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Deglobalisation is dead. 
Long live globalisation

“DESPITE all the talk of deglobalisation, if you just look at the 
numbers, what we are seeing in the last two and a half years is an 
acceleration of globalisation on the back of a huge commercial 
success from Chinese companies taking market share on the global 
stage,” Maersk chief Vincent Clerc told investors last week.

China’s exports to the US may have slumped, but China’s total 
exports have not only held steady — they’ve surged.

In the second quarter of this year, China’s exports to the rest of the 
world were up by 11% year on year, reaching a record-breaking 
$856bn, more than offsetting the $100bn lost in a 24% drop in 
US exports.

That remarkable shift in trade routes away from reliance on the US 
and towards a broader, more diversified global footprint is reflected 
in the container line’s results.

Maersk reported surprisingly resilient demand outside the US and 
forecast global container volumes could increase by as much as 4% 
this year.

“There is a new driver in container demand that is adding a lot of 
upside potential,” Clerc said, predicting this stronger China-led 
growth might last “a few years”.
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But is this a temporary Trump response, 
reflecting workaround strategies by Chinese 
companies who are dodging tariffs by finishing 
goods ultimately designed for Western markets 
in the ‘re-labelling’ factories of Southeast 
Asia, or something more permanent?

Is this a new era of globalisation taking root?

After months of tit-for-tat tariffs and threats, the 
Sino-American trade war has settled into an uneasy 
stasis, courtesy of another 90-day extension from 
the US. But this is by no means an end state.

The average US tariff rate now stands at just 
over 15%. Better than many had hoped for, 
but well above 2.3% last year and the highest 
level since the Second World War era.

But there is significant uncertainty about where the 
effective rate will settle, given the complexity from 
exemptions and sectoral tariffs, issues around tariff 
‘stacking’, and generally volatile decision-making.

That’s the short-term concern. Tariffs and 
policy uncertainty is set to weigh heavily on 
global growth. While limited retaliation will 
mitigate the impact on trade for the moment, 
Oxford Economics is now forecasting world 
trade to decline for four straight quarters from 
the second quarter by a total of about 3%.

There is also the underlying concern that 
when businesses face uncertainty over market 
access, both their own and that of suppliers and 
customers, their instinctive response is often to 
delay investment and scale back spending, thereby 
compounding the drag on global economic growth.

“I think people would be insane to make long-term 
investment decisions based on today’s news about 
what the tariff rate of a certain country is going 
to be. Nobody’s going to run a company that way,” 
said the author and economist Marc Levinson.

“I think what we’re seeing is that people are trying 
to appear to satisfy the United States, while at 
the same time thinking very hard about longer 
term solutions. There are a lot of countries that 
are interested in multilateral trade deals, and 
they have come to the conclusion that they’re 
not going to be able to do that with the US.”

Meanwhile, China’s supply chains have adapted 
as goods rerouted through third countries 
or shifted production bases to mitigate tariff 

exposure. And while transhipment clauses in 
trade agreements could yet stem that work 
around, it is not entirely clear that this is all 
temporary, or that the US is the end market.

“These re-labelling factories in places like 
Vietnam is part of the story — it is certainly 
happening, but it is not the mega driver of change 
here,” said Xeneta chief analyst Peter Sand.

“We’ve seen Chinese exports growing double 
digit into Middle East and parts of India, but 
also South America and Central America. 
That could be strategic inventory building 
from a Chinese perspective, in order to make 
it a little bit more difficult to track and trace 
where the origin of the goods come from. 
But I have not been able to basically verify 
that’s what’s going on,” explained Sand.

The corresponding exports from the countries 
seeing significant Chinese imports is simply not 
happening — an anomaly that supports Clerc’s 
thesis that the growth of Chinese consumer and 
industrial brands across the world is leading to 
potentially irreversible changes to supply chains.

As the German asset manager DWS Group 
recently put it: “The competitiveness of Chinese 
exports, as well as intensifying economic links 
with regions like the Middle East and Africa, 
is a structural trend that is likely to prevail.”

Containerisation and globalisation of manufacturing 
has enjoyed double-digit growth rates for decades, 
when Europe and North America made investments 
in Asia and brought all the goods back.

But is it now the time where India, Middle 
East, South America, Latin America, have 
reached the inflection point where they 
have evolved into fully fledged destination 
markets for Chinese manufacturers?

“I think it’s a trend that still needs to be proven, but 
yes, I think it’s possible,” said Sand, who notes that 
Intra-Asia and Asia-Middle East trade corridors 
are some of the fastest growing on the planet.

“When we look at China, they are always looking 
long term. So they have been canvassing these 
markets for years, if not decades, but certainly 
since the first Trump presidency when we started 
to see trade barriers being erected,” said Sand.
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“This is by no means all about de-risking supply 
chains for goods that, in the end, will end up 
in North America. This is about new markets, 
and it is actually growing pretty fast.”

And as for the longer term evolution of globalised 
trade? Well, according to Levinson we are 
looking at a new world order emerging, where 
it is clear that companies and countries are 
preparing themselves for a future in which 
the US is not an active participant in the 
same way it once was. That in turns implies 
a fragmenting trading environment, but one 

where new trade agreements could take hold.

