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Why China presents a bigger
risk to freedom of navigation
than the Houthis

FREEDOM of navigation — the legal principle that states ships from
any country have the right to sail freely in international waters — is
under attack.

It has been for some time.

But a confluence of geopolitical shifts, security threats and an
accelerating frequency of legal assaults are finally starting to erode a
fundamental principle of the law of the sea and a pillar of modern
international law.

For the first time since the Cold War, maritime trade lanes have
become contested zones and the rules-based order that shipping has
previously relied on to protect it has started to disintegrate.

That threat is coming from multiple different vectors.
Legal, political and physical threats

The most visible aspect of this is the increased physical interference in
commercial shipping.

The Houthis may have declared a partial halt to Red Sea attacks at last
in response to a ceasefire agreement between Israel and Hamas in
Gaza, but the impact of their blockade of the Bab el Mandeb will be felt
long after ships start rerouting.
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That a non-state actor such as the Houthis was

able to defy the combined naval protection
capabilities of the Western world for more than a
year, rerouting over 60% of maritime traffic in the
process, raises important questions about who now
has the power to assert freedom of navigation.

The security of future transits and the timing of
commercial decisions to reroute are not being
determined by naval operations, they hinge on
the March 1, phase 2 ceasefire deadline and

the Houthi’s willingness to not attack ships.

The balance of power has shifted and the
Houthis have effectively drawn up a blueprint
for other rogue actors to emulate.

Maritime trade has been interrupted by security
threats in the past, by state and non-state actors.
But the nature and scale of the threat posed by the
Houthis, and the fragmented, nationalised naval
response to that threat is substantively different.

The global maritime order has never enjoyed
complete compliance from all the nations, but
for most of the last century there has been a
sufficiently dominant naval coalition, led by

the US, working to safeguard global maritime
commerce regardless of flag or national interest.

During the past decade and a half that
consensus has started to erode.

At the height of the last major push on piracy in
the late 1990s and early 2010s, politically opposed
states were galvanised against the common

threat. Russia, China, India, Iran, the US and the
Europeans were all collaborating on counter piracy
in a unified bid to safeguard maritime commerce.

Fast-forward to the Houthis’ campaign against
Western-linked shipping in violation of
fundamental right of innocent passage under the
UN Convention on the Law of the Sea (Unclos),
and a different response is now evident.

The loose coalition of naval operations is more
fragmented, significantly depleted in terms of
assets being made available by governments,
and many states are now openly operating on
the basis of protecting only national interests.

Another marked difference in the Houthi threat

comes from the naked bid to exercise control
of trade lanes to leverage political power.
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While Iran has routinely threatened to close the Bab
el Mandeb during previous political confrontations,
its direct attacks and seizures of commercial vessels
generally came with the veneer of legal cover.
Tankers were taken under the spurious guise of
environmental breaches or navigational violations.

The Iran-backed, Houthi model, by
comparison, has publicly held shipping to
ransom for political gain, and the narrative
from Yemen is that they have succeeded.

The legal and political assault on Unclos

The Red Sea model, however, is only
the most visible assault of the basic
principle of freedom of navigation.

Arguably, the more significant threat
comes from sovereign state attacks
at a legal and diplomatic level.

Past violations, primarily piracy, were manageable
precisely because the perpetrators faced the
community of nations, which teamed up to
protect the maritime order. Today, however,

the perpetrators include two of the world’s

most important governments, namely those

of China and more recently Russia.

China may have ratified the Unclos in 1996, but ever
since the government has set about undermining
the principles that underpin the law of the sea.

Some of this is overt — China’s construction of
artificial islands and harassment of civilian vessels
in violation of Unclos is well documented.

In the South China Sea, the assertion of territorial
claims has led to regular confrontations between the
Chinese, Philippine and Japanese Coast Guards.

The now regular deployment of water cannons and
lasers by the Chinese to deter Philippine vessels is,
at best, a flagrant challenge to freedom of navigation
rights, as well as the sovereign rights of the coastal
state to fish in the exclusive economic zone.

Add to that the regular challenges to the
principle of sovereign immunity for warships
and government ships on non-commercial
service, and that China has passed domestic
laws to allow “forcible” measures to be taken
against foreign military, and it starts to become
clear that China is engaging in a systemic
undermining of key aspects of the law of the sea.
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Much of China’s undermining of Unclos,
however, happens behind closed doors.

When the UN Security Council voted last month
on a resolution condemning the Houthi attacks in
the Red Sea, both China and Russia abstained.

China’s opposition in this instance was
prompted by the inclusion of draft text
referencing the freedom of navigation.

Language on maritime security is routinely a
sensitive issue for China during UN negotiations,
particularly those inside the Security Council
thanks to its interests in the South China Sea.

The fact that fellow UNSC member states such as
the US have sent fleets to the South China Sea,
citing the need to assert the freedom of navigation,
is considered to be a blocker to negotiations
progressing and China will assert its authority at
all costs to remove use of this language in texts.

In an apparent compromise to last month’s Houthi
resolution, the draft resolution text notably did
not mention threats to the freedom of navigation,
supply chains, provision of humanitarian aid, and
the environment. Instead, it simply recalled the
importance of maritime security and recognises
that the maintenance of maritime security in

the Red Sea is essential for the stability of global
supply chains and economic development.

While such actions from Beijing are not new,
many of the same legal arguments and even
the same wording used by China in its South
China Seas disputes is now starting to be put
forward by Russia in regard to Arctic disputes.

Russia has become increasingly vocal
about its issues with Unclos in relation
to the Arctic in particular.

China, in most of its statements, will talk about how
Unclos is part of the law of the sea, but not the entire

law of the sea. Russia is now aping that language.

Public statements from Russian politicians have
suggested that the State Duma will discuss the
issue of withdrawal from Unclos. In a direct
challenge to the principle of the freedom of
navigation an article published last year in the

Russian media, written by a member of the Russian

parliament, expressed dismay that Unclos allows
other navies, in particular the US, to operate in
the Arctic region. The article also claimed that
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Russian ratification of the treaty was “foolish”.

Most significantly the article used almost exactly
the same phrasing as recent statements from
Beijing — specifically that Unclos is part of the law
of the sea, but it’s not the entire law of the sea.

This minor semantic echo is part of a
sustained shift away from Unclos.

China has been consistent in its refusal to

accept that warships have the right to innocent
passage. Russia, in contrast, has not. However,

in November last year, Moscow issued a notice

to mariners that said all foreign ships had to
inform the Russian equivalent of the border guard
before they came into Russian territorial seas.

While that order has passed by relatively unnoticed
and so far untested, it closely mirrors Beijing’s
marine traffic safety act in the South China Sea
and adds to the overall picture of Russia and

China deliberately chipping away at the freedom

of navigation rights previously taken for granted.

The global maritime order has never been
perfect, and while the intensity of rule
violations has increased and the norms are
being systematically challenged, for the
moment Unclos is holding together.

Freedom of navigation is under attack, but it is
not done and dusted as a concept yet. Realistically
it was never as free as we praise it to be and

there has always been a tension between the
accepted norms of international law and the
shifting realities of geopolitical security.

