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No reinsurer panic on 
Baltimore casualty, insists 
Gallagher Re

REINSURERS remain sanguine in the wake of the Baltimore bridge 
collapse, with no evidence of either higher rates for marine risk or 
resultant pressure on the hull & machinery market, according to two 
prominent brokers.

The outlook for the protection & indemnity class is less certain, but the 
worst-case scenario of a multibillion-dollar payout on what would rank 
as the most expensive marine casualty of all time could still be 
swerved by a compromise settlement, they added.

Another variable will be the insured value of the bridge, which will cap 
the ability of primary insurer Chubb to seek reimbursement from the 
insurers of the vessel at the centre of the incident.

Singapore-flagged boxship Dali (IMO: 9697428) lost power and allided 
with the Francis Scott Key Bridge spanning Baltimore harbour and the 
Patapsco river on March 26, felling the structure and killing six people. 
Marine insurers have been gripped by the fallout ever since.

The US is not a party to the Convention on Limitation of Liability for 
Maritime Claims 1976, abbreviated to LLMC in industry jargon.

But owners Grace Ocean and managers Synergy Marine quickly filed 
an action under the relevant domestic legislation, the Limitation of 
Liability Act 1851, submitting that their liability should not exceed 
$44m.
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That will in turn limit the claim on Britannia P&I 
Club, and given that it busts the $10m International 
Group retention limit, the wider IG pool scheme.

The best estimate of the overall cost of the incident 
— including loss of life, crew injury, hull repairs, 
general average and salvage, repair or replacement 
of the bridge and business interruption to the 
port and the surrounding region — is somewhere 
between $2bn and $4bn.

Even the lower end of this range, the sums involved 
top the payout on the total loss of cruiseship Costa 
Concordia (IMO: 9320544) in 2013 and the closure 
of the Suez Canal following the grounding of Ever 
Given (IMO: 8320901) in 2021.

At the upper end, they go higher than the $3.1bn 
capacity of IG pool, hitherto assumed to be 
bulletproof, with the clubs responsible for anything 
not mopped up by overspill cover. As a last resort, 
they would have to find that money from members.

Most legal commentators believe the owners’ 
limitation claim, which will take years to work its 
way through the courts, is sound in legal principle. 
The question is whether it is politically tenable, 
given that it will inevitably seem minimal to the 
public.

Estimates from brokers suggest that the 12 clubs 
making up the IG would face a collective $207.1m 
claim, with the rest passing to a reinsurance 
programme led by AXA.

Ultimately, shipowners pay for this reinsurance, 
known as general excess of loss or GXL, through a 
reinsurance levy on top of P&I premiums. This is 
calculated on a dollars and cents per gross tonne 
basis differentiated by vessel type.

Reinsurers calmer
Some hull underwriters have opined that the 
casualty will see lasting upward pressure on H&M 
rates, as reinsurers realise that marine can be a 
big-ticket risk, and hike reinsurance premiums 
accordingly.

Those rises would be passed on to hull insurers, and 
ultimately their shipowner clients.

But Nick Croxford, head of marine, aviation and 
energy at Gallagher Re, and his colleague, executive 
director Jason Cudlipp, counter that reinsurers 
seem a little bit calmer than their direct insurer 
colleagues.

The firm understands that the bridge was at a 
value deemed appropriate by the local authorities, 
somewhere around $350m. The cost of a new bridge 
could be at least four times that level, according to 
specialist engineers cited in the media.

This could prove crucial, as insurance payouts on 
assets cannot be higher than what the assured 
thought the asset to be worth.

Moreover, the structure was old and not well-
protected, which raises the question of whether lack 
of protection was a factor in the collapse.

The owners’ legal team could also run the contention 
that bridge protection systems — colloquially known 
as “dolphins” – should have been retrofitted to 
protect the bridge and that the authorities failed to 
do so.

Another potential argument, given that the sections 
of the bridge closest to either shore are undamaged, 
is whether insurers should have to pay for an entire 
new bridge, or simply the replacement of the middle 
section.

The first element to be settled will the loss of live 
claims. This will probably prove straightforward and 
happen swiftly.

Croxford pointed out there was ample capacity 
in the marine reinsurance market right now and 
Gallagher had not seen any significant pressure on 
rates outside of the P&I world.

The numbers that are swirling could be designed 
to push up rates, which have been flat at recent 
renewals.

Not black swan
“This was a marine loss, not a black swan event. 
A ship had an accident, and I don’t think it’s going 
to have the impact that people who don’t know the 
market are expecting,” Cudlipp maintained.

“A category five hurricane going through Florida, 
even if the marine losses are small, will see much 
more of a spike.”

Croxford said that incident is best depicted as a 
substantial property claim. The issue now is whether 
the subrogation — the ability of bridge insurer 
Chubb to recoup its outlay from the vessel’s insurer 
— sticks against the owners.

The people on board the ship, including the pilot, 
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appear to have done everything they could to avert 
the casualty. 

The port released the vessel to trade, so there doesn’t 
seem to be much evidence at this stage to support 
claims of unseaworthiness.

In P&I terms, the costliest element is usually wreck 
removal and pollution clean-up. But there is no 
wreck to be removed in this instance.

“We’ve got to wait for all of these aspects to be 
judged by a very long court process in the US. In the 
meantime, the marine market is going to make a lot 
of money on other lines of business.

“The limitation act in the US is there to encourage 
trade and protect shipowners.