“I don’t think that we’re going back to 1930s here 
in terms of these barriers,” said Levinson.

“And that’s because many countries are aware that 
they’ve prospered a lot from international trade 
and they don’t want to be isolated. They don’t want 
to be subject to the United States or to China. 
And so how did you deal with that? You find other 
partners who are willing to strike deals with you. 
So ultimately that’s where I see things going.”

WHAT TO WATCH

Is bunkering’s race to the bottom 
finally ending?
SOME of shipping’s biggest names are hoping that 
a scheme they have launched will finally clean up 
the world’s second-largest bunkering market.

The Bunkering Services Initiative, launched 
first of all in the Amsterdam, Rotterdam 
and Antwerp region, will demand the use 
of mass flow meters, traceable fuel-quality 
measurements, full accounting of quantity 
balances and real-time reporting to participants.

Lloyd’s Register has been appointed as the 
system auditor and will perform unannounced 
barge inspections in the region.

So far, the scheme has been joined by Hafnia, 
Trafigura, TFG, Hapag-Lloyd, Cargill, Oldendorff 
Carriers and many other important names 
that together represent about 20% of the total 
volume of fuel bunkered in the ARA market.

They hope it will help clean up and modernise 
what Kenneth Dam, executive director and global 
head of bunkering at TFG Marine (a joint venture 
between Trafigura, Frontline and Golden Ocean), 
called a “problematic” region for bunkering clients.

Hafnia vice-president of bunker procurement 
and co-chief executive of Seascale Energy Peter 
Grünwaldt said his company, together with 
other buyers and a couple of suppliers, had 
grown “frustrated” with a lack of progress when 
it came to tightening up both the quality of 
bunkers supplied, but equally the quantity too.

“We don’t feel it’s at all times up to the standards 
that we would expect. So that’s what we’re 
trying to push towards, with a keen eye on 
what’s been going on in Singapore over the 
past decade or so,” he told Lloyd’s List.

The Maritime & Port Authority of Singapore, 
which oversees the world’s largest bunkering 
hub, has made significant strides to modernise 
operations under its remit and increase 
transparency over the past decade, including 
mandating the use of mass flow meters.

Mass flow meters might seem like the lowest 
hanging of fruit. For those not fully immersed 
in shipping, the alternatives to mass flow 
meters seem frankly ludicrous in 2025, but tank 
sounding and the use of manual ullage tables 
are still fairly commonplace around the world.

Mass flow meters are, as Dam put it, 
“a simple solution” that are themselves 
decades old technology.

Rotterdam and Antwerp-Bruges have mandated 
their use from January 1, 2026, but that’s still 
half a century after most petrol pumps were fitted 
with similar positive displacement flow meters.

International Bunker Industry Association 
executive director Alexander Prokopakis 
explained that rolling out MFMs globally would 
be a huge cost for the bunker industry.
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If suppliers use the more traditional methods as 
intended, then there shouldn’t be a problem, he 
said, adding that descriptions of dishonesty in 
the bunkering sector were over exaggerated.

But he did stress that they make the job a lot simpler.

Hapag-Lloyd senior director of fuel purchasing Jan 
Christensen said the bunkering industry had been 
blighted by a quantity loss problem for decades.

The issue now though, he said, was 
heightened by emissions regulations.

He explained that emissions were calculated 
using the figure on the bunker delivery note, 
rather than the amount supplied. If what was 
in the tanks was less than what had been 
promised, the company would be paying for 
emissions that it simply was not emitting.

Grünwaldt said it was very difficult for what 
he called “premium suppliers” to survive in 
a market so driven by cost. But it goes both 
ways as a lot of buyers are solely focused on 
price. When it comes to bunkers, it’s a race 
to the bottom. But that can lead to issues.

Some suppliers, Lloyd’s List understands, 
often supply fuel at price levels below cost, 
which of course begs the question of how 
they are able to turn a profit without making 
gains through inaccurate deliveries.

Rolling out mass flow meters would likely make 
the per-tonne bunker price appear higher, 
Christensen said. But he noted that overall 
costs for shipowners should decrease when the 
full quantity of fuel promised was delivered.

A TFG White Paper highlighted research carried 
out by bunker verification outfit VPS, which 
suggests the average vessel in 2019 was losing 
around $100,000 per year in quantity shortages.

Dam was unequivocal in his assessment: using 
mass flow meters will ultimately make things 
cheaper for bunker buyers, “because you’re getting 
the proper quantity at the proper price”. And that’s 
before the significant time-savings, measured 
in hours rather than minutes, are considered.

Buyers might have to swallow slightly higher 
prices on the face of things, Christensen said.

“But we’re entering this because we expect it to 
create savings on our side”, he told Lloyd’s List.

He hopes the transparency generated by the 
initiative will create a more level playing field for 
both suppliers and buyers and allow procurement 
chiefs like himself to make decisions on suppliers 
based on one number, rather than having to factor in 
how much quantity loss could be expected with one 
supplier versus the perceived higher price of another.

