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US port fees don't hit until
October but shipping response
already underway

WEENR WRRE

THE CLOCK is ticking on the US Trade Representative’s port fee plan.
The new US port fees are set to begin on October 14, less than five
months from now. From a global fleet redeployment perspective, that
is not a lot of time.

The USTR plan is now in the implementation phase, when the Trump
administration will determine the nuts and bolts of how the port fees
will work.

There are still a lot of unanswered questions, but ship operators aren’t
waiting for the answers — theyre already making moves.

The final decision of the USTR, a watered-down version of the original
plan, was announced on April 17. A follow-up hearing was held on
Monday in Washington, DC, but it turned out to be a total non-event
for shipping. The discussion was strictly limited to fees on Chinese-
built port cranes, covered in Annex V of the USTR plan.

The uncertainties for ship operators are in Annex I, on port fees for
Chinese operators and owners; Annex II, on fees for Chinese-built
ships; Annex III, on car carrier fees; and Annex IV, on cargo
preference rules.

Kathy Metcalf, president of the Chamber of Shipping of America,
testified at Monday’s hearing.
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She told Lloyd’s List: “There is absolutely nothing
new from Monday’s USTR hearing. They did
hold oral testimony — on Annex V only — so
while I was able to get some general comments
in, all witnesses were stopped when we tried to
make comments on Annexes I through IV.”

Container shipping

Container shipping faces the largest
redeployment requirements, with Annex I
severely impacting China’s Cosco, a major
provider of US liner services, and Annex I1
hitting other operators of China-built tonnage.

Israeli liner operator Zim will be
heavily affected by Annex II.

“We are more exposed to Chinese-built tonnage
than some of our competitors, who have not
had as much newbuilding activity as we have
had over the past couple of years,” said Zim
chief financial officer Xavier Destriau during

a conference call with analysts on Monday.

Destriau said that of Zim’s currently
operated tonnage of 780,000 teu, “a bit
less than half of it is Chinese-built”.

“Clearly we are now looking at how we can
shift tonnage between trades to ensure that
we minimise if not neutralise the effect

of that fee. It is a work in progress.”

Clarksons Securities analyst Frode Markedal wrote
in a research note: “The new US port fees could
carry meaningful financial implications for Zim.”

Morkedal said Zim “is evaluating a range of
operational adjustments, including rerouting
large vessel port calls to transhipment hubs in the
Caribbean and using feeder vessels under 4,000
teu, or for voyages under 2,000 nautical miles,
both of which are exempt from the new charges.

“We nevertheless assume rising port
expenses from 4Q25,” said Morkedal.

US vehicle exports

Beyond container shipping, the other vessel
segment that will be hard hit by the new USTR rule
is car carriers. Operators of foreign-built vehicle
carriers face a fee of $150 per car equivalent unit of
capacity per call, unless they order a US newbuild.
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Hoegh Autoliners chief executive Andreas Enger
estimated that fees could cost his company
$60m-$70m per year, with a portion of that

cost being passed along to customers.

The focus has primarily been on fallout for US
vehicle imports, but concerns about exports
were raised in comments submitted to the USTR
prior to Monday’s hearing by Andrew Abbott,
chief executive of Atlantic Container Line.

“Grimaldi operates conro [container/roll-on-roll-
off ] vessels on a triangulation service between the
US, West Africa and Latin America,” he explained.

“Instead of focusing on US car imports, like
the largest car carriers do, Grimaldi’s service
is focused on the US exports of [used] cars
and trucks to West Africa, moving both in
ro-ro mode as well as in containers.

“While US export cargo to West Africa is strong,
there is very little return cargo. To keep the costs to
the US exporter down, Grimaldi vessels sail to Latin
America to find other cargo before coming back to
the US. Much of that cargo consists of container and
breakbulk cargo, but they also carry some cars.

“If Grimaldi is assessed at $150 per car on
the full capacity of the vessel, as per the latest
version [of the USTR decision], this would be
an enormous burden that would need to be
passed on to all customers,” warned Abbott.

“Many exporters would not be able to afford it
and would cease using the US as a vehicle supply
country. West African importers of used cars
and trucks would simply turn away from the US
and go to Europe and Africa for their supply.”

US crude imports

The final USTR rule exempts ships in ballast,
thereby protecting US bulk commodity exports
of crude, refined products, liquefied natural
gas, propane, grains and coal. That limits
consequences for tankers and bulkers.

However, the US is a major importer
of crude and products.

While products imports will be shielded from fees by
the USTR’s exclusion for medium range and smaller
tankers, crude imports will be impacted — and, as
with container shipping, tonnage will be redeployed.
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According to data from the Energy Information
Administration, the US imports around 2m barrels
per day of crude from sources excluding Canada
(whose crude is transported by pipeline) and Mexico
(which is exempted due to its short sailing distance).