However, the confluence of legal, political and
physical efforts to impede freedom of navigation
are concerning because they are all simultaneously
moving in the same direction, which is not towards
a more open, free and safe maritime space.

At risk is the very governance of the
global maritime commons.

Right now, the structures and legal principles that
enable global trade are under more pressure than at
any time since the end of the Second World War.

Should that rules-based order erode too far, the
consequence of competing rules-based systems with the
impact on territorial claims, safety and environmental
regimes, resource exploitation, and the flow of trade it
implies could upend globalised trade as we know it.
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OPINION

Yes, a tariff war would matter for shipping

WE ARE 19 days and counting into Trump 2.0,
and the administration has already packed

in more than its fair share of climbdowns,
backtracks, retreats and rapid rethinks.

Embarrassed officials are already downplaying
the new president’s grandiose proposal to turn
Gaza into the riviera of the Middle East. The
two-state solution remains a more tenable
prospect than the real estate solution.

The Gulf of Mexico is still the Gulf of Mexico

as far as the rest of the world is concerned,
while the decision to halt postal deliveries from
China and Hong Kong was rapidly rescinded.
We could list numerous other examples.

It is tempting to see such a flurry of deliberately
provocative pronunciamentos as examples of
the strategy Trump 1.0 operative Steve Bannon
— remember him? — described as “flooding
the zone”. Tempting, but probably wrong.

The most significant U-turn from a shipping
perspective is the reversal of the imposition of
25% tariffs on Canada and Mexico, fended off
for at least the time being after relatively minor
concessions from Trudeau and Sheinbaum.

But that should not detract attention from the
fact that a 10% levy on imports from China
has gone ahead, with White House trade
apparatchiks are still drawing a bead on the
EU. So how should the industry react?

Among those counselling caution has been
Vincent Clerc. In an interview with the Financial
Times, Maersk’s chief executive insisted: “The
reason why we don’t expect a massive impact is
what really matters is not tariffs but what the
purchasing power of consumers looks like.

“As long as they are not implemented and we
cannot assess the impact on customers’ wallets,
it’s premature to see it as a major factor.”

But the “as long as they are not implemented”
proviso is key here; if hefty impositions on
America’s trading partners do go ahead,
importers will impose most or all the additional
costs on consumers. That cannot but drastically
eat into consumer purchasing power.
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Clerc’s counterpart at Hapag-Lloyd, Rolf
Habben Jansen, proffered a similar appreciation
of the dynamics of the situation.

“The 10% on China will not do all that much,
because we’ve seen a recent depreciation of the
US dollar compared to many currencies. So short
term, I don’t expect to see a lot of effects from
that, but longer term, of course, tariffs are never
good for global trade,” he told Bloomberg.

These are commendably sober takes. The industry
does best to avoid a Chicken Licken response when
the sky clearly isn’t falling, or at least not now.

As Lloyd’s List argued last week, tariffs —
described by Donald Trump as “the most
beautiful word in the dictionary” — are a central
tenet of Trumpian political thinking. It would
appear he genuinely believes this stuff.

The stated goal is to abolish income tax
altogether and replace it with import duties
collected by an External Revenue Service. The
consensus among economists of all leanings
is that such an aim is utterly fantastical.

Trump may have in mind the precedents set by the
McKinley Tariff of 1890 and the Wilson-Gorman
Tariff of 1894, which were important sources of
revenue for the US in the late nineteenth century.

But with the expansion of the functions of the
state in the intervening 130 years, they could
hardly be so now. You can’t pay for 21st century
government on a 19th century tax base.

Just as importantly, the consequences of retaliation
seem to have been left out of the calculations. There
is only so much humble pie that other countries can
reasonably be expected to eat before they respond
in kind, opening the road to a full-scale tariff war.

Trump’s hoped-for rejuvenation of American
manufacturing also looks chimerical. Few
investors making decisions with a horizon of
decades are going to reshore on account of
problem that could be over four years from now.

Then there will be the workarounds, as highlighted
by BIMCO’s chief shipping analyst Nils Rasmussen.
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Shippers can be expected to at least attempt to
circumvent the rules by looking for alternative
supply chain options, moving cargoes subject
to tariffs through third countries, with all the
attendant ramifications for trade flows.

As Sean Dalton of the International Union of
Marine Insurance also pointed out recently, there
will be a direct impact on marine underwriters.

Protectionism will materially alter exposures and
insured values and increase accumulation risk.

It comes to something when a Communist
Party of China administration in Beijing
has to spell out the virtues of free trade to a
Republican administration in Washington.
But live long enough and you see it all.

ANALYSIS

India’s latest attempt to become a shipbuilding
powerhouse appears more convincing

THE recent announcement by the Indian
government to provide increased development
funding to boost local shipbuilding

capability shows India has not given up on
becoming a leading shipbuilding nation.

Previous attempts by India to become a shipbuilding
powerhouse failed, but the Indian government has
reportedly been talking to the big shipbuilders

and equipment manufacturers of South Korea

and Japan to convince them that expanding their
production to India would be worth their attention.

The government is attempting to kick-start
India as a leading shipbuilder with a multi-
billion-dollar cash injection, as it seeks to
become a developed economy by 2047.

Its most recent budget, announced on February 1,
promised a 250bn Indian rupee ($2.8bn) Maritime
Development Fund to support the country’s
maritime sector, 49% of which will be stumped

up by the government and the remainder from
major port authorities and the private sector.

The aim, according to the the Ministry of Ports,
Shipping and Waterways, is to boost the global
cargo share of India-flagged ships to 20% by 2047
and reduce reliance on foreign-owned vessels.

To that end, the ministry is offering a
Shipbreaking Credit Note, worth 40% of the
value of a scrapped ship, which can be used
against vessels built in Indian yards.

Shipping minister Shri Sarbananda Sonowal

announced the creation of new shipbuilding
“clusters” of 1im-1.2m gt shipyard capacity each.
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“This strategic push is crucial in realising
India’s vision of becoming a $30trn
economy by 2047,” Sonowal said.

“These efforts will enhance India’s
global competitiveness, drive sustainable
growth, and solidify its position as a
leading global maritime hub.”

The government’s existing Shipbuilding Financial
Assistance Policy has also been extended, which will
continue to provide financial subsidies to existing
Indian yards to, as the Ministry put it, “provide

a level playing field” against foreign shipyards.

Further funding for training centres and platforms
to develop “innovative shipbuilding designs”
has also been earmarked in the budget.

“This holistic approach will not only support
industry growth, but also position India

as a global leader in shipbuilding and
maritime innovation,” Sonowal said.

India’s last attempt at becoming a global
shipbuilding player didn’t end well. Chiefly
financed by private enterprise, a number of
Indian shipyards expanded in the 2000s
after winning numerous orders for handysize
and handymax bulk carriers, during that
decade’s dry cargo shipbuilding boom.

Utilising existing European and Japanese
designs, shipyards in India struggled to

build the first ships and delivery delays were
considerable. But just as the sector started to
get into its stride, the global financial crisis hit
and a raft of order cancellations soon followed.
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Production of commercial ships in India peaked in
2010 and has been on a downward spiral since.

