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Should we even make e-fuels?

MAKING green e-fuels for shipping is the only way to get zero-carbon
ships, but it may not be the best option for the planet, according to a
Norwegian shipping tech firm.

Zero-carbon ships will need to run on fuels made by using renewable
power to split hydrogen from water — a process that will require vastly
more new renewable power capacity worldwide.

Navtor chief sustainability officer Bjorn Age Hjollo told Lloyd’s List it
was “extremely costly and inefficient” to convert renewable power into
liquid ship fuels, bring them to the vessel and burn them for power.

“It is better to use the green power directly on the shore, and then leave
the vessel alone,” he said.

Hjollo said ships and ports had to be made more efficient with just-in-
time arrivals.

“But probably the vessels are the last ones you really go hard into to
make green,” he said.

“We have to look at it as a global challenge, not only for the maritime.

“Make maritime more efficient, but maybe [do] not use green power
that way.”

This meant ships would continue to run on heavy fuel oil in 2050 — a
fact Hjollo said was evident from the ships being ordered and delivered
today.
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Existing ships with 30- to 40-year working lives
could not be thrown away: “Let them run for the
lifetime and reduce [emissions] in other areas,” he
said.

Hjollo is far from a green sceptic. His company,
Navtor, a smart-shipping navigation tech firm, has
set itself a climate target far higher than any other in
shipping. Solely through its Norwegian government-
backed Green Al for Sustainable Shipping (GASS)
project it is aiming to reduce total global GHG
emissions, yes total, by 1% by 2050.

The GASS project hopes to use machine learning

to let ships factor in weather and sea conditions to
work as efficiently as possible. Since its software is
used on 18,000 ships, “what we are doing in Navtor
has global impact”.

But Hjollo made a stark prediction: That shipping’s
share of global emissions would rise from 3% today
to about 17% in 2050, because other industries could
decarbonise faster.

“Basically [shipping] will be left behind. In fact,
maybe it should be left behind, because it is
extremely costly and inefficient to bring electric
energy from the shore through some kind of
hydrogen and ammonia to the vessel, [and then]
from ammonia and hydrogen to fuel cells.”

Kongsberg Maritime strategy and business
development vice president Oskar Levander
yesterday outlined the inefficiency of power-to-X
fuels, while talking about the relatively better
efficiency of batteries.

“If we produce power-to-X fuels, we are going to
waste a lot of energy,” he said.

The original amount of wind or solar power is
reduced at each stage as power is lost in electrolysis,
liquefaction and use in the engine or fuel cell,
leaving just 20% left for driving the ship.

Levander emphasised the need for greater efficiency
even when using zero-carbon fuels because they
would cost so much.

Levander said whichever power-to-X fuels were
made, they were and would be hugely expensive in
the future.

“No one is going to give away free energy,” he added.

Levander said his preferred pathway to
decarbonisation would be to make green ammonia
— the only truly zero-carbon fuel — and LNG, but
the recent spate of methanol orders meant shipping
had effectively chosen to invest in three future fuels
instead of two.

WHAT TO WATCH

US shipowner liability limitation under political
fire after Baltimore bridge collapse

THE boxship allision that brought down a bridge in
Baltimore in March of this year has reopened the
debate on limitation of liability for shipowners in
the US, with growing political pressure to revisit
the question in the light of the sheer scale of the
incident.

Developments will be closely watched by marine
insurers, who will be anxious to avoid potential for
far higher payouts than they face under current
legislation.

The casualty resulted in the loss of six lives, closure
of the port for several weeks and ongoing business
disruption, and will ultimately necessitate building a
replacement bridge.
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Even after three months, it is only possible to take
educated guesses at the overall scale of eventual
claims. But the $3bn-$4bn range does not seem
farfetched.

One big name underwriter — Tokio Marine HCC
International’s Ben Kinder — said in an interview
with Lloyd’s List this week that higher reinsurance
rates would have an immediate effect, resulting in
a 5%-15% rise in marine liability pricing at the next
renewal.

