Monday 21 March, 2025

Lloyd’s List° Daily Briefing

Leading maritime commerce since 1734

LEAD STORY
China-Taiwan conflict fears could
spark war risk insurer exodus

WHAT TO WATCH
Gambia’s dark fleet gambit sees
detentions and sanctions surge

EU sets stage for collaborative
maritime strategy

ICTSI exec slams APM Terminal’s
motives behind Durban terminal
dispute

Why you should worry about boring
IMO debates

ANALYSIS

Big Chinese newbuild orderbook to
haunt vehicle carrier sector if USTR
levy comes to pass

MARKETS
Box rates still sinking but disruptions
due to port fees could spur rebound

Diana teams up with Spanish tanker
owner for 7,500 cu m LPG carrier
newbuilds

Reinsurers more relaxed at 1/1
renewals, conference hears

IN OTHER NEWS
Houthi threat to shipping extends to
Mediterranean, warns naval forces

NTSB partly blames Baltimore bridge
collapse on bridge itself

German seizure of sanctioned tanker
‘not yet legally finalised’

Stevedores killed on board bulker had
no enclosed space training

CMA CGM partners with SIPG and
Shanghai Electric on bio-methanol

supply
Bluepool poised to grow to 19 bulkers

CDB Leasing finances Golar FLNG unit
via sale and leaseback

Lloyd’s List | Daily Briefing Monday 21 March, 2025

China-Taiwan conflict fears
could spark war risk insurer
exodus
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SOME marine insurers will probably decline to write war risk for
vessels transiting the Taiwan Strait in the event of conflict
between China and Taiwan, or even drop out of war risk
altogether, the Marine Insurance London conference has been
told.

Among worries is the possibilities of casualties occurring as an
unintended consequence of tension between the two sides, which
could result in arguments as to whether what happened was or was
not a war peril.

But as ever, willingness to insure will vary between firms, with
some still ready to provide cover, albeit at what they regard as an
adequate price.

“We're seeing varying degrees of appetites and behaviour,” Tom
Bomford of broker Aon told attendees at the event this morning.

“So, you've got some markets that are pulling out of war because
they look into the future and they have a somewhat negative view
on where the world is going.”

Others are relatively more comfortable with the proposition but

will still be mindful of aggregation risk and want to keep constant
tabs on Taiwan Strait exposure.
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The strait itself is not currently a listed
area and therefore does not attract
additional premiums over and above the
annual standard war risk contract.

But it would almost inevitably attract that
designation if hostilities do commence, with
a mainland bid to recover what it regards

as a lost province the most likely spark.

Canopius underwriter Nick Whitear said that
even the current “phoney war” could mean
disputes as to whether an accident should be
seen as a navigation instance or a war risk.

“We could end up with major pollution because
a tanker has been forced into a collision by some
of the shenanigans going on there,” he said.

Several of the recent incidents of cable cutting
leave room open to dispute whether they were
accidents or so-called “grey zone” actions.

War risk

The prospect of an outbreak of fighting
was just one of the topics considered at a
wider panel discussion on the prospects
for marine war risk insurance.

Other participants included moderator
Richard Neylon of law firm HFW; Anders
Hovelsrud, insurance director of Norwegian
war risk mutual DNK; and Annabel Davies,
head of marine hull at Lancashire Group.

Neylon described war risk as “a very
dynamic area of insurance law” thanks
to the “big ticket problems, big ticket
losses” to which it is exposed.

Asked whether the war risk market is fit for
purpose, Hovelsrud commended its ability
to rise to the challenges thrown at it in
recent years, including the Russia-Ukraine
and Israel-Hamas wars and the attendant
Houthi assault on merchant tonnage.

Speaking as a broker, Bomford said the situation
was nuanced. The main challenge for brokers is
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to understand their clients’ businesses and work
with underwriters to deliver the right policy.

Davies pointed to the issues that arise

from wordings, including the decision of
reinsurers to exclude risks in Russia, Ukraine
and Belarus and the blocking and trapping
clause, which came into play on claims for
vessels trapped by the fighting in Ukraine.

Hovelsrud pointed out that war risk perils are
relatively rare, meaning that underwriters
sometimes lack historical data and experience on
which to base pricing. Moreover, the definition
and nature of war is constantly changing.

Panellists were also asked to compare the
markets response to the Black Sea and

Red Sea crisis with the way it handled the
Somali piracy explosion of the late 2000s.

Bomford highlighted the need for extensive
due diligence when considering writing Russia
business, much of which remains legal.

Similarly, when quoting for Red Sea transits,
underwriters have to screen vessels for
ostensible ties to the US, UK or Israel.