“The knock-on effects on US trade would be 

enormous is shipowners don’t have the protection of 
well-established law.”

Even if the $44m limitation does not hold, that does 
not mean that liability will be unlimited.

The International Group cut a deal with the Suez 
Canal Authority in the wake of the Ever Given 
grounding.

Numbers have never been made public, but it 
is widely believed that Egyptians demanded 
somewhere just south of $1bn and were talked down 
to somewhere around $400m.

There is leeway for a similar compromise over 
Dali, which would save face for the city and state 
authorities and still prove manageable for P&I 
insurers.

WHAT TO WATCH 

EU-27 and Japan table $100 IMO carbon price
ALL 27 EU countries, alongside Japan, have 
proposed a carbon price to the International 
Maritime Organization starting at $100 per tonne 
of CO2-equivalent in 2027, integrated with a fuel 
standard.

The move marks consensus among a wider bloc of 
countries backing a levy ahead of key talks at the 
Marine Environment Protection Committee’s 82nd 
meeting next month.

The $100 tax will work with a fuel standard that 
will require vessels to reduce emissions on a sliding 
scale to align with the IMO’s revised greenhouse gas 
strategy.

The co-sponsors included GHG fuel intensity targets 
for certain years up to 2050 based on findings 
from DNV’s impact assessment report, although 
they noted that those figures were for “illustrative 
purposes”.

The sliding scale of GHG fuel intensity targets are 
similar to the FuelEU Maritime legislation in terms 
of design, although the actual figures diverged 
because the IMO has different emission reduction 
targets to the EU.

There will be a flexibility mechanism under the fuel 

standard to provide non-compliant vessels with 
certain compliance options, such as trading units 
with overachieving vessels that will receive surplus 
units, according to the submission.

Ships that fall short of the GHG fuel intensity can 
buy remedial units from a centralised registry to 
comply, although the co-sponsors described this as a 
last resort and a less attractive option.

Revenues collected from the measure will 
be used for; in-sector projects in countries 
disproportionately affected by the carbon price, 
capacity building, seafarer training and projects 
related to the energy transition of maritime 
transport in developing countries.

The measure will consider full lifecycle emissions 
of bunker fuels (well-to-wake), as the co-sponsors 
argued that other approaches would be less 
efficient and create the risk of promoting fuels with 
significant upstream (well-to-tank) emissions.

A $100 per tonne of CO2-equivalent carbon price 
would translate to around $310 per tonne of heavy 
fuel oil, as the primary bunker fuel emits around 
3.1 tonnes of CO2-equivalent when burned in a 
ship engine, according to the IMO’s lifecycle GHG 
intensity guidelines (LCA). 
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Japan previously proposed a separate mid-term 
economic measure, while the EU countries had 
stopped revising their previous proposals for an 
emissions trading system ahead of MEPC81.

The joint EU-Japan proposal could be seen as an 
effort to find middle ground between the China-led 
bloc and some Pacific Islands.

China, Brazil, Norway and some other states had 
proposed a fuel standard that comprises a flexibility 
mechanism to collect revenue, as those countries 
have been against a separate levy despite clear 
wording in the IMO’s revised strategy that requires 
separate economic and technical measures.

Some Pacific states, including the Marshall Islands, 
previously opposed a flexibility mechanism, arguing 
that the technical element should be simpler. The 
Marshall Islands, along with some other states, 
tabled a levy at $150 per tonne of CO2-equivalent.

The first signs of growing support for a levy had 
appeared before MEPC81, as nearly 50 countries 

openly backed some form of a levy in their 
submissions to the IMO. The number of such 
countries could grow following the results of the 
IMO’s impact assessment process.

A shipping levy at $150-$300 per tonne of CO2-
equivalent would result in the lowest impact on 
global economic growth in 2050, if the revenue 
collected was disbursed only to small island 
developing states and least developed countries, 
according to a recent Unctad report prepared for the 
IMO for the impact assessment process.

Class society DNV also found that a levy at $150-
$300 would increase the costs the least in 2050, 
while raising costs the most in 2030, according to its 
report submitted to the IMO for the same process.

IMO member states will discuss mid-term measures 
at MEPC82 on September 30 to October 4, as they 
had agreed to finalise and adopt such measures 
during to MEPC meetings in 2025. The mid-term 
measures will come into force in 2027.

ANALYSIS

Eswatini ships face legal action as register 
disappears into the shadows 
THE future of Eswatini’s controversial ship register 
appears increasingly uncertain with nearly half 
of its flagged vessels facing a choice between re-
flagging or risking legal action from the United Arab 
Emirates government.

The UAE’s department of transport affairs last 
week added the Eswatini flag to its list of restricted 
registers, effectively banning registered ships from 
calling in UAE waters. 

The director of the department, Abdulla Alhayyas, 
has since confirmed that the UAE will take legal 
action against the ships and their owners if they do 
not comply.

Despite the order being issued on August 6, 10 
of Eswatini’s 24 internationally operating ships 
were anchored inside UAE anchorages or ports on 
Wednesday and at least one more is due to arrive in 
UAE waters by early next week. A further five tugs 
or offshore support vessels were also either waiting 
in port or in a UAE repair yard, according to Lloyd’s 

List Intelligence vessel-tracking data. 

“There were a few Eswatini ships in our ports who 
left immediately. Other ships were under repairs 
waiting for the repair to be completed. Some others 
are waiting in UAE waters to start reflagging 
to another flag, or they have already but their 
Automatic Identification System information has not 
been updated yet,” explained Alhayyas.

