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Green coalition urges IMO 
states to vote yes as unity 
on NZF strains

THE Global Maritime Forum has urged the International Maritime 
Organization to adopt the Net-Zero Framework, as its latest progress 
report shows the industry is far off track to reach 5% green fuels by 2030.

Its Getting to Zero Coalition, a group of 180 green-minded companies, 
said member states should adopt the carbon pricing scheme next month, 
then fix its problems in the years to 2028.

“A failure to do so risks significantly negative consequences for the 
shipping industry,” the group said in a statement.

“While transforming the sector will be challenging, doing so via 
regulation by the IMO is the best way to ensure that this happens fairly, 
efficiently and globally.”

The statement follows criticism of the NZF from the US and Middle 
Eastern oil exporters, and warnings by class societies DNV and ABS that 
the green rules would be too costly for shipping companies.

Maersk, the US Chamber of Shipping and the World Shipping Council 
have spoken in favour of the framework, while Shell Marine has warned 
there was “no Plan B” if it failed.

The GMF said it was crucial that constructive talks continued and 
negotiators agreed on guidelines for delivering the 2023 strategy.
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“The foundation for success is there if the political 
will to adopt the framework in October and refine 
it over time remains firm,” the group said.

“Prolonged uncertainty could put very large 
investments — ones that will be critical for 
the future of global trade — at risk.”

The GMF’s latest progress report said the 
industry was well off track to meet its unofficial 
target of 5% scalable zero-emission fuel 
(SZEF, meaning green e-fuels and excluding 
liquefied natural gas) uptake by 2030.

The GMF set the target in 2021 as a way to show 
how focused efforts could snowball toward broader 
adoption. It argued this was crucial to meeting 
the IMO’s 2023 greenhouse gas strategy goals.

But the group’s latest progress report found 
green fuel demand and finance were not 
on track, despite some progress on the 
technology and training for seafarers.

UCL senior research fellow Domagoj Baresic said 
the green transition was “partially on track” overall.

Baresic said the direction of travel 
was more important than the year the 
fuel milestone was reached, which he 
suggested could be in the early 2030s.

The real risk was not failing to hit 5% by 2030, but 
“losing sight of the breakthrough altogether”.

Baresic said progress depended on how the 
IMO decided to classify the lifecycle assessment 
guidelines and rewards for zero-carbon fuels.

“In order for us to be fully on track, we need 
to see what happens next,” Baresic said.

Reaching 5% SZEF by 2030 would entail coming 
up with 0.6 exajoules of green power — about 
enough to run 600 15,000 teu boxships.

Virtually none exists for shipping today — and 
the NZF, if adopted, would only start taxing ships 
for a small amount of their emissions in 2028.

IMO secretary-general Arsenio Dominguez said 
the IMO was working to its diplomatic schedule.

“This is a marathon, but we are on 
track in this process,” he said.

“We’re going step by step. We’re not 
running towards the end goal just yet.”

Dominguez said the IMO was considering 
the lifecycle emissions of different fuels, 
including LNG and nuclear, because it had 
agreed to be fuel and technology-agnostic.

He said the green transition was neither 
free nor without challenges.

But Dominguez added: “It’s 2025. The 
amendments will be adopted next month, 
enter into force 2027. And from then 
onwards, of course, things will scale up.”

GMF chief executive Johanna Christensen 
said the industry had moved from ideas 
and concepts in 2017 to real progress on 
technology such as dual-fuel ships today.

“At this moment, they’re pockets of change,” 
she said. “They’re not system-wide.”

Christensen said the progress report represented 
a static snapshot, but the broader goal was more 
complex. Investments by single companies 
could make it easier for other parts of the 
supply to progress in their own goals.

“It’s a dynamic interaction between 
different parties and different players 
taking steps together,”  she said. 