However, there are already signs of a
renaissance, with European shipowners of
smaller general cargoships placing several
orders in 2023 and 2024 for new tonnage.

India also has a strong track record in building
ships for the offshore sector, albeit at the
less sophisticated end of the market.

The general cargo segment is one of the oldest
fleets amongst the cargo carrying sector and has
a huge fleet replacement requirement. India could
be in a good position to fill this requirement,

as Chinese shipyards are losing interest in
building lower value and smaller cargoships.

India’s considerable increase in support for its
national shipbuilding industry comes during a
period when some shipowners are looking for
an alternative to China, as threats of sanctions
by the US on China-built vessels have not gone
away. Therefore, India should have potential in

the future to target higher value segments too.

The Indian government has ambitions to
become a top-five global shipyard nation.
Its unprecedented stimulus package could
makes this a possibility, provided that the
deployment of funds is managed well.

India has a large pool of engineers and a low cost
labour pool, although many of its most experienced
personnel are deployed overseas. The nation is

also a major recycler of ships. Recycled steel from
old ships can be utilised to build new ones, just as
shipbreaking is expected to increase considerably
from 2025, as the global fleet is increasingly aged.

Sonowal has stated that India is courting major
South Korean and Japanese shipbuilders,
together with equipment manufacturers

to assist in its ambition. Both nations have
joint ventures with Chinese shipyards, while
South Korean shipyards utilise China for new
vessel block construction. Both nations could
be interested in an alternative to China.

Alternative fuels challenge existing limitation

framework for owners

THERE is currently no functioning limitation
scheme covering alternative fuels and shipowners
could find themselves facing unlimited liability
in the event of a spill, lawyers have warned.

The prospect could even act as a further drag

on the uptake process, which is already facing
many hurdles, including lack of availability and
widespread unwillingness to pay for sustainability.

On the upside, methanol and ammonia, both
touted as possible fuels of the future, do not
persistent in water. So even theoretically uncapped
exposure could be containable in practice.

Meanwhile, the legal standing of biofuels

looks particularly uncertain, particularly

when blended with conventional bunkers. The
unanswered question here is, at what point does
a biodiesel blend stop being a hydrocarbon.

The industry is also acting on the assumption
marine insurers, particularly the P&I clubs
that cover liability, will meet the bill. But
that assumption remains untested.
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Clubs will obviously need to assess a risk for which
there is no historic data, and price accordingly.

Regulators are aware of the problem. Some 14
member states of the International Maritime
Organization, as well as parties such as

the International Group of P&I clubs, have
called for a review of existing rules.

But the IMO is displaying its usual aversion

to alacrity. The proposed review would not
report until 2027, which could spark regional
legislation. That would make an already patchy
legal landscape patchier still. Actually, getting
something done would take longer still.

Shipowners have for decades enjoyed the privilege
of limiting liability flowing from a casualty.

This right is being claimed by the owners and
managers of Dali (IMO: 9697428), the boxship
that brought down a bridge in Baltimore last
March. It will be for the Maryland courts

to uphold or reject the application.

But the legal structure permitting limitation in
the event of oil spills is relatively recent and varies
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from country to country. Relevant instruments
include the International Convention on Civil
Liability for Oil Pollution Damage, known as
CLC; and the Convention on Limitation of
Liability for Maritime Claims, known as LLMC.

IOPC funds

The 1971 International Convention on the
Establishment of an International Fund for
Compensation for Oil Pollution established
the International Oil Pollution Compensation
Funds, which tops up shipowner payments
from a levy paid by oil-receiving entities, so
that states do not end up out of pocket.

There can be glitches. Although a spill resulting
from the Houthi missile strike Sounion (IMO:
0312145) was averted, it would not have been
covered had it happened, because it resulted
from armed conflict. But these mechanisms
work well enough most of the time.

The US is outside these conventions. It has
its own domestic legislation, in the shape
of the Limitation of Liability Act 1856.

Then there is the Hazardous and Noxious
Substances by Sea Convention, known

as HNS. This is modelled on CLC and
was agreed at the IMO in 1996.

Nearly three decades later, it has yet to enter into
force, as it has not attracted sufficient ratifications.
If it does make it over the threshold, it will

only apply to cargoes rather than bunkers.

But most pertinent in the context of alternative fuels

is the International Convention on Civil Liability
for Bunker Oil Pollution Damage, which escapes
the alphabet soup treatment and is generally
abbreviated to just the Bunker Convention.

Bunker Convention

The Bunker Convention allocates liability
where fuel oil is spilt. Given that today’s biggest
ships carry a quantity of bunkers similar to

the capacity of a small tanker, this is obviously
a significant aspect of the problem.

As Kirsty MacHardy, head of the transportation
and trade at Stephenson Harwood, points

out, the working assumption of the

main international conventions is that

bunkers are always made from oil.
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New fuels, such as methanol and ammonia
clearly are not, even though they do share

some of oil’s characteristics. They are toxic,
categorised as pollutants and in the case of
methanol, highly flammable. Ammonia will burn
but is hard to ignite in an open environment.

“In the event of an accident with [these]

fuels, there is no functioning civil liability
scheme operating and so there is, at present, a
significant and unlimited exposure,” she said.

“This type of liability may be expensive
to insure until the risks of these
alternative fuels is well known.”

There are other liabilities that could arise from
ammonia, added Philip Roche, a London-
based partner at Norton Rose Fulbright. This
include fumes which could be carried inland,
and the attendant issue of acidification.

“If you are in a port and there are some
buildings around and a cloud of ammonia
sweeps over them, you are going to need a
clean-up. You are going to have to wash the
acid off buildings, because it is toxic.”

Similarly, an explosion would not be a pollution
issue. But if damages property, it would be a
liability issue. As things stand, the expectation is
this would be covered by P&I clubs in the usual
way, unless they choose to make it an exclusion.

In the event of an alternative fuel spill, it may be
open to owners to appeal to LLMC by way of a
safety net, MacHardy suggested. But as seen after
the Erika (IMO: 7377854) and Prestige (IMO:
7372141) casualties, they can expect vigorous
contestation from coastal states.

Plant-based fuels

On the upside, the environmental impact of
a bunker-sized spill of methanol or ammonia
is likely to be smaller and more contained
than an equivalent amount of oil.

It will probably abate naturally, as both
substances are hygroscopic, which is to
say, the absorb moisture. As such, a spill
will not require extensive containment and
clean-up equipment and manpower.

As Roche noted, the Bunker Convention sets
down compulsory liability and the need for
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compulsory insurance against bunker spills as a
precondition of liability limitation under LLMC.

The problem is that it expressly defines bunker oil as
any hydrocarbon mineral oil, including lubricating
oil, used or intended to be used for the operation or
propulsion of the ship, and any residues of such oil.

Biofuels, of course, are plant-based rather

than hydrocarbon-based. To add an addition
complication, it is currently being blended with
high-sulphur fuel oils, commonly to 20%.

Unlike methanol, ammonia and hydrogen,
pure biofuel does not evaporate easily, and
can sometimes form a slick, particularly in
good weather. Moreover, in commercial use,
it is generally blended with marine gasoil.