With 20% of bunkering volume represented 
by members of the initiative, it has a fair 
shot at delivering the step change in the 
market it has set out to achieve.

Christensen said he was confident that should 
it start succeeding, more buyers and suppliers 
would be keen to join the initiative.

Singapore has been able to turn its bunkering 
market around through stringent regulation 
over a significant period of time.

But in northern Europe, the market has seized 
the mantle and is driving change itself.

ANALYSIS

Ukraine’s Operation Spider’s Web should serve 
as a warning to shipping
IN JUNE 2025, more than 100 drones struck 
air bases deep inside Russia, targeting the 
country’s long-range bomber fleet.

They’d been smuggled deep into Russian territory 
in cabins carried on trucks, that looked very similar 

in shape to the standard forty foot equivalent unit 
carried in their thousands to ports across the world.

If drones could be smuggled to within miles 
of Russian air bases, some on the eastern side 
of the Ural Mountains, then it’s not a huge 
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leap to suggest they could be smuggled into 
Long Beach, Rotterdam or Singapore.

That’s the thinking behind a report from 
maritime intelligence firm Dryad Global, which 
suggests Ukraine’s Operation Spider’s Web 
should be considered a warning to shipping.

Smuggling illicit goods through the world’s 
ports is, after all, hardly a new phenomenon. 
Organised crime groups have proven their 
track record at transporting everything from 
narcotics, to wildlife, to human beings through 
the world’s busiest gateways undetected.

As Dryad Global chief executive Corey 
Ranslem said, “ports are set up to be quick 
and efficient, get the containers off the ship, 
get that ship out and get the next ship in”.

The truth was that shipping companies, ports and 
national authorities don’t really know what’s in 
those containers outside of the manifest, he added .

Only a fraction of those containers are inspected 
because “inspectors just don’t have the tools 
to move as fast as ports need to move”.

Ranslem said Operation Spider’s Web 
was “really the first concrete example of 
what our intelligence teams have been 
hypothesising about for a number of years”.

Once that container makes it through a port, it 
can then be transported across entire continents 
on unsuspecting trucks. A box that makes it 
through Rotterdam could quite feasibly make 
it to Berlin without another customs check.

But Ranslem said the threat might 
be even simpler than that.

“You realistically don’t even need to bring that 
container into the country. That containership 
just needs to pull in and the container on the 
containership will never get inspected because 
it may not be coming off in that port.

“You could launch a missile attack right there 
in any port into any major kind of metropolitan 
area. So that’s to me what is very concerning.”

The lines between civilian and military 
operations were “really starting to blur” in this 
new age asymmetrical warfare, he said.

The Houthi campaign in the Red Sea, not to 
mention many incidents of undersea cable 
cutting off Taiwan and the Baltic Sea, are clear 
evidence that shipping is once again finding itself 
entangled in different geopolitical conflicts.

This latest threat is one that Ranslem said would 
be tough to defeat, simply because of the ability 
of ports to detect illicit goods in containers.

Increasing the frequency of inspections with 
more personnel would incur much greater 
costs for customs authorities and ports 
alike, through both the increased resources 
required and the delays to containers.

That’s why Ranslem said he’d like to see 
technology develop and be placed in 
the hands of customs inspectors.

“The men and women who are out there 
do a phenomenal job,” he said.

“In fact, I am more confident in the job of the men 
and women in the customs and the coastguard 
services being able to find things than I am in a lot of 
the electronic equipment that that they have to do it.

“The biggest issue, I believe, is that they’re 
not provided the necessary resources 
to be able to try to try to do this.”

Ranslem said he’d like to see technology that could 
X-ray a container in a few seconds, rather than a few 
minutes, placed in the hands of customs officials.

“Better intelligence too is always 
a good thing,” he said.

Fortunately, these operations take a long time to 
plan, Ranslem explained. For example, Ukraine’s 
Operation Spider’s Web could have quite easily 
taken more than 12 months to prepare.

This of course is a good thing as far as detection 
goes; these are not plots that can be thrown 
together in a few hours or even days.

Operation Spider’s Web was carried out over 
land using trucks. But as Ranslem explained, 
it proved what many had feared for a long 
time is possible: a state or non-state actor 
could get a forty foot container with similar 
weapons through a port with relative ease.
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Preparing for the unpredictable
PAILLETTE Palaiologou has seen a lot in 32 
years spent working in the maritime industry, .

After doing a naval architecture and marine 
engineering degree in Glasgow and a marine 
engineering masters in Newcastle, she 
spent the first 12 years of her career with a 
well-known Greek shipping company.

Last month she celebrated 20 years with 
classification society Bureau Veritas.

At her first job, when she was primarily 
involved in  the purchasing of spare parts 
for the shipping company’s fleet, she was 
teased by colleagues at the beginning for 
her ambition to go on board the vessels.

Now she is senior vice-president of BV’s M&O 
division for East Europe, Mediterranean, 
Middle East, Africa and India.

Generally speaking, she rarely has time 
to go on the ships any longer.