Most of the affected crude is shipped from the
Middle East and West Africa. The USTR rule
will render Chinese-built ships unattractive

for those trades, limiting the pool of available
tonnage and lowering fleet efficiency by reducing
triangulation opportunities for larger tankers.

Newbuilding and finance markets

Meanwhile, the effects of the USTR rule are
already being felt in the newbuilding market, by
depressing demand for Chinese-built tonnage,
and in ship finance markets, by raising questions
about Chinese lease finance, in which the Chinese
leasing house is effectively the shipowner.

Alexander Saverys, chief executive of CMB.Tech,
said during a conference call on Wednesday:
“Obviously, there is somewhat of a reluctance by
shipowners to go to shipyards in China because
of the potential impact of USTR. That is definitely
something that we’re seeing right now.

“It will probably be more on specific ship types,
for instance, container vessels, because they will

be harder hit than other ship types,” he added.

On the finance front, Saverys said: “A lot of
shipping lawyers still don’t even fully know
what the impact will be on [Chinese] leasing.
So, we need some clarification there.”

Some shipowners aren’t waiting for that clarification.

Okeanis Eco Tankers announced last week that

it exercised purchase options on three very large
crude carriers, acquiring them from a Chinese
sale-and-leaseback financier. Okeanis then entered
into a $130m credit facility with a Greek bank

to refinance two of the three VLCC purchases.

Morkedal also brought up the Chinese leasing
issue, pointing to Zim’s 20 time-chartered
vessels owned by Chinese leasing institutions.

“In typical time-charter agreements governed
by English law, the charterer is responsible

for port-related costs. However, if these fees
render the charter economically burdensome,
Zim might seek relief under clauses addressing
‘onerous’ or ‘frustrated’ contracts.

“The success of such claims would depend on
the specific terms of the charter party and the
extent to which the fees impact the vessels’
commercial viability,” said Merkedal.

WHAT TO WATCH

Red Sea risk not materially changed amid
Houthi threat to Haifa-trading shipowners

THE threat to commercial shipping in the
Red Sea remains unchanged despite the
Houthis stating that they are expanding their
targeting profile, security experts say.

The Yemeni faction announced a “prohibition
on maritime navigation to and from the Port
of Haifa” on Monday, stating that violators

of the ban will be classified as supporters

of Israel and subject to “sanctions”.

“The fleets of these companies will be prohibited
from transiting the Red Sea, the Bab el-

Mandeb Strait, the Gulf of Aden, the Arabian
Sea and the Indian Ocean,” said the Houthis’
Humanitarian Operations Co-ordination Center
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— through which the militants communicate
with the shipping industry — in an email.

“Moreover, they will be subject to targeting wherever
they may be reached by the Yemeni Armed Forces.”

Security experts noted that ships trading
with Israel have been targeted since the early
days of the Red Sea crisis and downplayed
the significance of the announcement.

“This doesn’t change anything,” said Arran
Kennedy, associate analyst at Control Risks.

“Ships servicing trade with Israel and linked to
those that do have pretty much always been a
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Houthi target since November 2023 — and even
the Houthis’ more narrow definition of an ‘Israeli
ship’ during the January-March Gaza ceasefire
was taken with a pinch of salt at the time.

“I don’t think there’ll be any shipowners or
operators changing their routing decisions in
light of this latest Houthi chest-beating.”

Dirk Sibels, senior analyst at Risk Intelligence,
agreed that “the Haifa announcement
doesn’t really change anything”.

“It’s kind of back to square one,” he said,
referring to the earlier days of the Red Sea
crisis, when the Houthis were targeting ships if
any vessel in that fleet called at Israeli ports.

An analysis of Lloyd’s List Intelligence vessel-
tracking data revealed that of the 164 different
beneficial owners that sent ships to Haifa
from January to May, only 15 also had vessels
within their fleet that sailed through the Bab
el-Mandeb over the past several months.

In terms of the number of transits through the
beleaguered shipping lane, the volume is negligible.

The Houthis have yet to add any new companies to
their so-called “sanctions list”, with the last updates
being made on April 20, 2025, when 15 American
defence companies were designated for supplying
Israel with weapons and other military equipment.

The Yemeni faction says its announcement is
in response to the “expansion of aggressive
military operations by the usurping Israeli
entity in the Gaza Strip”. The move comes

amid the US-Houthi ceasefire announced on
May 6 that was meant to ensure “freedom of
navigation”, according to a statement from
Omani mediators who brokered the talks.

However, it appears that despite the truce,

many ships still cannot navigate freely. The
Houthis clarified immediately following the
announcement that Israel-owned ships were still
“banned” from the Red Sea, and experts have
observed that the truce is not expected to usher
in an imminent return to the key waterway.

EOS Risk Group head of advisory Martin Kelly
told Lloyd’s List following the US-Houthi truce
announcement that it would take “a while”
before the Red Sea situation normalised,
pointing to the recent Israel-Hamas ceasefire.

