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Industry leaders call for 
collaboration but the cracks 
are starting to show

REGULATION alone will not decarbonise shipping, warned the 
International Maritime Organization secretary-general 
Arsenio Dominguez.

Cross-sector collaboration and compromise would be required, he 
stressed, as he joined more than 300 industry leaders in Tokyo on 
Tuesday for the start of the Global Maritime Forum, an annual 
gathering of industry first movers intent on developing “actionable 
solutions to the challenges facing the industry”.

Dominguez assured delegates that the IMO would deliver climate 
regulation next year. But his core message, that progress requires 
action from stakeholders across the maritime value chain, not just 
governments, set the tone for the influential event.

Now in its seventh year, the progressive pitch of the GMF continues to 
focus on catalysing zero-carbon sustainability programmes via 
collaborative cross-sectoral programmes, and despite acknowledging 
the difficult geopolitical and commercial headwinds it is facing, the 
opening session remained resolutely optimistic on stage.

Off stage, however, the tone of conversation among the industry 
executives who have collectively championed much of the industry’s 
first mover initiatives and pilot projects, has become noticeably 
more circumspect.
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There are also growing concerns among some 
attendees that the focus of discussions remains firmly 
fixed on future fuel supply and decisions yet to be 
taken, but even basic efficiency measures for ships are 
still routinely stalling as collaborative intentions rub 
up against increasingly difficult commercial realities.

“We can all see the disruptive forces at play, not just in 
shipping, but across all sectors,” acknowledged 
GMF president Jan Dieleman as he opened the 
three-day event.

“But it’s our task make courageous and bold decisions 
in a time of strong currents of change,” 
he urged the gathered CEOs.

Such sentiments generally earn enthusiastic applause 
from the GMF set and Tuesday’s opening panel debate 
was no different, but the conversations on the sidelines 
of the event afterwards suggest that the difficult detail 
of the progress promised at previous editions of this 
gathering remain stubbornly unresolved.

“This push towards the ultimate green agenda is not 
meshing with the reality of the world and we hear 
that more and more from companies now,” said one 
prominent shipowner.

“Our shareholders want it. We all want it, but will your 
customers pay for it? No, they won’t. So, what are you 
going to do? We’re all hoping that the IMO will level 
things up, but it’s much more complex than that.”

Speaking on the opening panel, Laure Baratgin, head 
of commercial operations at Rio Tinto, said progress 
was happening, but acknowledged the fundamental 
question of who pays for the cost differential of new 
fuels and more expensive efficiency measures was 
still unresolved.

The industry was still trying to justify businesses 
cases for efficiency investments based on the cost of 
conventional fuel, rather than the more expensive 
fuels coming down the track, she said.

But she also added that too often the low-hanging 
fruit of basic efficiency investments such as advanced 
paints and coatings, shaft generators, air lubrication 
and LED lighting on board ships was still being lost 
amid commercial disputes over who pays.

Such discussions are not new and have been a 
consistent topic throughout all seven editions of 
the GMF. But the fact that the basic incentivisation 
structure of paints and coatings, described by one 
attendee as a “no-brainer” with a ridiculously short 

payback period, is still a bone of contention even 
among the self-declared progressives in the industry 
illustrates why some are becoming frustrated.

The economics of the most advanced paints do in 
theory work out for both charterer and owner, but, 
as Baratgin pointed out, the charterers do not want 
to be paying the full cost when other charterers then 
reap the benefit. Owners meanwhile complain that 
charterers are not being realistic when it comes to 
investment discussions.

“It’s about splitting the bill equitably, I will not pay for 
others,” Baratgin told Lloyd’s List.

One of the issues that still happens within the big 
shipping companies is that the chartering department 
performance metrics are often not aligned with the 
overall objective set out by management.

“None of this is insurmountable and it should have 
been resolved years ago, but here we are in 2024 still 
talking about it,” said one senior lawyer who has this 
year acted for “too many” clients where agreements 
have ending up missing basic efficiencies over 
misaligned incentives.

“These are the simple things and we’ve still not 
cracked it,” complained one energy insider who agreed 
that such discussions were too often overlooked as the 
“unsexy” detail of the decarbonisation discussion.

“I don’t know why we’re still talking about the balance 
of power between charterer and owner. This stuff 
should be part of a standard charter agreement and 
the energy-saving devices should be standard in all 
yards, but they are not.”

“This is now the seventh time that we have gathered 
the sector’s most influential people to find solutions 
and you might ask, well, why haven’t you sorted all the 
problems just yet? And I cannot disagree with that,” 
acknowledged Dieleman in his opening address.

“But I think that we have come a long way and let’s not 
forget that the problems we were discussing in 2018 
looked a lot different then compared to where we 
are today.

“Today, the industry agrees that we must fully 
decarbonise shipping, which was not the case then. 
We have made progress and all these developments 
teach us one thing: that change happens through 
small steps taken by many.”
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WHAT TO WATCH 

Norwegian insurer of exploding Iran-trading LPG 
gas carrier says not liable as premium unpaid
RO MARINE, the Norwegian marine insurer that 
issued the Blue Card for the Iran-trading Captain 
Nikolas (IMO: 9008108) that exploded and was 
damaged by fire off Bangladesh, said the gas carrier 
was not covered, and that it is not liable for 
any claim.

“The owners failed to settle the premium,” the 
marine insurer said in an emailed statement to 
Lloyd’s List.

“Do not know if they placed that (the business) 
elsewhere but they did not report a claim to 
us anyway.”