The NZF will probably go up for a vote by 
the IMO’s 176 member states at the Marine 
Environment Protection Committee’s extraordinary 
session, which starts on October 13.
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WHAT TO WATCH

Wiernicki calls for IMO ‘timeout’ to rebuild 
Net-Zero Framework
ABS chairman and chief executive Christopher 
Wiernicki has issued a direct call for the 
International Maritime Organization to 
pause and reassess its regulatory approach 
to maritime decarbonisation.

Speaking at the ABS Sustainability Summit at 
London International Shipping Week,  the class 
society chief urged the global UN regulatory 
body to take a “timeout” and rebuild its Net-
Zero Framework, which will come to vote 
at the extraordinary meeting of its Marine 
Environment Protection Committee next month.

“The IMO needs to approach this as if it 
were building a ship — systematic, explicit, 
specific and achievable,” said Wiernicki.

“The stakes are high, timelines are short, and the 
current gaps between fuel options are significant.”

His remarks come amid growing industry concern 
that the IMO’s current trajectory risks misalignment 
with commercial realities, technological 
readiness and infrastructure development.

Last week, DNV Maritime chief executive 
Knut Orbeck-Nilssen also stated he had 
“major concerns” over the current form of 
the IMO’s decarbonisation blueprint.

One of the most vocal in opposition has been US 
President Donald Trump, who last month made 
the position of his administration abundantly 
clear in rejecting the IMO’s draft agreement, 
labelling it a “global carbon tax on Americans”.

Wiernicki, who is retiring at the end of the year, 
stressed the need for a more balanced, transparent 
and implementable regulatory framework 

— one that reflects the physics of propulsion, the 
economics of fuel, and the realities of global trade.

“We still have time,” he said. “Let’s not waste it.

“What we do now impacts many generations. 
The question is whether we have the right 
game plan — and whether it’s supported by the 
right regulatory and commercial balance.”

Wiernicki called for a phased strategy for 
decarbonisation, advocating for the protection of 
transitional fuels such as liquefied natural gas and 
biofuels, which he described as “mission critical”.

He cautioned against prematurely sidelining 
these options in favour of emerging fuels such as 
ammonia, methanol, hydrogen and nuclear, which 
face significant scalability and affordability barriers.

“There is no clear pathway for green fuel 
availability and infrastructure support,” he said.

“We are overlooking viable transitional 
fuels while placing significant reliance on 
technologies that are still maturing.”

In this context, Wiernicki laid out a three-
phase road map to decarbonisation.

First, he said, the industry must “protect the 
bridge” by controlling methane slip and optimising 
LNG use; second, “extend the runway” through 
energy efficiency and onboard carbon capture; 
and third, “prepare for the endgame” with 
nuclear and zero-carbon fuels beyond 2035.

He was also clear on how safety must remain a “non-
negotiable” principle throughout the transition.

IMO’s decarbonisation framework is ‘destined 
to be a regional measure’
SHIPOWNERS across the industry have turned 
against “fundamentally flawed” global greenhouse 
gas emission rules that are now seen as having 
no chance of global adoption, the leader of a 
key marine technical organisation has said.

According to Panos Kourkountis, chairman of 
the Greece-based Marine Technical Managers’ 
Association (Martecma), initial euphoria at last 
April’s agreement of a global framework for 
decarbonising the industry has now soured, amid 
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“industry-wide” disappointment and scepticism.

“The regulation that was agreed and is now 
up for adoption in October was never in line 
with what the shipping industry had proposed, 
but the decisive factor behind accepting the 
compromise agreement was having a global 
regulation to replace regional rules,” he said.

But the US’ stance in opposing the International 
Maritime Organization’s Net-Zero Framework 
and threatening to retaliate against 
adopters had scuppered hopes of unifying 
the global maritime community under the 
currently proposed single framework.

“The Net-Zero Framework is now destined to 
become a regional instrument, not a global one, 
and the main reason for the consensus in April 
has been undermined,” said Kourkountis.

This compounded the “serious environmental 
shortcomings” of the regulation and raised the 
likelihood of market chaos over how penalties 
would be paid in some countries and conceivably 
under some flags, but not others, he said.