“The Houthis announced a ceasefire earlier
this year and reverted pretty quick,” Kelly
told Lloyd’s List. “During that time, trade
wasn’t quick to return to the Red Sea.”

Maersk chief executive Vincent Clerc said
during an earnings call on May 8 that the
Danish liner does not believe the Red Sea
would reopen to container traffic in 2025. Clerc
stressed the connection between the war in
Gaza and a return to the Red Sea, dismissing
the significance of the US-Houthi truce.

During a conference call last week, Hapag-
Lloyd chief executive Rolf Habben said boxships
will continue rerouting around the Cape of
Good Hope until the end of the year, and that a
future return to the Red Sea would be gradual,
timed over a three- to six-month period.

Poland points finger at Russia for

cable-cutting threat

POLISH Prime Minister Donald Tusk accused
Russia of using dark fleet* tankers to damage
undersea infrastructure, following another
flashpoint in the Baltic Sea yesterday.

Tusk said threats to undersea cables “are not
abstract” and claimed “units from the shadow
fleet primarily come from Russia, even if they
sail under other flags” at a briefing with navy
personnel and media in Gdynia on Thursday.

The prime minister’s comments come following
another flashpoint in the Baltic Sea, when
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a dark fleet tanker “performed suspicious
manoeuvres near the power cable connecting
Poland and Sweden”, Tusk said on X.

Vice-admiral Krzysztof Jaworski told Reuters
the vessel in question was Antigua-flagged,
2005-built suezmax Sun (IMO: 9293117), which
was sanctioned by the EU just this week.

Sun entered the Kattegat between Denmark

and Sweden on May 15, before heading
Denmark’s Great Belt and into the Baltic Sea.
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Between May 16 and May 20, Sun performed
manoeuvres back and forth over the same
small area, which Tusk named “suspicious”. The
undersea SwePol cable, which connects Poland
and Sweden, also runs in that same region.

The prime minister said a patrol flight was sent to
the scene, after which Sun departed the area on
May 20. It is now at anchor in the Gulf of Finland.

Tusk said investigations into whether any
explosives were planted were ongoing. No damage
to the cable has been reported as of yet.

A spokesperson for the Swedish armed forces
said Nato units identified a vessel in the

Baltic Sea on May 20 that “manoeuvred/
navigated in a suspicious manner in proximity
of critical undersea infrastructure”.

“Swedish units were not directly involved
but we have a good overview of the area and
as always we co-operate with our allies. The
vessel in question has left the area.”

Lloyd’s List Intelligence ship-tracking manager
Richard Smale, who also served as a deck officer
with Maersk Line and shipmanager for CMA
CGM, said the route taken by the tanker Sun
appeared “highly irregular” based on tracking
data from Lloyd’s List Intelligence’s AIS network.

“Tankers of this type normally adhere to established
navigation routes through the Baltic Sea, both
for navigational efficiency and safety,” he said.

“To see a vessel of this class divert from those lanes
is not consistent with routine commercial practice.”

Smale stressed he was not attributing motive, but
said the vessel’s track raised legitimate questions.
“There is no operational justification, in standard
tanker navigation, for loitering or conducting
erratic manoeuvres in that specific area. From a
professional maritime perspective, the behaviour
is not just unusual; it’s highly concerning.”

He added that the outcome of the investigation
would be closely watched, particularly given the
wider pattern of merchant vessels exhibiting
similar erratic behaviour in the Baltic Sea in
recent months. “This isn’t occurring in isolation.
There’s a broader context of unusual maritime
activity in the region that cannot be ignored.”

The most high-profile case involved dark
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fleet tanker Eagle S (IMO: 9329760), which
was accused of damaging the Estlink 2 cable
off Finland on December 25, 2024.

A Russian fighter entered Estonian airspace just
last week after Estonian forces sought to escort
sanctioned tanker Jaguar (IMO: 9293002) out of
its waters, prompting Nato jets to be scrambled.

Tusk was unequivocal in his assessment
of the situation in the Baltic.

“There is no point in building some illusion, there
is no point in denying these facts. The Baltic

Sea may become a place, like Poland’s eastern
border today, of permanent confrontation, a
hybrid one,” he told reporters in Gdynia.

“Although it is no longer entirely hybrid.
If someone sends units to destroy
infrastructure, then I don’t know why we
should call it a conflict or a hybrid war.”

* 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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ANALYSIS

MOL holds line on decarbonisation goals in
slowing green transition

JAPANESE shipping giant Mitsui OSK Lines will
stay the course on its decarbonisation strategy,
despite signs the broader green transition is slowing
down, a senior executive of the company said.

“I think it’s fair to say that the momentum towards
green transition is not as strong as it was a few years
ago,” MOL deputy chief strategy officer Koichiro
Ninomiya told Lloyd’s List in an interview.

“I remember during COP26 in Glasgow, there
were lots of agreements and initiatives, such
as those from financial institutions who are
now slipping back from their positions.”