The website of Ro Marine still listed the 32-year-old 
Tanzania-flagged liquefied petroleum gas carrier as 
having a valid Blue Card on October 15.

A fire erupted on Captain Nikolas, while it was off 
Kutubdia, Bangladesh on October 13 and engaged 
in a ship-to-ship transfer of its cargo of Iran-origin 
LPG cargo with B-LPG Sophia (IMO: 9175846).

Thirty-one people were rescued.

The casualty has prompted calls from the LPG 
Operators Association in Bangladesh to curb the 
“illegal importation” of Iranian propane and butane, 
according to local media reports, and focused 
attention on the substandard condition of elderly 
ships that ply sanctioned trades. 

Captain Nikolas is one of at least 15 LPG carriers 
linked to a network of Iran-trading LPG shipments 
with its anonymous owners hidden behind a series 
of shelf companies and front people worldwide. 
The fleet is notorious for the number of seafarer 

abandonment cases and non-payment of wages 
claims lodged against them and reported to the 
International Transport Workers’ Federation.

The gas carrier reflagged to Tanzania just four weeks 
before the casualty after being deflagged by Cook 
Islands in September, and Panama seven months 
before that.

A representative from the flag registry from Nauru 
told Lloyd’s List in August that it had rejected an 
application from the vessel and another two Iran-
trading LPG gas carriers to flag in the republic.

Ro Marine is a fixed premium marine insurance 
provider that has emerged as a provider of P&I cover 
for tankers and gas carriers that later turn out to be 
involved in Iranian and Russian trades.

The company said it always cancels cover if a ship 
is sanctioned or is found to be shipping sanctioned 
cargo and has removed more than 30 tankers from 
its books in 2024 as a result.

Ro Marine also confirmed it had cancelled cover 
from Anhona (IMO: 9354521) a Belize-flagged 
product tanker designated on October 11 for 
breaching US sanctions on Iran by the Office of 
Foreign Assets Control.

Its website lists that it provides P&I cover for 
Danuta I (IMO: 9193721), Gas Vision (IMO: 
9115303), Nexo (IMO: 9014456) and Niba (IMO: 
9046784) which are all gas carriers tracked shipping 
Iranian LPG, according to data collated by Lloyd’s 
List from a London-based commodities data 
analytics provider and Lloyd’s List Intelligence.

UK-incorporated marine insurer claiming 
government backing issued Blue Cards for 
sanctioned Iranian trading tankers
A UK-incorporated marine insurer, which claims it has 
the backing of the “Central Government” has emerged 
as the provider of protection and indemnity insurance 
to three Iran-trading, San Marino-flagged tankers that 
were sanctioned by the US government last Friday.

The Pacific Maritime Club Limited provided the Blue 
Cards for three elderly, very large crude carriers Dimitra 
II (IMO: 9208215), Salvia (IMO: 9297319) and Wen Yao 
(IMO: 9288095), according to the San Marino registry. 
The tankers have an average age of 21 years.
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Blue Cards are international certificates issued 
by a marine insurer verifying P&I insurance is in 
place, and that the marine insurer is liable for costs 
relating to pollution and oil spills, collisions and 
crew injuries.

The company’s chairman, director and holder of 
100% of shares was 55-year-old Iran-born Behzad 
Roshani, who resided in Türkiye, according to UK 
Companies House filings.

Roshani first incorporated the company in 
September 2020 but never filed anything, with the 
company struck off in February 2022, Companies 
House documents show. He then incorporated 
another company of the same name on July 2022.

“The Club is fully reinsured by Central Insurance, 
which is a state run organisation fully supported by 
the Government,” according to its website, which 
was provided by the San Marino registry for 
the club.

The blurb appears to have been copied and pasted 
from the website for Qita MC P&I Club, which stood 
for the Institute of Qeshm International Trust 
Alliance Mutual Club, that has a contact number 
with a Türkiye prefix. That number could not 
be reached.

The Pacific Maritime Club is noted as an approved 
P&I provider by several registries, according to 
investigations by Lloyd’s List, including Palau, 
Comoros, Togo, Panama, Barbados and Guinea-
Bissau. It does not show as an approved provider for 
St Kitts and Nevis or Liberia.

Neither is the marine insurer among the 12 clubs in 
the International Group of P&I clubs that cover 86% 
of the internationally trading global fleet.

The emergence of fixed premium providers like the 
Pacific Marine Club is now a widespread safety and 
environmental concern for coastal states in busy 
maritime chokepoints through which elderly tankers 
carrying sanctioned oil sail.

Whether they could meet any liabilities in the event 
of an accident or spill is uncertain and recently 
raised by governments in the UK and US as 
something marine service providers need to be 
more aware.

The three sanctioned VLCCs insured by The Pacific 
Maritime Club were among 22 tankers and one 
liquefied petroleum carrier designated by the US 

Treasury department’s Office of Foreign Asset 
Control for shipping Iranian crude or LPG, on 
October 11.

The website for the club provides at address at 
71-75 Shelton Street, Covent Garden in London, an 
address for Quality Company Formations, which 
provides business incorporation services and 
addresses. This is the same address provided to 
Companies House. The UK mobile phone number on 
the website was not working when Lloyd’s List called 
it three times on October 15.

All tankers insured by The Pacific Maritime Club 
were part of the 668 tankers of the so-called dark 
fleet* shipping Western-sanctioned Russian oil or 
US-sanctioned Iranian or Venezuelan oil.

Alongside these sanctioned San Marino-flagged 
vessels were tankers flagged with Panama, Malaysia, 
Barbados, Belize, Cameroon, Eswatini, Liberia, Sao 
Tome and Principe, and St Kitts and Nevis according 
to Lloyd’s List Intelligence data.