Whitear pointed out the relative simplicity
of the Somalia situation, which divided
neatly into “good guys” and “bad guys”.

The market does manage to differentiate
risks adequately, the panel agreed.

Davies said that while the market was
volatile and subject to shifts of capacity, it
has been consistently profitable. Hovelsrud
said that it was no longer seen as just an
add-on to standard marine perils.

Bomford described war risk as a buyers’ market.
Naturally, brokers are happy with that situation.

Whitear revealed that income from annual
premiums is now at just one third of what it
was 20 years ago, and at best breaks even.
Any profits come from breach premiums.
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WHAT TO WATCH

Gambia’s dark fleet gambit sees detentions

and sanctions surge

THE nascent Gambian flag registry has grown
dramatically during the past two years, fuelled
by an injection of tankers and gas carriers
involved in sanctioned commodity trades.

While the gambit has seen Gambia’s fleet grow
from 26,665 dwt at the end of 2023 to more than
3.6m dwt as of March 19, 2025, over half of that
capacity is currently designated under US, UK,
or EU sanctions, or a combination of them.

Roughly 2.8m of the new tonnage was added
since the year began, with the registry ending
2024 at just over 800,000 dwt, according

to Lloyd’s List Intelligence data. The massive
growth spurt has seen it take on tonnage
from poorly performing registries such as
Cameroon and Palau, both ranked at the
lowest-tier black list of both the Tokyo and
Paris port state control regional authorities.

Lloyd’s List has previously reported how
small registries were growing at record pace,
fuelled by tonnage from the so-called dark
fleet* removed from other registries.

That has raised concerns over their ability
to oversee the registered organisations
that conduct surveys on their behalf and
ensure the safe operation of their fleets.

The Gambia entered the ship registry business
in 2022, with Lloyd’s List then reporting that
many of the newly entered ships had been
detained in European ports. It has racked up an
alarming number of detentions since, despite
having only a few dozen ships in its fleet.

According to Lloyd’s List Intelligence data,
Gambia has a fleet of just 73 vessels, yet 15 ships
flagged by the West African nation were detained
under port state control inspections since 2022.
That includes three tankers that managed

three detentions over the past 36 days alone.
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In total, 14 of the 35 tankers flying Gambia’s
flag have been detained in port state

control inspections 19 times since 2023,
according to Lloyd’s List Intelligence data.

Among Gambia’s small subset of non-
sanctioned gas and oil tankers are five Iran-
trading gas carriers found by a Lloyd’s List
2023 investigation to be linked through a
network of Panamanian shell corporations.

The five vessels had a combined five cases of
seafarer abandonment and nine detentions
since 2023. Just one of these detentions
occurred while the inspected vessel was under
Gambia’s flag, although the five gas carriers
only reflagged to Gambia in recent months, with
four of them flying two other flags since 2024.

Lloyd’s List contacted the registry’s director
via email in December to confirm the
registration of one of the gas carriers,
VLGC Gas Leader (IMO: 9114581).

The director said at the time the vessel applied
for registration in October 2024 and was
given a provisional registration for an initial
period of three months, during which the
registry would conduct background checks
before appointing a surveyor for inspection.

The director did not respond to Lloyd’s List
follow up questions in December, or to an
email seeking comment earlier last week.

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

strategy

THE European Union has pledged a “seat at
the table” for the shipping industry in ironing
out the crucial policy details and framework
to ensure the bloc’s competitiveness in the
sector and advance its green transition.

Speaking at last week’s European Shipping
Summit in Belgium, Apostolos Tzitzikostas,
EU commissioner for sustainable transport
and tourism, said he invites all of the shipping
sector to be involved in these key decisions.

“We want to lift your [shipping’s] burden and help
overcome barriers with the future Sustainable
Transport Investment Plan (STIP), which will unlock
investment in sustainable fuels and technologies,
provide regulatory stability for long term planning
and investment in innovation,” said Tzitzikostas.

“We will work together, we will decide
together, we will implement together for
the best of the shipping industry.”

Tzitzikostas was appointed to his role in December
last year, as one of the 27-member college of
commissioners tasked by president Ursula von

der Leyen to carry out the key aspects of the

EU’s 2024-2029 work programme. As part of

his remit, he is responsible for developing a

new European Industrial Maritime Strategy.

His comments come amid a collective call from
European shipowners and industry stakeholders
at the summit in Brussels to the bloc’s legislatures
to seize on the opportunities at the hands

of both the STIP and European Industrial
Maritime Strategy, which are expected in the
summer and early next year, respectively.

“I also see opportunities too, with the right policies,
with the adaptation of EU current policies and
with lowering the red tape,” said Tzitzikostas.