Unlike most other countries, the US is not a party
to the Convention on Limitation of Liability for
Maritime Claims 1976, abbreviated to LLMC in
industry jargon. Instead, the relevant domestic
framework is the Limitation of Liability Act 1851.
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This law, which predates the US civil war, has
pros and cons compared to LLMC. While limits
are higher under the convention, the ability of
shipowners to limit liability is almost ironclad.

The 1851 Act establishes a lower limitation based
on the value of the ship and outstanding freight but
provides for more scrutiny of owners’ conduct.

The owners and managers of Dali (IMO: 9697428),
the vessel involved, have opened the bidding by
filing court papers denying any liability whatsoever.

Grace Ocean and Synergy Marine contend: “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.”

However, should the court ultimately deem them
liable, the amount should be capped at a little under
$44m, in accordance with applicable formulae, they
go on to argue.

A payout at that level would be well within the scope
of the International Group pool scheme. The first
slice of any eventual bill will be indemnified by
Grace Ocean’s liability insurer, Britannia P&I Club,
at least up to that marine mutual’s $10m retention
limit.

Any payouts beyond that will be shared pro rata
among the other 11 affiliates of the IG, and into the
reinsurance layer if need be.

The consensus among legal experts is that Grace
Ocean and Synergy have a decent case. Limitation
will probably not be broken unless “knowledge

or privity” in negligence or deficiencies can be
established.

Footage of the incident suggests Dali lost propulsion
prior to hitting one of the bridge’s supports. A
National Transportation Safety Board investigation
will establish precisely how this happened and
whether negligence was a factor.

There are sound arguments for the limitation of
shipowner liability, as shipping lawyers repeatedly
explain. Few people would be willing to undertake
the extraordinary risks involved in seafaring if they
were on the hook for every penny when the worst
comes to the worst.

But the politics of the situation will inevitably
complicate matters. Philosophical nuances are likely
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to get short shrift from angry Maryland commuters
faced with long extra drivetime on their daily trips
to and from work.

Taxpayer fury

The average citizen may well see the shipowners as
morally responsible for the accident, and thus the
shipowners’ insurers as financially responsible for
the consequences.

Some politicians are certainly making such a case,
led by California Democrat Congressman John
Garamendi, who sits on the United States House
Committee on Transportation and Infrastructure.

Garamendi has floated the idea of amending the
1851 Act so that foreign flag shipping faces higher
limitations than domestic flag shipping. His attitude
is summed up in a television interview available on
YouTube.

“This was an accident that was caused by a shipping
company. And there is a liability that they have,

and they are going to have to participate — perhaps
totally — in the cost of rebuilding what they have
destroyed.”

It is known from public filings in the US that Grace
Ocean and Synergy Marine have retained Blank
Rome Government Relations, a sister company of
Blank Rome law firm, to “monitor and report on
legislation pertaining to the bridge accident at the
port of Baltimore” and any proposed changes to the
Limitation on Liability Act.

Leading the effort will be Dave Jansen, who
previously served as staff director for the House
Transportation and Infrastructure Coast Guard and
Maritime Transportation Subcommittee.

There have been previous attempts to amend the
Act, most notably after the Deepwater Horizon
(IMO: 8764597) oil spill in 2010. But these have
been unsuccessful to date.

Lobbying efforts are likely to centre on educating
congressmen on what limitation is about, why it
came about, and what it tries to accomplish.

The central argument will be that everything in the
maritime industry — from cargo rates to charter
rates to insurance premiums — depends on the
certainty of well-known structures.

If there were any tweaks, everything else would
have to be reset. The cost of higher freight rates and
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insurance premiums would ultimately feed back to
consumer prices.

The legal action is still in its earliest stages. The

deadline for claimants to file claims does not lapse
until September. At that point, the pretrial stages
can start. The matter will not come before a judge
for at least a year or two.

Volatility in box sector here to stay

SHIPPERS concerned about the high levels of
volatility in container shipping should be grateful
they don’t have to deal with that seen in other
shipping sectors.

“We talk about extremely high freight rates for
container shipping, but if you compare these to the
other shipping sectors such as tankers and bulkers,
when those sectors get cyclicality it is not unusual
for day rates to go from $200,000 per day to $5,000
per day in the space of a few weeks,” Vespucci
Maritime chief executive Lars Jensen told the TOC
Conference in Rotterdam.