Martecma has a membership of about 180 technical 
executives from shipping companies, mainly in 
Greece but also in several other countries, and 
it has about 60 associate members representing 
international manufacturers, shipyards, 
classification societies and other organisations 
with which it is in regular discussion.

Now that stakeholders had run the numbers and 
modelled compliance scenarios, said Kourkountis, 
“a disturbing contradiction between the regulation’s 
goals and its effects has come into focus”.

According to calculations shared with Martecma 
by several major classification societies, the 
framework “inadvertently penalises” cleaner 
alternative fuels while creating “perverse 
incentives” to continue using conventional fuels.

Comparing the cumulative costs of penalties 
and fuel procurement, “the math frequently 
promotes use of very-low sulphur fuel oil over 
cleaner alternatives like biofuels or LNG [liquefied 
natural gas]” while “in all scenarios, heavy fuel 
oil is more economically viable than VLSFO”.

In most cases, investments in dual-fuel 
ships that can burn LNG or other alternative 
fuels “will never be compensated”.

While some short-distance operators and 
liner companies had “multiple compliance 
options” and sometimes access to incentives, 
deepsea tramp shipping would have “no 
choice but to pay the penalty”, he said.

This risked fostering “pollute and pay” over 
innovation, entrenching the status quo and 
postponing “genuine environmental progress”.

In addition, the regulation ignored the “physical 
unavailability of alternative fuels” and targets were 
“unrealistic and not based on a feasibility study”.

Global production of zero-carbon fuels was “a 
mere fraction of 1%” of the volumes required to 
power the world fleet and producing them would 
require a vast amount of green electricity.

This gave rise to “the profound multi-trillion-
dollar question” of whether nations will ever 
dedicate the enormous amount of green energy 
to produce alternative fuels for shipping when 
“diverting it directly to decarbonising land-based 
grids and industry could reduce emissions by 
significantly more, 7% or more”, Kourkountis said.

“Despite the Net-Zero Framework’s ambition, its 
practical implications are deeply concerning.

“The regulation demands a transition that the 
market is physically incapable of supporting for 
decades to come — so rather than delivering 
tangible environmental benefits, it establishes a 
de facto taxation system for sea transportation.

“This is not a minor oversight. It is a fundamental 
flaw that threatens to steer the industry 
away from its environmental objectives.”

He also speculated that despite its good intentions, 
the framework “might well become a historic 
mis-step” that weakens the IMO itself.

“Shipping is an international industry and needs 
a realistic global environmental regulation.

“By ratifying a measure that lacks global 
consensus and provokes such stark opposition, 
the IMO is in danger of becoming entangled 
in a damaging geopolitical row and risking its 
legacy as a neutral arbiter and technical body.”

Kourkountis, who also serves as technical director 
of Sea Traders, the dry cargo arm of the George 
Prokopiou shipping group, is the latest among 



Lloyd’s List | Daily Briefing  Wednesday, 17 September 2025 Page 5

several industry personalities who have spoken out 
in recent days against the Net-Zero Framework.

At the ABS Sustainability Summit at London 
International Shipping Week, Christopher Wiernicki, 
chief executive and chairman of classification society 
ABS, called for a “pause and rethink” at the IMO.

Last week, another senior figure from the 
classification world vented his concern, particularly 
with the regulation’s sidelining of LNG as an option.

“We need all pathways,” said DNV Maritime 
chief executive Knut Orbeck-Nilssen.

At the same time, other factions in the 
shipping industry are pushing for the 
framework’s adoption next month.

The Global Maritime Forum’s Getting to Zero 
Coalition, which includes a number of shipping 
companies among its 180 members spanning 
the wider maritime spectrum, has issued a 

call for countries to adopt the framework.

It, too, put the focus on the IMO’s 
role as a global regulator.

“While transforming the sector will be 
challenging, doing so via regulation by the 
IMO is the best way to ensure that this 
happens fairly, efficiently, and globally.