“The commission will launch a maritime industrial
strategy this year, and rest assured, it is also
going to be a European shipping strategy.

European shipping must live in clean fuels, energy
efficiency and clean technologies, the Clean
Industrial Deal represented at the beginning of
our mandate turns the sustainability agenda into a
competitive business case for European industries.
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“Our goals are clear, stimulate investment

in innovative and sustainable ships, support
European shipyards and maritime technology
firms in developing cutting edge technologies;
boost European autonomy in shipbuilding and
maritime supply chains, ensuring access to a
skilled workforce, and leveraging the military
knowhow to develop dual use and advance ships
supporting both economic and security objectives.”

Access to finance has been a major issue
raised by the industry if Europe is to build
on and advance its competitiveness.

Tzitzikostas attempted to allay these concerns,
promising to “mobilise and streamline public funds,
as well as de-risk and leverage private financing

for port infrastructure and sustainable shipping”.

Another area of contention raised continually
in Brussels last week was ensuring shipping
benefits from funding raised by the EUs
Emissions Trading System (ETS), and this

is injected back into the sector to drive the
uptake of alternative fuels, but crucially bridge
the price gap with conventional fuels.

Tzitzikostas was also adamant that “most
of the revenues of the ETS” must be used
to bridge this price gap and support
investments in clean technology.

Further, he also looked to reassure the industry
that the EU will remain “fully engaged” with
the International Maritime Organization in
answering calls to align its regional emission
policies with global regulation.

“A global level playing field is essential if we want to
maintain the competition of the European shipping.”

European Shipowners (ECSA) secretary-general
Sotiris Raptis welcomed the commissioners pledge.

He said that the first priority must be concrete text
in the STIP to help unlock ETS revenues, which
will bridge the price gap with clean fuels and
support clean fuel production within Europe.

“The second challenge is to ensure that any support

for industrial maritime manufacturing will go
hand in hand with ensuring the international
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competitiveness of European shipping, and we
need to have a serious discussion in Europe to align
measures with the IMO if as expected it delivers
meaningful measures for the implementation of

its greenhouse gas strategy,” Raptis Lloyd’s List.

“It’s absolutely important to have a seat on the
table and to make sure that all these points are
translated into concrete action points in the STIP
and European Maritime Industrial Strategy.”

ICTSI exec slams APM Terminal’'s motives
behind Durban terminal dispute

INTERNATIONAL Container Terminal
Services Inc executive vice-president Christian
Gonzalez has slammed APM Terminals’
motives behind its attempt to pull the plug on
its Durban port concession, as the longstanding
dispute over the future of one of South Africa’s
core container terminals comes to a head.

The court case brought by APMT against
International Container Terminal Services
and Transnet, which centres around the
awarding of the Manila-based terminal
operator’s concession of Durban Container
Terminal Pier 2 in July 2023, is expected to
be heard in Durban in the coming weeks.

Transnet selected ICTSI as its preferred bidder
under a joint venture that would see the flagship
Durban terminal’s box capacity increased from
its current approximate 2m teu to around 2.8m
teu annually. Maersk subsidiary APM Terminals
was runner-up in the tender process.

The tender decision has been challenged by the
Danish shipping giant about concerns it raised
on how ICTSI’s solvency ratio was calculated
as the successful bidder. Maersk argued this
raised significant questions over ICTSI’s ability
to fulfil its operational contractual obligations.

Subsequent legal action brought by lawyers acting
on behalf of APMT prompted the KwaZulu-Natal
High Court in South African to temporarily suspend
ICTSI’s agreement with state-owned rail and port
operator Transnet. In December, ICTSI lost its right
to appeal the decision ahead of a full court review.

The trial was due to commence last week
but was postponed to grant the court more
time to assess documental evidence.

Speaking to Lloyd’s List, Gonzalez was under
no illusion that he saw Maersk’s reasoning for
the case as nothing more than a misleading
technicality, and the company had two clear
objectives in attempts to scupper the deal.
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“It’s either to get it [the terminal] on the cheap or
nobody gets it at all, and they continue with the
status quo, which suits them just fine with the
[regional] market share that they have,” he said.

“Transnet wants this to get done. We [ICTSI]
want to get done, and if you look at the intended
purpose of what was in the RFQ (Request for
Quotes), which was to determine the financial
capacity and financial capability of the players,
I would certainly challenge APMT on their
financials vis-a-vis any day,” said Gonzalez.

The ICTSI exec was also adamant its bid won
outright on the fundamental criteria of the
tender process — the value of the contract.

“It’s not like they [APMT] lost by 1% they
got smashed by 20%. It was a substantially
higher bid... it was $100m or more.”

Incorrect claims

Gonzalez’s view, however, inevitably
does not match that of APMT’s.