“The price volatility we see in container shipping

is nothing compared to what is normal in other
parts of shipping. We could even say that container
shipping is the younger brother to the shipping
industry; maybe we are just maturing into
cyclicality.”

Boom and bust was, however, becoming a stable
feature in box shipping, too.

“Every time we see a new problem arising there are
similarities as well as striking differences,” said
Xeneta chief analyst Peter Sand.

“But I think it is fair to say that there are investors
in our industry that expect boom-and-bust to come
about because history has proved that to be the case.
If you fail to understand what makes the ups and
downs happen, you also fail to prepare for the next

resilience issue to come about.”

Jensen warned the volatility being experienced now,
which has seen freight rates skyrocket again over
the past month, should not be seen as unusual, but
he suggested that this would not lead to more stable
relationships between carriers and their customers.

He said that Maersk had tried to do the right thing
by its customers during the pandemic and had been
the “least cut-throat” of the carriers in terms of
raising rates.

“That means they gave away an upside on the
premise that when rates came down, customers
would be more loyal,” Jensen said.

“But the numbers are clear: once the market turned,
Maersk rates came down just as rapidly as the
others. So, Maersk gave away a $16bn upside for
nothing. The lesson the carriers can learn from the
pandemic is that it is a loss being Mr Nice Guy.”

The other lesson learnt was about contracts, he said.

“I know of companies that had contracts in 2023,
and even though spot rates fell below their contracts,
they honoured their contracts,” Jensen said.

“But when the Red Sea crisis came around and
everybody had to pay extremely high surcharges
suddenly, these shippers were able to move their
cargo on contract without surcharges.”

Can artificial intelligence fix real supply chain

problems?

THERE has been plenty of hype over artificial
intelligence in the past 12-24 months, largely around
the success of large language model Al projects,
which have brought it to wider attention.

“Things such as ChatGPT and other generative AI
technologies have been the ‘iPhone moment’ for
the adoption and use of that technology,” DP World
vice-president of technology Que Tran told the TOC
conference in Rotterdam.
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But it has a great potential to process vast amounts
of data and automate processes in DP World’s ports
and supply chain businesses.

“Of all our data, after we've generated it, only 3% of
it ever gets looked at again,” Tran said.

“The vast opportunity of that data is untapped,

and something like AI can definitely help in that
respect.”
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But is it just another buzzword that comes and goes
the way of blockchain, which was once considered a
groundbreaking technology for an industry that was
poor at collaboration.

It promised a “trustless” world for ports and
shipping, where digital ledgers would provide the
truth in any transaction.

“Blockchain has pretty much become ‘blocked
chain’,” Tran said. “It’s pretty much stopped in terms

of products for our industry.”

Nevertheless, he is more confident over the
stickability of Al

“I believe AT’s capabilities are generally attractive to
shipping,” Tran said.

“We know this because we've been looking at Al for
some time at DP World.

“We already combine multiple data sources to
provide visibility on the movement of cargo and
it automates the consolidation of documents from
multiple providers, making a single platform for
cargo tracking with accurate predictions.”

DP World’s Cargoes community platform
standardises processes across geographies,
introducing a single window.

In this instance, AI cuts out administrative and
compliance hours and simplifies the flow of goods,
Tran said.

Negative image
But he is also aware of the negative image some have

of the technology.

“Efficiency is obviously what were looking at from

Al, and people often think of AI as a displacing
technology that threatens jobs,” he said.

“But we need to look at it more as an enabling or
complementing technology that can help people and
operations and our business. That is where the true
value of Al is.”

It could also be the incentive to finally complete the
digitalisation of container shipping.

“At a time when 60% of the supply chain is still
using paper in operational processes and 80% of
businesses in our industry state they don’t have

a suitable or fit-for-purpose technology system to
automate their processes, looking at Al is going to
fundamentally transform our industry,” Tran said.

AT technologies could also make for smarter
working, he added.

