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as Gemini launch nears

1 N

ROLF Habben Jansen is betting customers will choose quality as he
prepares for the launch next year of the Gemini Cooperation alliance
with Maersk.

Hapag-Lloyd’s chief executive spoke to Lloyd’s List as the German box
line joined other carriers in posting strong results off the back of high
consumer demand and strong rates out of Asia.

He said his main focus now is the Gemini launch, which starts
operations in 10 weeks and reshuffles services between Asia, North
America and Europe.

“We will have a major change, of course, in our network as we move
from The Alliance to Gemini,” he said.

“We’re on a really good track in preparing that, but still, that’s a big
change for us.”

Hapag-Lloyd and Maersk have promised to tighten up cargo schedule
reliability from today’s 55% to 90% by using bigger ships and making
fewer port calls. They hope customers will come around to paying
more for better service.

Habben Jansen told investors on Thursday he did not expect any
significant loss of market share as Gemini is phased in.
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“There will be some extra cost of course while we
switch from one network to another,” he said.

“That will hit us especially in Q1 and Q2. But I don’t
expect that to result in any material loss of market
share.

“I would actually hope that over time, as people
become more confident in the quality and reliability
that we're able to deliver, that we’ll be able to grow
our market share slightly.”

He expected transit times under Gemini would be
shorter than those seen today, with the caveat: “We
compare it to reality. Don’t compare it to some of the
schedules that are being published, but that are not
being adhered to.”

Hapag-Lloyd benefited in the third quarter from
customers pulling cargo orders forward ahead of
a since-averted union strike by the International
Longshoremen’s Association that would have
crippled US east coast ports.

The next deadline for a deal between the union and
marine employers on port automation is January 15,
and industry figures caution carriers may not yet be
out of the woods.

Habben Jansen told Lloyd’s List he hoped a deal
could be reached before January 15. “These things
always take time,” he said.

There were no plans for now to blank sailings for
cargo arriving after January 15, which could get
stuck in queues if a strike went ahead. “We have to
decide that also closer to the date.”

Habben Jansen would not speculate on what strikes
would do to freight rates, nor on the impact of
potential Trump tariffs on goods from China.

A short-term cargo rush at a time of high demand
and tight capacity would logically push up spot rates.

However: “When you look at the upcoming couple

of months as we go towards Chinese New Year,
what’s going to happen after that? I think that is very
difficult to predict.

“Always people want us to speculate on that. But I've

learnt over my tenure of more than 10 years that it’s
impossible to predict.”
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Most had predicted 2024 would be a very difficult
year for container shipping but were surprised.

“In hindsight, I think we can all be very happy that
we invested in new ships over the last couple of
years, because that has allowed us to keep those
supply chains going, even if we have to sail around
the Cape of Good Hope.”

Habben Jansen said the containership orderbook-
to-fleet ratio of 20.7% looked relatively high at first
glance. But many ships would only be delivered in
2028 or 2029, so not much extra capacity would
come in year-on-year.

“As long as we are in the current scenario, and as
long as the Red Sea is closed, we actually need all
the ships that we can get.”

The idle fleet was at a record low and scrapping
would pick up in the second half of the decade.

Hapag-Lloyd was an early adopter of LNG as fuel
and has plans to convert existing ships to run on
methanol too. It recently ordered 24 containerships
for about $4bn (half will be 9,200 teu and the other
half 16,800 teu) to run on dual-fuel LNG, with the
option to convert to ammonia later.

Habben Jansen said pressure on shipping to
decarbonise would remain, despite setbacks to the
green transition globally in 2024.

“It may be that it’s a little bit less for a couple of
years, but if you look a little bit further out then the
pressure to decarbonise will return and we will all
have to move in that direction,” he said.

While the jury was still out on what kind of
regulation the International Maritime Organization
will adopt next year, there would be some kind of
financial incentive to move to green fuels.

Red Sea diversions have pushed up container
shipping emissions as ships sail further and faster to
deliver on time.

Habben Jansen said the Gemini services were
expected to sail about one knot slower than at
present. He expected emissions would fall over time,
albeit to the lows possible when ships used the Suez
Canal.

Page 2



WHAT TO WATCH

Sums to go green aren’t adding up, shipping'’s
first movers and financiers reveal

CLEAN energy shipowner Purus said that it has
installed carbon capture-and-storage technology on
its vessels, but doesn’t know if it works.

“I'd love to say it works, but I can’t turn it on because
the ETS scheme still doesn’t give us credit for it,”

the company’s chief corporate development officer
Alastair McDonald told a London conference this
week.

“In theory, for a cost-per-reward basis, it works, and
it’s a relatively simple retrofit to an existing ship, and
you can save up to 20%-30% of CO2.”

Macdonald, alongside other funds and shipowners
who have collectively invested hundreds of millions
of dollars into cleaner or greener technologies,
outlined these and other obstacles facing first
movers at the London Ship Finance Forum this
week.