“Failure to comply with the circular will lead to 
legal action taken against the ship and its owner,” he 
continued.

The UAE ban presents a major problem for the 
mysterious Eswatini flag, which has never been 
publicly authorised by the Eswatini government and 
has been labelled a potentially fraudulent operation 
by the International Maritime Organization.

The Eswatini register’s ambition to develop a 
burgeoning maritime sector in the landlocked 
African state had recently evolved into the 
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establishment of a maritime academy, selling 
seafarer courses via a non-existent institution, 
accredited in line with an international convention 
that the government had not signed.

The fleet, meanwhile, operated largely in the 
shadows with ships only sporadically turning on AIS 
signals between operations. 

While at least two of the Eswatini-flagged fleet have 
found regular business as part of Russia’s grain 
lifting operations out of occupied Crimean ports, the 
most popular destinations for Eswatini-flagged ships 
are Iran and UAE.

With UAE now closed to them, the largely 
anonymous owners behind these vessels will have to 
either find new flags or new trades.

Eswatini has proved increasingly popular with so-
called dark fleet* operators, but even before the UAE 
ban there had been signs that the relatively high-
profile media attention on the flag might have been 
too much for some. At least two ships have moved in 
recent weeks to the Comoros flag after only a brief 
period with the African state.

Eswatini Maritime Affairs and Development Ltd, 
a private company which claims to represent 
the government of Eswatini, has registered then 
de-registered more than a dozen ships since the 
beginning of the year. At least six of these ships have 
either been sanctioned directly or involved in so-
called dark fleet sanctioned oil trades.

While Eswatini Maritime Affairs has told both the 
IMO and Lloyd’s List that it was authorised by the 
government of Eswatini to establish and run the 
ship registry, no independent verification from the 
government has been provided.

Lloyd’s List has confirmed, via Eswatini’s 
Washington embassy, that the company was 
legitimately registered with the government’s 
ministry of commerce in November 2023 to run 
the Eswatini registry. But the IMO has questioned 
whether the company was properly authorised to 
issue ship registration certificates and flag vessels on 
behalf of Eswatini.

In the wake of the UAE ban, which garnered several 
international headlines, the Eswatini establishment 
was prompted into a partial response. 

King Mswati’s spokesperson was quoted by local 
media as saying that the country had not authorised 
the establishment of the Eswatini register.

“To the best of my knowledge, we have no ships 
anywhere in the seas as a country. We have not 
authorised any hoisting of our flag or Blue Peter on 
any ship or boat anywhere in the world,” the King’s 
spokesperson, Percy Simelane, told Swaziland News. 

Eswatini’s director of international at the ministry 
of commerce, industry and trade, Lungile Dlamini 
was also unaware of any government authorisation 
to establish a flag on the state’s behalf and multiple 
requests from Lloyd’s List to clarify the registry’s 
status with other government department have been 
meet with either silence or confusion. 

The officials behind the registry meanwhile have 
stopped picking up the phone and are no longer 
responding to e-mails. 

AK Dhiman, who has for several months presented 
himself to Lloyd’s List as the deputy director-general 
of Eswatini Maritime Affairs, which describes itself 
as a government of Eswatini enterprise, has turned 
off his phone.

Eswatini is not a member state of the International 
Maritime Organization, nor is it a signatory to any 
major international maritime convention or treaty.

While Capt Dhiman has repeatedly insisted that the 
government was in the process of negotiating IMO 
membership, the IMO has never managed to contact 
anyone inside the Eswatini administration and has 
not to date received any application enquiries.

According to Alhayyas, that lack of official 
recognition, together with what he describes as “the 
suspicious activities of the Eswatini fleet” led the 
UAE to issue the ban. 

The UAE authorities have reached out to Eswatini 
but have been unable to establish “communications 
channels” with anyone.

* Lloyd’s List defines a tanker as part of the dark 
fleet if it is aged 15 years or over, anonymously 
owned and/or has a corporate structure designed 
to obfuscate beneficial ownership discovery, solely 
deployed in sanctioned oil trades, and engaged 
in one or more of the deceptive shipping practices 
outlined in US State Department guidance issued 
in May 2020. The figures exclude tankers tracked 
to government-controlled shipping entities such 
as Russia’s Sovcomflot, or Iran’s National Iranian 
Tanker Co, and those already sanctioned. 
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MARKETS

Russian LNG shadow fleet will not hurt wider 
market growth
FLEX LNG chief executive Oystein Kalleklev has 
brushed aside concerns about a hit to LNG shipping 
from the growth of a parallel shadow fleet serving 
Russia.

More secondhand LNG carriers have been sold to 
obscure companies in the UAE in recent months 
as Russia builds a fleet to move its Arctic LNG to 
market, in the same way it created parallel fleets for 
crude oil and products.

On Wednesday, Kalleklev told an earnings call 
the shadow fleet growth was expected, and that 
“the Russians will also find buyers for these LNG 
volumes”.

He said a wave of older, less-efficient LNG ]carriers 
were soon to come off the 20- to 25-year legacy 
contracts for which they were built.

Some of these would go into the Russian trade, and 
their rates were much lower than those for more 
advanced, modern ships, he said. 

But he added they would also be replacing Arc7 
ice-class LNG carriers that could not be delivered to 
Russia because of Western sanctions.

“It doesn’t really affect the net fleet growth 
because some ships are not being delivered,” 
Kalleklev said.