Concerns over energy security, US policy risks,
and climbing costs of switching to cleaner
energies seem to be overshadowing the global
battle against climate change, with big Japanese
refineries already scaling back such efforts,
including ammonia and hydrogen projects.

Japan’s largest refiner, Eneos, removed a target
to supply up to 4m tonnes of hydrogen a year

by 2040 from its new three-year corporate
strategy through to March 2028, while planning
greater liquefied natural gas investments.

Its chief executive Tomohide Miyata recently
told reporters: “The trend towards a carbon-
neutral society is slowing and the full-scale
bifurcation of the energy transition, previously
expected around 2023, may be delayed.”

Smaller domestic rival Idemitsu Kosan expressed
similar views, cutting its budget for green initiatives
such as hydrogen, ammonia and synthetic

fuel projects in fiscal 2023-2030 by 20%.

Ninomiya acknowledged the slowing
decarbonisation momentum but stressed the
trend was not reversed. “The trajectory is still
up, it’s just not as aggressive as we thought.”

In the process, each company had its own
strategic considerations, although shipping
firms were not in the “driver’s seat” in the
journey towards green fuels, he added.
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“We will use the fuel that is available, but we
can’t force them to make different fuels.”

As a global operator, MOL could continue
to seek collaboration for the right projects
with partners worldwide, including those
outside Japan, Ninomiya pointed out.

MOL’s Blue Action 2035 management plan,
launched in March 2023, is also now in the
final year of its first three years, and is being
reviewed for possible revision and update.

Besides the ultimate net zero goal by 2050, the plan
sets green targets including cutting greenhouse gas
emissions by 23% by 2030 versus 2019 and having
130 ships in a net zero emissions fleet by 2035.

“I wouldn’t expect a big change in our
[decarbonisation] scenario,” said Ninomiya.
“Of course, we've set so many milestones
and some may require fine-tuning, but the
grand design will remain unchanged.”

Last month’s approval by the International Maritime
Organization of a net zero framework, including a
carbon pricing system, was seen as an encouraging
move — although many details remain to be settled.

Ninomiya said the agreement should be seen as “a

significant achievement” against a backdrop of much
global uncertainty. It also makes shipping a “unique”
industry supporting the global green shift, he added.

“We are now more confident our company’s
decarbonisation targets can be achieved
with the IMO’s policy support.”

While some shipping players have also
expressed similar optimism, critics worry that
the approved plan, as it stands, will merely
serve as an economic penalty for the industry
and falls short of driving it toward meeting
the 2040 and 2050 emissions targets.

The set carbon price is seen by some as too

low to offset the higher costs of using low-
carbon fuels — at least in the initial years of
implementation. Guidelines for grading and
rewarding green fuels are yet to be established.
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Ninomiya said he hoped the new IMO rules,
when finalised, would help bridge the cost gap
between using green and conventional fuels.

“I don’t think first-movers want to make
massive profits just because they invested
before others. But we are running a business,
so at least that cost gap needs to be covered.”

Still, he sees decarbonisation as one of
shipping’s biggest challenges for the next
decade. The industry had shown the will, and
hopefully the IMO would implement good
policies supporting the transition, he said.

“But if the fuels aren’t there, it’s just not going
to happen. So for fuels to be produced and
those producers to have a business case, I think
the momentum needs to pick up again.”

Virgo Marine costs ruling could impact wider

London arbitrations

THE High Court costs ruling in Virgo Marine
v Reed Smith will be broadly applicable in
future London arbitrations both in shipping
and beyond, according to a legal representative
of the sanctioned Dubai shipowner.

While this specific case obviously turned heavily
on the facts, the decision from Mr Justice Foxton
last week is one of several actions that centre on
the extraterritorial validity of US sanctions, argued
Leigh Crestohl, a partner at Zaiwalla & Co.

It therefore offers a potential precedent where
transactions are paralysed by foreign sanctions
threats, or where litigation could be undermined
or delayed by compliance concerns.

In July 2022, Virgo Marine and Nixie
Marine entered into an agreement to
buy a vessel from Marshall Islands-
registered company Kibaz Shipping.

Virgo handed the full purchase price
of $13.3m over to Reed Smith, in the
latter’s capacity as an escrow agent.

But in September that year, Virgo was designated
by the Office of Foreign Assets Control, on

the grounds of alleged links with Triliance
Petrochemicals, an Iranian entity involved in

brokering the sale of Iranian petrochemical exports.

The London office of Reed Smith, citing the need
for sanctions compliance, directed Barclays
to freeze £20m ($26.6m) of Virgo’s funds.

Reed Smith thereafter reconsidered the issue
and asked Barclays to release the money. But
Barclays declined to do so, again citing the need
for sanctions compliance. The money remains
frozen in a Reed Smith client account.
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Virgo and Nixie commenced a claim against Reed
Smith in negligence, breach of contract and breach
of trust, seeking repayment of the purchase price.