“Digitalisation enables ports and terminals to
provide a port-centric approach to supply chains,
rather than a chokepoint that is sometime envisaged
as a black box where containers come in and we
don’t know about them for a while,” Tran said.

“In our position as an asset owner in the supply
chain, AT has provided vital efficiencies. We can get
real-time insights into where our cargo is and see
issues before they arise to prevent incidents but also
prevent wastage.”

The combination of data use and automation

is essential for the business as it moves along
the supply chain, and orchestrates the flow of
containers.

“This transparent data gives us a lot of insight into
this increasingly connected sector,” Tran said.

MARKETS

Don't rely on China for LNG demand growth,

forum told

DON’T rely on China to be the future driver of global
growth for liquefied natural gas, Poten & Partners’
Jason Feer told a London seminar.

Chinese imports of LNG, forecast to hit 76m tonnes
this year, will rise at a much slower pace over the
next decade, the energy consultancy said in a
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briefing this week.

“This idea that China is going to be a driver in very
rapid growth in LNG is not realistic,” Feer, global
manager of business intelligence told the Poten &
Partners London LNG Forum.
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Instead, Poten predicted the fastest growth to be in
the Asia-Pacific region, where countries including
Thailand, Indonesia, Malaysia and Singapore were
forecast to more than double imports over the next
decade.

About half of new volumes would be used to replace
depleted natural gas reserves, Feer said.

The scenarios were painted as the LNG market
recovered from what Feer described as “biblical
scale turbulence” over the past five years.

The lockdown era and global energy price shock
after Russia cut pipeline supplies to Europe upended
LNG trade flows, amid intensifying pressure from
regulators to reduce fossil fuel dependency.

Poten highlighted a “robust pipeline” of LNG
capacity under construction, with today’s capacity at
about 420m tonnes, he said.

“We expect the market to be quite abundantly
supplied into the 2030s,” he said.

“The real question is: How strong will the demand
response be to low prices.

“Are you going to see countries like Bangladesh,
India or China really responding and taking a lot
more volume? Or do you have to balance the market
in the US through cancellations, which we saw in
2020 because of the pandemic.”

More than 150 LNG cargoes were cancelled from US
export terminals at the height of the pandemic as
supply overwhelmed demand.

Since then, Europe has emerged as the biggest buyer
of LNG from the US — which overtook Qatar to
become the world’s biggest exporter.

The European continent takes about 65% to 75% of
all US cargoes, mostly under spot and short-term
contracts according to Poten.

Even so, demand there is said to peak by 2026, with
imports at 133m tonnes, based on Poten figures,
flattening out over the remaining eight-year period.

Most growth comes from Germany.
Open to trade with Russia
“A lot of European countries — except Germany,

which has signed a lot of long-term contracts — are
really keeping their options open, as far as their
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ability to take Russian pipeline gas at some point in
the future,” Feer said.

“People recoil in horror when you suggest that might
happen, but Russia will be able to undercut LNG
significantly as much as it needs to going forward.”

The politics of energy also came under scrutiny.

The top 10 producers will add an extra 174m tonnes
of LNG capacity over the next 10 years, which will
exceed net growth of 170m tonnes.

Poten said other producers will lose ground as a
result, leaving the top 10 with 87% market share,
from 81% now.

“Combined with the market share of portfolio
players such as Shell, Total, BP, ExxonMobil and
ConocoPhillips... I cannot think of any other
commodity market where you have such a heavy
concentration of supply in such a small number of
players,” he said. “There’s political risks in this sort
of high concentration.”

The US pause on LNG export approvals, announced
by the country’s government last January, was
forecast to have a greater effect than initially
understood, said Feer.

Many of the US projects need to apply for new non-
Free Trade Agreement authorisations or extensions
that allow them to export LNG.

With just a few years left on permits, projects

— including some already under construction —
may not be able to secure offtake agreements or
financing, according to Feer.

Extensions would be difficult to secure unless
policies changed.

“Almost everybody is going to have to reapply,” he
said. “That means there is going to be a huge queue
that is applying to a very small government office,
which currently takes a couple of years to issue.

