sums
due in respect of a claim within a reasonable time.

She found that the claimants had failed to establish
that this had led to a loss of income.

The judgement comes as there is increased interest
in war risks underwriting due to the Houthis attacks
on shipping in the Red Sea, and concerns about the
safety of vessels in the Black Sea amid hostilities
between Russia and Ukraine.

MARKETS

Remaining The Alliance partners set out stall

THE remaining members of The Alliance have set
out their new network plans for the transpacific that
will come into place following Hapag-Lloyd’s
departure from the partnership next year.

The shake-up will see a cut in the number of services
from 16 to 13, with calls to US east coast destination
falling from five to four and Asia-US west coast
services reducing from 11 to nine.

For the Asia-US east coast trade, the changes see
one less port call in Qingdao, Xiamen, Yantian,
Kaohsiung, Cai Mep and Singapore at the start of the
voyages and a reduction of one call each at New
York, Norfolk and Savannah and two fewer calls at
Charleston, according to analysis by Sea-
Intelligence.

On the Pacific, the reorganisation will see the end of
calls between Kwangyang and Hong Kong to the
Pacific northwest.

“Additionally, there will no longer be a direct
connection into Prince Rupert in the Pacific
northwest,” Sea-Intelligence noted.

The end of calls to Hong Kong on the Pacific
southwest services means that Hong Kong has now
been dropped entirely from the network for west
coast services.

“This does not bode well for the port of Hong Kong
but should also be seen as a sign that an element of
network consolidation is afoot, especially related to
transhipment hubs,” said Sea-Intelligence chief
executive Alan Murphy.
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“Analysis of network design and network efficiency
will show that fewer, but larger, hubs are
economically more efficient. Hong Kong appears to
be the first major victim of this. But as the new
alliance constellations improve their networks in the
coming years, it is likely that more ports could risk
the same fate as Hong Kong.”

Despite the fall in alliance services on the
transpacific, Ocean Network Express said it would
now have 16 services on the transpacific in total as it
seeks to take up the slack.

“Following the long-term partnership with HMM
and Yang Ming within The Alliance scope on the
Pacific, and the addition of the already
announced ONE independent WIN and AP1
services from April 2024, ONE will deploy 16 core
weekly services on the Trans-Pacific trade from
February 2025,” said chief executive Jeremy
Nixon.

“The emphasis will be on quality end-to-end
direct services with high schedule reliability. The
core products will include sufficient sea speed
buffers and are designed so that the impact of
Hapag-Lloyd’s departure in 2025 will have a
minimal impact on ONE’s network and customers
over the post-Chinese New Year disengagement
period.”
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Nigeria's Dangote refinery nears full start up
after loading naphtha cargoes

NIGERIA’S new oil refinery Dangote has loaded
naphtha and fuel oil cargoes in recent weeks, as it
gears up for full operations.

Dangote loaded an 80,000 tonne naphtha cargo on
Hafnia Triton (IMO: 9800336) on March 29, after
loading smaller naphtha and residual fuel oil
cargoes earlier in the month, according to oil
analytics firm Vortexa.

Naphtha and fuel oil loadings suggest the plant is yet
to start up secondary units to produce finished fuels
such as gasoline, diesel and jet fuel, as naphtha and
fuel oil can be used as a feedstock for secondary
units to produce road fuels.

Dangote — located near Lagos — will have the
capacity to process 650,000 barrels per day of
crude once it is fully operational, making it the
largest oil refinery in Africa and Europe ahead of
Shell’s 400,000 bpd Pernis refinery in Rotterdam. It
will meet 100% of Nigeria’s refined product
demand, while also exporting surplus output, the
company said.

Dangote bought 6m barrels of Nigerian crude from
Shell, ExxonMobil and Nigeria’s NNPC, it said.

The plant is designed to process Nigerian crude,

although it can also process other crude grades, the
company said.

Vortexa data showed Dangote also received two
cargoes of West Texas Intermediate crude from the
US in March.

The refinery’s marine facility can accommodate the
largest tankers, it said, noting that its refined
products will comply with US and EU emissions
standards.

It will produce 326,000 bpd of gasoline at full
capacity, according to price reporting agency Argus
Media.

Dangote’s gasoline exports will cut volumes of
European exports to west Africa, weighing on
gasoline prices in Europe, Argus said.

Dangote is unlikely to produce bunker fuel oil when
its fully operational, as modern refineries typically
process residual fuels in secondary units to increase
production of gasoline and diesel.