Despite being witness to the various cycles 
and challenges as the industry has evolved 
over the last three decades, in her estimation 
there has never been anything to match the 
sheer scale and combination of headaches 
the industry is grappling with right now.

She reels them off so quickly it’s clear that in 
her mind this is only a partial list: “Trump’s 
trade disruption… geopolitical conflict 
that has led to a rise in defence spending… 
terrorism  in the Red Sea… all the technological 
developments and the growing use of AI… the 
huge pressure to secure and retain talent….”

Then there are cost and inflationary pressures 
that the industry is not impervious to, says 
Palaiologou, noting “We are always being asked 
to do more with less, which is part of efficiency 
and the speed of technological change, as well.”

Then there is the green transition challenging 
the industry. “We need to decarbonise and there 
are still so many regulatory and compliance 
challenges to be clarified and to face,” she says.

“Shipping has always been resilient — but this is 
easy to say and to take for granted. In fact, there is 

deep uncertainty about many of these issues and we 
see some people who are even fearful for the future.

“Of course, there is no real alternative as we 
need ships to keep trading to keep the world 
working, so we have to be resilient. But we 
must acknowledge that the range of challenges 
we are facing as an industry at this point 
in time is unique and unprecedented.

“We may need to find new ways to co-operate 
to successfully navigate through them all.”

In Palaiologou’s view, a clear priority that should 
be kept in mind at all times is concern for the 
safety of seafarers and their quality of life.

“In this respect much work needs to be 
done, and that is even more true since the 
recent attacks on shipping and sinkings 
that are particularly worrying.”

In these new difficult and even bewildering 
times, it sounds like what shipping needs is a 
combination of a tech guru and a therapist.

Palaiologou agrees that the role of classification 
societies has evolved rapidly in the last few 
years, particularly in respect to technological 
solutions and consultancy for the industry. But 
she is also quick to manage expectations.

“Classification does not have a magic wand for 
these challenges. No-one does,” she says.

At the same time, we must be prepared 
and we feel we can help shipowners and 
managers find the best paths available.

Decarbonisation

She points to decarbonisation as a key example: 
“Clients are deeply concerned about the uncertainty 
and gaps in the current regulatory set-up, and the 
Net Zero Framework set to be adopted in October. 
They have also raised safety and fairness concerns 
about the current IMO short-term measures.”

Targets for ships’ GHG fuel intensity after 2035 
have not yet been announced, the rules for penalties 
and incentives remain “vague”, and 13 critical 
guidelines are still under development, she says.
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“All this uncertainty makes it risky for shipowners 
to commit to retrofits or alternative-fuel ships, as 
they don’t know if their choices will be compliant 
in the future, or commercially viable.”

Short-term rules already in force, notably EEXI 
and CII, also leave a lot to be desired, she argues.

“EEXI may lead to reduced engine power, 
raising safety questions. CII ratings don’t 
consider real-world factors like port delays 
or weather, leading to unfair penalties.

“As a result, investment in green technologies 
is delayed. Financing is harder to secure. 
Clients worry about rising costs and 
loss of global competitiveness.”

BV and some other leading classification societies 
have stepped up to try and help the industry 
make some sort of sense of this chaotic picture.

“As part of BV Group we belong to a group of 
84,000 people that has a lot of different product 
lines going well beyond shipping, so we have know-
how of the whole supply chain and we believe a 
much more holistic picture of some of the things 
that are going on — which is an advantage.

“We play a crucial role beyond classification,” she 
says. “We offer scenario modelling to help our 
clients plan under different future policies. We 
provide advice on retrofits and fuel transitions 
using solid technical and economic analysis.”

Technology and innovation

Inevitably, huge importance is put on technology 
and new digital tools to assist industry compliance.

BV’s proprietary tools VeriSTAR Green, which 
was recently integrated with OrbitMI’s market 
intelligence platform, and the online ‘My 
Fuel Consumption’ tool, were developed to 
assist shipping companies with consumption 
and emissions reporting for both IMO’s Data 
Collection System and EU’s Monitoring, 
Reporting, and Verification regulations.

“Technology is already playing a key role, and we 
expect that to continue to be so,” says Palaiologou.

She believes that BV is a leader in developing 
cyber-protection services, while it is also 
focusing on embracing the potential of AI.

Only recently, it launched the ‘Augmented Surveyor 
3D’ programme, an AI- and machine learning-
powered tool designed to optimise anomaly 
detection, corrosion mapping and 3D modelling, 
taking remote inspections to the next level.

“AI is acting as an enabler, helping everyone across 
the maritime industry make better decisions 
and this will develop further and faster, both 
in terms of how we manage our own company 
and the services we can provide clients and 
the industry at large,” Palaiologou believes.

So there are reasons for optimism amid all 
the disruption and uncertainty? “Not least 
there is the very encouraging fact that despite 
the uncertainty we see that the appetite for 
investing in shipping remains strong,” she 
says. “The industry is continuously being 
enriched with new players and investors.

Spotlight on shipbuilding

There is also new attention being given 
to shipbuilding, partly due to geopolitical 
reappraisals that have both underlined the role 
of shipbuilding in nations’ defence policies, 
but also raised questions about over-reliance 
on one or two shipbuilding countries.