APMT head of investment Martijn van Dongen,
told Lloyd’s List that as a “longstanding partner

in Africa” the group is “compelled to address the
incorrect claims that ICTSI has chosen to circulate
regarding our legal challenge in South Africa rather
than let the honourable courts run their course”.

Van Dongen said APMT'’s challenge is based
entirely on proper adherence to the tender
rules initially established by Transnet.

“This is not about preventing competition — it’s
about ensuring fair competition where all bidders
are held to the same standards,” he said.

“The claim that Maersk would have an interest in
the status quo is baseless; Maersk has incurred
significant additional cost over the past many
years to keep servicing Durban port despite its
inefficiencies and hence it would be one of the
main beneficiaries of operational improvement.”
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For van Dongen, he said the facts remain
indisputable in APMT’s favour, noting how the
operator was “one of several parties who identified
that ICTSI failed to satisfy the clearly defined RFQ
and RFP (Request for proposal) requirements”.

“Aside from APMT, Transnet’s own internal
audit committee, alongside external
advisers including Mettle Corporate Finance
and ENS law firm, confirmed the metric
used by ICTSI to calculate its solvency

ratio were not acceptable,” he said.

He also noted that the presiding judge of the
Durban High Court has already concurred with
this interpretation having rejected ICTSI’s
right to appeal the suspension of the tender.

“The procurement rules were inexplicably
altered mid-process to favour a
single bidder,” said van Dongen.

This, he said, was a clear violation of South
Africa’s public procurement regulations
designed to protect the national interest.

Despite APMT’S case, Gonzalez remains
cautiously optimistic that the court will
rule in favour of ICTSI and Transnet,
although he admitted predicting the
judicial process is never a given.

“The judiciary is supposed to be very black
and white, but unfortunately you often see
opinions get in the way. It’s just something
that us and Transnet have to ensure our case
is articulated very, very well. We need to be
on the front foot with this one,” he said.

“If we have a judge or court that sees
this objectively, and what the purpose of
the RFQ and the RFP were, I see a very
strong chance of us proceeding now.”

South Africa’s ports have been notorious for
delays and congestion in recent years due to
significant underinvestment in equipment
and maintenance. Carriers have looked
increasingly to divert vessels and services
to neighbouring countries to fulfil cargo
consignments, which has led to sharp falls
in traffic at South Africa’s port majors.

The World Bank ranks Cape Town, Port

Elizabeth and Durban, South Africa’s
busiest ports, among the worst performing
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globally, a factor that only illustrates the
country’s desperate need for external
investment and outside expertise.

While Gonzalez is not a “believer” in the World
Bank’s rankings, in which “they seem to throw
all the terminal names on the floor and just
randomly organise them one to 300 something”,
he understands many see the value in such lists.

“Unfortunately, they [South African
ports] are where they are, and that’s
not a good look,” he said.

“But there is a great importance of getting
private sector support not just into Durban,
but also in Cape Town and elsewhere.

“You have to think about the potential impact to
the economy in the short term, because of the
capital injection which is needed by Transnet

and by the government in general to balance the
budget, and then the long-term benefits of having
efficient operations and transparent operations.

“It just has to get done and unfortunately,
our competitors don’t see it that way.”

Even if ICTSI and Transnet are successful
there is, of course, the prospect that APMT
will appeal the decision, a move that
Gonzalez said is a “strong possibility”.

“Once someone appeals, this can go on and on and
on, which isn’t great for South Africa unfortunately.”

APMT, however, said it is confident about its
ability to deliver for Transnet, South Africa and
its exporters and importers, bringing “proven
expertise” as an operator of six of the world’s
most efficient ports, according to van Dongen.

“Our commitment to South Africa extends
beyond business interests to creating
lasting positive impact for the economy,
communities, and workers,” he added.

“We remain focused on the legal process

and stand ready to invest in South Africa’s
infrastructure and people when proper
procurement procedures are followed and if
given the opportunity. We trust the courts will
ensure transparency and fairness prevail.

The case is being heard at the KwaZulu-
Natal High Court in Durban.
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Why you should worry about boring IMO

debates

IN a perfect world, decarbonisation
would go something like this:

This April, the International Maritime
Organization passes a simple climate levy paired
with a green fuel standard, to help narrow

the cost gap between fossil and green fuels.

It doesn’t even have to be high, as long as you
have a GFS so ships know what to burn instead.

No one will tell you with what price they’d
be happy. But let’s just say about $100 per
tonne of CO2e in 2028, rising steadily to,
say, $250 per tonne CO2e in 2050.