He added: “Most serious actors will not be in that 
trade.”

Kalleklev said an LNG shadow fleet would be an 
environmental “time bomb” because of the risk of 
oil spills or sinking of older ships with questionable 
insurance.

But the risk from LNG was not as bad as that of 
crude or petroleum tankers, because LNG would 
heat up and evaporate as methane in an accident, 
rather than washing up on beaches.

Kalleklev said most of the old LNG vessels would 
be unable to find new contracts as owners sought to 
renew fleets with more efficient tonnage.

Flex LNG’s net income fell 34%, to $21.8m, in the 
second quarter of 2024 because of a seasonal dip in 
the market and drydocking reducing operating days. 
Time charter rates fell 5% compared with 1Q24, to 
$72,385 a day. Revenue fell 6% to $84.7m.

Kalleklev said more LNG cargoes from the US 
would head to Asia, helping tonne-mile demand, as 
European prices dropped.

European imports fell by 20% to 54m tonnes in 
the first half of 2024 on lower demand from gas-
powered industry and strong renewable output. In 
the same period, US LNG exports to Europe jumped 
by 64%, to 15m tonnes.

Hapag-Lloyd sees stronger third quarter, but 
warns on US port strike
THE good news for container shipping, courtesy of 
Germany’s Hapag-Lloyd: the second quarter was 
stronger than the first and the third quarter looks 
stronger than the second. The bad news: there’s no 
visibility on what happens after that.

The big question now is how carriers will fare in the 
fourth quarter, which could partly hinge on whether 
the International Longshoremens’ Association, 
which represents dockworkers on the US east and 
Gulf coasts, goes on strike on October 1.

“We expect a strong third quarter — definitely 

stronger than the second — then we’ll have to see 
what happens in the remainder of the year,” said 
Hapag-Lloyd chief executive Rolf Habben Jansen on 
Wednesday’s conference call with analysts.

“There was unexpectedly strong demand in May 
and June,” he said. Chief financial officer Mark 
Frese noted that due to the time lag for revenue 
recognition, the May-June surge will drive results in 
3Q24.

Asked about a possible ILA work stoppage in 
4Q24, Habben Jansen said: “If you had asked me 
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in January, I would have said I’m not so worried. 
Right now, when you look at the rhetoric out there, 
unfortunately, the chances there will be a disruption 
have definitely gone up. The risk has gone up 
significantly.

“I think that’s one of the reasons you have seen 
customers frontloading volume. Because if they start 
worrying about it today, they are too late. There’s 
nothing they can do anymore.

“If you had anticipated this, you should have acted 
in the first quarter and been shipping in the second 
quarter, and maybe that is we saw very strong 
demand, particularly into the US east coast, since 
May.”

Average rates rise 5% quarter on quarter
On Wednesday, Hapag-Lloyd reported net income 
of $467m for 2Q24. That was down 58% year on 
year — a comparison distorted by the tail end of the 
pandemic boom — but up 45% versus 1Q24, as Red 
Sea diversions hiked rates sequentially.

The company reported an average rate (including 
spot and contract) of $2,844 per feu, up 5% quarter 
on quarter and up 19% from the post-pandemic 
nadir in 4Q23.

Hapag-Lloyd said gains were caused by spot rates 
on Asia-origin cargoes that peaked in July, with 
contract rates in all lanes and spot rates in non-Asia-
origin trades “remaining moderate”. Habben Jansen 
noted that contract rates in Asia-origin trades “are 
very far below where spot rates are today”.

On the volume front, Hapag-Lloyd transported 
3,060,000 teu in 2Q24, up 5% year on year.

Gains were primarily driven by the transpacific, 
up 21% year on year, with smaller gains in the 
transatlantic and Latin American lanes, while Asia-
Europe volume was flat (down 1%) year on year due 
to longer transit times around the Cape of Good 
Hope.

Wide guidance range points to highly 
uncertain 4Q24
Hapag-Lloyd did not upgrade its latest full-year 
guidance, issued on July 9. That guidance calls 
for full-year earnings before interest and taxes of 
$1.3bn-$2.4bn.

First-half ebit came in at $879m. The midpoint of 
Hapag-Lloyd’s guidance implies the second half will 
be moderately stronger, with ebit of $971m.

Hapag-Lloyd already has high visibility on results in 
3Q24 given the time lag in revenue recognition. The 
fact that it has did not tighten its July 9 guidance 
and maintained such a wide range — of $1.1bn — 
underscores how uncertain it is in its 4Q24 outlook.

According to Deutsche Bank analyst Andy Chu, “We 
expect 3Q24 to be strong and the peak quarter for 
the year. The big question is around 4Q24 and how 
that will set the tone for 2025. We think that supply 
is easing and demand is not picking up after an early 
peak season and expect freight rates to fall.”

Jefferies analyst Omar Nokta said, “Although 
peak season volumes appear to be slowing, there 
continues to be a high degree of supply-side 
tightness due to ongoing Red Sea rerouting and the 
growing risk of a US east coast workers stoppage.”

Port of LA sees ‘blockbuster’ cargo volumes 
as container dwell time grows
CONTAINER dwell times in the port of Los Angeles 
are rising as the port contends with “blockbuster” 
cargo volumes setting all-time records.

The port handled a July record of 939,597 teu in the 
past month, with imports crossing the 500,000 teu 
mark for only the fourth time in the port’s history.