BV was “delighted” to be appointed recently to 
provide classification services and support for a 
programme to build up to 20 port and general-
purpose tugs at Greece’s Onex Elefsis Shipyard. 
If the final contracts are signed, as is expected 
in the coming weeks, the project would be the 
most significant civilian newbuilding project 
undertaken by a Greek yard in many years.

“There is a manpower problem in shipbuilding 
internationally and there’s an opportunity 
for new shipbuilding hubs to emerge. 
India is another country that we may see 
doing more in the future,” she says.

“We are optimistic about European shipbuilding, 
and we are very keen to support a Greek renaissance. 
Having said that, it seems highly unlikely that 
Europe will be able to compete with Asia for large 
merchant ship projects, except for cruise vessels.

“There is a future, however, in smaller 
and more specialised vessels.”

According to Palaiologou, the current moment 
can be faced by being ready, pragmatic and 
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unafraid of making some big moves.

“We are trying to help clients manage this 
uncertainty and preparing for multiple 

regulatory outcomes,” she says. 

“If the last months have taught us anything, it is 
that we need to be prepared to be surprised.”

OPINION

Make sanctions consistent again
POLLSTERS don’t routinely conduct separate 
surveys of the foreign policy preferences of shipping 
and marine insurance professionals. But their 
opinions on such matters will likely tend to reflect 
the wider outlook in the societies in which they live.

The clear consensus in liberal democracies is 
that Russia should be punished for its invasion of 
Ukraine and that the world would sleep easier if 
Iran were not in possession of nuclear weapons.

Considered purely as an abstract ethical 
question, sanctions in support of these ends 
are unobjectionable and command majority 
support in Europe and North America.

But sanctions are not purely an abstract ethical 
question. They impose costly obligations on 
for-profit shipping and marine insurance 
companies, in contravention of the free-
market liberties our societies also esteem.

They have singularly not managed to cripple the 
Russian economy and there is little to suggest 
that the impending return to the pre-2016 status 
quo will have much impact on Iran either.

Critics contend that manifest inefficacy 
renders them almost pointless. So why should 
Western shipping and marine insurance be 
burdened with such detriments, especially 
when their Asian counterparts are actively 
encouraged to keep on trading?

To the best of our knowledge, no industry leader 
has publicly spoken out against sanctions.

Although there is some evidence of tanker operators 
cheating on the current $60 per barrel price cap 
on Russian crude, a certain degree of malpractice 
is always going to be the way of this world.

The key thing is that there has been no return 
to the all-but-open refusal to heed the embargo 
on the white supremacist regime in what was 

then Rhodesia in the 1970s, for instance.

But it needs to be emphasised that the global 
majority does not live in liberal democracies. 
China is more than happy to buy discounted 
crude from Russia, while selling it full price arms 
and maintaining warm relations with Iran.

An increasing number of countries follow Beijing’s 
lead. Shipowners domiciled in BRICS member 
states, and BRICS member states wannabes, 
can happily ignore the Western playbook.

By contrast, contradictory government 
diktats are leaving their Western opposite 
numbers increasingly tied up in knots, as two 
Lloyd’s List stories this week illustrate.

As we reported yesterday, from next month the 
regulations governing the Russia price cap will 
diverge slightly between the EU and the UK, and 
markedly between those parties and the US.

This has understandably alarmed the Lloyd’s Market 
Association, which has highlighted the risk of hull, 
cargo and P&I underwriters being slapped with 
penalties purely because of these incompatibilities.

Current contractual clauses were written on 
the assumption of an ongoing united front, 
a core premise that has just collapsed.

In practice, British and European insurers 
may not be able to follow a US lead unless the 
US party adopts the UK and EU stance.

The complications apply to shipowners too. Those 
in the UK and the EU are forbidden by statute 
from following US secondary sanctions. But if 
Trump is feeling capricious — and when doesn’t 
he? — he could choose to apply the policies 
anyway. Damned if you do, damned if you don’t.

Meanwhile, it seems to be that the clock is about 
to turn back on sanctions with Iran. The UK, 
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France and Germany — acting collectively under 
the moniker of E3 — have indicated displeasure 
with the latter’s continued drive for the bomb.

Israel and the US feel free to conduct extra-judicial 
assassinations of Iranian atomic scientists and 
to blow up uranium enrichment plants. London, 
Paris and Berlin obviously won’t go that far.

Instead, they are set to invoke the “snapback” 
clauses in the Joint Comprehensive Plan of Action 
sanctions relief deal signed by Tehran and six 
leading powers in 2016, probably in October.

This is more by way of a symbolic show of 
support for Jerusalem and diplomatic alignment 
with Washington than anything that would 
make much difference in the real world.

While it would make it even harder than 
it is now for shipowners to trade with Iran 
and for marine insurers to cover them, 
volumes are already close to zilch.

But beware of the law of unintended consequences. 
Snapback may simply push Iran closer to Russia, 
thereby negating much of the object of the exercise.