This raises a mountain of cash for an IMO GHG
Fund. Some goes to green R&D, building shore
power in ports and training seafarers to use
ammonia. Part of it goes to developing countries
to pay for their higher fuel and trade costs.

We’ll need green e-fuels. Here’s
how to make them:

First, build a massive solar/wind farm.
Hook it up to an electrolyser, which cracks
water into hydrogen and oxygen. Take the
hydrogen and add nitrogen (to make green
ammonia) or carbon (to make methanol or
methane). Fill up your ship and rejoice.

This would cost an awful lot. Meeting the IMO’s
emissions targets would require shipping to
replace the equivalent of 200m-300m tonnes of oil
with zero- or near-zero carbon fuels by the 2040s.
We’'d need something like $1.6 trillion invested on
land, with about $400bn needed by 2030 alone.

Luckily, the carbon price makes it happen.
South Korea has estimated that a GHG

levy at $18.75 per tonne CO2e would bring
in $11.9bn in 2030, while at $150 it would
rake in a whopping $95.3bn — the largest
single environmental fund ever proposed.

Take that money and build massive wind
and solar farms in the developing world,
making green energy for export and
lessening the power of Opec and its ilk. Old,
dirty ships are scrapped en masse, helping
rebalance markets and improve safety.
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Ships are retrofitted to green ammonia in
drydock, and over time the plunging cost of
solar power brings down prices and lessens the
need for taxes and subsidies. Shipping joins
hands and sails towards a bright green future.

Unless, of course, we get the policy wrong. If
instead of a levy, shipping gets another ETS in
the form of a fuel standard with credit trading.

UCL, Maersk and Vitol have warned relying
on such a tool instead of a levy would fail to
raise enough money to decarbonise shipping,
lock the industry into fossil fuels by giving
LNG an unfair leg-up, and scramble the
market signal that e-fuel investors need.

The IMO could produce a messy, vague
compromise which gets nothing done,
as it has done so many times before.

Or worse still: The talks collapse into
acrimony, the negotiators go home, and
instead draw up national or regional
taxes — one from the EU, one from
China, one from the US and so on.

Green rules are levied or axed with each new
government, depending on local politics.
Shipping splits into an old, dirty fleet

and a new, green fleet. Rampant biofuel
fraud and fake “green” fuels proliferate.

Natural disaster risk to ships and
ports increases insurance costs;
more boxes fall overboard.

The worst-case scenario isn’t usually what
happens. But it’s worth thinking about
when you next glaze over at another IMO
headline or net zero policy document.

Countries will see how much money

can be made by fleecing shipping, so
the green taxes will come, with all their
higher costs and other hassles. The only
question is whether they do any good.

That’s why such boring debates

matter. Good policy is the difference
between salvation and disaster.
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ANALYSIS

Big Chinese newbuild orderbook to haunt
vehicle carrier sector if USTR levy comes to

pass

THE current global vehicle carrier fleet
in service was chiefly built by Japanese
and South Korean shipyards.

But the fleet has been evolving since last year
as a record orderbook for pure car and truck
carriers is starting to come on stream, and the
vast majority of them are being built in China.

As such, the vehicle carrier sector could
become increasingly penalised by the planned
United States Trade Representative levy,
which could target any operators of China-
built ships either in service or on order.

The USTR, in efforts to curb Chinese
shipbuilding dominance and fund a
resurgence of American shipbuilding, has
proposed multiple recommendations.

They include a per port entry fee of up to
$1.5m on any ship built in China.

Perhaps more relevant for the vehicle carrier
segment in the near term is the USTR’s proposal to
charge up to $1m per port entry for any vessel to an
operator that has a newbuilding on order in China.

According to Lloyd’s List Intelligence data, 471
vehicle carriers made almost 1,700 port calls in the
US in 2024. However, just 58 of the ships that made
calls in to US ports last year were built in China.

But all global vehicle carrier operators have
invested vast sums in new pure care and truck with
orders for some 220 new ships placed since 2021.
The entire fleet of new ships have been specified

to dual-fuel specification, with the majority to
liquefied natural gas specification but some are
planned to operate on methanol or ammonia.

This multibillion dollar investment plan in
alternative fuel ships has been driven by
global car manufacturers which are seeking
to decarbonise their supply chains.

As experienced builders of PCTCs in South Korea
had filled up their orderbooks with containerships,
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product tankers and gas carriers, Chinese
shipyards have been the main beneficiaries of
the surge in demand for vehicle carriers.

Vehicle carrier operators operate complicated
deepsea liner services. Many of them are
pendulum or “around the world” services which
span Asia, Australasia, the Middle East or
Europe. They then proceed to the US east coast
before transiting the Panama Canal for US west
coast ports before returning to the Far East.