One of the other sanctioned tankers, Belize-flagged 
product tanker Anhona (IMO: 9354521) was insured 
by Norway’s Ro Marine. The company, based in 
Oslo and with offices at the Norwegian Shipowners’ 
Association building, according to its website, said it 
cancels cover for all sanctioned ships.

A number of fixed premium providers identified 
by Lloyd’s List are providing Blue Cards for dark 
fleet shipping which liability is uncertain. East of 
England P&I Association, whose website domain 
was tracked to a GoDaddy website in Bulgaria, 
removed claims on its website that it had backing of 
Lloyd’s of London.

Others including Maritime Mutual Insurance 
Association (NZ), which is backed by Lloyd’s, have 
issued Blue Cards for tankers engaged in Iranian 
trades. Maritime Mutual issued the Blue Card for 
Ceres 1 (IMO: 9444807), which has been solely 
engaged in shipping Iranian oil for at least three 
years, and was involved in a casualty with Hafnia 
Nile (IMO: 9766217) in July.

Maritime Mutual has declined emailed and phone 
requests to supply a street address for its office 
in London via its subsidiary Maritime Pacific 
Insurance Services Ltd. The company does not 
have an office at address provided, 8 Bishopsgate, 
in the City of London, and said its is based in 
Chelmsford, Essex.
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* 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.

Temporary US strike resolution ‘driven more 
by political intervention’ than ‘traditional 
collective bargaining’
THE strike at US east and Gulf coast ports lasted 
only three days before a temporary resolution was 
reached, but dockworkers could be back to the picket 
lines on January 15.

The agreement between the International 
Longshoremen’s Association and the US Maritime 
Alliance (USMX) covered a tentative 61.5% pay raise 
but left out other thorny issues like automation. The 
two sides have three months to come to terms on 
the rest.

The suspension of the strike on October 3 “was 
driven more by political intervention than it was 
by a traditional collective-bargaining process”, 
said Bud Darr, Mediterranean Shipping Company 
Group’s executive vice-president for maritime policy 
and government affairs, at the NY Navy League’s 
Maritime Security Conference last week.

MSC is a key member of USMX.

“It is a temporary solution, and the dynamics around 
that may very well change a bit after the election,” 
he cautioned.

The gaps between the two sides are still wide. 
According to Darr: “Some of the most challenging 
issues of that particular collective-bargaining 
process remain to be resolved and are a long 
way apart.”

“This is a negotiation that has been going on for 18 
to 24 months, and it wasn’t until June that there 
really was a recognition that it wasn’t going to be as 
successful as all the other [contract negotiations on 
the US east and Gulf coasts] have been,” he said.

Talks between the ILA and USMX broke down in 
June when the union withdrew from negotiations, 
citing automation issues at the port of Mobile, 
Alabama, and blaming Maersk for violating the 
current contract. It was a stark reversal compared 

with just a month prior, when the parties signalled 
the talks were progressing smoothly.

Darr said the employers were “anxious” to bargain 
but also “conscientious that large costs have been 
added into our cost basis”.

“We want to compromise. We want to get a 
permanent deal on January 15 that will satisfy 
everyone well enough,” he said.

However, “we would all be well-served to not let our 
guard down and be prepared” in case talks break 
down again and the strike resumes.

Strike after-effects still linger

The queues of containerships waiting off US east and 
Gulf coast ports have decreased significantly since 
the strike, but the backlog is still there.

During the last day of the strike, October 3, 
there were 49 containerships waiting offshore, 
according to vessel-position data from Lloyd’s List 
Intelligence’s Seasearcher. As of Monday morning, 
Seasearcher showed 16 containerships waiting: 
seven off Savannah, four each off Houston and New 
York/New Jersey, and one off Charleston.

“Congestion remains serious at Savannah…but other 
main east coast ports are already working their way 
through the vessel backlog from the three-day strike 
and recent weather delays,” said Linerlytica on Monday.

“The total vessel capacity waiting at US east coast 
anchorages has dropped to 150,000 teu from the 
peak of 450,000 teu, with further improvements 
expected in the coming week,” Linerlytica added.

According to Hapag-Lloyd, waiting times for berths 
in New York/New Jersey are up two days at APM 
Terminals, one day at Maher Terminals and up to 
four days at Port Liberty Terminal Bayonne.
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Hapag-Lloyd said vessel waiting times are up to 
two days at Norfolk in Virginia, up to three days at 
Wando Welch Terminal in Charleston and one day 
at North Charleston Terminal, and one day each at 
Barbours Cut and Bayport Container Terminal 
in Houston.

Maersk and MSC, which are partners in the 2M 
alliance for a few more weeks, both reported that 
they are “currently facing delays and operational 
constraints affecting performance of our services on 
the Asia-to-US east coast trade”.

As a result, the 2M partners have pushed back the 
schedule of Maersk Sydney (IMO: 9289958) by one 
week, to week 44 (October 28-November 3); blanked 
the sailings of the MSC Texas (IMO: 9318058) and 
MSC Bridgeport (IMO: 9243409) in week 44; and 
pushed by the schedule of MSC Long Beach (IMO: 
9327803) by one week to week 46 (November 11-17).

Strike-induced congestion should be a positive 
for spot rates, but the upside is not yet clear in the 
indexes. The Asia-US indexes are dropping more 
slowly than Asia-Europe indexes — and could be 
stabilising — but they’re still falling.