Iran still boasts some sizeable domestic fleets, 
including Islamic Republic of Iran Shipping 

Lines and National Iranian Tanker Co.

For decades, even after the Islamic revolution that 
brought the ayatollahs to power in 1979, these 
were happily entered with British P&I clubs. But 
no more, and not again, at least any time soon.

Once again, there is a prospect of regulatory 
divergence. The EU was not a party to JCPOA, 
leaving shipowners outside the E3 facing uncertainty 
about the hoops they must jump through.

Quite simply, we should not be where we are 
now. Politicians often boast about their ability to 
devise what Westminster jargon brands ‘joined-
up policies’. That handwriting should extend 
to the multilaterally as well as domestically.

Prosecutions under the blocking legislation have 
been thankfully rare, at least in the UK. But 
we are not characters in a Joseph Heller novel; 
the very existence of this gratuitous Catch-22 
creates uncertainties shipowners and marine 
insurers could live without. The conundrum 
should be resolved, one way or the other.

If Western governments are going to tie shipowners’ 
hands behind their backs, the very least they can do 
is to lay down clear, consistent and congruous rules.

MARKETS

Transpacific spot rates fall further now that 
tariff upside is over
US BUSINESSES have done what they can 
with import timing to mitigate tariff pain. That 
import timing phase is over, at least until the 
next major plot twist in US trade policy.

The latest 90-day reprieve for China tariffs, 
through November 9, is not having a positive 
effect on transpacific volumes. Average US 
tariffs on Chinese goods are still exceptionally 
high, averaging around 50%, and the importers 
willing to pay those levies have already 
brought in much of their goods for the year.

According to Xeneta chief analyst Peter Sand: 
“The further 90-day extension of current tariff 
levels between the US and China will not have a 
significant impact on shippers and we should not 
expect another cargo rush as we saw immediately 

following the initial lowering of tariffs in mid-May.

“Shippers have already embraced the first 
90-day window of opportunity to front-load 
goods. There is no longer a pent-up demand to 
get goods into the US, so spot rates are expected 
to decline further in the coming weeks.”

Flexport head of Americas ocean Kyle Beaulieu 
said during an online presentation on Thursday: 
“When the tariffs were reduced back in May, it 
was almost immediate increase in demand.

“The difference then was that there was a 
lot of cargo sitting in China that was already 
being produced before the tariffs were 
originally announced in early April.”
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Countries other than China didn’t get another 
extension. US president Donald Trump 
implemented higher tariffs on non-China 
exporters starting on August 7. Cargoes from 
these countries were also front-loaded.

“We don’t see much of a change,” said 
Beaulieu when asked about ocean bookings 
in the week after the August tariff raises.

“It seems like most people tried to get out their 
volumes when they could during this period 
[pre-August] and they weren’t necessarily 
banking on an extension or a decrease.”

Asia-US trade

Not only has front-loading run its course, 
there is no further upside expected in the 
transpacific from peak season cargo.

“As for how peak season is playing out, there is 
little sign of peak on the transpacific eastbound,” 
said Beaulieu. “Last year it started early but 
did extend into August. This year, it was early, 
but it was largely driven by tariff timing.

“When that decrease on China tariffs came, that’s 
when we saw the peak start, but it pretty quickly 
subsided. There’s little sign of an uptick for August 
or September, and with that, rate levels have either 
flatlined or continued to decrease on the TPEB.”

That said, eastbound volumes 
are not falling off a cliff.

“We’re still seeing a lot of stock replenishment,” 
said Flexport director of ocean freight for 
the US southwest Nathan Strang.

“We are seeing good overall booking volumes, 
and while there’s no sense of peak, there’s also no 
sense of a complete lull in the market either.”

Spot rates in the transpacific continue to ebb, 
with Asia-US west coast indexes now back to 
the weak levels seen before the Red Sea crisis.

The Shanghai Containerised Freight Index 
assessment for the Shanghai-US west coast route 
fell to just $1,759 per feu in the week ending on 
Friday. That’s down 4% week on week on last 
week and 73% year on year, to the lowest reading 
since the week ending December 8, 2023.

The SCFI Shanghai-US east coast assessment was 
$2,719 per feu, down 3% on the week and 71% from 
last year, also the lowest since December 8, 2023.

Drewry’s World Container Index assessed 
Shanghai-Los Angeles spot rates at $2,494 per 
feu for the week ending Thursday, down 2% 
from last week and 60% this time last year.

The WCI Shanghai-New York index 
came in at $3,638 per feu, down 5% 
on the week and 58% annually.

Xeneta’s daily average short-term rate assessment 
for the Asia-US west coast route was at $1,913 per 
feu as of Thursday, the lowest since the end of 2023.

 Asia-Europe trade

The demand situation is different 
in the Asia-Europe trade.

“The Far East westbound trade is having a 
traditional peak,” said Beaulieu. “There was a 
solid uptick in demand in July, and with that, 
there was a rate level increase. Although demand 
is slowing in August, the supply-demand balance 
remains healthy overall, and increases have held.