Lloyd’s List Intelligence data shows that some
60% of the global deepsea vehicle carrier fleet
makes calls at US ports. As operators start

to integrate their fleets with new China-built
tonnage they will find it difficult to avoid US calls
should the USTR port levy come into place.

As some kind of port entry fee is expected to also
apply to any non-Chinese ship if the operator has a
vessel either built, or on order, at a Chinese shipyard
then the sector faces significant additional costs.

The World Shipping Council, which represents
liner operators including vehicle carrier
operators, is set to testify at the USTR hearing
on Monday, March 24, in Washington.

WSC president and chief executive Joe Kramek
has previously stated that it wants the USTR to
reconsider its proposed fees on China-built vessels.

“Retroactive fees on vessels already serving the
trade or being built will do nothing to curb the
behaviour USTR has found actionable, but will do
significant harm to the US economy,” stated Kramek.

Unlike the container sector, no vehicle carrier
operators or their clients appear to have registered
any comments to the USTR’s public docket

for inclusion in the hearing on Monday.

Perhaps vehicle carrier operators, and their car
manufacturing clients, already have enough on
their hands trying to digest Donald Trump’s
latest policy changes on car import tariffs.
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MARKETS

Box rates still sinking but disruptions due to
port fees could spur rebound

SPOT container rates have not been this low since
the Red Sea crisis began in late 2023. The downward
slide continued last week, with Asia-US rates yet
again declining more than Asia-Europe rates.

Rates should take their seasonal turn higher
within the next two months. The extent
they do — or do not — will be telling.

There are rising concerns that shipping is
starting to feel the pinch from lower US
consumer confidence due to Donald Trump’s
tariffs. “We have grown more cautious on the
container sector in recent months following an
exceptional 2024,” said Jefferies analyst Omar
Nokta in a client note, pointing to “softer demand
and higher retail/wholesale inventories”.

Gene Seroka, executive director of the Port of

Los Angeles, said during a press conference on
Wednesday: “Given the substantial inventory already
here and the uncertainty of tariffs, it’s possible that
we could see a 10% drop in volume of the second
half of this year.” Seroka described the overall mood
at the recent TPM25 conference as “concerned and
uncertain, primarily due to tariff and trade issues”.

That said, there are some recent positives on
the supply side. The timeline for the Red Sea
reopening looks like it will be pushed back by
US military strikes in Yemen and Israeli strikes
in Gaza. Continued routing around the Cape of
Good Hope should continue to support rates,
particularly in the Asia-Mediterranean trade.

There is also the possibility that the US
Trade Representative port fee plan, if it is
implemented in its present form, could cause
congestion at US ports, soaking up capacity.

“To avoid multiple port fees, container lines
could adjust networks to focus on the largest
ports, as opposed to their current multi-port
approach, fuelling congestion,” said Nokta.

“It seems unlikely that the proposal will go
ahead as is,” he added, but if it does, “this
would create significant disruption and would
likely be lucrative for shipping companies at
the expense of US importers and exporters”.
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Spot indexes continue to fall

The Shanghai Containerised Freight Index
dipped another 2% in the week ending
Friday, to 1,293 points, its lowest level
since the week of December 22, 2023.

The SCFI Shanghai-US west coast index
dropped 5% week on week to $1,872 per
feu. It is down 48% year on year and 63%
from the recent peak in early January.

The SCFI Shanghai-US east coast index came in at
$2,866 per feu, down 4% week on week, 41% year
on year, and 55% versus its early January high.

The SCFI Shanghai-North Europe index fell
3% week on week to $2,612 per feu. This
rate is 57% below the high reached in late
November and down 33% year on year.

The SCFI Shanghai-Mediterranean assessment
declined 4% versus the prior week to $4,390
per feu. This lane has held up better than the
others. It is down 42% year on year and 24%
from its recent peak in late December.

The Drewry World Container Index is showing
the same downward spot rate trend. The WCI
global composite was at $2,264 per feu in the
week ending Thursday, the lowest reading
since the week of December 21, 2023.

The WCI Shanghai-Los Angeles assessment
sank 9% week on week to $2,658 per feu,
down 32% year on year. The WCI Shanghai-
New York rate was $3,774 per feu, down 7%
week on week and 30% year on year.

In the Asia-Europe market, the WCI Shanghai-
Rotterdam assessment was $2,463 per feu, down
2% week on week and 23% year on year; and the
Shanghai-Genoa assessment was $3,286 per feu,
down 1% week on week and 15% year on year.

As with the SCFI, the WCI Asia-Mediterranean

lane — the trade most supported by Red
Sea diversions — has declined the least.
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Diana teams up with Spanish tanker owner for
7,500 cu m LPG carrier newbuilds

DRY bulk shipowner Diana Shipping has
unveiled a new investment in liquefied
petroleum gas carriers.