The refinery is owned by Nigerian conglomerate
Dangote Group. Its construction cost the group
nearly $20bn, according to Reuters.

IN OTHER NEWS

Low-draught temporary channel
opens as demolition teams cut into
collapsed Key Bridge

SALVAGE teams have
established an alternate, low-
draught channel on the
northeast side of main access
channel near the collapsed
Francis Scott Key Bridge,
restoring limited port access for
small vessels for the first time
since March 26.

The US Coast Guard-led Unified
Command announced plans on
Sunday to open a temporary, 3.5
metres (11 feet) deep channel for
“commercially essential vessels”.
The first vessel to cross the

channel on Monday was the tug
Crystal Coast, the command said
in an update. The tug left the port
of Baltimore in the afternoon,
heading to Dover Air Force Base
in Delaware. It is pushing a fuel
barge used to supply jet fuel to
the Department of Defense, the
command said.

The channel has a horizontal
clearance of 80.5m and vertical
clearance of 29.3m. The
command said it was working on
opening a second alternate route
on the southwest side of the
main channel that will allow for
vessels draughts of 4.5m to
4.8m.
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European transport lobby calls for
increased funding
ORGANISATIONS supporting
transportation businesses across
the European Union have joined
forces to call for the European
Council and Parliament to
significantly increase the
Connecting Europe Facility
budget for transport in the
upcoming review of the multi-
annual financial framework.

The Federation of European
Private Port Operators is among
44 organisations representing
European maritime and inland
port authorities, inland waterway,
maritime transport companies
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and logistics service providers
that have launched a campaign to
boost funding.

The groups argue that the
transport sector is of strategic
importance in responding to
Europe’s “geostrategic,
environmental and capacity

challenges”.

Nuclear lobby seeks critical mass

A GROUP of leading class
societies, shipbuilders and
engineering companies with an
interest in developing nuclear
energy in the maritime sector are
launching the Nuclear Energy
Maritime Organisation.

“By bringing together
stakeholders with relevant
expertise, Nemo aims to assist
nuclear and maritime regulators
in the development of standards
and rules for the deployment,
operation and decommissioning
of floating nuclear power,” the
group said in a release.

Nemo, which will launch in the
second quarter, aims to expert
guidance and promote safety,
security and environmental
standards for the sector.

Hanwha denies Austal bid rejection
and is confident of obtaining
regulatory approvals

HANWHA Group has reaffirmed
its takeover bid for Australian

military shipbuilder Austal and is
confident it will obtain regulatory
approval for the deal.

The South Korean conglomerate,
which operates businesses from
chemicals to defence, has offered
an indicative proposal of AS1bn
(§650m) via its shipbuilding arm
Hanwha Ocean, according to a
statement from Austal.

The proposal is subject to several
regulatory approvals including
Australia’s Foreign Investment
Review Board, the Committee on
Foreign Investment in the US, and
the US Defense
Counterintelligence and Security
Agency, Austal said.

Cosco and GSBN launch blockchain-
powered pilot certificate to endorse
biofuel procurement

Cosco Shipping Lines and Global
Shipping Business Network have
completed a pilot project to issue
traceable and verifiable green
certificates through their
blockchain platform.

The Hi ECO blockchain-based
shipping product, launched by the
shipping giant in collaboration
with the non-profit technology
consortium, connects the proof
of sustainability certificate, which
documents the purchase of
biofuel by the carrier, and green
certificates issued to
corporations.
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“The Hi ECO certificate
complements our commitment to
reducing emissions throughout
the entire well-to-wake cycle,”
said Tang Wei, strategic customer
developing & maintaining
department manager at Cosco
Shipping Lines.

Hapag-Lloyd announces new
managing director appointment
HAPAG-Lloyd has appointed Silke
Lehmkdoster as managing director
of its fleet operations, overseeing
management, innovation,
chartering and the company’s
newbuildings project group.

Lehmkdoster replaces Richard von
Berlepsch, who has been moved
to selected projects and
committee work.

Lehmkoster started at Hapag-
Lloyd with an apprenticeship at
sea in 2005 and was promoted to
captain in 2018. She pivoted to an
onshore role in 2020 as senior
director marine HR, before being
appointed senior director fleet
management in April 2022.
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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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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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Curated maritime news and
market analysis

- ) Correspondents
Unrivalled 115k+ articles in seven
news coverage in our archive “/ maritime hubs

Choose the trusted source

Contact us today on +44 20 7017 5392 (EMEA) / +65 6508 2428 (APAC) /
+1(212) 502 2703 (US) or visit lloydslist.com
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