Purus might have invested in new technology to cut
emissions on ships but the company won’t get any
discount for the carbon his vessels capture under
Europe’s carbon cap-and-trade scheme, which the
maritime sector joined this year.

But Purus is not alone.

Australis Maritime, with more than 120 vessels and
$1.1bn in capital deployed, described the speculative
building of Europe’s “most energy efficient”

dual-fuelled platform supply vessels, as “terrible

investments”.

The vessels failed to secure chartering premiums
even in Norway, the first country to promote the use
of LNG as a marine fuel, chief executive and director
Elias Sakellis said.

“These will turn out to be on a relative basis, terrible
investments for us,” he said.

“We will do okay, we will make money, but on a
relative basis, we were incentivised to put our money
elsewhere”.

It was even difficult to make sums stack up to design

and build ammonia-fuelled PSVs with the long-term
backing of a national oil company.

Lloyd's List | Daily Briefing Friday November 15, 2024

Even with 15-year charters “to pay us down to zero”,
the investment “will not make enough for us to make
our target returns”, Sakellis said.

“We will take residual risk to make those returns but
at least we won’t incur capital.”

“Long-term employment, and the visibility to a road
to avoid the technology risk and to avoid the residual
value risk, would be the path of least resistance for
private equity.”

Dimitri Mikhno, a director at shipbroker Clarksons
who works in structured asset finance disclosed
similar difficulties.

A project with a “European financial institution”
to fund methanol-fuelled vessels hit roadblocks
because their cost was 10%-15% higher than
conventional newbuldings.

“The financial institution is very proud to work on
this project; unfortunately we still need to make the
model work,” he said.

“We need to squeeze in with 10%-15% and you’re
competing with (vessels which are) non-green,
but the principles are the same ....and it’s very
challenging.”

Purus said it was looking at wind assist technology,
that was currently being used by Carisbrooke
Shipping.

Green investors looking at opportunities in
maritime won'’t take technology risks or residual
value risk, and this is where you tend to come
unstuck,” said Gihan Ismail, director at London-
based Marine Capital.

“If you take something simple, like electric vessels,
you would think that would be a simple investment
to make,” she said.

“But the issue there is that because the technology is
new, a lot of operators don’t want to commit upfront
to a long-term charter for those vessels, or even
outright purchase, because although they know that
in theory they will have cheap operating expenses,
it’s untested.
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“So the technology works, but the key saving is
untested.

“Yet from an investment perspective, the investors
want to see that there is long term employment on
those assets before they’re willing to invest in them,
and the operator will often look to the provider of
the technology to actually take on that risk, at least
initially, for a significant period of time.

“In many cases those companies are relatively small
and don’t have the balance sheet to be able to take
on that risk.

“This is where government can play a role, by having
mechanisms or products that can help to overcome
the commerecialization of green technology, and
that’s really going to get us there.

“A lot of government products are not necessarily
geared towards those types of risks, and the entities
within government that can make that investment
possible, don’t have processes that marry with
commercial understandings.”

Sakellis from Australis Maritime said the possibility
of technology obsolescence and residual risk
deterred even the most “gung-ho” of investors in
green shipping.

“We were approached by a very large institution,

very gung-ho on energy with the transition, and they
wanted to invest in ammonia, hydrogen, methanol,
and nuclear — everything.

“We did a lot of work with them. Eighteen months
later, they concluded that what we want to do is buy
middle-age vessels and retrofit them.

“They said, ‘look, this is a strategy that probably
ticks all the boxes for us today. In 10 years it may
not ... and we’re not willing to take the risk that the
alternative strategy would entail.”

Many banks had declined to finance greener ships
not because of the technology used, but because they
would be servicing oil and gas platforms, he said.

Governments had a role to play said Carisbrooke
Shipping chief executive Helen Tveian.

The UK, Isle of Wight-based shipowner recently
received a £3.7m UK government grant to install
air-wings on one of its UK-flagged ships.

“Certainty is also an issue,” she said.

“We still don’t know what the technology is. We still
don’t know what the infrastructure will be. Even if
they (the government) may dangle some sort of a
reward, you still may bet on the wrong horse and
completely.”

ANALYSIS

China P&l Club membership of International

Group not a done deal

THE China P&I Club is interested in becoming a
member of the International Group but hasn’t yet
formally applied.

Nobody at the IG is publicly saying no, but some
leading figures are expressing private reservations.

That’s what Lloyd’s List reported in 2007, anyway.
And in 2010, and in 2011. Unfortunately, we can only
report much the same thing in 2024.

The question is back on the news agenda after
comments from chair Xu Lirong at the China
Shipowners Mutual Assurance Association’s 40th
anniversary celebrations in June.
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As Xu pointed out, China is now the world’s largest
country for trade, shipowning and shipbuilding, so
giving it a seat at the P&I top table looks entirely
logical.

The strength of the mutual system is that the clubs
pool their capital resources both to offer a collective
retention layer from $10m to $100m and to get the
best pricing on one of the world’s largest reinsurance
contracts.