Reed Smith sought security for costs from
the claimants. Virgo and Nixie countered
that the sum already held by Barclays
could simply be redesignated if the
ultimate decision goes against them.

At the hearing on May 1, Mr Justice Foxton
rejected Reed Smith’s position. In the
circumstances, forcing the claimants to put
up costs would not be just, he determined.

The wider proceedings are continuing, with a
trial expected in 2026. Reed Smith has said that
it is commenting on the case at this time.

Zaiwalla & Co is not generally regarded as a
“shipping law firm” these days. But shipping actions
were central to its practice in its original iteration,
when it handled hundreds of LM AA arbitrations.

Perhaps its most famous victory was in President
of India v La Pintada Compania Navigacion,
which reached the House of Lords in 1984.

More than 40 years later, La Pintada — in which
young barrister and future prime minister Tony
Blair represented the successful shipping company
— remains a leading authority in contract law.

Nowadays, Zaiwalla positions itself as a wider
boutique outfit, specialising in international
arbitration and cross-border litigation, especially
where there is a sanctions aspect to the litigation.

“One of the topics of conversation in the arbitration

community these days is the impact of sanctions
on the conduct of arbitration,” said Crestohl.
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“Arbitrators and experts in particular field don’t
know whether they can act or should act or receive
payment. There is a generalised concern over the
reach and effect of extra-territorial sanctions.”

But as a matter of law, US sanctions do not
apply directly in the UK as a jurisdiction.

Indeed, the Protection of Trading Interests Act
1980 represents what lawyers call a “blocking
statute”, making it a criminal effect to give
effect to US sanctions in this country.

To date, there have been no convictions or
even prosecutions under this legislation.

Even so, global businesses, particularly banks,
are naturally sensitive to compliance issues.
This is understandable, as they risk being
excluded from the US financial system if they
incur the disapprobation of US regulators.

In consequence, they apply US sanctions as if they
did have effect here. This could include freezing
bank accounts and payments, Crestohl contended.

“Increasingly, judges have to ask whether these
monies can be used for the purposes of litigation.

“Until now, it has been very convenient just
to say, ‘oh well, we can’t do this because

we have a term in our contract that says

we will respect all sanctions laws’.

“What Mr Justice Foxton is saying is, that’s

all very nice, if you want to run your business
that way. But if a court makes an order, you
are going to have to give effect to it, unless you
show that you will almost certainly face some
sort of penalty in another jurisdiction.”

Crestohl accepted that this would not usually be
able to be determined with mathematical precision.
Nevertheless, the threshold will inevitably be high.

Moreover, a number of recent rulings —
particularly Sir Nigel Teare’s findings in
the 2024 charterparty dispute known as
O v C — point in the same direction.

Nobody can be forced to do business with anybody
else, of course. But if you are in a business
relationship with somebody and an Ofac sanction
is subsequently introduced, it will be difficult to
discontinue that relationship on those grounds.

London is an historically important centre

of shipbroking, particularly sales and
purchase transactions. Acting as escrow
agents on S&P deals is bread and butter work
for many law firms in the UK capital.

While there is no mention of this in the judgment,
Crestohl said that Mr Justice Foxton raised the
issue in his remarks at the trial, pointing out

that the failure of the transaction likely to be
detrimental for London’s standing in S&P markets.

Meanwhile, Virgo Marine remains out of pocket, he
pointed out, adding: “Nobody disputes the money
belongs to the would-be buyers. Nobody else has a
claim to this money, but it can’t go back to them.”

Legal commentators were reluctant to discuss
the case on the record, not wishing to seen to
take a stance on an embarrassing court defeat
for a major law firm such as Reed Smith.

But speaking on background, they saw the wider
significance as more limited than Crestohl does.
In particular, they noted that the issue at hand
was one of security for costs, rather than the
rights or wrongs of the reluctance of Reed Smith
and Barclays to progress the transaction.

The case for optimism on decarbonisation

post-MEPC83

THE new International Maritime Organization
green framework’s complexity and uncertainty
may well lead some shipowners to dither and wait
for more information. But the Global Maritime
Forum makes a case for why they shouldn’t.

Those who would make or use future fuels
can’t plug in all the numbers they need to sign
deals until they know how the IMO will classify
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the different options, and what carrots and

sticks will be used. Green shipping advocates
such as the GMF have welcomed news of the

net zero framework, while trying to hide their
disappointment it isn’t simpler and more effective.

Meanwhile, president Trump is rolling back
the US’ green policies, while trade disruptions
and geopolitics imperil free trade.
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But ING Bank shipping finance head Stephen
Fewster said the early criticism of the deal

— that it wasn’t ambitious enough — was
unfair. Evoking Winston Churchill, Fewster
said the MEPC83 marked not the beginning
of the end, but “the end of the beginning”.

“What it’s done is set us on a path,” Fewster
told a GMF briefing on Thursday.

The IMO did not show how to get there, but
it set the direction. “I think this is actually a
really good sign for the industry,” he said.