The Shanghai Containerised Freight Index (SCFI) 
for the Shanghai-US east coast route dropped just 
1.3% in the week ending Friday versus the prior 
week, to $5,554 per feu. The SCFI Shanghai-US west 
coast index fell 2.5% week on week, to $4,730 
per feu.

By contrast, the SCFI Shanghai-Mediterranean 
index fell 6.8% and the Shanghai-north Europe 
index sank 9.3%.

According to Jefferies shipping analyst Omar Nokta: 
“The Asia-Europe route has remained soft…while 
other routes, especially the transpacific, appear to be 
showing some stability near term.”

ANALYSIS 

French windfall tax could hit CMA CGM
FRANCE is proposing to hit high-earning 
companies with a 9% windfall tax next year, 
followed by a further 5.5% levy in 2026, in a move 
that would cost boxship major CMA CGM hundreds 
of millions of euros.

The proposal comes after a closely-fought election 
earlier this year, in which both the two top parties 
proposed scrapping the country’s tonnage tax 
scheme, a policy strongly opposed by the Armateurs 
de France shipowner grouping.

While the latest proposals from centre-right prime 
minister Michel Barnier fall short of the demands of 
the hard left and hard right, those caught in 
the net will obviously have to consider their 
response closely.

The stipulations in Barnier’s budget would apply to 
companies with a turnover of more than €500m 
($546m).

France is running a spending deficit topping 6% of 
GDP, and Barnier is aiming to bring that down to 
under 5%. His package to do so is still subject to 
parliamentary debate and a vote, which might not 
occur until the end of the year.

In an interview with business daily Les Echos, CMA 
CGM chief financial officer Ramon Fernandez said 
the plan would cost his company some €800m over 
the two years.

Armateurs de France has previously raised the 
possibility of hundreds of vessels quitting the 
French flag if unfavourable tax policies, which they 
argue would put them at a disadvantage to their 
peers in other EU member states, were adopted. 

There is also the argument that the French flag comes 
with employment rights and social contributions 
that are heavier than on many other flags, which will 
incentivise switchers whatever happens.

Neither AdF nor CMA CGM immediately responded 
to a request for comment.

Under the tonnage tax regime — which is used by 
around 60 French shipping companies — owners are 
not taxed on actual profits, but pay a nominal rate 
based on the net tonnage of their fleet.

Effectively, this represents a fixed fee calculated on 
the volume of cargo a given vessel can transport, 
providing a degree of insulation from the volatility 
of industry cycles.
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The scheme’s introduction has significantly boosted 
the number of ships using the flag, from 313 in 2017 
to 421 in 2023. On some estimates, it saved French 
shipowners around €9bn between 2020 and 2023, 
compared with standard corporate tax rates.

The industry counters that the period was entirely 
atypical, due to abnormal profits arising in the wake 
of the pandemic, and that the saving is a relatively 
limited €50m or so in an average year.

“This is, of course, not a new debate, as the issue of 
tonnage tax tends to always rear its head in years where 
shipping lines make very large profits and consequently 
have very low tax rates,” said container shipping analyst 
Lars Jensen of Vespucci Maritime in a post on LinkedIn.

“It doesn’t usually pop up in periods where shipping 
lines lose money yet still have to pay tonnage tax.”

Jensen highlighted the possibility that other 
countries may follow the French lead if this trend 
proves a successful money maker.

“The reality is that the playing field in shipping has 
never been even, and the tonnage tax is just another 
one of those elements keeping the board skewed.

“But the question is how much it should change in 
order for substantial shipping interests to move part 
of their activities to other locations.”

Structurally speaking, French shipping is dominated 
by Marseilles-based CMA CGM and V.Ships, 
followed by Louis Dreyfus Armateurs and Bourbon 
in the middleweight bracket, and 50 or so 
smaller outfits.

Federal tug rules unnecessary at US ports 
after Baltimore, lawyers argue
FEDERAL rules governing the use of tugs when 
entering or leaving US ports are unnecessary and 
would only result in extra delay and expense, 
according to local shipping lawyers.

The issue is being debated in the US media in the 
wake of the major casualty in Baltimore in March of 
this year, when a boxship hit the pier of the Francis 
Scott Key Bridge, bringing the structure down.

The incident resulted in insurance claims already 
running above $2bn, with litigation expected to drag 
on for years.

Jennifer Carpenter, president of tug and barge trade 
association American Waterways Operators, has 
said she expects regulators to look closely at whether 
tighter escort requirements are needed.

Seafarers’ International Union president David 
Heindel said he found it hard to believe the vessel was 
not under tow at the time, and he expects Baltimore to 
introduce such requirements unilaterally.

At present, each US port sets its own rules 
unilaterally. Use of tugs can add tens of thousands 
of dollars per call to carriers’ costs — and many are 
aware of the risk of losing business to nearby ports if 
this is made mandatory.

Reed Smith transport lawyers Han Deng and Alice 
Colarossi said Baltimore typically required ships to 
have a pilot on board when navigating through the 

harbour and approaching or leaving the port. 

The pilots or the ship’s operator can request extra 
tug services if they have any safety concerns.

The port also requires tugs to assist ships in and 
out, but does not require extended escorts into the 
channel or further into the bay. 

Tug escorts are only required in Baltimore for 
specific cargo types, like oil or liquefied natural gas, 
and for docking and undocking operations of larger 
ships with limited manoeuvrability. 

In this year’s casualty, two pilots were temporarily 
in charge of navigating the Singapore-flagged 
containership Dali (IMO: 9697428) on its exit from 
the port of Baltimore. 