The New York-listed Greek owner of 37 bulk
carriers has agreed to invest in an 80%
equity stake in a newly established joint
venture, Ecogas Holding, for two 7,500 cu
m semi-refrigerated LPG newbuildings.

Ecogas has an option for two additional
vessels at the unnamed yard.

The minority partner in the venture is
understood to be long-established Spain-based
tanker owner and operator Tradewind Tankers.

The contact address for Ecogas is ¢/o Fearnley
Business Management in Oslo, suggesting

the Norwegian brokerage and financing

group has played a role in the transaction.

The move follows Diana’s participation

since 2023 in a German-led joint venture,
Windward Offshore, that has ordered four
hybrid wind farm support vessels in Norway.

However, the diversification steps have

been comparatively modest in terms
of the funds applied to them.

Industry sources estimate that the company’s
investment in the initial two LPG newbuildings
for Ecogas may run to about $20m in total.

A source close to Diana said that the
company would continue to concentrate on
its core business of dry bulk shipping.

“Diana remains a dry bulk company and
there should be no confusion about that,”
said one source close to the company.

The recent investment outside bulk carriers
were “just to dip their feet in the water”,
gaining information and experience about
interesting segments of the industry.

The LPG newbuildings, that will be capable
of carrying a range of cargoes including
ammonia, are expected to delivered in

the first and fourth quarters of 2027.

Diana’s fleet includes four newcastlemaxes, eight
capesizes, four post-panamaxes, six kamsarmaxes,
six panamaxes and nine ultramaxes.

Reinsurers more relaxed at 1/1 renewals,

conference hears

REINSURERS took a more relaxed stance at the 1/1
renewals than in recent years and were prepared
to fold many previously standalone layers back into

treaties, a marine insurance conference has been told.

The issue was one of the topics that arose in a panel
discussion on the state of the market at the Marine
Insurance London event in London this morning.

Participants include Philip Graham, head of marine
at Allianz Commerecial; Ilias Tsakiris, chief executive
of Hellenic Hull Management; John Owen, head

of specialty at Axis Global Markets; and Hellenic

Committee of Lloyd’s Brokers chair Manos Lorentzos.

The 1/1 reinsurance picture this year was quieter
than the previous two or three renewals, Owen said.

The aftermath of the pandemic and the impact
of the Russian invasion of Ukraine have been

Lloyd’s List | Daily Briefing Monday 21 March, 2025

baked in, and the market did not overreact to the
Baltimore bridge collapse, the big event of the year.

“Realistically, we are going to have look way wider
than just pure premium on the slip,” he added.

“We have to look at the structures. We
have to look at the coverages and the terms
and conditions we are protecting.”

Many treaties are now composite, covering energy,
terrorism, political violence and aviation.

In the past two or three years, insurers have been
forced to buy some of those layers separately.

But this year there has been a slight
relaxation, with reinsurers prepared to
fold some of that coverage back in.
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This has meant a saving compared to having
to buy those covers as standalone products.

Tsakiris said that some P&I clubs could be set
for underwriting deficits when they publish their
results for the past policy year, but this would
most likely be offset by investment returns.

Owen argued that Lloyd’s marine have been one of
the bigger beneficiaries of the Decile 10 crackdown
on underperformers launched in 2018.

Cargo rate adequacy looks reasonable, he contended,
even though the market appears to be softening.

represented the quickest way back in, obviating
the need for hands-on underwriting.

There is now a risk of underwriters chasing
premiums, and market discipline is essential.

Owen said that the liability market was in a
different position to other niches. It is the class with
the longest tail, leaving it subject to inflationary
pressures, and also to the caprice of jury decisions.

Marine insurance is a good example of what
economics textbooks call perfect competition,
which many suppliers of an essentially identical

Tsakiris said that the hull market was also

product, clients with full market knowledge and

starting to soften, as the decent profits

underwriters have been able to make since Decile
10 has inevitably attracted new capacity.

Indeed, for many, providing capacity

no significant barriers to entry, he added.

Lorentzos told a questioner from the floor that
he did not expect an imminent downturn,

given that most marine insurance contracts
have a duration of 12 months or longer.

IN OTHER NEWS

Houthi threat to shipping extends to
Mediterranean, warns naval forces
SHIP operators have been
warned that Houthi missiles

and drones can now reach
targets as far north as the
eastern Mediterranean.

The warning, issued on
Thursday by the Joint Maritime
Information Center, came as
Yemen's rebel Houthi group
fired what they described as a
“hypersonic ballistic missile” at
Israel, which was intercepted.