Indeed, some IG clubs already reinsure some of the
ships entered with CPI by bilateral arrangement.
That effectively means that a not negligible
proportion of these vessels are already in the pool.
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Moreover, CPI can fairly claim to be a long-
established entity, having launched in 1984, and it
enjoys a financial strength rating of A-/stable from
AM Best.

It provides all the products one might expect from
an IG insurer, including not just P&I but also hull

& machinery, freight, demurrage and defence,
charterers’ comprehensive cover, war risks and delay
cover.

Its book has long stretched well beyond its home
nation’s borders, with substantial membership in
Hong Kong, Singapore and other Asian countries.

More recently, it has even secured tonnage from
such western owners as CMA CGM and Alberta
Shipmanagement.

Owned entries now aggregate 92m gt. In the
hypothetical event of an IG application going
through on the nod tomorrow, it would instantly
rank seventh in size, somewhere between West of
England on 99.5m gt and Japan Club on 88.6m, and
not too far behind the Swedish Club and London
Club put together.

All of the above notwithstanding, it has not yet made
a formal application to sign up. Nor is it a given that
an application would be approved, if and when it is
ever made.

The first obstacle is CPI’s lack of perceived
independence, whatever the stipulations on that
score in its rule book.

The club is not regulated in the same way as current
IG members and its finances are not subject to the
same degree of transparency, western insurers
believe.

Moreover, while CPI is a mutual, giant Chinese
shipping conglomerate Cosco inevitably has an
outsized say.

Cosco is state-owned, which inevitably gives the
Chinese government strong indirect influence over
CPI policy.

All of this might not be insurmountable in a
different political climate. But the European and
US marine mutuals that make up 11 of the 12 IG
members are bound by western sanctions which the
Chinese government actively ignores.

In a statement, CPI told Lloyd’s List that it currently
had 198 members spanning eight countries and
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regions including Mainland China, Hong Kong SAR,
Singapore, Canada, France and Greece, representing
shipping and financial leasing companies.

“Each member has one vote, irrespective of the
number of ships entered in the club,” it said.

The 12th member is the Japan Club, the only
existing Asian insurer involved in the IG. It has a
slightly greater degree of flexibility, as witnessed by
its willingness to insure Russian oil consignments
up to its $10m retention limit. Otherwise, it too
largely falls in line.

Club chiefs acknowledge the complexity of the issues
involved. Nobody doubts that it is in everybody’s
best interests to have China integrated as part of the
global shipping community.

But there are very real fears that the rise of the
dark fleet, which now makes up around 10% of the
world tanker fleet, could incentivise the emergence
of a breakaway system of liability insurer centred
on countries that aren’t playing ball with western
requirements.

On those grounds, it would be better to have CPI
inside the tent. That doesn’t necessarily involve
full membership; existing mechanisms appear to
be working, allowing some to advance an ‘if it ain’t
broke, don’t fix it’ argument. But it does entail not
alienating CPI.

“As the IG clubs are aware, our scope of cover and
sanctions policies are exactly the same as those of
the IG Clubs that reinsure us,” CPI said.

“Our financial accounts are publicly available

on CPT’s website, and our financial strength is
independently evidenced by an interactive rating of
A- from AM Best.

“Overall, CPI has always respected and upheld

the IG system, seeing it as highly beneficial to the
insurance industry. We have a close relationship
with our industry peers and will continue to be
closely engaged with them as we move towards
internationalisation, bridging gaps and contributing
to the P&I insurance cause.”

There the issue rests for now. All things considered,

it would be foolish to rule China P&I membership
out. But it would be equally foolish to rule it in.
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Supreme Court confirms one-year time bar for
Hague-Visby misdelivery claims

CLAIMS for misdelivery under the Hague-Visby
Rules are subject to a one-year time bar, the UK
Supreme Court has confirmed.

Beyond the obvious interest for shipowners and
charterers, the decision in FIMBank v KCH Shipping
will have significant implications for everyone
involved in carrying, buying, selling, and financing
cargoes worldwide, according to law firm Reed
Smith, which acted for the successful respondents.

The ruling will give all parties the ability to close
their books after 12 months, without the prospect of
misdelivery claims emerging up to six years later.

Trade finance banks that rely on Bills of Lading as
security should be aware that the stipulation applies
even where cargo is discharged into storage that
they consider to be in the custody of the carrier,
pending ultimate delivery.

The outcome will also strengthen the position
of traders who indemnify carriers against the
consequences of discharging without B/Ls by
issuing letters of indemnity.

The key takeaway for them is that if an indemnified
carrier is not subject to proceedings for misdelivery
within one year, subsequent claims will probably be
disallowed.

Essentially, Lord Hamblen — with whom Lord
Hodge, Lord Sales, Lord Leggatt and Lord Richards
agreed — held that Article III Rule 6 of the Hague
and the Hague-Visby Rules applies to claims in
relation to misdelivery after discharge, as well as

to any other breaches of duty by the carrier which
occur after discharge but before delivery.