“This will have significant impact on supply.”
The looming market imbalances have seen many

Asia-Pacific energy companies setting up in London,
where trading hubs are evolving to deal with surplus

supply.

Only about one third of LNG is sold on a spot basis,
with most secured under longer-term contracts.
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Panama Canal ups transit slots and draft again

ahead of rainy season

THE Panama Canal is again turning the taps on
capacity starting next month against the backdrop
of an easing drought, increased booking slots and
rising maximum draft levels.

The move is based on current and expected water
levels at Gatun Lake in the coming weeks and is
“due to the arrival of the rainy season in the Panama
Canal Watershed”, the canal authority said in an
advisory.

Daily transits will increase from 32 to 33 starting
July 11, rising further to 34 from July 22.

This will eventually allow the canal to add two
transits to the current schedule — one to the
panamax locks, lifting those to 25 daily, and one to
the neopanamax locks, pushing those to nine.

A draft increase from 45 to 46 ft was also

announced, taking effect June 15.

The El Nifio weather phenomenon led to the third-
driest year in the canal’s history in 2023, when the
canal authority began limiting drafts and added
restrictions on daily transits as conditions worsened
through the year.

After its driest October on record, the canal planned
to limit daily transits to 20 in January and 18 in
February, but better-than-expected November
rainfall led it to instead raise levels to 24 in January,
with more slots added in March.

The last increase in bookable transits occurred in
May as water levels rose in the drought-stricken
waterway, although the actual transit statistics
suggest the supply chain bottleneck remains far
from being solved.

Secondhand containership demand drives

values by up to 30%

SECONDHAND containership values have risen by
up to 30% in five months as demand for capacity has
increased due to Red Sea diversions and stronger
than anticipated cargo volumes.

Nevertheless, prices remain far below those seen at
the height of the container shipping boom of 2021
and 2022 when boxship values increased more than
sixfold on pre-pandemic levels.

Braemar reports that the containership sale and
purchase market continues to attract strong interest
with enquiry levels only increasing.

“It has been the liner operators that have dominated
over the past few months, but intriguingly the push
on charter rates has brought many more tonnage
providers to the fore,” said Braemar.

Pushing up

It reports that prices are “pushing up” as buyers
are contending with significant earnings on the
chartering side.

Containership charter rates gained 8% in the past

week and have more than doubled since November,
following the impact of Red Sea diversions which
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have increased voyage times on major east/west
services.

Alphaliner said that secondhand containerships
prices have been rising on the back of a “bullish” sale
and purchase market.

“Buyers trying to secure tonnage include both
tonnage providers and shipping lines, and prices
remain on a continued rising trend,” it said.

Recently recorded boxship buys by tonnage
providers include two 3,500 teu ships purchased by
an undisclosed German buyer.

Meanwhile, Greek non-operating owner Contships
Management is said to have sold the 2008-built, 966
teu Contship Eve (IMO: 9449699), also to a German
buyer for circa $8m.

In the opposite direction, Contships is understood to
have purchased the 14-year-old, 1,496 teu Warnow
Mate (IMO: 9509786) from Cyprus-based tonnage
provider Marlow Navigation. No price has been
disclosed for the deal.

Alphaliner reports that Mediterranean Shipping Co
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has purchased Maersk’s 4,504 teu panamax Maersk
Brooklyn (IMO: 9313931) for an undisclosed price.

This 2007-built ship is the third in a series of seven
“B-class” ships to have been purchased by MSC
since 2022.

They were built by a German shipyard to a unique
design for a high-speed service between the US east
coast and Asia via the Panama Canal and are among
the fastest containerships ever built. Capable of a
service speed of 29 knots they were later downrated
to operate at 20 knots, following a surge in bunker
prices soon after they were built.

MSC was reported to have purchased four 9,578
teu “S-class” ships from Maersk earlier this month.
They comprise the 24-year-old A.P.Moller (IMO:
9214898), Caroline Maersk (IMO: 9214903),
Carsten Maersk (IMO: 9219795) and Cornelius
Maersk (IMO: 9198587).

A total of 18 “S-class” vessels were built for Maersk
between 1997 and 2002, with six from the series

having been taken over by MSC between 2021 and
2023.