“It will send demand signals for zero-
carbon fuel, because doing nothing now is
probably the most expensive option.”

GMTF decarbonisation director Jesse
Fahnestock said the net zero framework’s
GHG reduction targets did not match those
needed under the IMO’s 2023 GHG strategy.

But looking at the different paths that
could plausibly meet those targets,
synthetic fuels would still dominate.

“I think that it’s tough to draw any other
conclusion, really,” Fahnestock said.

“There is more work to be done. But I
expect the positions of the shipowners
will firm up over the next year.

“The more you look at it, the more you see that what
we were expecting for a transition is what we got.”

Fahnestock said the IMO result was bad for
producers of hydrogen-based e-fuels, the priciest
but greenest forms of synthetic ammonia, methanol
and methane. How the IMO decides what qualifies
as zero- or near-zero carbon (ZNZ) fuels, and

how to reward them, was therefore crucial.

“The question is will the rewards be designed
in a way that still allows them to make a
business case, so that reward money isn’t
wasted on biofuels that don’t need it,” he said.

The IMO carbon price is too low to close the cost
gap with fossil fuels. But Fahnestock said barring
a revolution in nuclear or batteries, e-fuels were
the only way to get to the final IMO target.

“It’s just a question of how long will we
wait to start building them,” he said.
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But on the bright side: “If [the regulation
is] not perfectly optimised, what it means
is delays and bottlenecks and cost. It
doesn’t mean it’s not going to happen.”

But Fewster said uncertainty over the cost

of remedial units beyond 2030, and the
rewards for fuels, made investments difficult.
Shipowners had to try to cut costs in the short
term with drop-in biofuels, while working on a
longer-term fuel strategy at the same time.

Fewster said some shipowners were still
hesitant to share information about how to
decarbonise because they believed it would
mean giving up a commercial advantage.

“If we really want to push the industry forward,
we need to share knowledge,” he said.

The carbon price was projected to raise
some $11bn a year; this had to be channelled
into green R&D and subsidies.

GMF chief executive Johannah Christensen
said national governments had to help

the industry work out the practical
problems, such as trialling new fuels.

“There’s so much experimentation that
still needs to go on,” she said.

“There’s an enormous role for national governments
and other actors in this intervening period, where
we can create a tremendous amount of progress

in figuring out the applications of a lot of the
solutions; working out the kinks, so to speak.”

Fahnestock said if any of the competing IMO goals
was likely to fail, it would be that of a “just and

equitable transition” — ensuring the benefits don’t
all go to rich countries, and the costs to poor ones.

“Inevitably in these kinds of situations where
there are trade-offs to be made, the least
powerful get the worst deal,” he said.

He added that this would divide the
world’s ship and fuel types, which would
be a problem for the industry.

Fewster said reducing capital requirements on
banks would help them offer borrowers green
incentives in loan terms. Governments could also
offer export credit and public-private finance

to channel support where it was needed.
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MARKETS

MPC Container Ships to benefit from
intra-regional trade growth as it reports

1Q revenue decline

BOXSHIP tonnage provider MPC Container
Ships reported a downturn in earnings for the
first quarter as reduced time charter equivalent
rates weighed on its revenue and profit.

“Despite the current geopolitical, macro-economic
and regulatory environment, the container market
continues to show resilience, supported by strong
secondhand demand, firm time charter rates as
well as durations, and basically no idle capacity,”
said MPCC chief executive Constantin Baack.

He said while the overall newbuilding orderbook
remained significant, limited new supply in

MPCC’s key small- to mid-sized segment, combined
with an ageing fleet and shifting trade patterns,
presented a favourable supply-demand dynamic.

Baack added that this environment
presents opportunities for fleet
modernisation and vessel acquisitions.

He noted that robust growth was expected in
intra-regional trade container demand, which

is principally served by the small- to mid-sized
containership segments, which Baack considered
to be underinvested in terms of newbuildings.

“We see a lot of potential going forward. Strong
investment capacity is more important than
ever, ensuring that we can act decisively when
attractive opportunities arise,” said Baack.

The Oslo-listed company reported a profit of
$59.7m for the first quarter, down from $76.5m
in the corresponding period in 2024.

Year-on-year revenues declined by 13% to
$127.1m, down from $147.5m in 1Q24.

Earnings before interest, tax, depreciation and
amortisation for 1Q25 fell to $77.8m, compared
with $96.1m in the same period in 2024.

Meanwhile, MPCC’s average time charter
equivalent rates dropped from $27,452
per day in 1Q24 to $25,441 per day.

MPCC arranged the sale of seven of its oldest
vessels in the first quarter and took delivery
of the methanol dual-fuel, 1,300 teu NCL
Vestland (IMO: 9981790) during the period.

The company has reaffirmed its 2025 guidance of
operating revenues in the range of $485m-$500m
and ebitda in the range of $305m-$325m.