The argument that the time bar only applies to
liabilities incurred after loading and up to discharge,
during the so-called “period of responsibility”, was
rejected.

The case centres on a consignment of coal loaded
onto 180,000 dwt bulk carrier Giant Ace (IMO:
9501851) in Indonesia in March 2018

The B/Ls were issued on the Congenbill form, a

standard BIMCO document for general cargo that is
widely used in tramp shipping.
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Original B/Ls were not available at the discharge
ports in India, so the cargo was discharged into
stockpiles in mid-April 2018 against letters of
indemnity issued to Korean owners KCH Shipping
by the charterers.

FIMBank had financed the purchase of this cargo
but was left unpaid, and attempted to exercise the
pledge by demanding delivery under the B/Ls.

But by this time, the cargo had already been
discharged and collected by local receivers. Finding
itself out of pocket, the bank brought a claim in
arbitration against KCH.

However, the arbitration only commenced in April
2020, more than two years after discharge.

The carriage of goods by sea is generally governed
by the Hague Rules or the Hague-Visby Rules,

two international conventions which set out the
recognised rights and obligations of carriers and B/L
holders.

They provide that lawful holders of B/Ls may bring
a claim of misdelivery where cargo goes missing
during or after discharge due to reasons such as
fraud, error, theft, or insolvency.

A 2018 High Court decision held that a 12-month
time bar applies where misdelivery occurs at the
time of discharge from the vessel.

But prior to the first instance decision on Giant Ace,
there had not been an English court decision on the
common scenario where a cargo is misdelivered at
some point after discharge.

FIMBank contended that it had six years to bring its
claim against the carrier. KCH relied on the one-year
time bar under Hague—Visby to defend the claim.

The High Court and the Court of Appeal ruled in
favour of KCH, and the matter eventually reached
the Supreme Court.

Lord Hamblen on Wednesday ruled that both the
Hague and Hague-Visby Rules do indeed provide for
a period of responsibility, during which the carrier
has irreducible minimum responsibilities and
liabilities.
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This starts with the commencement of loading and
ends with the completion of discharge.

However, the existence of this period of
responsibility does not mean that every part of the
rules only applies during that period.

There are many examples of provisions extending
outside that period. For example, the carrier has an
obligation to exercise due diligence to make the ship
seaworthy before the voyage and an obligation to
issue a B/L where goods have been received prior to
shipment.

However, Article I11, Rule 6 of the Hague Rules
states: “In any event the carrier and the ship shall
be discharged from all liability in respect of loss or
damage unless suit is brought within one year after
delivery of the goods or the date when the goods
should have been delivered.”

On a natural reading of the language, this provision
applies to events occurring after discharge.

Article ITI, Rule 6 was clearly intended to achieve
finality. Lord Hamblen noted that it would make

little sense to have a time bar that applied in some
instances and not in others.

Broad application of the time bar ensures that the
need for factual investigation is identified reasonably
soon after the events that have to be investigated.

The even wider wording of the time bar at Article
ITI, Rule 6 of the Hague-Visby Rules has the same
effect of providing a definite time bar in misdelivery
cases, even where cargo goes missing after
discharge.

The Supreme Court also confirmed that the wording
in clause 2(c) of Congenbill, which reads “The carrier
shall in no case be responsible for loss of or damage
to the cargo, howsoever arising prior to loading into
and after discharge,” does not impact the Hague and
Hague-Visby time bar.

KCH Shipping was represented by Simon Rainey KC
and Matthew Chan, instructed by Reed Smith.

FIMBank was represented by Christopher Smith KC
and Helen Morton, instructed by Campbell Johnston
Clark.

Should regulation even try to catch up with

cyber security threats?

THE threat of cyber security to shipping is well
publicised. Ten years ago, you could be forgiven for
being unaware of the cyber perils that await your
vessel as a shipowner. The same cannot be said now.

As attention on the topic has increased, so too has a
clamour for regulation to tighten and “catch up with
the technology”.

This, to an extent, has happened. The International
Maritime Organization published guidelines

on cyber security in 2021 and 2022 through its
Maritime Safety Committee and Facilitation
Committee, while the International Association for
Classification Societies developed cyber security
requirements for newbuilding designs effective from
July 1, 2024.

While significant and infinitely more substantive
than anything that existed a decade ago, some think
regulation still has a way to go to catch up with the
sophistication and severity of threat that exists in
2024.

Corey Ranslem, chief executive of maritime

Lloyd's List | Daily Briefing Friday November 15, 2024

intelligence company Dryad, said regulation was “so
far behind where we’re at” and questioned whether it
would ever catch up.

Speaking at the University of Plymouth’s CyberSHIP
event held at the IMO, Ranslem warned of the
devastating consequences cyber attacks can have on
businesses.