“In addition to peak demand there is congestion 
in Europe, and an impact from the typhoons in 
Asia, and both of these have restricted some of 
the capacity on the trade and helped support 
the supply-demand balance,” said Beaulieu.

According to Strang: “We are seeing continued 
and persistent long dwell times in Europe. We’re 
looking at nine-plus days of vessel delay dwell 
at northern European ports and over five days 
in the Mediterranean due to a combination 
of factors: increased volumes, some labour 
disputes, some related to weather, equipment 
shortages and imbalances, and terminals being 
reconfigured, rehabilitated and improved.”

Asked how long European congestion would 
last, he said: “That’s a difficult one because 
there are so many factors, but generally, when 
you see congestion this bad, you have to wait 
for the slack season. You need to have less 
cargo coming in. So, this could persist into the 
wintertime, past the Far East westbound peak.”

There may be a peak pattern in Europe, but as in 
the transpacific, spot indexes continue to decline.
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The SCFI Shanghai-North Europe index for the 
week ending Friday came in at $3,640 per feu, 
down 7%. The SCFI Shanghai-Mediterranean 
index was at $4,558 per feu, down 2%.

The WCI assessment for Shanghai-Rotterdam 
was $3,176 per feu for the week ending 
Thursday, down 3%, and the WCI Shanghai-
Genoa index was at $3,084 per feu, down 4% 
week on week and 57% from last year.

The various spot indexes use different methodologies 
and generate different numbers, but generally show 
the same trend. However, there is a divergence 
among the indexes in the Asia-Europe trade.

The WCI weekly index and Xeneta daily index show 
that Northern Europe and Mediterranean spot rates 
have converged, with Northern Europe rates inching 
slightly above Mediterranean rates in the past week.

In contrast, the SCFI still shows Med rates $918 
per feu higher than Northern Europe rates.

X-Press Feeders and London Club blast 
Sri Lanka ruling
CONTAINERSHIP owner X-Press Feeders said it 
is “deeply concerned” with a judgment from the 
Sri Lankan supreme court, which has ordered 
the owners and charters of lost boxship X-Press 
Pearl (IMO: 9875343) pay a fine of $1bn.

The 2021-built, Singapore-flagged, 2,700 
teu X-Press Pearl caught fire on May 20, 
2021, was abandoned on May 25 of that 
year and finally sank on June 2, 2021.

Between 70bn-75bn plastic nurdles were spilled 
in Sri Lanka’s western coastal belt as a result of 
the casualty. The marine pollution resulted in the 
deaths of 417 turtles, 48 dolphins and eight whales.

A fishing ban was imposed for more than 
a year, which the ruling said, “deprived the 
fisherfolk of their income, livelihood and their 
right to engage in lawful employment”.

But X-Press Feeders said the court has effectively 
pronounced the vessel’s master and agents 
guilty before their trials have concluded.

“The master has already languished in Sri 
Lanka for four and a half years due to a 
court-ordered travel ban,” the company 
said in a statement seen by Lloyd’s List.

“Despite offers to deposit the maximum 
fine possible for the charges he faces, he 
remains in limbo, separated from his family 
and unable to resume his life or career.”

X-Press Feeders said the master was neither 
present nor represented legally when his 
actions were addressed in court.

“The judgment effectively holds him and 
the agents as human collateral to ensure the 
compliance of the owners and operators.”

The London P&I Club said the court had 
“extended its reach far beyond its original 
scope”. The case, it said, was “originally 
grounded in a fundamental rights claim — 
where concerned citizens of Sri Lanka sought 
judicial intervention against their government’s 
handling of an environmental incident”.

Chief executive James Bean said the ruling 
was “an extraordinary and deeply troubling 
turn of events, not only for our valued member, 
X-Press Feeders, but for global shipping”.

“The court has taken what began as a rights-
based claim against the Sri Lankan government 
and used it as a basis to unilaterally impose 
liability on our member and their agents 
seemingly without due process — with the 
agents, worryingly being used alongside the 
master, as human collateral for their claim.”

The interim figure of $1bn was based on a 
report the Sri Lankan government itself had 
“publicly disavowed itself as the basis for any 
claim” and had attracted global criticism for a 
lack of scientific rigour, the P&I club said.

Bean called the figure “arbitrary and unsupported”.

X-Press Feeders also criticised the lack of 
scrutiny of the response of Sri Lanka’s own 
authorities to the incident in 2021.

The ruling “exonerates the actions of the harbour 
master and director general of merchant shipping, 
despite their own experts boarding and inspecting 
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the vessel and raising no alarm or immediate 
reason for concern, more than a week before 
X-Press Pearl sank”, the company said.

“It also ignores the vessel’s pleas for help and the 
refusal by three ports (in Qatar, India and Sri Lanka) 
to offload the containers before the fire started.”

“From the very start, X-Press Feeders has 
expressed deep regret to the people of Sri Lanka 
for the impact of X-Press Pearl’s sinking and 
remained committed to fully assist the government 
of Sri Lanka in all clean-up operations,” the 
Singapore-headquartered company said.