CMA CGM continues to lead the way on
alternative-fuel containership fleet

THE world’s third-largest container line operator,
CMA CGM, remains the leader when it comes to
the ordering of alternative-fuel containerships.

The French carrier has contracted 168
newbuildings since 2017 capable of utilising
either liquefied natural gas or methanol fuel.

Some 70 of these vessels have entered service,
with the remainder set for delivery up to
2028. CMA CGM accounts for 25% of all
dual-fuel containerships ordered to date.

While CMA CGM leads the pack, the world’s
largest container line operator, Mediterranean
Shipping Co, is second placed, with

Lloyd’s List | Daily Briefing Friday, 23 May 2025

second-largest carrier Maersk following.

They have shares of 23% and 12%, respectively,
of all alternative-fuel containerships ordered.

MSC has taken delivery of 52 alternative-
fuel capable containerships and has 103
vessels on order. All of MSC’s dual-fuel
ships are for operation on LNG.

Dual-fuel methanol containership pioneer
Maersk has taken delivery of 13 such vessels
since 2023 and has a further 17 methanol-
capable containerships on order.
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Concerns around short to medium-term
methanol fuel supply saw Maersk order its
first LNG dual-fuel boxships last year.

CMA CGM was the first major containership
operator to order dual-fuel boxships in 2017.

The lead vessel from this order of nine 23,000 teu,
LNG dual-fuel containerships entered service in
2020 and was named CMA CGM Jacques Saade
(IMO: 9839179) after the carrier’s founder.

Of CMA CGM’s dual-fuel vessel orders,
32 were contracted (in 2022 and 2023)
to methanol dual-fuel specification.

The first of the methanol-capable boxships,
the 13,000 teu CMA CGM Iron (IMO:
9996678), was delivered from South
Korea’s HD Hyundai Samho in March.

Two existing conventional-fuel CMA CGM
containerships are booked to be converted
to dual-fuel methanol propulsion at a
Chinese shipyard later this year.

Since CMA CGM penned the first newbuilding
contracts for dual-fuel containerships, all of the

premier container line operators have followed suit.

But orders for methanol dual-fuel containerships
have tailed off since 2023, with a surge in

the ordering of LNG dual-fuel containerships
from the second quarter of 2024.

Data tracked by Lloyd’s List shows that of the 120
containerships ordered since the beginning of 2025,
more than half were of LNG dual-fuel specification.

Only 25 vessels were ordered for methanol
dual-fuel operations, while 33 ships were
contracted as conventional-fuel ships, with
most expected to be scrubber-fitted.

Gas propulsion still appears to be the best short-
and medium-term solution for the container
line operators’ path to decarbonisation.

However, several of them now appear to be
following multi-fuel pathways by ordering a

mix of LNG dual-fuel vessels (which can also
increasingly utilise bio-methane as supply ramps
up) or methanol-fuel capable containerships.

The latter is still considered to be the
best alternative fuel in the long term by
several container line operators.

Dorian voices confidence in VLGC market

fundamentals

VERY large gas carrier owner Dorian LPG has
posted a reduced profit for the first three months
of the year, capping a fiscal 2025 that saw a
sharp fall in earnings after a stellar 2024.

“In a volatile geopolitical and economic environment

and with a heavy drydocking schedule, we
achieved good results in our financial year
2025,” said chief executive John Hadjipateras.

“Though the trade and other important
issues that may affect our business are not
settled I am confident in the fundamentals
of the LPG market and our teams’ readiness
to respond constructively,” he added.

The New York Stock Exchange-listed owner of
21 VLGCs and operator of another four on time
charters declared an irregular cash dividend
of $0.50 per share despite the dip in profits.
The payout will amount to about $21.3m

Lloyd’s List | Daily Briefing Friday, 23 May 2025

The fleet averaged a daily time charter equivalent
rate per vessel of $35,324 for the quarter ended
March 31, a 44.3% fall from the year-ago quarter.

Net income, adjusted for a loss on derivative
instruments, fell to $10.7m, from $77.6m in the
fourth quarter of the 2024 financial year.

For the fiscal year, which includes this year’s
calendar first-quarter, average time charter
rates dipped by 36% to $39,778 per day.

Adjusted net income came to $96m, compared
with $307.4m the previous year.

For the last fiscal year, Dorian LPG has declared
and paid a total of $156.2m in irregular dividends.

“Our capital allocation is focused on shareholder
returns and preserving the strength of our balance
sheet, enabling us to invest in our people and our
business, as well as in fleet renewal and expansion
when opportunities arise,” said Hadjipateras.
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IN OTHER NEWS

US FMC probing lax flag registries
amid mounting safety concerns
THE US Federal Maritime
Commission has launched a
probe into the flagging practice of
foreign nations, citing concerns
that lax oversight and regulatory
compliance by certain registries
used to entice shipowners are
creating conditions that could
endanger supply chains.

The FMC announced the non-
adjudicatory investigation on
Tuesday, stating that its goal

was to examine whether “the
vessel flagging laws, regulations,
or practices of certain foreign
governments create unfavourable
shipping conditions in the

foreign trade of the US”.