The increased volumes are beginning to stress the 
fluidity of container movements in and out of the 
port, although executive director Gene Seroka said 
the strain was manageable.

Dwell time for on-dock rail containers has moved 
up “too high” at over six days, whereas it should be 
between two and four days, Seroka said during a 
monthly press conference on Tuesday. About a third 
of Los Angeles’ cargo moves by rail.

There were also 7,900 rail containers designated for 
on-dock loading that are dwelling for nine days and 
longer at the terminals, which, according to Seroka, 
was about 1,000 too many.

“But again, these are mini-spikes, and I have seen 
this rail activity now for months move in that 
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direction about every six- to eight- weeks and then 
work itself down,” he said.

Street dwell time for 40 ft chassis has also gone up, 
Seroka acknowledged. However, he concluded that 
he does not “see anything that is a cause for alarm”.

“We have been clipping out the past three months at 
really high productivity… And I think the previous 
or historical capacity of about 1m teu per month — 
we can go through that number. We are probably at 
1.1m teu-1.2m teu just from what we have learnt over 
the past several years,” he said.

“But we will keep watching this every day.”

Disruptions fuel summer cargo surge
“Simply put, an early peak season has helped boost 
volumes here at the port of Los Angeles,” Seroka 
explained.

Aside from a strong US economy, volumes have been 
buoyed by an influx of year-end holiday cargo that 
has been coming in earlier than usual due to Red 
Sea crisis and labour uncertainty on the east and 
US Gulf coast, where a strike on October 1 is looking 
increasingly likely.

“Importers have told me that with issues in the Red 
Sea and ongoing east coast labour talks, they’re 
being extra cautious this year,” Seroka said.

“So those holiday products — think of toys, clothing, 
footwear and electronics — are arriving now to avoid 
risk later in the year. And these goods are coming at 
the same time as the more typical back to school, fall 

fashion, and holiday merchandise.”

Seroka was joined at the press conference by Paul 
Bingham, economist and data analyst at S&P Global 
Intelligence.

According to Bingham, “supply chain managers have 
been trying very hard this year to mitigate risk in 
advance by changing their operating practices”.

Other issues managers are contending with are 
potential rail and port strikes in Canada, and the 
new tariffs imposed by the Biden administration on 
Chinese goods.

“All of that has impacted the market performance 
we’ve seen this year, and the net result in terms of 
vulnerability for the east coast labour situation is to 
reduce the risk of disruption that would follow an 
actual strike,” Bingham said.

Volumes could taper off, but will remain 
strong
August volumes are expected at or above 850,000 
teu. They could taper off from there, but should 
remain strong throughout the coming months, 
Seroka said.

According to Bingham, while it was “certainly 
possible” that volumes peaked in July, they will not 
crash afterwards.

“There is still going to be strong volumes through 
the remainder peak season through October,” he 
said.

Taiwan’s top three carriers post record  
first-half profits
TAIWAN’S three largest shipping companies all 
reported soaring profits for the first half of this year, 
buoyed by high freight rates driven by disruptions 
and robust market demand.

During the period from January to June, Evergreen, 
the largest of the three, witnessed a remarkable 
surge in net profit, more than tripling year on year to 
$T46.8bn ($10.4bn), alongside a substantial growth 
in total revenue of nearly 45.3% to almost $T195bn.

In the second quarter, Evergreen showed strong 
profitability by doubling its operating profits to 
$T32.7bn compared with the first three months of 
the year.

The profit growth was attributed to a significant 
20% increase in revenue over the first quarter, with 
operating expenses rising by just 1%.

The April to June period marks the Taiwanese 
carrier’s most profitable quarter at an operating level 
since the third quarter of 2022, and far overshadows 
any previous profit outside the lockdown era, 
according to a note from Alphaliner.

As of end July, Evergreen operated 34% of its fleet 
on Asia to North America services and 37% on Asia 
to Europe.

Evergreen also said in a separate filing that it 
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would lease 223,301 containers from its subsidiary, 
Gaining Enterprise, with the estimated lease 
payment totalling approximately $369.6m.

The second-largest carrier, Yang Ming, saw even 
more substantial profit growth with its net profit 
soaring by over sixfold to nearly $T23.3bn, while 
revenue increased by 34% to $T96.4bn.

It is backed by a stronger second-quarter with an 
operating profit of $T14.1bn, marking a ninefold 
increase from a year ago.

Yang Ming attributed its “impressive profitability” 
to strong demand and increased freight rates in the 
first half of 2024, according to its interim report.

Yang Ming noted that while the shipping market 
is forecast to see a supply growth rate exceeding 
demand growth by about 7.6% in 2024, the 
Red Sea crisis has caused vessel rerouting and 
port congestion, which has absorbed part of the 
overcapacity.

However, the company pointed out growing 
uncertainty stemming from increasing inflation 

risks, signs of a slowing US economic recovery, and 
recent geopolitical tensions.

In response to the volatile shipping market, Yang 
Ming is dedicated to boosting its competitiveness 
by upgrading its fleet, which includes the decision 
to purchase two long-term chartered 11,000 teu 
vessels.

Wan Hai Lines, the smallest of the three, reported a 
net profit of $T16.2bn for the first half of this year, a 
significant turnaround from the losses of $T4.5bn a 
year ago, with revenue increasing by 31.5% year on 
year to $T65.8bn.

In the second quarter, its operating profit reached 
$T10.9bn, nearly five times higher than the first 
quarter of this year, accompanied by revenues of 
$T38.2bn.