“For shipping, multilateralism is more than a 
high-minded political concept,” it added. “It 
is the foundation of credible global regulation 
that allows the industry to do its job.”

A failure to ratify the regulation risked 
“significant negative consequences” 
for the industry, the GMF said.

The statement did not refer to US opposition to 
the Net-Zero Framework, or the high likelihood 
that global implementation of the framework in 
its current form will be derailed because of it.

ANALYSIS

Mainstream shipowners circumventing Iran 
sanctions, barrister claims
SANCTIONS against Iranian oil exports 
are being circumvented by mainstream 
shipowners, a barrister has told a London 
International Shipping Week 2025 audience.

The modus operandi often involves ship-to-ship 
transfers of what is purported to be Iraqi or 
Malaysian blend crude, even though the cargoes 
originate in the Islamic republic, Koye Akoni argued.

Akoni was speaking at an event at the 
International Dispute Resolution Centre in 
the UK capital this morning, organised by 
Quadrant Chambers, where he is a tenant.

There was a “concerted and somewhat successful” 
attempt to circumvent restrictions on the 
carriage of sanctioned oil, he contended.

Most people think about this in terms the 
emergence of a so-called shadow fleet* 
dedicated to undermining the price cap on 
exports of Russian crude and products.

The fact US sanctions against Iran are ongoing 
and that the UK, Germany and France will shortly 
reinstate pre-2015 measures aimed at hindering 
Tehran’s nuclear programme, are often overlooked.

The existing sanctions are being bypassed, 
with efforts to do so often following a 
disturbingly similar pattern of facts.

Many of the vessels involved operate 
in the mainstream energy shipping 
market and are chartered in the normal 
way and ordered to lift a cargo.

This often entails ship-to-ship transfers 
of consignments of what is purported to 
be Iraqi or Malaysian blend crude. But the 
consignments actually originate in Iran.

At this point, US-based pressure group 
United Against Nuclear Iran will sometimes 
inform the vessel, its P&I club and its flag 
state of the provenance of the oil.
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“Either the mother vessel or a storage unit, will have 
gone over to Iran to lift the cargo, spoofing the AIS 
to pretend to be loading offshore Iraq,” Akoni said.

“UANI will use satellite coverage to work out if 
that is what in fact happened. This illustrates 
where the power of sanctions really lies.

“Invariably, the vessel owners will very 
shortly afterwards self-report to the 
Office of Foreign Assets Control.”

Following discussions with Ofac, the US 
Department of Justice will then often direct the 
vessel to sail to the US with the cargo on board.

This happens even though, in many cases, there is 
no jurisdictional link with the US legal system and 
the cargo interests have no relationship with the US.

Some vessels decide not to comply with 
the direction. Others comply, despite a real 
risk of being found liable, because they fear 
the imposition of secondary sanctions.

Precisely because they are participants in the 
mainstream energy shipping market, they wish 
to be able to continue to call in US ports.

This compares with comments from the UK 
National Crime Agency on the circumvention of 
the price caps on Russian crude and products.

Red side

The NCA postulates there is a “red side” that 
deals directly with the Russian state and 
Russian infrastructure, happily buying Russian 

oil either above or below the price cap with 
a view to selling it on to China or India.

This constitutes an alternative market, 
rendering the power of sanctions greatly 
diminished or non-existent.

There is also a “blue side” composed of companies 
who are mainstream market participants and in 
need of access to the Western financial system.

“They will end up dragging unwitting verified 
participants in the mainstream market along 
on this sanction circumvention trip. In this 
side of the market, secondary sanctions 
continue to be a real deterring factor.”

The red side makes use of the shadow 
fleet, which cannot be insured by Western 
marine underwriters. But alternative 
insurance capacity is being developed.

The red side is a real market and disputes will 
inevitably arise within it. But the likelihood is that 
the charterparties are not governed by English law.

Sanctions may effectively be forcing the creation 
of legal capacity in alternative jurisdictions.