As highlighted above, the current wording of
the Bunker Convention does not apply to pure
biofuel at all. With blends, the likelihood is that
some of the bunker spill would be covered and
some of it not. But even that is not certain.

“I would have thought a court would probably
agree, if you have a 50/50 blend of hydrocarbons
and biofuel, it could all be treated as all

bunker fuel for practical purposes, because

you can’t distinguish between them. It’s all

in the water and it’s all causing trouble.

“Certainly 80/20 marine gas oil/biofuel is
going to be treated as bunkers. But if it’s 80/20
biofuel/ MGO, then we do have a problem,
because it does not fall under the convention.”

In short, either the Bunker Convention is amended
to take in the new range of possibilities, or a
judge will make the rules by way of a test case.

“It makes sense. If you're going to provide
this regime for hydrocarbons, then why
not for alternative fuels. But there will

be somebody who objects, and it could
disappear into the morass for a while.

“What we don’t need is some smart Alec saying,
my biofuel, which is equally polluting, isn’t a
mineral hydrocarbon, so I don’t need insurance.
That would not be a happy outcome.”

Extend HNS

Another possible longer-term solution might be
to extend HNS — which, as we have noted, will
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only cover cargoes if it ever does kick in — to
take in alternative fuels. But as Stephenson
Harwood’s MacHardy said, this has already
been tried, and didn’t get anywhere.

“An attempt has been made by way of the HNS
Convention to create a regime that works like the
oil-based instruments in terms of apportionment
of liability and the setting up of a fund for spills
of these cargos, including where used as fuel.

“Difficulties with ratification, centred around
the constitution of and contributions to a
fund, mean that it is still not in force.”

Johanna Ohlman, an associate at the London office
of HFW, argued that either legal amendments to
existing conventions or the adoption of new legal
conventions is probably what the situation requires.

“There are many considerations that must

be taken into account when assessing what
legislative solution will work best and the
particular characteristics of different alternative
fuels is a key factor here,” she said.

“The tendency has been for the international
community to develop conventions for particular
propulsion methods and particular substances.”

The risk here is that the new conventions are
not universally ratified and result in a plethora
national, regional and international legislation,
which may set out different liability regimes.

That, in turn, increases that certain incidents
fall outside of scope, making it more difficult to
establish liability and provide compensation.

Watson Farley & Williams partner Nick Walker
and counsel Valentina Keys highlighted

the impending 83rd session of the IMO’s
Marine Environment Protection Committee,
which is due to take place next month.

MEPCS83 is set to agree a global greenhouse
gas fuel standard, via amendments to
Marpol Annex VI proposed at MEPC81. This
has already been dubbed GFS in industry
jargon and will enter into force in 2027.

Keys expects that either existing conventions
such as the CLC, Bunker, LLMS, HNS,

will need to be updated to reflect this
change, or that a new convention specific to
alternative fuels will have to be devised.
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Keys expects that either existing conventions
will be updated to reflect this change, or
that a new convention will be devised.

“It’s easier said than done. But Marpol keeps
being updated, so you can update these
other conventions as well,” she said.

Walker also pointed to the provisions of
the Vienna Convention on the Law Treaties
1969, which simplifies the process of making

desirable minor tweaks to treaties.

“This may be more of an issue for fuel suppliers
than the shipping industry. Until such time

as things are ironed out, people will just use
hydrocarbons and take the pain that comes

in the form of taxes,” he commented.

“You need the answer to this before you've
even installed infrastructure to supply
vessels that can use these fuels.”

Baltimore bridge litigation could reach
Supreme Court, US insurance lawyer says

A DECISION on the application of the owners
and managers of the boxship that brought down a
bridge in Baltimore last year to limit their liability
could be reached by the end of next year, a US
insurance lawyer following the case has predicted.

However, any ruling by Maryland judge James
Bredar will almost certainly go to appeal and
potentially end up in the Supreme Court, a
process that would take decades, she warned.

The litigation is being closely watched in P&I circles,
as it could represent the difference between an
exposure contained at tens of millions of dollars and
a multibillion-dollar payout, which would represent
the most expensive marine casualty ever seen.

The International Group has already busted its
$100m retention on the casualty, fully funding
a $103m settlement with the US Department
of Justice to pay for the recovery efforts.

But the bill for the six lives lost, the cost of a
replacement bridge, extensive interruption
to local businesses and several other claims
will be vast, if insurers are found liable.

In that eventuality, most of the pain will be felt
by the reinsurance market, which has already
responded by jacking up the price of the IG’s
reinsurance policy, funded by a mandatory
levy on shipowners. Boxship owners in
particular have been hit with a big rate hike.

The US is outside the international

conventions that govern limitation in most
jurisdictions. Dali (IMO: 9697428)’s owners Grace
Ocean and managers Synergy Marine have
instead filed suit under a domestic law known

as the Limitation of Liability Act 1856.
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In the first place, they deny any liability
whatsoever. But if they are held liable, they
contend that they liability should be capped
at just $44m, under a LOLA formula based on
the value of the ship and pending freight.

The consensus among lawyers is that the
application is well grounded and will hold
unless the claimants can prove privity or
knowledge of problems with the vessel.

Given the extent of public outrage in Baltimore,
there may also be political pressure on Judge Bredar
to deliver a verdict in line with public opinion.

Houston-based Jana Byron is senior vice-president
and Ocean Marine practice leader for Lockton
Companies, which owns Lockton PL Ferrari, a
prominent broker in the marine insurance space.

A bench trial — that is to say, a trial heard by
the judge without a jury — is set for June 2026
and Byron expects that Judge Bredar will work
to keep the parties on the schedule set by the
court. Bredar will then consider the evidence
and give his ruling within a few months.

If he does establish liability, there will then be a
subsequent phase (or phases) to determine the
extent of the liability among the parties, as well as
damages. Whether this is decided in one or more
phases will be decided by the judge in due course.

But the matter is unlikely to end there. The losing
side could well seek to take the case to appeal,
and even ultimately the Supreme Court.

The precedent she has in mind is the grounding

of tanker Athos I (IMO: 8208232) in the Delaware
river in 2004, resulting in an oil spill that
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cost the owners and insurers $165m. That is
equivalent to around $282m at today’s prices.

The case went to the Supreme Court,
which in 2020 found for Tsakos Shipping
& Trading against charterer Citgo.

Byron said: “Even if the trial goes ahead and a
decision comes out within three to six months,
that isn’t going to be the end of it. Regardless of
what Bredar decides, there will be an appeal.”

Whether that appeal is after phase one or after any
subsequent phases remains to be seen. How quickly
it can be heard is a matter for the appellate court.

If any parties are dissatisfied with the decision
of the appellate court, they have the option of
filing a further appeal to the Supreme Court.

“Usually, the Supreme Court will hear cases
when there are splits in the Courts of Appeal in

different circuits over how the law is interpreted.

“The question of privity and knowledge is something
trial courts have historically struggled with, so

the Supreme Court may take the opportunity to
clarify what privity and knowledge means.

“It’s anybody’s guess whether the Supreme
Court will take the case, but that doesn’t
mean litigants won’t ask them to. That’s
something we can all reasonably expect.”