In a notice with the Federal
Register, the FMC said “many
foreign nations take great care

in creating standards for vessels
flagged by their registries”,

but argued that others “have
engaged in a ‘race to the bottom,
a situation where countries
compete by lowering standards
and easing compliance”.

Danish shipping executives
unfazed by market uncertainty
PLANS for Denmark’s biggest
shipping companies over the
next 12 months remain “fairly
stable”, according to a survey
of 35 chief executives carried
out by Danish Shipping.

That's despite the significant
geopolitical unrest and market
instability that has dominated
the headlines during the

first flve months of 2025.

The expectations for freight
rates and financing opportunities
were broadly unchanged, the
survey showed, despite a
turbulent start to the year.
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Hudong-Zhonghua launches new yard
despite rising US policy pressure
SHANGHAI-based Hudong-
Zhonghua Shipbuilding, a
subsidiary of China State
Shipbuilding Corp, officially
commissioned its new shipyard
on Changxing Island, a major
strategic move aimed at
expanding its capacity for
high-value vessel construction,
particularly liquified natural

gas carriers, according to a
company announcement.

The new shipyard, located on

the southern coast of Changxing
Island in Shanghai, covers 431.8
ha and involves a total investment
of Yuan18bn ($2.5bn). Once

fully operational, the yard'’s

LNG carrier output is expected

to increase from six vessels

per year to more than 10.

The commissioning of the
yard comes at a time when US
lawmakers have reintroduced
the SHIPS Act, a bill that
would require a portion of US
imports from China, as well as
US LNG and crude oil exports,
to be transported by US-built
vessels. The move is widely
seen as a challenge to the
growing presence of Chinese
shipyards in the LNG sector.

Hanwha plans to transform

Philly Shipyard

HANWHA Philly Shipyard aims to
generate $4bn in sales by 2035,
which would represent about a
10-fold increase on 2024 figures.

It also plans to increase its
annual vessel production from
the current 1.5 to 10 by 2035,
as well as building liquefied
natural gas carriers for the
first time in US history.

Hanwha Group recently invited
South Korean analysts to
its Hanwha Philly Shipyard,

which was renamed after the
South Korean conglomerate
acquired the US shipbuilder
Philly Shipyard from Aker for
$100m in December 2024, to
announce its long-term plan.
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Classified notices follow
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IN THE SUPREME COURT OF
BERMUDA CIVIL JURISDICTION
COMMERCIAL COURT

2025: No. 105

IN THE MATTER OF THE SOUTH OF ENGLAND PROTECTION AND
INDEMNITY ASSOCIATION (BERMUDA) LIMITED (IN LIQUIDATION)
(“Company”)

and
IN THE MATTER OF SECTION 99 OF THE COMPANIES ACT 1981 (“Companies Act”)

NOTICE IS HEREBY GIVEN that, by an order dated 9 May 2025 made in the above matter, the
Supreme Court of Bermuda has ordered that the Company be at liberty to convene a meeting of one
class of Scheme Creditors (as defined in the Scheme (as defined below)) for the purpose of
considering and if thought fit, approving (with or without modifications) a scheme of arrangement
proposed to be made between the Company and its Scheme Creditors (“Scheme”) (a “Scheme
Meeting”).

In order for the Scheme to be approved, each Scheme Creditor must satisfy the statutory majority,
being at least 75% in value and a majority in number of those present and voting (in person or by
proxy). Notwithstanding the foregoing, you may vote in respect of the Scheme Meeting on one Voting
and Proxy Form as set out in Appendix B of the Explanatory Statement (Voting and Proxy Form).

The Scheme Meeting will be held at 9am (Bermuda time) on 17 June 2025, both virtually and in
person at Teneo (Bermuda) Limited, 19 Par-La-Ville Road, 3™ Floor, Hamilton, HM 11, Bermuda. If
you are a Scheme Creditor, you may vote at the Scheme Meeting by following the instructions set
out in detail in the Voting and Proxy Form. In order to vote at the Scheme Meeting, all Scheme
Creditors are required to:
e return a validly completed Voting, Proxy Form and Proof of Debt form to the Company by
e-mail to SEPIA-insolvency@teneo.com no later than 12:00 noon (Bermuda time) 11
June 2025;
e provide the estimated amount of their Net Scheme Claim for voting purposes; and
o supply supporting information for their estimated valuation of their Net Scheme Claim to
avoid potential rejection or lower valuation.

Claims must be stated in US dollars. The admission of a Claim for voting purposes does not
constitute an admission of liability by the Company.

For further information or a copy of the Explanatory Statement, Scheme document, Voting and
Proxy form, or Proof of Debt form, please contact the Company by email to SEPIA-
insolvency@teneo.com.

Dated 23 May 2025

The South of England Protection and Indemnity Association (Bermuda) Limited (in liquidation)
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