“If you do nothing and there’s a cyber attack, the
cost to remediate that could be so overwhelming,
depending on the size of your company, that it can
put you out of business.”

Ranslem cited the NotPetya attack which cost
Maersk millions back in 2017, of which they were not
even the primary target.

He said the speed at which the vulnerabilities in
shipping are changing, with more systems being
connected to the internet and each other, and the
lack of agreement on what should be done led him to
question whether regulation would ever catch up.

But Daniel Ng, chief executive of DNV subsidiary
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CyberOwl, said he thought that regulation in
shipping was “weirdly ahead of operations”.

He said regulation has been quite practical and was
more advanced in shipping than in other sectors
(though he did agree that the reasons for this were a
mixture of regulation being good and shipping being
less forward-thinking than other industries).

The debate on whether regulation is as advanced as
it should be is perhaps not as important as whether
regulation should be more advanced than it is.

Department for Transport head of maritime security
strategy Matthew Parker argued that industry
already knows what it has to do.

He admitted cyber security was “challenging, from a
regulatory perspective” and encouraged industry to
follow cyber security frameworks and guidelines.

But after that, he was reluctant for regulators to go
much further.

“I don’t have to tell all of you in the room to lock
your door or to get a pin code on your phone,” Parker
said. “You know you should do that because you
want to protect your assets. You want to protect your
stuff.

“If the government comes in and says, ‘everyone
should carry an umbrella because it’s going to rain
today’, or ‘you should have a PIN code on your
phone because that’s a sensible thing to do’, that’s

overreach from my perspective.”

Parker also questioned Ranslem’s assertion that
cyber attacks could be business-ending events.

He said DfT had studied case studies of ports that
had not been able to operate for several days, and
concluded that actually the most financially prudent
decision in the event of an attack was to do nothing
and wait for insurance to pay out, rather than invest
heavily to mitigate the problem.

If and when the insurance sector changed its mind,
then shipping would have a problem, Parker said.

Crucially, though, Parker did admit that regulation
may have a role to play in developing the cyber
resilience of other nations.

Ranslem said he thought the US Coast Guard
could in future deny vessels entry to its ports if
it deems that vessel a cyber security threat to its
infrastructure.

But Parker pointed out that those vessels will fly the
flags of nations across the globe and be owned or
managed by companies based outside the US too.

“Ships coming into UK ports and ships coming into
US ports are not going to be from countries that
have good cyber hygiene,” he said.

“So, we need to make sure everyone improves
together.”

MARKETS

Cosco lines up $2bn methanol-fuel boxship

order

STATE giant China Cosco Shipping Corp continues
its ordering spree, lining up 12 new 14,000 teu
methanol dual-fuel containerships.

Its container shipping and port arm, Shanghai- and
Hong Kong-listed Cosco Shipping Holdings, said in
a stock exchange filing that its shareholders’ meeting
has approved the newbuilding plan.

No further details were revealed regarding
shipyards, pricing or delivery schedules.

The specifications mirror CSH’s August order at
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Cosco Shipping Heavy Industry (Yangzhou) for the
same number and size of methanol-powered ships.

Those vessels were priced at around $179.5m each,
scheduled for delivery between May 2027 and March
2029.

Since starting its ordering binge three months ago,
the Cosco group has booked 78 newbuildings so far,
encompassing 24 containerships, 42 bulkers, two
LNG carriers and four asphalt tankers.

This latest deal, when finalised, will lift the tally to
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90 ships, further substantiating speculation around
the state conglomerate’s massive fleet renewal plans
for over 100 new vessels.

It will also boost the orderbook size of CSH, which

controls the world’s fourth-largest containership
fleet, to above 1m teu, helping narrow its gap with
bigger foreign rivals CMA CGM and Mediterranean
Shipping Co.

FMC ruling on proposed $63m MSC penalty
pushed back until Trump term

THE decision in the biggest enforcement case in the
history of the Federal Maritime Commission — a
proposed $63m penalty against Mediterranean
Shipping Co, the world’s largest ocean carrier — has
been delayed again.

An initial decision was scheduled for Tuesday, after
being pushed back one time previously. It has been
pushed back for a second time until January 21,
which coincidentally, or not coincidentally, is the
day after Donald Trump takes office as the next
president of the US.

The FMC'’s Office of Enforcement made a
preliminary determination on the record-setting
fine on April 4, stemming from an investigation that
began in August 2023 of Shipping Act violations by
MSC during the supply chain crisis.

The FMC alleged that MSC committed 18 violations
of the Shipping Act for using its merchant clause

to levy detention charges and other charges on
“unwilling and non-consenting” third parties; 2,629
violations for using reefer charges for non-operating
reefers (NORs); and 798 violations for failing to
publish NOR charges in its tariff.

“It was opportunistic for MSC to commit these
violations at the height of the Covid pandemic, amid
significant global shipping tension and competition,”
said the FMC enforcement office. “MSC’s global
status, size, resources and experience all collectively
highlight the egregious nature of the violations,”
which were of an “iniquitous nature, vast extent and
severe gravity”.