The missile was fired toward Ben
Gurion airport near Tel Aviv.

NTSB partly blames Baltimore
bridge collapse on bridge itself
THE containership Dali (IMO:
9697428) rammed the Francis
Scott Key Bridge in Baltimore
just over a year ago, collapsing
the bridge and killing six workers
who were on the span at the
time of the allision. The ongoing
limitation of liability case is of
crucial importance to marine
insurance, with billions at stake.

The cost for the bridge
replacement is the single
largest liability, and the bridge
owner, the state of Maryland, is
the single largest plaintiff.

One of the arguments from

the shipping side is that the
collapse was partly the result of
the weak condition of the half-
century-old bridge. On Thursday,
the US National Transportation
Safety Board handed shipping
lawyers a treasure trove of
ammunition for this argument.

German seizure of sanctioned
tanker ‘not yet legally finalised’

A SANCTIONED tanker that
was rescued by German
emergency services has now
been confiscated along with

its cargo of crude oil, media
outlet Der Spiegel has reported.

Citing security sources, the news
magazine said Panama-flagged
tanker Eventin (IMO: 9308065)
was seized by German authorities
on Friday, March 14, along with its
100,000 tonnes of crude through
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a confiscation order from the
German Customs Directorate.

But the Stralsund customs office
(located nearest to where the
tanker is currently located) told
Lloyd’s List that final customs
measures were yet to be finalised,
and that “further procedure with
regard to the ship and cargo

is currently being examined by
the responsible authorities”.

Stevedores killed on board bulker
had no enclosed space training
THREE stevedores who died on
board a bulk carrier in Indonesia
had not received training

on the dangers of enclosed
spaces, an investigation by

the UK's Marine Accident
Investigation Branch has found.

The incident occurred on

board Berge Bulk-owned, Isle

of Man-flagged, 2015-built,
181,160 dwt Berge Mawson (IMO:
9738868) at the Bunyu Island
anchorage, Indonesia, while it
was loading 150,000 tonnes

of coal on June 27, 2022.
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The cargo was loaded from
barges and bulldozers were lifted
on to the vessel to trim the coal.

CMA CGM partners with

SIPG and Shanghai Electric

on bio-methanol supply

CMA CGM has signed a long-
term agreement with Shanghai
International Port Group and
Shanghai Electric to secure
methanol fuel supplies.

Under this agreement, Shanghai
Electric will supply the French
shipping giant with bio-methanol
produced at its Taonan base in
Liaoning Province, which will

be transported via a land-sea
network to the port of Shanghai —

the world’s busiest container port.

Although LNG has re-emerged as
shipowners’ preferred alternative
fuel over the past year, CMA CGM
still needs to procure supplies
for its existing orderbook of
methanol dual-fuel newbuildings.

Bluepool poised to grow to 19 bulkers
CASTOR Maritime has

become the latest shipowner

to participate in the Bluepool
Panamax dry bulk shipping pool.

The Nasdaq-listed company has
entered the 76,453 dwt Magic

P. (IMO: 9288447), a panamax
built in 2004, in the pool.

Castor has reduced its

fleet to 12 bulkers and two
containerships but recently
acquired majority control of MPC
Capital (MPC), the Hamburg-
based investment manager

that among other activities is

a cornerstone shareholder in
Oslo-listed MPC Container Ships.

CDB Leasing finances Golar FLNG
unit via sale and leaseback

CDB Financial Leasing has
agreed to provide financing for

a floating LNG vessel owned by
Nasdag-listed Golar LNG through
a sale and leaseback deal.

The Hong Kong-listed Chinese
lessor said in a stock exchange
filing it will acquire the FLNG
for $500m and lease it to

a Golar LNG-owned single
purpose vehicle for 12 years.

The unit operates Gimi (IMO:
7382732), which was built in 1976
and converted into a floating LNG
facility in 2023, with a capacity

of 2.7m tonnes per annum.

Classified notices follow

Lloyd’s List'>

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

Please contact: marketingservices@lloydslistintelligence.com
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trails on containers - by container by tracking intelligence from over compliance, including specific end-to-end
number or Bill of Lading. 600 Lloyd’s agents worldwide. transhipment reports and more.

Request a demo:
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Lloyd’s List | Daily Briefing Monday 21 March, 2025 Page 13



Curated maritime news and
market analysis

- ) Correspondents
Unrivalled 115k+ articles in seven
news coverage in our archive “/ maritime hubs

Choose the trusted source

Contact us today on +44 20 7017 5392 (EMEA) / +65 6508 2428 (APAC) /
+1(212) 502 2703 (US) or visit lloydslist.com

Lloyd’s List | Daily Briefing Monday 21 March, 2025 Page 14