On the same day as the earnings reports were 
released, Wan Hai revealed its first-ever methanol-
capable orders for up to 20 methanol-powered 
containerships with compatriot builder CSBC and 
South Korea’s Hyundai Samho.

Höegh Autoliners boosts contract shipping 
share as vehicle shippers seek stability
OSLO-listed vehicle carrier operator Höegh 
Autoliners is moving towards shipping more cargoes 
via long-term shipping contracts, at the expense 
of its potentially higher value, but volatile, spot 
cargoes.

Höegh Autoliners chief executive Andreas Enger 
believes that vehicle shippers are increasingly 
interested in long-term contracts following three 
years of rising freight rates because of capacity 
shortages and port congestion.

“Shippers have seen the pain of instability in their 
logistics systems during firmer markets when it 
comes to rates. 

“Customers’ appetites for longer duration contracts 
is improving, particularly for larger vehicle 
producers,” Enger said.

“Customers need to have service stability for their 
large volume flows and we see customer dialogues 
as being more supportive of long-term shipping 
contracts.”

In the past, Höegh Autoliners has allocated 40% 
of capacity on spot cargoes, with 60% for contract 
cargoes.

By the end of the second quarter, the company had 
shifted its spot cargo share in favour of contract 
shipping, with a ratio of 25% spot and 75% contract 
shipping.

At the end of 2024, Enger said that Höegh 
Autoliners has plans to boost its contract shipping 
business to 80%.

The company’s growing contract backlog has an 
average duration of 4.3 years. It signed 4.6m cu m in 
2023 at average rates of “above” $100 per cu m. 

Höegh Autoliners has a further 3.8m cu m of legacy 
contracts to be renewed. These were secured prior 
to the lockdown era, when rates were only about $50 
cu m.

“We have a clear strategy of giving up short-term 
profits from spot trades and would rather dedicate 
volume to long-term contracts — good progress has 
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been made,” said Enger on an investors call today, 
August 14.

The move to more long-term contracts appears to be 
a smart move because the vehicle carrier segment 
is expected to see market normalisation from next 
year.

A large number of pure car and truck carriers are 
set to be delivered between 2025 and 2028, which is 
expected to lead to a downturn in freight rates from 
current record highs.

The world’s fifth-largest operator of PCTCs reported 

total revenues for the second quarter of $341m 
compared with $328m in the first quarter of 2024.

Adjusted earnings before interest, tax, depreciation 
and amortisation rose to $174m, from $162m in the 
first three months of this year. 

The first of Höegh Autoliners’ much-anticipated 
multi-fuel PCTC newbuildings, named Hoegh 
Aurora (IMO: 9962677), entered service earlier this 
week. A further 11 ships in the 9,000 car capacity 
series are due to be delivered from the fourth 
quarter through to 2026.

DFDS revenue lifted by acquisition but freight 
rate pressures weigh on margins
DFDS reported a 9% lift in year-on-year revenue 
for the second quarter but falling freight rates 
owing to heavy competition weighed on profit at 
the Copenhagen-headquartered ferry and logistics 
operator.

“The second quarter turned out to be more 
challenging than expected and we consequently 
revised the earnings outlook for 2024 while 
maintaining the adjusted free cashflow outlook,” 
said DFDS chief executive Torben Carlsen.

DFDS posted second-quarter revenue of DKK7.6bn 
($1.2bn) compared with DKK6.9bn year on year. 

Earnings before interest, tax, depreciation and 
amortisation reduced to DKK1.2bn compared with 
DKK1.4bn in the second quarter of 2023.

Carlsen said that the company continued to 
protect its strategic Baltic and Channel ferry 
market positions in market environments where 
overcapacity had reduced freight rates during a 
period of limited volume growth.

Total freight volumes increased by 8.3% compared 
with the second quarter of 2023.

This was partly due to the integration of Strait of 
Gibraltar ferry operator FRS Iberia/Maroc, which 
was acquired in the first quarter.

Further growth in freight volumes was provided by 
DFDS’ Baltic Sea and Channel networks which both 
gained market share but during a period of falling 
freight rates.

DFDS said North Sea volumes were just below 
second quarter 2023 levels following a drop in 
automotive and temperature controlled trailer 
volumes to the UK.

Meanwhile, Mediterranean volumes were “overall on 
level with 2023”.

Second-quarter passenger volumes rose by 40.1% to 
1.7m compared with 2023.

The majority of this increase was provided by the 
new Strait of Gibraltar routes, with the remainder 
from its Channel UK-France routes. 

Carlsen said that DFDS’ logistics business, which 
contributed 43% of revenue, was challenged by 
market headwinds and an underperforming 
business unit.

“A large part of our logistics’ network is performing 
well in the face of a challenging market environment 
with heightened margin pressure and large shifts 
in customer flows in our Belgian and Dutch 
operations.”

He noted that in addition to market impacts, the 
logistics’ division’s second quarter result was 
lowered by the underperformance of one of its cold 
chain business units.

In its outlook for the second half of 2024, DFDS 
said that Europe’s economic growth expectations 
are subdued, with no material rebound expected for 
manufacturing volumes or general gross domestic 
product growth.
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DFDS’ positive impact from volume growth is 
expected to be offset by unfavourable market and 
cost dynamics.

“Margin pressure in transport and logistics markets 
continued through the second quarter and is 
expected to persist in the second half as the demand 

rebound is expected to be softer than previously 
expected,” noted DFDS.