Given the politics and procedures involved and
the number of parties involved, as well as the
numerous legal and factual issues raised in the
case, Dali is reminiscent of Athos 1, Byron added.

“That’s what it looks like to me as a practitioner
and as someone who has been around

this stuff for a while. It’s ripe for people to
argue about a lot of different things.

MARKETS

Container volumes rally in 2024

GLOBAL container volumes rebounded
strongly in 2024 after two successive
years of lacklustre sector growth.

Full-year figures published by Container
Trades Statistics show a 6.2% increase in
volumes moved by carriers globally last
year from 172.5m to 183.2m teu.

This followed relatively static growth in 2023
(0.02%), and a 5% slump in 2022, when volumes
reset off the back of the post-pandemic spike.

CTS figures for December, the latest
reporting month, showed a 7.6%
increase in box cargoes to 16m teu.

The recovery in trade last year was led by strong
sentiment on the mainline long-haul routes, with
both the transpacific and Asia-Europe routes posting
impressive growth figures for the 12-month period.

On the Asia-North America trade volumes
jumped some 14% on 2023, indicating the
continued resilience of the US economy to
wider global trends. In 2023, CTS numbers
showed a 4% fall in volumes on the trade.
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Last year, transpacific volumes were also boosted
by the front-loading of cargoes to avoid import
tariffs, particularly at the tail end of the 2024.
Indeed, in December volumes were up 7.7% on
November and up more than 10% on-year as
shippers ensured inventories were suitably stocked.

On the Asia-Europe trade volumes rebound
was equally impressive. In December, the route
also recorded its highest-ever monthly traffic
figures at just over 1.5m teu, representing a
close to 20% rise month on month and 13.7%
increase on 2023, according to CTS.

On an annual basis, volumes were up 8.8% in
2024 to prolong the growth trend witnessed in
2023, when an increase of just under 8% saw Asia-
Europe as one of the year’s standout performers.

CTS chief executive Nigel Pusey said that the
cargo increases in Europe continued to be
concentrated in the north of the continent

and western Mediterranean, with the “eastern
Mediterranean flatlining on a full-year basis
despite a stronger performance in the last quarter
of 2024, reflecting an easing in transhipment
issues and new entrants to the trade”.
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At a regional level, imports into Europe continued
to strengthen in 2024, up 7% on a full-year basis,
while in North America containerised trade
arriving at the continent’s ports were up some
12% last year, according to CTS. This contrasted
with a 5% fall between 2024 and 2023.

“The imports in 2024 continue to be driven
by strong growth from the Far East and
Indian subcontinent regions, with 14%
growth for the entire year,” said Pusey.

In terms of exports, the regions that showed
the most strength in 2024 were Asia, Sub-
Saharan Africa and Australasia, which all
reported an 8% increase in volumes.

“This is being driven by exports to North
America, Indian sub-continent and Middle
East, as well as South and Central America. The

Europe and North America regions showed only
a 2% increase in exports in 2024” said CTS.

With Red Sea rerouting continuing in
December and, in turn, sustaining freight rate
elevation, the CTS Global Price Index finished
the year comfortably above 2023 levels.

In December, the index climbed two points month
on month to 96 for all freight types against 71
points in the corresponding month of 2023.

Looking at the year ahead, Pusey said that
despite the risks associated with the Red Sea
and the impact of tariffs on global volumes there
are at least some positive signals coming from
the strength of trades outside the main routes,
with very robust performances in South and
Central America, Australasia and Oceania.

Spot rates still falling but Maersk touts
‘benign’ box shipping outlook

SPOT container rates are still falling. The Shanghai
Containerised Freight Index declined 7% from its
previous level (two weeks ago, prior to Chinese New
Year) and is now down 12% year on year. Drewry’s
World Container Index dropped 3% from the

week before and is down 14% year on year.

But to put this in context, spot rates are still well
above break-even and much higher than pre-Covid,
spot rates always fall around Chinese New Year,
and rates for annual contracts — which account for
half or more of carriers’ business — are increasing.

There was no concern voiced about falling spot rates
by Maersk during its quarterly call on Thursday.

Indeed, Maersk is now so confident in the

market that it has restarted a share buyback
programme alongside its dividend payouts, targeting
$2bn in stock repurchases over the next 12 months.

“We see this as surprising given that the company
stated in its 2023 annual report that ‘reinitiation will
be reviewed once market conditions in ocean have
stabilised,” noted Deutsche Bank analyst Andy Chu.

“Given that we see falling freight rates, higher
tariffs, a challenging macro backdrop, the
potential reopening of the Suez Canal and
oversupply, we think that is a lot of uncertainty
for Maersk and the industry,” wrote Chu.
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Maersk executives maintained that the company’s
balance sheet is now so strong — stronger than

it was a year ago due to Red Sea crisis upside

— that buybacks should continue beyond 2025.

Maersk sees market outlook as ‘more benign’

Maersk chief executive Vincent Clerc said: “You
should probably expected two to three bumpy
quarters when we deal with some of the supply
shock of sailing back through the Suez. But we think
the outlook, from where we stand today, is much
more nuanced and benign than what we had in front
of us before the outbreak of the Red Sea disruption.

“The delivery of new ships was very frontloaded in
2024 and 2025 and is actually quite low in the years
that follow. We have already absorbed quite a bit of
that capacity and the market has been resilient.

“The demand side has been much more
resilient. We expect container volume
growth to remain robust, at 4% in 2025.”

Maersk chief financial officer Patrick Jany
added: “There is a way out of the supply-
demand situation that is much more
benign than we thought a year ago.”

Maersk had 75% of its business in on long-
term contract in 2024, and 25% on spot.
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Asked about contract renewals in Asia-Europe,
Clerc said: “Contracting has been progressing
quite well. Rates are at fairly decent levels.”

Of the transpacific, he said: “It’s too early to talk
about rate levels [transpacific contracts renew
in May] but at least from a volume perspective,
this is continuing to look positive. In emerging
markets in the south, it also looks like there is
good resilience and good demand for transport.”

Data from Xeneta, which assesses long-term
container shipping rates, shows a significant
rise in 2025 versus 2024 for the Asia-northern
Europe trade. It put the current average long-
term contract rates on this route at $2,838 per
feu, up 35% from the same time last year.

Emily Stausboll, senior shipping analyst at Xeneta,
told Lloyd’s List that the year-on-year rise “is
primarily due to the ongoing impact of the Red
Sea [reroutings] against the backdrop of spot rates
remaining elevated. The situation could change
dramatically if there is a large-scale return of
containerships to the Red Sea, but for now carriers
are managing to keep long-term rates up.”

Spot indexes show continued decline

The SCFI Shanghai-northern Europe spot-rate
index came in at $3,610 per feu for the week
ending Friday, a 16% plunge from the rate in the
week ending January 24. The SCFI Shanghai-
Mediterranean index fell 5%, to $6,072 per feu.

In the transpacific, the SCFI Shanghai-US
west coast index dropped 4%, to $3,932

per feu, and the Shanghai-US east coast
index declined 5%, to $5,490 per feu.