MSC’s most recent purchases are expected to be
handed over during June and July. The agreements
are understood to have been concluded in 2023 but
have only come to light recently. The world’s largest
operator of containerships has now taken more than
25 secondhand boxships since January.

Alphaliner also reports a newbuilding resale deal
which has been concluded by Taiwanese liner
operator Wan Hai Lines.

The deal comprises two 7,000 teu vessels which
were ordered by China United Lines in 2022 from
Shanghai Waigaoqiao Shipbuilding for $85m each.

The newbuildings are due to be delivered in the final
quarter of 2024 and early 2025. Confirming the
increasing value of containerships, Wan Hai will be
paying between $89m and $94m to take over the
ships.

IEA predicts ‘unprecedented’ oil surplus

by 2030

OIL capacity will surge in the next few years, leaving
the world with a cushion not seen before outside of
the Covid era.

That is according to the latest Oil 2024 Report
published by the International Energy Agency, which
has predicted supply outstripping demand by such
an amount over the next six years that the world will
have a spare 8m barrels per day by 2030.

That level of overcapacity has only been seen at the
height of the lockdown era, the energy watchdog
said.

The IEA report attributes this overcapacity to

two factors. First, production will be ramped

up, especially by places outside the 23-nation
Organisation of the Petroleum Exporting Countries-
plus alliance. Led by the US and other countries

in the Americas, supply is expected to reach 114m
barrels per day by 2030.

Second, while demand from China, India and
other fast-developing Asian economies is set to
increase alongside demand from the aviation and
petrochemical sector, fuel efficiency advancements
in conventionally powered vehicles and the rise in
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electric vehicle sales will offset this.

“As the pandemic rebound loses steam, clean energy
transitions advance, and the structure of China’s
economy shifts, growth in global oil demand is
slowing down and set to reach its peak by 2030. This
year, we expect demand to rise by around 1m barrels
per day,” said IEA executive director Fatih Birol.

“This report’s projections, based on the latest data,
show a major supply surplus emerging this decade,
suggesting that oil companies may want to make
sure their business strategies and plans are prepared
for the changes taking place.”

Despite this slowdown in growth, oil demand is
still set to be 3.2m bpd higher in 2030 than 2023.
Organisation for Economic Co-operation and
Development countries will continue their decline
in terms of oil demand, accounting for just 41% of
global demand in 2030 versus 57% in 2007.

The report’s publication comes as tanker tonne-
miles continue to strengthen, in a large part down to

Red Sea rerouting.

Data from the US Energy Information

Page 8



Administration and Vortexa published this week
illustrated the scale of this rerouting, with 8.7m bpd
travelling around the Cape of Good Hope in the first
five months of 2023 versus an average of 5.9m bpd
in 2023.

Exporters from Asia and the Middle East were
responsible for 29% of increased trade rerouted

around the Cape of Good Hope, with Saudi Arabia
and Iraq alone responsible for 15%.

Total US trade around the Cape of Good Hope
increased by a third, or just over 600,000 bpd,
in the first five months of 2024 versus the 2023
average.

BW Group seeks to unload Navigator shares

worth over S90m

BW Group is to sell over a quarter of its stake in
Navigator Holdings on the open market, cashing out
the investment at a premium.

The offering of 6m shares in the New York-listed
firm, which owns and operates 56 liquefied gas
carriers, is valued at more than $9om based on
current market prices.

BW holds a 29% stake in Navigator, making it the
joint top shareholder along with Danish-Chilean
shipping group Ultragas. After the sale, the Andreas
Sohmen-Pao-controlled conglomerate’s holding will
drop to 22.7%.

Despite Navigator stating it intends to repurchase

stock, its price still dropped over 5% to $15.32 in
after-hours trading on the news, before recovering
to $15.60.

The company’s fleet mainly transports liquefied
petroleum gas, petrochemical gases and ammonia
for energy companies, industrial users and
commodity traders.

It also plans to make an initial investment of $2.5m
in developing an early-stage ammonia export project
on the US Gulf Coast during the second quarter of
2024.