The company has lowered its previous 2024 full-
year operating profit outlook to DKK1.7bn-DKK2.1bn 
from DKK2bn-DKK2.4bn.

Chinese iron ore imports continue to 
strengthen, but how long can it last?
IRON ore imports into China surpassed 700m 
tonnes in the first seven months of 2024, as the 
country continues to take advantage of lower prices.

The 713m tonnes imported from January to July 
2024 represent a 6.7% increase on the same period 
last year, which saw 668m tonnes imported.

Stockpiles continue to grow too, from 108m tonnes 
in October 2023 to more than 150m tonnes on 
August 8, according to the China Iron and Steel 
Association.

London-based shipbrokers Howe Robinson said 
in its latest interim market report that stockpiling 
amid low iron prices was keeping iron ore demand 
high, despite concerns about steel demand.

CISA data shows daily crude steel output down 
8.14% month-on-month in July and 7.64% annually.

Howe Robinson said that while steel exports remain 
strong, production could yet be cut by Chinese steel 
mills amid declining trade and weaker margins.

But Howe Robinson head of dry bulk research Bilal 
Muftuoglu said that while he was expecting iron ore 
imports to eventually decrease, the drop would not 
be “anything significant”.

He said the market could have “priced in” decreases 
in Chinese iron ore imports, looking at capesize and 
panamax rates, outside of the normal summer lull 
the sector endures.

Yet others in the market are predicting something 
rather more ominous on the horizon. Hu Wangming, 
chairman of China Baowu Steel Group, the world’s 
largest steel producer,  told staff in a half-year 
meeting that conditions in China’s steel sector would 
be like a “harsh winter” and “longer, colder and 
more difficult to endure than expected”, Bloomberg 
reported.

The Chinese economy grew by 4.7% in the second 
quarter of 2024, missing the government target of 
5%. Chinese cement imports neared zero in the first 
half of 2024, Howe Robinson said, which combined 
with growing steel exports implies “the real estate 
market continues to stagnate”.

Muftuoglu said he would be keeping a close eye on 
any stimulus measures to negate what he called 
“disappointing manufacturing indices”.

Any activity by the Chinese government would play 
well to the dry bulk sector, but the third plenum (a 
meeting of the Central Committee) did not yield 
“any exciting measures”, he said.

IN OTHER NEWS  

Singapore HSFO sales hit seven-
month high in July
SINGAPORE bunker sales rose in 
July from a year earlier, as high-
sulphur fuel oil demand remained 
firm, while liquefied natural gas 
bunkering kept its momentum 
to exceed 40,000 tonnes for the 
third consecutive month.

Total bunker sales rose by 3% on 
the year to 4.67m tonnes in July, 
rebounding on the past month’s 
4.27m tonnes, the lowest in 
2024, according to data from the 
Maritime and Port Authority of 
Singapore.

The biggest annual increase 

came in HSFO demand, as sales 
of the 3.5% sulphur product 
jumped by 20% to 1.78m tonnes 
last month, marking the highest 
volume since December 2023.
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CHN Energy Shipping brings in new 
chairman amid fleet growth push
CHN Energy Shipping has 
installed a former railway boss at 
its helm as the company ramps 
up efforts in fleet expansion.

Zhang Zhiwen, the newly 
appointed chairman of the dry 
bulker business, was previously 
chair of Xinshuo Railways. Both 
firms are subsidiaries of state-
owned CHN Energy Investment 
Group, China’s largest coal mining 
and thermal power company.

The appointment comes as CHN 
Energy Shipping has been active 
in boosting its capacity through 
both vessel purchases and 
newbuilding orders.

Two seafarers killed in accident 
involving offshore service vessel in 
Malaysia 
TWO seafarers have been killed 
in an explosion on board an 
offshore service vessel near 
Bintulu, Malaysia.

Owner Icon Offshore Group 
confirmed only this week that 
the incident occurred on August 
2 at 2230 hrs. It said the delay in 
releasing information was due 
to Icon “working closely with our 
client and the relevant authorities 
to ensure all information was 
accurate and appropriately 
handled”.

Bintulu Police superintendent 
Nixon Joshua Ali said the deaths 
were caused by an explosion 

on board Icon Amara (IMO: 
9653109), Malaysian newspaper 
New Straits Times reported. 

Walmart launches ocean shipping 
service
US RETAIL giant Walmart has 
launched a shipping service for 
sellers to get their goods in front 
of US consumers.

The US-based company will ship 
Chinese-sourced goods from the 
ports of Yantian, Shanghai and 
Ningbo to Walmart fulfilment 
centres in the US.

Customers will have to ship full 
container loads, and will have the 
option to use Walmart’s customs 
broker for clearance support. 

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

 
Please contact: marketingservices@lloydslistintelligence.com

Classified notices follow
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JUDICIAL SALE 

"SOUTH" 

 

On Monday 16 September 2024 at 13:00 hours, by enforced sale in a session of the Rotterdam court, Rotterdam 

location at the address Wilhelminaplein 100-125 in Rotterdam, The Netherlands, the following tug with IMO 

number 9434864, to the best of Seller’s knowledge not registered in any ship register, will be sold  

S O U T H  
(hereinafter: "the Vessel") 

The sale will take place at the request of Bogenda Repair B.V., with its registered office in Zuidland,  

The Netherlands and actual place of business in Ridderkerk, The Netherlands (hereinafter: "Seller").  