Drewry’s WCI also showed spot rates falling
faster in Asia-Europe than the transpacific.

The WCI Shanghai-Rotterdam assessment fell

5% in the week ending Thursday versus the prior
week, to $3,125 per feu, and the WCI Shanghai-
Genoa assessment dropped 4%, to $4,236 per feu.

The WCI Shanghai-Los Angeles assessment
declined only 1% week on week, to $4,717 per
feu. The WCI Shanghai-New York assessment
also dropped by just 1%, to $6,212 per feu.

In addition to its contract-rate data, Xeneta
provides daily assessments of average short-
term rates. Xeneta put average short-term rates
on Friday at $3,315 per feu in Asia-northern
Europe, down 11% week on week; $4,583 per
feu in Asia-Mediterranean, down 9%; $4,909
per feu in Asia-US west coast, down 1%; and
$6,291 per feu in Asia-US east coast, down 1%.

“It’s pretty clear when you look at Far East to
northern Europe and the Mediterranean down 11%
and 9%, respectively, that the changing situation
in the Red Sea is having a downward impact,
because these trades are most heavily impacted by
diversions,” said Xeneta chief analyst Peter Sand.

If so, that impact is from sentiment, not higher
capacity, as container shipping has yet to return

to the Suez route. “The situation on the Red Sea is
the same as it has been all the time,” said Clerc on
Thursday. “The ships are not starting to cross again.”

Boxship orderbook set to pass 9m teu with
more newbuildings in the pipeline

NEW orders for containerships with a combined
capacity of some 1m teu are understood to be in
discussion by Taiwanese and European container
line operators. Greek shipowner TMS is also said
to be in the process of concluding a deal for up to
10 vessels of 11,400 teu for the charter market.

Should all of the potential orders reach contract
signing stage then the combined boxship
orderbook appears set to reach 9.5m teu, or 30%
of existing capacity of the fleet in service.

France’s CMA CGM is rumoured to be in discussions
for up to 12 LNG dual-fuel boxships of 18,000 teu.

Lloyd's List | Daily Briefing Monday 10 February, 2025

Analyst Alphaliner said that the order is
expected to be placed at a Chinese shipyard
with potential delivery from 2028.

In January, CMA CGM contracted South Korea’s HD
Hyundai Heavy Industries to build 12 15,000 teu
boxships, also to LNG dual-fuel specification.

Hamburg-headquartered container line Hapag-
Lloyd is said to be in discussions with South
Korean shipbuilder Hanwha Ocean for further
newbuildings. If confirmed, they would add to 24
vessels of between 9,200 teu and 16,800 teu, which
Hapag-Lloyd contracted in China in October 2024.
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The dual-fuel newbuildings under
discussion with Hanwha Ocean are
understood to be of 17,000 teu capacity.

An intital six vessels are expected to be
ordered by the world’s fifth-largest boxship
operator by the second quarter of this year.

Meanwhile, George Economou’s TMS shipping
group is reported by shipbrokers to have ordered
up to 10 containerships of 11,400 teu capacity.

Six firm vessels are said to have been
contracted from China’s Zhoushan
Changhong International Shipyard, with
options arranged for four further ships.

Taiwan’s top container line

operators Evergreen, Wan Hai Lines and Yang
Ming are all understood to be in talks with
shipyards for more boxship newbuildings.

The world’s seventh-largest operator, Evergreen,
is thought to be in the market for additional
24,000 teu containerships to add to ships

of the same capacity it contracted in China

and South Korea in 2021 and 2022.

Wan Hai Lines is reported by Alphaliner to be

in talks with compatriot shipbuilder CSBC for
a new series of 16,000 teu containerships.

The company is believed to have recently added
four 8,000 teu containerships at CSBC, which add
to 16 ships of the same design ordered in 2024.

Finally, Yang Ming is expected to order up to
13 containerships of up to 15,000 teu as part
of a fleet replacement programme for its oldest
ships, which were built in the early 2000s.

The state-owned carrier has among the smallest
orderbooks of the top 20 carriers. It has only five
ships presently on order of a combined 77,500 teu.

Shipbroker Clarksons notes that the containership
fleet is going through a period of significant
expansion due to record vessel ordering since 2021.

“By the start of 2025 the containership fleet stood
at 6,777 vessels of a combined 30.8 million TEU,
up over 10% from the start of 2024 and up 24%
from the start of 2022, with growth particularly
rapid in the larger sizes,” said Clarksons.

In 2024, the fleet of ships of above 12,000
teu grew by 17% in teu terms and has
increased by some 50% since early 2022.

VLCC sanctions upside has begun but is ‘just

in the early innings’

SPOT rates for very large crude carriers have
rebounded in 2025, coinciding with new
sanctions on the Russian dark fleet* and

the Trump administration’s pledge to apply
“maximum pressure” on Iranian exports.

Some of the recent rate upside is just sentiment, but
cargo demand is also starting to pick up, according
to Svein Moxnes Harfjeld, chief executive of DHT.

“The primary driver in this early phase has been
sentiment, but we are also seeing some changes in
behaviour in how China is procuring oil,” Harfjeld
said during Thursday’s quarterly conference call.

“Sanctions and fiscal issues with some of
the teapot refineries in China are resulting
in changed procurement behaviour. State-
owned refineries are increasingly taking a
more prominent role, which will likely result
in a reduced role for the shadow fleet.

“We also understand there are some tax issues
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with several of these [teapot] refiners that mean
they will either face bankruptcy or a transfer of
ownership — maybe to state-owned entities.”

The ban on sanctioned tankers by China’s Shandong
Port Group in early January is simultaneously
pushing more demand to non-sanctioned tankers.
“That is a real thing,” affirmed Harfjeld.

In addition, there has been an improvement in the
economics of Chinese refineries. Their margins
have recovered to almost $16 per barrel currently
from $3-$6 per barrel in the fourth quarter of 2024,
according to data presented during DHT’s call.

“The downward trajectory we had at the end of last
year was mostly driven by some inventory changes
and the lack of runs at refineries in China. But those
inventories seem to have been worked off, as you
can now see from the refining margins in China.”

The rebound in Chinese refinery demand
for crude, together with China’s growing
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aversion to sanctioned tankers, is pushing
more demand back to mainstream tankers.

“I think this is just the early innings of what’s
at play going forward,” said Harfjeld.

“The market is very, very tight. So, it doesn’t
take much to bring the market down, and it
doesn’t take much to bring the market up.” The
inventory draws in China led to the counter-
seasonally tepid fourth quarter for VLCC rates,
and conversely, new sanctions have helped
push rates back up in the first quarter.

“Sentiment in reaction to sanctions was

very dramatic. The market moved very, very
fast without necessarily having more cargoes
in the market. It moved just on expectations.

“We then had a little bit of a setback,” he said,
referring to the reversal in VLCC rates after
the initial spike. “And now we are back up
again. We feel there is more substance now
— that there is more cargo in the market.”

DHT said that there are currently 197 VLCCs
in sanctioned trades, representing 22% of
the global fleet. Of those, 92 have actually
been sanctioned, or 10% of the global fleet
(the US sanctioned one additional VLCC on
Thursday after DHT’s conference call).