* Lloyd’s List defines a tanker as being part of the 
Shadow Fleet if it engages in one or more deceptive 
shipping practices indicating that it is involved 
in the facilitation of sanctioned oil cargoes from 
Iran, Russia or Venezuela. Or it is sanctioned 
for participation in sanctioned oil trades or is 
sanctioned for links to a company that is sanctioned 
for facilitating the export of sanctioned oil.

Geopolitical turmoil spawns rising maritime 
legal disputes
VOLATILE geopolitics is disrupting shipping 
on multiple levels, including through an 
increasing number of legal disputes.

From trade wars to the Red Sea crisis and sanctions 
triggered by the Russia-Ukraine conflict, these 
events have plunged shipowners, charterers 
and related industry chains into an increasingly 
complex legal and commercial environment, 
Edward Liu, a partner at Chinese law firm Haiwen 
& Partners, told a Quadrant Chambers seminar 
during London International Shipping Week.

During the event, Liu shared three cases 
he had handled over the past year.

The first involved a Greek shipowner contracting 
a mainland Chinese shipbuilder to construct 
a vessel, with key navigation and electronic 
systems sourced from a Chinese manufacturer.

Instead of purchasing the equipment directly, 
the procurement was arranged through a US-
linked distributor, likely due to longstanding 
supply chain arrangements and financing 
terms already in place, Liu said.
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Unexpectedly, new US tariffs on Chinese 
electronics were imposed during the contract 
period. This caused a sharp increase in costs 
and pushed back delivery timelines.

The Chinese yard argued that the tariff hikes 
constituted a change in circumstances beyond 
its control, while the shipowner viewed the delay 
and added expenses as a breach of contract.

The dispute escalated, but was eventually 
brought to a negotiated settlement — partly 
because the shipowner was reluctant to 
cancel the order, given tight yard slots.

Both parties agreed to split the tariff costs, extend 
the delivery deadline and include a supplemental 
agreement setting out a mechanism for tariff cost 
sharing in the event of future trade measures.

Liu suggested that the upcoming US port 
fees targeting Chinese ships — due for 
implementation on October 14 — are also 
expected to trigger many new disputes.

BIMCO has adopted a standard clause to 
tackle uncertainties in contracts arising from 
the US Trade Representative’s scheme.

Liu, who is also the principal representative of 
the International Chamber of Shipping (China) 
Liaison Office in Hong Kong, expects the port fees 
will arrive as scheduled, despite expectations by 
some industry observers that enforcement could 
be delayed or even further diluted should the US 
and China reach a broader trade agreement.

“I heard that trade talks between the two 
countries are already very complicated,” Liu said, 
adding this may lead Beijing to exclude the port 
tariffs, which are considered to involve relatively 
small interests, from the trade negotiations.

The second example involved a dispute under a time 
charter party involving a Hong Kong-flagged vessel.

The charterer ordered the ship to transit a Red Sea 
passage that had been declared a high-risk zone. 
The ship’s master, citing charter party clauses 
and safety principles, declined the order and 
instead diverted to what he judged a safer route.

The charterer objected, claiming the vessel 
was contractually obligated to proceed to the 
nominated port. Unusually, the charterer argued 
that because the ship sailed under Hong Kong 

registration — and, by extension, was Chinese — 
it would not be targeted by local threats, given 
China’s good diplomatic ties in the region.

Liu’s legal team based the vessel’s 
defence on two principles.

First was the safe port warranty, under which 
charterers cannot compel vessels to sail into 
clearly unsafe areas. Second was ‘war risk’ 
clauses in the charterer’s own terms, allowing 
the master to refuse orders if compliance would 
expose the vessel or crew to abnormal hazards.

Their case was reinforced with open source 
intelligence documenting a surge in maritime 
attacks in the Red Sea, as well as evidence that 
insurers had raised war risk premiums.

Even the Chinese Embassy in the relevant 
region had issued public warnings 
cautioning ships in transit, Liu said.