In its court response on May 7, MSC called the
proposed penalty “astonishing”, noting it was

“the highest in the commission’s 63-year history...
approximately eight times greater than any penalty
ever assessed and more than 15 times greater than
any penalty ever collected by the commission”.

MSC said the FMC “wildly mischaracterised” the

third-party billing issue. Regarding the billing
of NORs at reefer rates, it said it “vehemently
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denies the bureau’s false accusation that this was a
deliberate strategy”.

On the tariff violations, MSC said the FMC is
“attempting to have its cake and eat it too” in an
attempt to “inflate the penalty”.

“First, it seeks to penalise MSC for not publishing
specific charges for NORs, then it seeks to penalise
MSC for charging something other than was
published.”

The timing of the FMC’s prosecution of MSC
overlaps with a key decision by the US Supreme
Court on June 27 in the case the Securities &
Exchange Commission v Jarkesy.

The conservative majority, which is in power due
to appointments in Trump’s first presidential
term, ruled that the SEC could not adjudicate
fraud proceedings and levy civil penalties using
administrative law judges. The defendants have
a right under the 7th Amendment of the US
Constitution to a trial by jury in a federal court.

The possible consequences of the ruling stretch
far beyond the SEC, to other agencies that use
administrative law judges to seek civil penalties —
everything from the Federal Trade Commission to
the Federal Energy Regulatory Commission to the
FMC.

The final ruling against MSC will be made by
administrative law judges. On July 25, MSC’s
attorney in the case filed a copy of the Jarkesy
decision in the docket with a short note that read:
“We believe this to be a new development that may
be relevant to this proceeding.”

The new Supreme Court ruling, by itself, does not
change anything for the FMC.

For it to have an effect, the FMC would have to
render a penalty judgment against a defendant using
administrative law judges, the defendant would have
to appeal the decision citing the Jarkesy precedent,
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and a federal appellate court panel would have to
rule that FMC was indeed bound by the Jarkesy
precedent. In that scenario, the effect on the FMC
would be enormous.

That appeal potential certainly exists in the MSC
case, should the two sides not come to a settlement.
But with the just-announced delay, it wouldn’t
happen until the next Trump term begins.

Hapag-Lloyd posts strong earnings as rates

and volumes rise

HAPAG-LLOYD’S third-quarter earnings came in
strongly as volumes and rates rose as the company
prepares for the start of its new Gemini network
with Maersk.

Net profit in the third quarter nearly tripled year on
year to $1bn, from $292m, while revenue rose by
20% to $5.8bn.

Earnings before interest and tax nearly quadrupled
to $1.06bn for the quarter. The freight rate in dollars
per teu rose by 22% to $1,612.

Global container volumes have risen by 6.3% year-
to-date, marking the highest growth rate since 2021.
Growth was particularly strong on the transpacific
amid high consumption and frontloading effects
ahead of the averted US east coast port strike.

Just 0.7% of the containership fleet was idle at

September 30, down from 1.2% a year ago, as Red
Sea diversions stretch capacity. The orderbook-to-
fleet ratio was 20.7%, compared with 61% in 2007.

For the first nine months of 2024, the figures
reflected downturn since last year, when earnings
were still propped up by the aftermath of the supply
chain crisis. Revenue was flat at $15.3bn, while
earnings before interest, tax, depreciation and
amortisation fell 20% to $3.6bn. Profits was down
46% to $1.8bn for the period.

Transport volumes increased by 4.5% to 9.3m teu
compared with the first nine months of 2023. But
the average freight rate fell by 8.5% to $1,467 per

teu.

Hapag-Lloyd earlier signed contracts to build 24
containerships with total capacity of 312,000 teu
for delivery between 2027 and 2029, with total
investment of about $4bn.

The fleet stood at 292 containerships as of
September 30, with transport capacity of 2.3m teu.

Safe Bulkers nears completion of
environmental upgrade for existing fleet

SAFE Bulkers has unveiled better than expected
third-quarter profits as it wraps up a lengthy project
to environmentally upgrade its existing fleet.

The New York-listed owner of 46 bulkers ranging
from panamaxes up to capesizes has so far upgraded
24 of its existing vessels, leaving one last vessel to be
upgraded in the current quarter.

The 2010-built post-panamax vessel Venus Heritage
(IMO: 9468786) is expected to incur 25 days of down-
time for the drydocking.

The programme includes applying low-friction paints
and installation of energy saving devices, with the aim
of increasing the ships’ energy efficiency and reducing
emissions.

Half the fleet, including all eight capesizes, has been
fitted with exhaust gas cleaning systems, or scrubbers.

Lloyd's List | Daily Briefing Friday November 15, 2024

The Cyprus-based owner has also introduced 11
energy-efficient newbuildings, meeting IMO GHG
Phase 3 and NOx Tier III standards, since 2022.