BW acquired its stake in Navigator from WL Ross in
December 2020 for $197m, at $9 per share.

half of the shares up for sale and will not issue new

IN OTHER NEWS

Bulker hit by suspected Red Sea
drone attack

A BULK carrier in the Red Sea has
been struck by two projectiles
thought to be drones and is
taking on water.

UK Maritime Trade Operations
said the attack took place 66
nautical miles southwest of Al
Hudaydah, Yemen, north of the
Bab el Mandeb strait.

The vessel has not been

named publicly, but Lloyd’s List
understands it to be Liberia-
flagged, 2022-built, 82,357 dwt
Tutor (IMO: 9942627), owned by
Livenza Shipping Incorporated
and operated by Greece-based
Evalend Shipping Company.

US sanctions hit Russia’s Arctic
LNG 2 project

THE US has targeted Russia’s
coal and liquefied natural gas
projects and associated logistics
networks and providers across
Russia, Tirkiye and China as
part of sanctions announced

on Wednesday that the State
Department said would disrupt its
future energy revenues.

The Tirkiye owner of Bulut
shipyard was sanctioned for
providing berthing and repair
services to two blocked vessels,
Lady Mariia (IMO: 9220641) and
Baltic Leader (IMO: 9220639)
linked to Russian company
Transmorflot LLC.
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The yard’s port operator
was named as Bulutlar Gemi
Tersanecilik Sanayi Ticaret
Limited Sirket.

Djibouti denounces drastic port
efficiency ranking drop in World Bank
report

THE Djibouti port authority

has voiced strong disapproval
regarding the significant decline
in its ranking in the latest global
port efficiency report released
by the World Bank, claiming that
the study misrepresents the
true quality of the port and its
operations.

The port plummeted from 26th
in 2022 to 379th position in the
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2023 Container Port Performance
Index, known as CPPI, published
by the World Bank and S&P Global
Market Intelligence last week.

Djibouti Ports and Free Zones
Authority described it as “a
drastic and unjustified decline” in
a statement posted on X.

Regional co-operation key to
shipping’s green fuel future
DIALOGUE between public and
private stakeholders will be key
if clean fuels are to be part of
shipping’s future.

This is the view of the

Lloyd’s Register Maritime
Decarbonisation Hub, which
facilitated discussion between
government ministries in Africa
and Asia-Pacific in a bid to further
decarbonisation in shipping.

The initial dialogue took place
during Singapore Maritime Week
and featured representatives
from ministries in India, Kenya,

Namibia, Oman, Singapore, South
Korea and the Philippines.

Port electrification group adds
members

THE Zero Emission Port Alliance
used the TOC conference in
Rotterdam this week to announce
membership expansion as

it seeks to bring forward the
electrification of container
terminal equipment.

Zepa was launched last year

at the COP28 conference in
Dubai, with initial members

APM Terminals and DP World
joining forces to promote the

use of battery-electric container
handling equipment to reduce
emissions at ports and terminals.

It is based its work on a White
Paper that the two companies
commissioned.

It has now expanded to include
CATL, Kempower, Patrick
Terminals, the ports of Aarhus

and Rotterdam, Rocsys, Sany,
SSA Marine and ZPMC.

K Line teams up with Belgian green
energy firm TES for e-natural gas
supply

JAPAN'S Kawasaki Kisen
Kaisha ('K’ Line) has joined
forces with TES, a Belgian green
energy company, to expand the
application and supply chain of
electric-natural gas as a green
marine fuel.

The e-NG, which TES is
developing, is obtained by
combining green hydrogen with
biogenic or recycled CO2 and
is expected to be a reliable and
affordable green energy for the
maritime sector.

The partnership aims to secure
sustainable fuel for K Line’s
bunkering needs in Europe with
e-NG from the TES’ green energy
hub in Wilhelmshaven, Germany,
the Japanese shipping company
said.

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.

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 . . D
)

lloydslistintelligence.com/containertracker LlOyd s List Intelhgence
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Curated maritime news and
market analysis

Unrivalled 115k+ articles ) Fjorrespondents
. : (b. 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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