Two tugboats also initially guided the ship out of 
the dock and then left the vessel when it was safely 
inside the channel, 20 minutes before the allision. 

“The incident raises questions about safety measures 
for large ships passing under bridges, including 
whether additional tug escorts could prevent such 
accidents,” said Deng and Colarossi.

“The rules currently vary depending on the port 
and state. There are currently no harmonised tug 
escort requirements at the US federal level, except 
in certain safety zones and for certain tankers. This 
could change.”
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An impending report from the National 
Transportation Safety Board could address the 
feasibility and potential benefits of towboat escorts 
in preventing similar incidents, they added.

John Woods, partner at the New York office of Clyde 
& Co, said the bridge had been in place for nearly 50 
years, and its collapse was largely down to chance.

NTSB investigations detail that power was lost at 
three ship lengths away from the structure, just 
minutes before impact.

“What are the odds of that happening again, where 
the power goes out right as wind and tide drift the 
vessel into the pier? It was something of a one-off.

“That doesn’t mean they won’t look at tug escorts 
for some of the more vulnerable bridges, such as 
the Verrazzano Narrows Bridge [in New York] and 
maybe the Golden Gate Bridge in San Francisco.

“Hundreds of thousands of vessels have transited 
beneath both since they were built, without incident.

“But there is a tide of popular opinion there that 
may carry the day. Here domestically in the US, we 
still take our shoes off before we go through metal 
detectors at airports because 18 years ago somebody 
put some flammable material in the sole of their 
shoes to try to take an airplane down.

“Politicians don’t know enough about this to know 
whether it’s a good idea or not. Some may get behind 
it if they think there are some votes in it.”

Bid to hike liability limits for non-US owners 
unlikely to make statute books
A BILL designed to hike liability limits in the US 10 
times for foreign vessels is unlikely to make it on to 
the statute books, according to legal sources.

The draft legislation from congressional Democrats 
John Garamendi of California and Hank Johnson 
of Georgia comes after the incident in Baltimore 
last March, in which a bridge spanning the harbour 
collapsed after being hit by a boxship.

Crucially, the measure is expressly intended have 
retrospective application, which would have major 
implications for the owners and managers of 
Singapore-flagged Dali (IMO: 9697428), the vessel 
involved in the casualty, and their insurers.

But more broadly, it would represent an increased 
risk for owners of non-US flagged tonnage whose 
ships call in US ports.

The higher threshold would apply exclusively to 
foreign flag ships, which now make up the majority 
of traffic in US ports. The threshold would remain 
unchanged for US vessels.

Garamendi and Johnson argue this differential is 
justified because US-flagged vessels are subject to 
federal or state law and inspected regularly by the 
US Coast Guard and state regulators.

Unlike most other major trading nations, 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, which caps liability 
on a formula derived from value of the hull and 
pending freight, as assessed after the accident, 
minus cost of salvage.

Many question whether this is an adequate 
framework in the era of very large crude carriers 
and 20,000 teu boxships, and the Baltimore bridge 
collapse has reopened the debate.

Dali’s owners and managers have tabled legal action 
denying any liability whatsoever.

Alternatively, they contend that should they be found 
liable, the liability should not exceed $44m, which 
is obviously nugatory in relation to the billions of 
dollars of losses resulting from the casualty.

While the consensus among lawyers is that the 
application is sound in terms of the law as it stands, 
the obvious question is whether it is politically 
tenable.

Garamendi is the most high-profile US politician to 
take an interest in shipping issues. Alongside South 
Dakota Republican Dusty Johnson, he co-sponsored 
the Ocean Shipping Reform Implementation Act, 
which carried in the House earlier this year.

The bill, which aims to limit the influence of China 
on US ports and shipping, was poorly received 
by shipping trade associations, although broadly 
welcomed by shippers and truckers.
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It still needs to carry in the Senate and then be 
signed off by the White House before passing 
into law.

Garamendi has also pushed for US-built and crewed 
vessels to carry a percentage of crude and gas 
exports to China.

“Access to America’s ports and our consumers is a 
privilege, not a right,” Garamendi argues on 
his website.

“If the foreign owners of Dali want to keep that 
privilege, they can break out their chequebooks, call 
their insurance company, and pay their fair share of 
the bridge replacement costs and compensation to 
the families of the six workers who died tragically 
that day.”

While retroactive civil statutes are expressly 
prohibited under the constitution, they are 
exceptionally possible by interpretation of the 
Supreme Court.

John Woods, a partner at the New York office of law 
firm Clyde & Co, said that while the bill had been 

introduced in the House of Representatives, it would 
still have to go through a committee stage, then win 
a majority vote in the House.

After that, a companion bill would have to be 
introduced in the Senate, where it would have to go 
through the same process.

Thereafter, a joint committee would have to be 
convened to reconcile any difference between the 
House and Senate versions of the legislation.

Finally, the unified legislation would again need a 
majority vote in both chambers.

“None of that is going to happen in this case,” Woods 
predicted. “It’s a nice stunt by a politician, but it 
hasn’t gotten any traction.

“The transportation committee is divided along 
party lines and they have much more important 
things to worry about than this bill.

“And they aren’t even in session right now on 
account of the election. They’re all out campaigning.”

FuelEU compliance taking shape as 
implementation nears
COMPLIANCE options relating to the upcoming 
FuelEU Maritime legislation are taking their final 
shape. With less than three months before the rules 
take effect, shipping companies are eyeing methods 
such as biofuel bunkering and pooling with over-
compliant ships to avoid penalties.