It acknowledged the need for some compensation 
but said this should be done “in an equitable 
and fair manner that identifies the failings in 
the response and clean-up operations of the Sri 
Lankan government and is based on expert, 
scientifically based assessment of damages”.

The judgment, which it claims ignores 
maritime law, “establishes an unprecedented 
level of risk that we, along with most shipping 
companies, will struggle to meet”.

“We fear the inevitable rise in import-export costs 
and the broader impact on the people of Sri Lanka.”

The London Club said the ruling contradicts 
the “polluter pays” principle, which is 
balanced by limitation of liabilities.

“To throw out these principles is to reject the 
very legal architecture that keeps international 
shipping — and by extension global trade and 
commerce — functioning,” Bean said.

“The London P&I Club is unwavering in its 
commitment to its members, and we will continue 
to stand firmly by and support X-Press Feeders.”

Burning Maersk boxship making for 
African coast
A MAERSK-owned containership is making 
for the West African to obtain landside 
assistance after a fire broke out on board.

The crew of Denmark-flagged, 2013-built, 
18,270 teu Marie Maersk (IMO: 9619933) 
noticed smoke coming from containers on 
board on the morning of August 13.

By the evening of August 13, two tugs with 
firefighting capability had arrived at the scene.

The crew is safe and the vessel in a stable 
condition, a Maersk spokesperson confirmed.

The crew is following firefighting procedures 
and is working to keep the situation under 

control while external firefighting support is 
being organised, the spokesperson said.

The vessel was making its way between the 
Gemini Cooperation hub ports of Rotterdam 
and Tanjung Pelepas when the fire broke out 
off the Liberian coast earlier this week.

Now though, the vessel has been diverted 
to the West African coast to seek landside 
support “as fast as possible”.

“We remain in constant touch with the vessel crew 
and offer them all possible support. We cannot 
confirm the extent of the fire’s impact on the 
cargo yet,” the spokesperson told Lloyd’s List.

IN OTHER NEWS

Ukraine strikes cargoship it claims 
was laden with Iranian weapons 
A VESSEL allegedly carrying 
weapons from Iran has been 
hit by Ukrainian forces.
The Russia-flagged, 2015-built, 
5,175 dwt Port Olya-4 (IMO: 
9481934) is a general cargoship 
that operates in the Caspian Sea.

The General Staff of the 
Armed Forces of Ukraine said 
its forces had carried out a 
strike on the port of Olya, on 
the Caspian Sea in Russia’s 
southeast region, which it 
says is a hub for the supply of 
military equipment from Iran.

Hengli completes backdoor 
listing, raising funds for 
shipbuilding projects
HENGLI Heavy Industries has 
completed its backdoor listing 
on the Shanghai Stock Exchange 
through Songfa, securing 
Yuan3.9bn ($540m) to fund two 
shipbuilding projects in Dalian.
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Shanghai-listed Songfa, a 
loss-making ceramic product 
manufacturer, said in a 
statement on August 12 that 
the company had finalised the 
restructuring, raising close to 
Yuan4bn from 
19 investors to fund its transition 
from ceramics to shipbuilding.

The transactions include an 
asset swap for a 50% stake 
in Hengli, a stock issuance 
to acquire the remaining 
shares, and a planned 
Yuan4bn private placement.

Mexico’s ultra-low carbon methanol 
plant takes step towards completion
A MEXICAN methanol mega-
project has taken another 
important step to fruition, 
after a contract to build critical 
infrastructure was signed with 
an Italian engineering firm. 

Transition Industries has 
signed a heads of agreement 
contract with Bonatti to begin 
work upgrading port facilities 
and the jetty at the Pacifico 
Mexinol project in Sinaloa.

Pacifico Mexinol plans to 
produce 6,130 tonnes of 
methanol per day. If it reaches 
its full capacity, it is poised 
to be the world’s largest 
independent ultra-low carbon 
chemical production facility.

UK Club takes roles to Newcastle
UK CLUB is set to open an office 
in Newcastle, making it only 
the second International Group 
affiliate with a substantial British 
presence outside London.

Britannia, London Club, 
Shipowners’ Club, Steamship 
Mutual and West of England 
all remain concentrated 
in the capital, with any 
geographical links implied by 
their names purely historic.

The northeastern city is 
the hometown of the old 
North of England P&I, which 
was founded in 1860.
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Looking to publish a judicial sale, public notice,  
court orders and recruitment? 

 
Please contact: marketingservices@lloydslistintelligence.com

Classified notices follow
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Container Tracker

Save time. Stay compliant.

Track containers,
not just ships

Complete checks in
minutes, not hours 

Save time, with all the data you 
need in one interface, supported
by tracking intelligence from over 

600 Lloyd’s agents worldwide.

Download 
the evidence 

Downloadable reports ensure you have 
the necessary documentation to prove 

compliance, including specific end-to-end 
transhipment reports and more.

Request a demo:
America Tel: +1 212-520-2747
EMEA Tel: +44 20 7017 5392
APAC Tel: +65 6505 2084
lloydslistintelligence.com/containertracker

Simplify transhipment tracking 
with end-to-end downloadable data 

trails on containers – by container 
number or Bill of Lading. 