The more that sanctions push China away from
using the shadow fleet, the more cargo for
mainstream VLCCs. But it’s not a one-for-one
substitute, because shadow fleet VLCCs carry
fewer barrels per year than mainstream vessels
due to ship-to-ship transfers and other delays.

The shadow fleet “is very inefficient, so I

don’t think we can assume a one-for-one
change between sanctioned barrels and non-
sanctioned barrels. The exact ratio is hard
to be specific on, but the compliant fleet is
obviously more productive,” said Harfjeld.

DHT in position to benefit from spot rate rise

DHT reported net income of $54.7m for the fourth
quarter of 2024 versus $35.3m in the fourth quarter
of 2023. Adjusted earnings of $0.17 per share came
in just below the consensus estimate for $0.18.

Rates for DHT’s VLCCs trading on spot averaged
$38,200 per day in the fourth quarter, down
from $43,700 per day in the third quarter.

The company currently has 74% of its available
spot days for the first quarter of 2025 fixed at

an average rate of $36,400 per day, which is

still down 5% from the fourth quarter last year
despite the recent uptick in rates. DHT’s current
breakeven rate for spot tankers is $21,700 per day.

“Importantly, the Q1-to-date spot rate update for
DHT’s VLCC fleet is higher than when last provided
in mid-January, confirming upward pressure on
spot rates,” said Evercore ISI analyst Jon Chappell.

On January 14, DHT reported that it had
51% of available first-quarter VLCC spot days
booked at an average rate of $31,400 per day.

Harfjeld said on the conference call that modern-
built, scrubber-equipped VLCCs are currently
commanding spot rates of $55,000-$60,000 per
day. Given the lag effect in how spot rates impact
quarterly rate averages, this improvement would
primarily show up in second-quarter 2025 results.

New LNG supply to help uptake as ship fuel

GROWING supplies of LNG will help improve
the business case for use as an alternative
ship fuel, according to Clarksons’ head

of green transition Kenneth Tveter.

Some 650 LNG dual-fuel ships are already on
the water, with a similar number on order.

While not all ships able to run on LNG do so, the
LNG-capable fleet is soon expected to reach 6%
of the global ship fleet in gross tonnage terms.

Orders for LNG dual-fuel vessels, especially
containerships, rebounded in 2024 amid doubts
over future supplies of green methanol.
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Significantly, Maersk, which had previously
shunned LNG in favour of methanol, ordered
its first LNG-capable boxships in 2024.

Provision of LNG as a fuel for the burgeoning
dual-fuel vessel fleet is expected to be boosted
by a stabilisation of the conventional fuel
spread, as LNG availability expands.

“We do expect that the long-term spread is going to
be quite economical because of the vast amounts of
volumes that are expected out of the US and also the
Middle East going forward,” Tveter told Lloyd’s List.

Energy market watchers have predicted an LNG
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supply glut in coming years as new projects come
online. LNG carrier owner Flex LNG said last week
that about 200m tonnes per annum of new capacity
is expected to hit the market from 2026-2030.

Flex LNG counted 43m tonnes per annum of new
liquefaction capacity being commissioned or built in
2025, rising to 68m tonnes in 2026 and 51m tonnes
in 2027, most of it from the US, followed by Qatar.

Supply could be even higher in coming years if the
West eased sanctions on Russia, the company said.

Tveter said more volumes on the global
market could help reduce the capex payback
period for LNG fuel, estimating it at five to 10
years depending on the fuel price spread.

He noted that LNG bunker prices per
gigajoule were slightly higher than those of
very low sulphur fuel oil at present, but had
stayed close and favoured LNG at times.

“We are seeing a huge increase in demand for
bunkering vessels across the world,” he added.

Lloyd’s Register global gas segment director Panos
Mitrou said LNG bunker prices would drop as
more supply came online and competition pushed
down bunkering margins, as well as expected
higher costs of carbon and regulatory pressure.

Mitrou said the average price gap could
exceed $100 per tonne of VLSFO equivalent,
but this depended on location, bunkering
agreements and EU ETS costs.

He said Europe’s EU ETS and Fuel EU
Maritime regulations created a clear case

for investment in LNG dual-fuel vessels.

LR has estimated an LNG transition pathway would

be about 10% cheaper than ammonia and 30%
cheaper than methanol over the next 25 years.

Mitrou said an ultra-large containership with
40% of its emissions exposed to EU regulations
would net around $343m over 25 years in saved
compliance costs and pooling revenue.

DNV global decarbonisation director

Jason Stefanatos said LNG’s growth was
unsurprising given the maturity of the
technology and development of infrastructure,
compared with other alternative fuels.

“There have been some ups and downs, especially
due to the fluctuation of [the] LNG price, but overall
the growth can be called satisfactory,” he said.

Shipowners would need to blend in
increasing amounts of renewable LNG over
time to stay compliant with EU and global
carbon regulations past around 2039.

The availability and price of such renewable
gas was still uncertain, but Stefanatos said the
risks seemed to be manageable over time.

LNG dual-fuel vessels have drawbacks however:
higher newbuilding costs due to the need for
high-cost gas tanks, lack of LNG bunkering ships,
and uncertainty over the future regulation of
methane, the main chemical in natural gas.

LNG bunkering has expanded rapidly around
the world, but remains less freely available
than conventional fuel, creating challenges for
spot-trading ships that operate worldwide.

DNV data shows there are 57 LNG bunkering ships
in service, including seven non-propelled barges.
A total of 14 LNG bunkering vessels are on order.

DP World handles record 88.3m teu in 2024

LEADING ports group DP World saw its
container volume rise 8.3% to a record
88.3m teu in 2024, amid strong growth
and new service calls at its terminals.

The global logistics provider said despite
macroeconomic headwinds and concerns
about the outlook for global trade, it benefited
from long-term infrastructure investments
that will give it the capacity to handle more
than 100m teu across all its operations.
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DP World group chairman and chief executive
Sultan Ahmed bin Sulayem said: “During the last 10
years we have invested more than $11bn in world-
class ports and logistics infrastructure to make trade
flow. This record performance is further evidence
that our long-term investment is providing the right
services for our customers in the right places.”

DP World credited its diversified global portfolio
and ability to navigate supply chain volatility for
its record performance despite the challenges
posed by the Red Sea crisis in 2024.
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“As we continue to expand our reach deeper into
the global supply chain by expanding our end-to-
end logistics capabilities, we are confident that
the container market will continue to grow and
that we have the capacity to service it. Whatever
the short-term challenges, we remain bullish on
the outlook for world trade,” added Sulayem.

The top performer in DP World’s portfolio was
the Posorja terminal in Ecuador, on South
America’s west coast, which posted a remarkable
87% rise in volume to nearly 1m teu.

Double-digit growth was also seen at San
Antonio in Chile, Yarimca in Tiirkiye, Chennai in
India, Callao in Peru, Antwerp in Belgium

and London Gateway DP World said. Meanwhile
its flagship Jebel Ali port saw a 7% rise in the
number of containers handled from 2023.