A vessel that burns 2,000 tonnes of conventional 
bunker fuel in 2025 in EU trading will incur 
a penalty of between €117,000 and €124,000, 
according to estimates by multiple FuelEU 
calculators.

To avoid paying this penalty, a shipping company 
will have various compliance options. The most 
popular option will be biofuel-blended bunkering, 
owing to the relatively higher availability of biodiesel 
at bunkering hubs.

A vessel burning 2,000 tonnes of conventional fuel 
in 2025 would require 89 tonnes of biodiesel to 
comply with FuelEU, according to Portugal-based 
software provider BetterSea’s calculator. That 
volume of biodiesel would cost €107,000, based on 
a biodiesel price of €1,200 per tonne, BetterSea’s 
calculation shows.

The calculation suggests biofuel bunkering would be 
a cheaper compliance option than paying a penalty.

Biofuel prices vary significantly between ports, 
depending on demand and supply. The price of a 
20% biodiesel/80% very low sulphur fuel oil blend in 
Rotterdam averaged $713 per tonne in the first half 
of 2024, while that of a 24% biodiesel/76% VLSFO 
in Spain’s Algeciras averaged $1,004 in the same 
period, according to price reporting agency Argus 
Media. A Dutch subsidy makes biodiesel cheaper in 
Dutch ports.

However, not all vessels trade at ports with 
biodiesel availability, which means they need 
to find another compliance method. BetterSea’s 
calculator suggests pooling is the cheapest method 
for compliance for a vessel burning 2,000 tonnes 
of conventional fuels, because pooling would cost 
€62,000.

Not all ships can comply with FuelEU by using 
pooling, because that method requires over-
achieving vessels to burn alternative fuels to sell 
surplus to others.
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Shipping companies with dual-fuel vessels will most 
likely prioritise pooling their non-compliant vessels 
with alternative fuel-powered ones.

“Internal pooling is a logical first step for companies 
that generate compliance surplus, and it should be 
preferred, when possible, to achieve the most cost-
efficient compliance,” said BetterSea co-founder 
Maximilian Schroer.

“It is usually the case that such companies still have 
excess compliance surplus, which they opt to sell on 
an external marketplace, thus generate additional 
revenues and obtain planning security,” Schroer 
added.

In a rare example of transparency in FuelEU 
compliance, Nordic bio-gas supplier Gasum and 
Finland-based ferry operator Wasaline announced 
they would form a FuelEU pool next year, using 
surplus compliance from Wasaline’s dual-fuel LNG 
ferry Aurora Botnia (IMO: 9878319). Gasum will 
manage the pool and supply the vessel with mass-
balanced bio-gas.

Pooling offerings

Several startups and consultancies have been 
pitching their FuelEU compliance services to 
shipping companies in the past year.

Norway-based FuelEU software provider Prosmar 
aims to act as an interface between companies that 
will make bilateral agreements and form compliance 
pools. Prosmar will charge its customers for the 
use of its platform as well as a commission on 
bilateral transactions.

The firm also aims to bring transparency to FuelEU 
compliance by providing the sector with robust price 
discovery on compliance options such as pooling.

“The prices are driven by the bid ask spread on 
the platform and therefore present an interesting 
transactional opportunity in both directions and 
a hedge on biofuel spreads,” said Prosmar chief 
executive Ali Jourabchi.

Prosmar has multiple clients committed into its 
platform with a combined dwt in the millions of 
tonnes, with most of them from dry bulk and tanker 
segments, Jourabchi said.

BetterSea also aims to act as a facilitator for external 
and internal FuelEU pools by offering end-to-end 
software.

Other firms such as Finland’s Ahti Climate will offer 
third-party FuelEU pool management. Ahti Climate 
aims to have more than 100 vessels in its FuelEU 
pool, along with dual-fuel LNG and methanol 
vessels, according to chief executive Risto-Juhani 
Kariranta.

Brussels offers reassurance on overlaps 
between ETS and IMO measure 
REASSURANCE has come from a senior European 
official that Brussels is ready to adapt its emissions 
trading scheme to take account of a global measure 
for the shipping industry once it is introduced by the 
International Maritime Organization.

Maja Bakran Marcich, deputy director general of 
the European Commission’s directorate-general for 
Mobility and Transport (DG Move) also held out 
hope that the new commission, which starts work on 
December 1, will usher in easier access to EU funds 
for supporting decarbonisation.

However, she also issued a note of urgency about the 
pace at which the IMO is creating the framework for 
a decarbonised industry.

“The issue is also to have the solutions ready sooner 
rather than later,” she told the Euromed Convention 
in Athens.

“Some things really need to start happening in the 
next few months.”

Bakran Marcich defended the EU ETS that was 
extended to emissions from shipping at the start of 
this year.

“We are there, we survived and it’s actually proving 
a good tool,” she said.

The EC was “vigorously monitoring” any negative 
fall-out from the EU ETS and had not observed 
“any carbon leakage phenomena”, a reference to 
one of critics’ main concerns about the benefits of 
the ETS.

“So far, so good,” she said, but the EC could “move 
quickly” to counter any negative consequences if 
they emerged in future.
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Bakran Marcich said that the ETS directive included 
commitments to take full account of any global 
carbon pricing mechanism for shipping that the 
IMO is now expected to agree during the next 12 
months.

“When this happens, we will review the ETS 
directive in light of the adopted measure.

“We will avoid any significant double burden,” 
she stated.

“We are really excited to reach the global measure 
and secondly to ensure coherence.”

The directive already contains a review clause and 
the EC would submit a report to the European 
Parliament within 18 months of adoption of a 
market-based measure, “certainly before it will 
become operative,” she said.