Seller has in this matter chosen domicile in Rotterdam (The Netherlands) at the offices of Wybenga advocaten, 

Schiedamsedijk 46, of which offices attorney-at-law Mrs. D.R.J.M. van Luyken and attorney-at-law  

Mr. R.J. Wybenga act as the counsels of Seller. 

The owner of the Vessel is Dinaskque Ventures Limited, with offices at Trident Trust Company (Seychelles) 

Limited, Trident Chambers, Capital City Building, PO Box 1388, in Victoria, Mahé, at the Republic of Seychelles, 

without any known office or residence in The Netherlands. 

The sale will take place by virtue of the engrossment of a judgment of the Rotterdam court, dated 3 August 2022. 

The enforced sale takes place for the recovery of EUR 161,070.68 for repair works that remained unpaid, to be 

increased with interest and costs. 

Technical data of the Vessel: tug, built in 2008 in Malaysia on the yard of Kian Juan Dockyard Sdn. Bhd - two 

decks - dimensions 28.03 x 8.69 x 4.11 - 259 tons gross register - propulsion by two Cummins engines, type 

KTA38M2, 883 kW per motor.  

This description is provided without guaranteeing the correctness or completeness thereof. The Vessel is 

presently located at Ringdijk 396, Ridderkerk, The Netherlands. The Vessel will be sold "as is where is". 

The Vessel will be sold to the highest bidder in a Dutch auction. The conditions of sale have been or will be filed 

at the office of the clerk of the Rotterdam court. 

Further information and the conditions of sale may be obtained from Mrs. D.R.J.M. van Luyken and  

Mr. R.J. Wybenga, telephone +31 10 214 00 00, email: vanluyken@wybenga-advocaten.nl and 

wybenga@wybenga-advocaten.nl. 
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JUDICIAL SALE 

"WEST" 

 

On Monday 16 September 2024 at 13:30 hours, by enforced sale in a session of the Rotterdam court, Rotterdam 

location at the address Wilhelminaplein 100-125 in Rotterdam, The Netherlands, the following tug with IMO 

number 9434876, to the best of Seller’s knowledge not registered in any ship register, will be sold  

W E S T  
(hereinafter: "the Vessel") 

The sale will take place at the request of Bogenda Repair B.V., with its registered office in Zuidland,  

The Netherlands and actual place of business in Ridderkerk, The Netherlands (hereinafter: "Seller").  

Seller has in this matter chosen domicile in Rotterdam (The Netherlands) at the offices of Wybenga advocaten, 

Schiedamsedijk 46, of which offices attorney-at-law Mrs. D.R.J.M. van Luyken and attorney-at-law  

Mr. R.J. Wybenga act as the counsels of Seller. 

The owner of the Vessel is Akeore Ventures Limited, with offices at Trident Trust Company (Seychelles) Limited, 

Trident Chambers, Capital City Building, PO Box 1388, in Victoria, Mahé, at the Republic of Seychelles, without 

any known office or residence in The Netherlands. 

The sale will take place by virtue of the engrossment of a judgment of the Rotterdam court, dated 3 August 2022. 

The enforced sale takes place for the recovery of EUR 151,628.04 for repair works that remained unpaid, to be 

increased with interest and costs. 

Technical data of the Vessel: tug, built in 2008 in Malaysia on the yard of Kian Juan Dockyard Sdn. Bhd - two 

decks - dimensions 27.73 x 8.60 x 4.11  - 259 tons gross register - propulsion by two Cummins engines, type 

KTA38M2, 883 kW per motor.  

This description is provided without guaranteeing the correctness or completeness thereof. The Vessel is 

presently located at Ringdijk 396, Ridderkerk, The Netherlands. The Vessel will be sold "as is where is". 

The Vessel will be sold to the highest bidder in a Dutch auction. The conditions of sale have been or will be filed 

at the office of the clerk of the Rotterdam court. 

Further information and the conditions of sale may be obtained from Mrs. D.R.J.M. van Luyken and  

Mr. R.J. Wybenga, telephone +31 10 214 00 00, email: vanluyken@wybenga-advocaten.nl and 

wybenga@wybenga-advocaten.nl. 
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PUBLIC AUCTION 

Sale of YACHT “S/Y NOSTROMO” in Sri Lanka 
 

Pursuant to the order of the High Court of the Republic of Sri Lanka, Holden in Colombo, in 
the Exercise of it’s Admiralty jurisdiction in action in Rem No.09/2022, Yacht “S/Y 
NOSTROMO” will be sold in it’s existing state/condition by public auction on 05th September 
2024 at 02.00 p.m. at the premises of the Commercial High Court of Colombo Hall No. 03 
situated at Hulftsdorp Street, Colombo 12, Sri Lanka. 

Name    : S/Y NOSTROMO     

Year Built    : 1951 and re-built 2013  

LOA/Extreme Breadth : 29 m/ 6.3 m 

Hull     : Steel  

GT/NT    : 100/80 

 
(The specifications and available information cannot be guaranteed as accurate.) 

 

For further information, the interested parties may refer the website 
  

www.dgshipping.gov.lk 
 
Address: Marshall of the Commercial High Court of Colombo, 

Merchant Shipping Secretariat, 
No.79, Technical Junction,  
Maradana Road,  
Colombo 10,  
Sri Lanka. 

 
Tel   - +94 112105700/ +9411 2435127 
Fax    - +9411 2430277 
Website  - www.dgshipping.gov.lk 
Email        - dmsmos@sltnet.lk 
 
 