During mediation, the mediator informally 
indicated that an arbitrator would likely consider 
the deviation justified. Faced with a high risk 
of losing, the charterer settled, he added.

In a third recent matter, sanctions linked to 
Russia’s invasion of Ukraine triggered cascading 
contractual complications. The client, acting 
as charterer and vessel manager, found itself 
in dispute once the vessel’s ownership group 
was alleged to be controlled by a Russian 
company newly listed under EU sanctions.

The owners insisted that the charterer continue 
paying hire, relying on a “hell or high water” 
clause requiring performance regardless of 
circumstances. But for the charterer, compliance 
threatened to breach European rules on 
asset freezes and sanctions enforcement.

Liu emphasised the tension between private 
contractual obligations and overriding public 
law prohibitions — a situation increasingly 
common under global sanctions regimes.

He added that the dispute also illustrated 
how Hong Kong was gaining a role in 
sanction-related shipping conflicts.

“I have to say that because of the US sanctions 
on Russia, it has brought quite some business 
opportunities to Hong Kong lawyers.”
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Some Russian and related parties have shifted 
their arbitration venue clauses from London 
to Hong Kong, and changed governing law 
from English law to Hong Kong law.

This shift reflected a search for jurisdictions 
perceived as offering greater flexibility amid 
mounting Western sanctions, Liu concluded.

IMO can’t fight fake flagging alone, 
says Dominguez
INTERNATIONAL Maritime Organization 
secretary-general Arsenio Dominguez has issued 
a stark warning on the proliferation of fraudulent 
ship registries, describing the practice of false 
flagging as a “business we all must fight against”.

Speaking at the Capital Link conference during 
London International Shipping Week — one of 
hundreds of events taking place in the city as part 
of the week — Dominguez acknowledged the IMO’s 
limited enforcement powers. Nonetheless, he 
stressed the agency’s commitment to the growing 
flag issue through enhanced data systems, member 
state coordination and increased cybersecurity.

“It’s not that we don’t recognise 
the problem,” he said.

Dominguez explained that the IMO relies on 
member states to act on the information it provides.

“Sometimes [member states] are not aware this 
is happening, because fraudulent registries are a 
company set up somewhere by someone that just 
starts selling certificates on behalf of a country. 
By the time that country realises that’s the case, 
there’s already 20 ships that are flying their flag.”

Lloyd’s List has tracked dozens of ships 
sanctioned in the past year for their involvement 
in Russian and Iranian trades that are now 
using fake certificates created by more than 
50 illegal ship registries fraudulently claiming 
to act on behalf of governments globally.

The IMO’s Global Integrated Shipping Information 
System database, which tracks regulatory 
compliance and ship identification, has seen 
a surge in fraudulent entries, prompting the 
organisation to initiate a review of its safety 
protocols earlier this year. The IMO database 
has seen a more than twofold increase in 
fraudulently registered ships in the past three years. 
Dominguez also confirmed a new partnership 
with the company responsible for issuing IMO 
numbers to bolster oversight and verification.

Despite these efforts, the secretary-general was 
candid about the constraints facing the UN agency.

“The moment that we get information notifications 
to find out that a ship is fraudulent, or that a registry 
doesn’t exist, we put it on the database, contact the 
member states and highlight the need for them [the 
member state] to carry out an investigation,” he said.

Lack of funding however, means the IMO is unable 
to lend the financial support it otherwise would.

“I wish that I had an endless pot of funds to 
support that investigation, but I run a UN agency, 
and we’re limited when it comes to the funding, 
even though we need to do more work as well.”

“We have to introduce additional safety measures 
because we’ve been targeted. It’s becoming a 
business out there that we all need to fight against.”

MARKETS

Boxship charter market holds steady amid 
growing eco-tonnage demand
THE boxship charter market continues to trend 
sideways, with rates remaining strong while overall 
sentiment remains positive, despite growing caution 
in some vessel size and vessel age segments.