According to Bakran Marcich, the EC would 
appraise the IMO measure, its “ambition” related to 
the Paris Agreement, and its “overall environmental 
integrity” as compared with the EU ETS.

Any issue related to the “coherence” between the 
IMO measure and the ETS would also be examined.

“We have to drive regulatory certainty to encourage 
retrofitting and investment in new vessels,” she said.

The EU was already funding “a significant amount 
of potential investment” in shipping decarbonisation 
but Bakran Marcich acknowledged a recognition on 
the EC’s part that this could be more accessible.

“I am confident that the end result will be a 
simplified programme that will make it easier for 
everyone to use all these financing instruments,” 
she said.

An immediate, positive reaction to the EC 
representative’s reassurances on the EU ETS came 
from Roel Hoenders, head of Climate Action and 
Clean Air at the IMO secretariat, who spoke on the 
same panel.

“It is very encouraging to hear that commitment 
to review the EU measure once we have reached a 
pricing mechanism,” he said.

“In past two weeks we have made significant 
progress on a global regulatory framework and we 
are now working on binding measures to make that 
a reality.”

Hoenders said that he hoped the EU would provide 
some of its experience on carbon pricing to the IMO, 
although he underlined that the IMO favoured “a 
pricing mechanism that works unilaterally”.

Hoenders added that, particularly against a 
backdrop of global disruption, “we think it is 
important to continue working in the usual 
IMO spirit and continue to set ambitious global 
environmental targets”.

There was a concern that ETS revenue collection by 
the EU was to solely benefit European companies.

“It creates sentiment among countries in IMO, 
particularly in the global south,” he said. “They ask 
why [they] are paying into this but not getting any 
benefit from it,” he said.

“We want to avoid a solution where the oldest and 
most polluting ships do not end up in the part of the 
world that is facing the biggest challenges.”

Earlier, Maltese transport minister Chris Bonnet 
had urged regulators to focus on the importance 
of competitiveness and backed the IMO as the 
only body capable of creating “a level playing field 
worldwide”.

“While regional rules can serve some specific 
purposes, they have limited scope and they can 
create imbalances, harm competitiveness and 
encourage a modal shift to other more polluting 
forms of transport — or a total shift away from the 
region, in this case away from Europe,” he said.

“EU regulations should complement and not 
supercede IMO.”

Doubling up on regulations and creating additional 
financial burdens would be “a disaster”.

He also advocated simpler rules and avoid 
regulations that were “complex, cumbersome, 
bureaucratic”.

Such regulations would be counterproductive if they 
drove away shipping.

“It’s very easy to change flags,” said Bonnet.  “The 
Malta flag’s view is that we want to avoid losing 
tonnage, we want to increase the fleet.”



Lloyd’s List | Daily Briefing  Wednesday October 16, 2024 Page 12

MARKETS 

Europe’s biggest ports fight back against 
drug smugglers
EUROPE’S two largest ports are tightening their 
grip on who is collecting containers in a bid to 
combat drug smuggling by organised crime groups.

Belgium and the Netherlands detailed the progress they 
have made in a circular submitted to the International 
Maritime Organization’s Maritime Safety Committee.

A Europol report in 2023 highlighted that the PIN 
code method was the modus operandi of choice for 
gangs at Rotterdam and Antwerp-Bruges. In this 
technique, a corrupt port official hands over the PIN 
code needed to release a container to a driver. The 
report estimated that more than 200m tonnes of 
cocaine had been trafficked through the two ports 
using this method.

In a bid to curb this form of smuggling, both ports 
have established processes to make container release 
more secure. Antwerp-Bruges’ Certified Pickup 
provides release rights for containers when the final 
shipper is known. Similarly, Rotterdam’s Secure 
Chain requires an inland operator be nominated to 
receive container release data before collection.

Secure Chain is mandatory for all containers from 
North and South America, Africa, the Middle East, 

India and Pakistan, with all other locations to follow 
later this year.

Both methods remove eliminate the process 
of PIN code creation, which only required one 
compromised port official to abuse the entire 
system.

Alongside those new collection processes, Antwerp, 
Zeebrugge and Rotterdam are all using smart 
cameras and in the case of Antwerp-Bruges, AI, to 
monitor for suspicious behaviour throughout the 
port.

Aside from improving and tightening the technology 
half of the smuggling equation, Belgium is enacting 
laws to make the screening of port workers and 
IT workers, as well as those working in shipping 
companies, mandatory. The Netherlands was 
“exploring” ways to improve screening of port 
employees, the circular said.

Belgium will also share information and experiences 
with source countries to stay ahead of organised 
crime in the battle to prevent drugs from entering 
Europe’s biggest two ports.

Oil’s post-Covid boom is over, says IEA report
GLOBAL oil demand grew at a much slower rate 
than expected in 3Q24, increasing by just 680,000 
barrels per day, the slowest quarter of growth since 
4Q22, the latest report from the International 
Energy Agency shows.

This slowdown is largely down to sluggish Chinese 
demand, which after a post-pandemic surge in 2023 
of 1.4m bpd is now set to increase by just 150,000 
bpd in 2024. Demand actually contracted between 
April and August by an average of 190,000 bpd and 
by 500,000 bpd in August alone, which the biggest 
drop in demand since Covid lockdowns were put in 
place.

But the IEA is predicting a modest return to growth 
in the final quarter of 2024 and into next year, with 
2025 expected to yield a 220,000 bpd increase in 
Chinese demand as economic stimulus measures 
take effect.