Currently, it has another seven newbuildings
on order, including two methanol dual-fuel
kamsarmaxes, for delivery between 2025 and 2027.

During the third quarter, Safe Bulkers carried out
dry dockings, including environmental upgrades,
for three of its bulkers but revenues increased to
$75.0m, a rise of 17% compared with the same
period last year.

The average time charter equivalent rate for the fleet
during the three-month period was $17,108 per day
per vessel, up from a daily rate of $14,861 in the
third quarter of 2023.

Third-quarter net income improved from $15m last
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year to $25.1m in the most recent quarter.

The result included nearly $7.7m from vessel
sales versus $3.3m in the same quarter last year.

Adjusted for this, net profit came to $19m
compared with $11.1m in the same period last
year.

While the company benefited from higher charter
rates in the quarter, Safe Bulkers president

Loukas Barmparis warned that the charter
market was “gradually softening” and the market
was facing geopolitical uncertainties.

The company was “focused on capital allocation
towards our newbuilds program, on improving
our operational efficiency and on rewarding our
shareholders”, he said.

Safe Bulkers has declared a dividend of $0.05 per
share for the quarter.

Thermal coal imports to Europe plummet due

to renewables switch

COAL shipments to advanced economies have
fallen for the second year in a row, with demand
for thermal coal falling most significantly,

as demand for coal used in power generation
continues to reduce.

During the first 10 months of 2024, coal
shipments to advanced economies dropped by 6%
year on year, with import demand falls in Europe
being most acute, according to BIMCO shipping
analyst Filipe Gouveia.

Coal imports by sea fell by 22% to Europe year on
year due to an increased use of renewable energy
for electricity production.

Shipments to advanced economies are now
expected to reach their lowest levels in 15 years.

Nevertheless, coking coal, utilised for steel
production, to advanced economies increased
1% on last year, even though steel production
marginally decreased.

“Shipments to advanced economies are falling for
the second consecutive year in 2024, but their
share of global coal shipments has been falling
for longer,” said Gouveia, who noted that in 2009,
the last time the volumes were this low, advanced
economies were the destination for 57% of global
coal shipments, compared to only 30% today.

The volume loss so far in 2024 is equivalent to a

0.5% decrease in global dry bulk cargo, which is
primarily affecting the capesize market.
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Nevertheless, global coal shipments have still
risen due to strong import levels from emerging
economies.

Panamax and capesize bulk carriers are mostly
used to ship coal to emerging economies,
accounting for 53% and 33% of shipments
respectively.

Gouveia said that between January and October,
coal shipments on panamax ships fell by 2% year
on year, while shipments by capesize bulkers fell
11% in the same period.

“The reduction in cargo volumes to Europe and a
surge in capesize freight rates likely contributed

to a comparatively higher use of panamax ships,”
suggested Gouveia.

He expects both thermal and coking coal imports
in advanced economies to continue falling due

to decarbonisation, as investment in renewable
energy and an increase in steel produced from
recycled steel expands.

Gouveia said that import demand in emerging
economies could also weaken soon.

“Both electricity generation from renewables
and domestic mining in importing countries are
on the rise. As decarbonisation efforts increase,
global coal shipments are forecast to fall by
1%-2% in 2025,” said Gouveia.
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Global oil supply to increase by 2% in 2025,

says IEA

GLOBAL oil supply will increase by 2m barrels per

day in 2025, driven largely by non-Opec+ countries
as the oil cartel is expected to keep production cuts
in place.

That’s according to the latest report by the
International Energy Agency, which said global oil
demand remains weak.

China’s demand contracted for the sixth consecutive
month in September 2024, declining by 70,000 bpd
in September to 16.9m bpd.

OECD demand continues to be weak too, amid
growing electrification and a move away from fossil
fuelled power generation.

Yet Europe has been an uncharacteristic bright spot
in recent months, registering a 200,000 bpd rise in
demand in August and preliminary data suggesting
a 150,000 bpd increase in September. In fact, the
continent was the only OECD region to record a
demand increase in the third quarter of 2024.

The agency has upwardly adjusted its forecast for
average 2024 consumption slightly by 60,000
bpd, to 102.8m bpd for the year. This is driven by
stronger-than-expected OECD gasoil deliveries.

But demand growth in 2025 is still expected to be

below the 1m bpd mark, meaning the oil market is
facing a supply surplus in 2025.

That supply growth is being driven largely by non-
Opec+ countries, as the cartel continues to postpone
the end of production cuts. The latest announcement
was that cuts would unwind in January 2025 at the
earliest.

The US leads this supply growth, which, helped by
output growth in Argentina, Guyana and Canada, is
expected to deliver an extra 1.5m bpd in both 2024
and 2025.

Against what IEA called a “bearish” backdrop,
Opec+ decided to delay production cuts at the start
of November for another two months.

The cartel will hold its full bi-annual ministerial
meeting on December 1, where it will review
production policies for 2025.