The Hamburg and Bremen Shipbrokers’ Association 
(VHBS) suggested that a two-tier market could 
be developing as container line operators appear 
to be favouring modern “eco” tonnage.
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“The smaller feeder sizes are showing a 
touch of weakness here and there. Older 
1,700 teu designs are finding it increasingly 
difficult to obtain 24-month periods and 
have to settle for 12 or 18 months instead.

“Fancy eco types, however, are still able to 
get the usual two years,” noted VHBS.

It reported an “extreme scarcity” of available 
vessels of between 2,500 teu and 2,800 teu 
becoming open within the remainder of 
2025, enabling tonnage providers to hold 
out for rate levels in excess of last done.

“All in all, there is still no reason for anyone in 
the shipowners’ camp to complain, although 
everybody should be aware of the difficult 
situation in the freight markets, where liner 
operators have been fighting against sliding 
rates for quite some time,” added VHBS.

Sooner or later, the downturn in freight 
markets could trickle down to the charter 
market. However, given the limited supply of 
vessels and a limited newbuilding orderbook 
for feederships, tonnage providers should be 
shielded from any significant downturn.

Analyst Linerlytica said the containership 
charter market remains strong, as the general 
shortage of available vessels is persisting, with 
new fixtures being focused on smaller sizes, while 

reporting a rare deal in the larger segments.

This comprised the 10,010 teu Seaspan Beauty 
(IMO: 9713349), which was relet by South 
Korea’s HMM to Ocean Network Express in 
an intra-Premier Alliance agreement.

CMA CGM continues to be the most active container 
line in the charter market. Shipbroker Braemar 
reports the French container line extended the 
2006-built, 1,732 teu Jonathan P (IMO: 9357872) 
for one year at a daily rate of $25,000.

The same operator also extended the 1,400 teu, 
2024-built Elbbridge (IMO: 9968920) for 10 
months, with no rate being reported for this fixture.

With little activity for ships of more than 
3,000 teu, the feeder segment continues 
to provide the lion’s share of fixtures.

They included the 2023-built, 1,800 teu 
Little Dolphin (IMO: 9972127), which was 
secured by China’s Sinotrans for a one-
year charter for $31,000 per day.

In the small feeder segment, Unifeeder has 
fixed the 907 teu, 2007-built Tradewind (IMO: 
9367944) for a short-term charter at a daily rate 
of $14,000, while X-Press Feeders fixed the 2002-
built Sietas 169-type, 735 teu Star Comet (IMO: 
9242596) for one year at $12,000 per day.

BigLift and CY Shipping turn to China again
for two vessels
NETHERLANDS-headquartered BigLift Shipping 
and South Korea’s CY Shipping have once again 
turned to a Chinese yard for the construction of 
two more BC-Class heavy transport vessels.

The 25,000 dwt ships, which will bring the 
partners’ joint heavy transport fleet to eight units, 
will be constructed at China’s Jingjiang Nanyang 
Shipbuilding, and are scheduled for delivery 
during the first and third quarters of 2028.

The order follows the initial pair of BC-Class 
HTVs placed at the same yard in April 2024, 
which are under construction for delivery 
during the fourth quarter of 2025 and the 
second quarter of 2026. No contract values have 
been disclosed for any of the four vessels.

The BC-Class vessels, jointly developed by 
BigLift and CY Shipping, combine efficient 
design with operational versatility, allowing full 
interchangeability with MC-Class vessels while 
providing enhanced deck space and handling 
capabilities for ultra large modular cargoes.

The builder behind the ships, Jingjiang Nanyang 
Shipbuilding, is a mid-sized yard founded 
in 1995, which has a 360 m × 52 m dry dock 
and four slipways, capable of building small 
and medium-sized specialised vessels.

Although sometimes labelled a “second-tier yard” by 
market sources, its capability and delivery records 
have won orders from a number of shipowners.

In April this year, Yangzijiang Financial Holdings 
signed a contract with the yard for up to six 
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40,000 dwt handy bulk carriers, including four 
confirmed with two options for additional units.