China’s economic woes were not eased by a drop in 
Indian demand, which was attributed to monsoon 
rains limiting agricultural and construction activity.

This slowdown will be short lived, IEA said, with 
Indian demand expected to increase in 4Q24 and 
into next year.

Elsewhere, OECD demand rose by 170,000 bpd in 
3Q24 after the decline seen in the first half of the 
year, driven by the US.

Yet Opec’s latest report tells a slightly different 
story. The cartel is predicting global oil demand to 
increase to 1.9m bpd in 2024, which while just over 
100,000 bpd down on the most recent estimate, is 
significantly higher than the IEA estimate.

While demand growth is shrinking, a drop-off 
in supply has prevented overproduction. Libyan 
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production was reduced significantly as a result of 
the political unrest there, down 50% in September 
on pre-crisis levels.

Combined with field maintenance in Norway and 
Canada, and hurricanes affecting the US Gulf, these 
factors saw global supply decline by 640,000 bpd in 
September.

Freight rates remained largely stable, the IEA said, 
with increased VLCC rates supporting a declining 
aframax market caused in part by the slowdown in 
Libyan production.

VLCC spot rates on the Middle East to East Asia 
route were up 6% in September, compared to a 
decline of 16% on aframax Caribbean-US East Coast 
spot rates.

Maersk commits to integrated logistics with 
flagship warehouse in Shanghai’s Lingang
MAERSK is poised to launch a new f lagship 
warehouse next year in Shanghai’s Lingang, 
aimed at providing integrated logistics services 
and emphasising its dedication to the 
Chinese market.

The 141,000 sq m logistics centre is situated 
adjacent to Shanghai’s Yangshan port. Yangshan 
achieved a new milestone in the past year by 
handling more than 25m teu, marking a 4.6% year-
on-year growth.

Maersk Greater China managing director Silvia Ding 
said in a media briefing that Yangshan was 
a “strategic location”.

With 85 logistics sites in China, Ding said Maersk 
expected to expand the overall size of warehousing 
space in China, but acknowledged a temporary 
slowdown in warehousing demand as European 
and Western companies explored opportunities in 
other neighbouring countries, indicating that the 
China Plus One strategy would persist for 
some time.

When questioned about being outpaced in fleet 
size by MSC after Maersk turned to its end-to-end 
logistics strategy, Ding said that rather than focusing 
solely on size, the company is dedicated to assisting 
customers in addressing the logistical fragmentation 
within the global supply chain.

She also mentioned the company’s endeavours 
in seeking green methanol supply on a global 
scale, although there are no new partnerships to 
announce, apart from the 500,000 tonnes per year 
agreement signed with China’s GoldWind, with 
deliveries anticipated to start in 2026.

China was the most likely place to provide cost-
competitive green fuels in the future, she said.

Antonia Maersk (IMO: 9948762), one of the Danish 
giant’s methanol dual-fuel containerships, bunkered 
grey methanol at Busan a week ago and is docked at 
Yangshan port.

Despite the unavailability of green methanol for 
now, it was essential to operate on methanol as a 
trial to assess the performance of the engine and 
the entire power system, and to be prepared for 
maintenance if needed, said Antonia Maersk’s 
master Thomas Hvilborg.

“We continue to view low-emission methanol as 
the most scalable alternative fuel in this decade,” 
Maersk told Lloyd’s List in an email response, also 
mentioning its consideration of bio-methane as a 
viable fuel pathway in the transition.

As it lines up new orders for LNG dual-fuelled 
ships, the company reiterated: “Our stance on LNG 
remains unchanged: LNG is a fossil fuel and not a 
key driver for decarbonising shipping.”

IN OTHER NEWS  

SIPG appoints new president after 
year-long vacancy
SHANGHAI International Port 
Group has filled its role of 
president with the hiring of Song 
Xiaodong, a former executive of 

a Shanghai-based, state-owned 
engineering enterprise, following 
the resignation last July of Yan 
Jun, who has faced imprisonment 
after being charged with accepting 
bribes totalling about $5m.

Before his appointment, 52-year-
old Song had served in several 
management roles at Shanghai 
Tunnel Engineering Co and held 
the position of vice-president at 
the company, according to 
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SIPG’s filing to the Shanghai 
Stock Exchange.

Song’s predecessor at SIPG, 
Yan Jun, has been charged by 
prosecutors for accepting bribes 
of approximately $5m during 
his tenure at SIPG from 2009 to 
2023, according to a statement 
released by Shanghai No. 1 
Intermediate People’s Court 
in May.

Hyundai Heavy to hire Thai welders 
to overcome labour shortage
SOUTH Korean shipbuilder HD 
Hyundai Heavy Industries will 
employ 88 Thai trainees who have 
undergone 12 weeks of welding 
and assembly training.

HD HHI’s South Korean workers 
were sent to Thailand to provide 
technical and South Korean 
language training to Thai workers.

The visa process to enter 
South Korea for the workers 
is under way. The trainees will 
start working at HD HHI after 
completing the immigration 
formalities.

Hanwha finalises deal to acquire 
Dyna-Mac
HANWHA Ocean SG, the special 
purpose vehicle owned by 
Hanwha Aerospace and Hanwha 
Ocean, has increased the 
tender offer price for its stake 
in Singapore-based floating 
offshore equipment manufacturer 
Dyna-Mac from S$0.60 ($0.46) to 
S$0.67 per share.

The company also announced 
that there would be no further 
increase in the price of the bid.

It increased the offer price 
by 11.7% from the previous 
price just over a month into 
the offer to ensure the smooth 
implementation of the bid and 
the success of its management 
control operation

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