But the latest IEA report said that even if Opec+ cuts
remain in place next year, global supply is expected
to outstrip demand by more than 1m bpd.

Should Opec+ begin the unwinding of production
cuts next year, futures could be driven down further,
the TEA said.

IN OTHER NEWS

British Columbia ports set to resume
operations

OPERATIONS in British
Columbia’s box ports are set to
resume on Thursday after more
than a week of work stoppages.

The British Columbia Maritime
Employers Association said
Wednesday that it received an
order from the Canada Industrial
Relations Board, a labour tribunal,
directing the association and its
members to resume operations.

“The BCMEA will fully comply
with the interim order from the
CIRB. As such, effective Thursday,

November 14, 2024, dispatching
functions will commence on

the day shift,” BCMEA said in a
statement.

US port employers respond to ILA’s
decision to break off talks
EMPLOYERS on US east and
Gulf coast ports represented

by the US Maritime Alliance
(USMX) have responded to the
International Longshoremen'’s
Association decision to break off
talks scheduled for this week,
arguing the union’s stance on
technology will take the industry
“backward”.
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The ILA and USMX met on
Monday for what was supposed
to be four days of negotiations,
but the union broke off talks on
Tuesday, arguing that the USMX
“continued pushing automation
and semi-automation language”
in their contract proposal.

“[The] USMX introduced
language in their proposal for
semi-automated equipment

to be used at ILA ports, which
the union outright rejected,”

the union said in a statement
posted on its Facebook page on
Wednesday.
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Container congestion drives HHLA
revenue growth

HAMBURGER Hafen und Logistik
(HHLA) has reported revenue
growth of 8.5% in the first three
quarters of 2024, pocketing
€1.2bn (§1.3bn) in 2024 versus
the €1.1bn it made in the
corresponding period last year.

The company’s earnings before
interest and taxes amounted to
€93.2m in the first nine months of
2024, an increase of 23.2% from
the €75.6m last year.

A key factor in HHLA's bumper
year was increased container
dwell time, the operator said, as
well as increased volume in its
European network.

BIMCO-led ship recycling alliance
launched ahead of 2025 Hong Kong
Convention

BIMCO has announced the launch
of an industry-led grouping of
key stakeholders in the ship
recycling sector to help speed

up compliance for the upcoming
Hong Kong International
Convention for the Safe and
Environmentally Sound Recycling
of Ships, which comes into force
in June 2025.

The new Ship Recycling Alliance
comprises BIMCO, vessel
recycling associations in the key
nations of Bangladesh, India,
Pakistan and Tirkiye and leading
cash buyers GMS and Wirana
Shipping. Indian ship recyclers
Bansal Group and Guideship have
also joined the group.

Former International Maritime
Organization head Nikos Mikelis,
a key architect of the Hong Kong
Convention, will lead the group as
chairperson of the alliance.

Zemba to launch e-fuel shipping
tender in January

THE Zero Emission Maritime
Buyers Alliance will focus
exclusively on spurring e-fuel
development with its next tender
for green shipping services in
January 2025.

It will seek three- to five-year
contracts with carriers for e-fuel
powered container shipping
starting in 2027, and bids that cut
primary propulsion emissions by
at least 90%.

Zemba will seek bids from
individual carriers or consortia,
and it is open to having multiple
winners.
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HD Hyundai reshuffles top brass to
navigate shifting geopolitical winds
SOUTH Korea's HD Hyundai
Group, the parent company of HD
Korea Shipbuilding and Offshore
Engineering, has appointed
Chung Ki-sun as senior vice-
chairman.

The conglomerate has also
promoted Kim Jae-ul, previously
vice-president of HD Hyundai
Heavy Industries in charge of
shipbuilding, to chief executive of
HD Hyundai Samho.

This management reshuffle is in

response to the rapidly changing
international landscape.
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Classified notices follow

Lloyd’s ListD

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

Please contact; marketingservices@lloydslistintelligence.com
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INVITATION FOR TENDER
FROM
REPUTED SHIP-MANAGEMENT COMPANIES

FOR THE TECHNICAL & CREW MANAGEMENT
OF
THREE NOS. LARGE GAS CARRIER (LPG),
EACH HAVING CARGO CAPACITY 58,000 CU.M.
YEAR OF BUILT OF ALL THE VESSELS: @2004

We invite Expression of Interest from reputed Ship-Management companies for the Technical &
Crew Management of three number Large Gas Carriers (LPG). The companies must fulfil the
following minimum criteria:

a). Must have at least 50 ships under their Management.
b). Must have its principle office located within United Kingdom or European Union.
c). Must have experience in managing Large Gas Carriers.

Detailed tender documents will be sent to those companies who comply with above minimum
criteria and send their Expression Of Interest (EOI) by e-mail or post or courier latest by 29t
November 2024 to the following address:

Sonatrach Petroleum Corporation
Panton House

25 Haymarket

London SW1Y 4EN

e-mail: tenders@sonatrach.co.uk
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