Commenting on the expansion, BigLift Shipping 
commercial director Johan Boer said: “With 
the four BC-Class vessels, we’re not just adding 
capacity, we’re adding reliability, flexibility, 
redundancy and a unified standard of excellence.”

BigLift Shipping is part of Amsterdam-based 
Spliethoff Group and has been active in ro-ro, 
heavylift, and project cargo shipping since 1973. 
The company operates a fleet of four heavy 
transport vessels and 21 heavylift ships.

IN OTHER NEWS

Israel strikes Hodeidah port
ISRAELI fighter jets struck the 
Houthi-held port of Hodeidah 
on Tuesday in response to the 
Yemeni faction’s continued drone 
and missiles launches at Israel.

The strikes were preceded with 
a warning from Israel Defence 
Force Arabic spokesperson 
Avichai Adraee on social media 
platform X that a strike on 
Hodeidah was imminent, urging 
“all those present” at the port 
and any ships berthed there “to 
evacuate the area immediately”.

Lloyd’s List Intelligence 
Automatic Identification System 
data shows two bulkers and a 
general cargoship were anchored 
at the beleaguered port in the 
hours around the time the 
warning was issued. The last 
vessel of the three to broadcast 
AIS data sent its last message 
at 1358 hrs UTC — about 1.5 
hours after Adraee’s post.

HD Hyundai Heavy Industries 
faces protracted strike
SOUTH Korea’s HD Hyundai 
Heavy Industries workers are 
staging an open-ended strike for 
the fourth day, after management 
and unions failed to conclude 
their 2025 wage negotiations.

The union staged its first all-out 
strike of the year on September 
11, continuing through to 
September 16. They carried 
out 11 partial strikes before 
beginning the full-scale walkout.

The move follows 26 rounds 
of wage negotiations between 
management and the union 
since May, which ended 
without a settlement.

A tentative agreement reached 
in July was rejected by most 
union members, and HD HHI has 
yet to conclude negotiations.
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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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PAKISTAN NATIONAL SHIPPING CORPORATION 
(Statutory Corporation, Established under the ordinance, XX of 1979) 

 
 

INVITATION TO BIDS 
 

INTERNATIONAL TENDER FOR SELECTION OF CLASSIFICATION SOCIETY FOR 
PNSC MANAGED BULKER M.V HYDERABAD & M.V MALAKAND 

 
 

Tender No. PRCD/TOC/HYD/2025/421        
 
1. Pakistan National Shipping Corporation (PNSC), invite bids for “Selection of Classification Society 

for PNSC Managed Bulker M.V Hyderabad & M.V Malakand” as per clause-36(a) of PPRA Rules, 
2004. 
 

2. Bidding documents are available free of cost at address stated below from Monday to Friday during 
office hours 0930 Hrs to 1630 Hrs. PKT till 19th October, 2025 Or can be downloaded from PNSC 
website www.pnsc.com.pk. This advertisement is available on PPRA website https://ppra.gov.pk  
 

3. Bidding documents duly filled-in signed & stamped, must be received through the protected E-mail 
address only: ship.class@pnsc.com.pk latest by 1100 Hours PKT (0600 GMT), on  
20th October, 2025, which will be opened on the same day at 1130 Hours PKT (0630 GMT) in 
Conference Room, 1st floor, PNSC Building, M.T Khan Road Karachi, in the presence of bidders and/or 
their representatives, who wish to attend. Any other mode of submission of Bid shall not be entertained 
or accepted at all. 
 

4. PNSC reserves the right to accept or reject any or all Bids as per PPR, 2004. 
 
ASIF ALI | Manager (SM),  
15th Floor, PNSC Building, M.T Khan Road, Karachi. Pakistan.  
Phone: (+92-21) 99203980-99 (20 lines) Ext:   
Website: www.pnsc.com.pk  
Email: asif.ali@pnsc.com.pk (For Query Only) 
 
 
 

 
 

 