DP World’s new ports and terminals also made
positive contributions, adding nearly 1m teu

to the total volume. These include the new DP
World- Evyap merger in Tiirkiye, new operations
at Dar es Salaam port in Tanzania and the
Belawan New Container Terminal in Indonesia.

In contrast, Singapore-based PSA

International posted a 5.6% rise in containers
handled to 100.2m teu in 2024, the first time the
group has surpassed 100m teu in annual volume.

AD Ports, CMA Terminals tie up in Congolese
multipurpose port joint venture

AD PORTS and CMA CGM’s ports unit CMA
Terminals are tying up in a joint venture to run
the Republic of Congo’s biggest Atlantic port.

The AD Ports majority-owned joint venture will
together develop, manage and operate the New
East Mole multipurpose terminal in Pointe Noire,
Congo-Brazzaville, for which AD Ports received

a 30-year extendable concession in June 2023.

The New East Mole multipurpose terminal
will handle containers, general, breakbulk
and other types of cargo at the Port of Pointe
Noire, the Central West African nation’s main
Atlantic gateway. The new facilities will help
connect Congo-Brazzaville to global markets.

AD Ports has previously said it expects to invest
about $220m to build a 400 m quay wall at 16 m
depth, plus a 10 ha logistics area, during phase
one of the project. Although not disclosed, the
joint venture agreement likely brings with it
additional investment from the new partner.

The terminal has already placed an order for three
super post-panamax ship-to-shore cranes, and
is set to receive nine hybrid rubber-tyred gantry

cranes and other associated handling equipment.

CMA CGM is the leading export shipper in
the Republic of Congo. It claims an overall
container volume market share of about 35%.

AD Ports Group and CMA CGM are also partnering
on terminal expansion at the former’s Khalifa

port, with an $845m investment in a new terminal
that will boost the port’s capacity by a third.

AD Ports regional chief executive Mohamed
Eidha Al Menhali said: “Our group’s decision to
invest with CMA CGM Group to develop phase
one of the New East Mole multipurpose terminal
at the port of Pointe Noire, Congo-Brazzaville

is another example of AD Ports Group’s strong,
collaborative approach to partnering with
governments and businesses in Africa.”

CMA CGM executive vice president for assets
and operations Christine Cabau Woehrel said:
“We look forward to bringing the operational
and economic benefits of this collaborative,
sustainable approach to the Republic of the
Congo and to its importers and exporters.”

FMC approves Premier Alliance

THE Premier Alliance of HMM, Ocean

Network Express and Yang Ming will launch
on February 9 after receiving the green light
from the US Federal Maritime Commission.

An initial launch was planned for February 1,
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but a request for additional information from the
FMC delayed the new alliance’s first sailings.

The commission wanted more data to understand
the alliance’s impact on competitiveness, after
the initial submission by the three lines filed
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on October 28, 2024, lacked “sufficient detail

to allow for a complete analysis of potential
competitive impacts and whether the agreement
fully complies with all statutory requirements”.

The new information provided by the alliance was
deemed “responsive” by the regulator on December
26, and as a result the Premier Alliance will
automatically take effect on February 9, by which a

45-day period for FMC to respond will have elapsed.

HMM, ONE and Yang Ming launched the Premier
Alliance following the departure of Hapag-
Lloyd from The Alliance when it teamed up

The agreement between the three companies
lasts for five years and also includes a separate
agreement with the world’s largest container
line, Mediterranean Shipping Co.

Despite the departure of Hapag-Lloyd from The
Alliance, the new Premier Alliance has maintained
its market share on the key transpacific route, Sea
Intelligence chief executive Alan Murphy said.

The same is true on the Asia-North

America east coast route too, where the
Premier Alliance just beats the Gemini
Cooperation by 0.2% in capacity share.

with Maersk to form the Gemini Cooperation.

CMA CGM still in discussion with Syrian
government on Latakia deal

CONTAINER carrier and terminal
operator CMA CGM said it was still engaged
in “positive discussions” with the Syrian

But the overthrow of the former regime has

transitional government about its operation

of the country’s largest container port.

The French line has run the container

prompted renegotiation with the interim
government that took power in his wake.

Reuters reported last week that Syria’s General

Authority for Land and Sea Ports had agreed to a

terminal at Latakia since 2009 and renewed

its lease for 30 years last year with former
dictator Bashar al-Assad’s government.

new contract with CMA CGM to operate Latakia.

But CMA CGM told Lloyd’s List that the carrier
was still “engaged in positive discussions with the

authorities” and expected to offer an update soon.

IN OTHER NEWS

Shipping must shine the spotlight on
seafarer safety, say major associations
THERE is not enough awareness
outside of shipping of the safety

and security concerns seafarers all
over the globe face on a daily basis.

That was the unanimous agreement
of several of the biggest shipping
organisations, including BIMCO,

the International Chamber of
Shipping, Intercargo and Intertanko,
who met in Athens to discuss
greenhouse gas emissions and the
impact of geopolitics on shipping.

Chairpersons Nikolaus Schiies of
BIMCO, John Xylas of Intercargo,
Emanuele Grimaldi of the ICS and
Rolf Westfal-Larsen of Intertanko
called the rise in seafarers

taken hostage “devastating
and highly concerning”.

Melina Travlos re-elected as

Greek shipowners’ leader

MELINA Travlos has won a second
three-year term as president of
the Union of Greek Shipowners.

The owner of Neptune Group,
comprising the Neptune

Lines vehicle carrier fleet, as well
as logistics activities and dry bulk
carriers, Travlos became the first
woman to lead the century-old UGS
when she was elected in 2022.

She is understood to have been
re-elected to the governing board
of the world’s largest national
shipowning body with the largest
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number of votes of any candidate.

Tender called for salvage of Chinese
heavylift vessels wrecked off Taiwan
A TENDER will be called next
month for the salvage and
scrapping of the China-flagged
heavylift vessel that grounded
off north Taiwan last October.

The operation is expected to be
completed before the onset of
the typhoon season, according
to the local maritime authority.

Following the shipowner’s

decision to abandon the vessel

and its cargo, Yu Zhou Qi Hang’s
(IMO: 9643776) P&l Club is set

to open bidding for salvage and
dismantling operations on March 7.
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Classified notices follow
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BCP

Council

BOURNEMOUTH, CHRISTCHURCH AND POOLE COUNCIL
(POOLE HARBOUR OPENING BRIDGES) ORDER 2006
PROPOSED Closure of Back Water Channel — Poole Harbour

NOTICE IS HEREBY GIVEN that Bournemouth, Christchurch and Poole Council
(“the Council”) propose to temporarily close the Back Water Channel for the full
width in accordance with the powers granted by Section 17 of the above Order to

execute works to the bridge structure.

The Back Water Channel will be closed to all vessels that cannot pass under Twin
Sails Bridge when in a closed position. The channel will still be available to low air

draft vessels, the height clearance displays will show the available air draft.

The channel will be closed from 00:00 on 25" February 2025 until 05:30 on 26t
February 2025.

Service Director: Planning and Transport, BCP Council Civic Centre, Bourne Avenue,
Bournemouth BH2 6DY

Dated: 4" February 2025
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