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COUNTRIES trying to stop the IMO’s global carbon price have pushed
for a last-minute change to procedural rules to make it harder to adopt.

The US asked the Marine Environment Protection Committee to
switch from “tacit acceptance” to “explicit acceptance” ahead of a final
vote on the Net-Zero Framework, expected for Friday.

Tacit acceptance — the system the IMO has used since 1973 — means a
Marpol amendment enters into force 10 months after it is formally
adopted by the MEPC, unless one third of parties to Marpol, or
countries representing 50% of the world’s gross tonnage, object.

Changing to explicit acceptance would mean two thirds of contracting
governments would need to write to the IMO to confirm their
acceptance after the adoption on Friday.

The IMO website, explaining the difference, notes: “This process is
very time-consuming and most of the amendments adopted this way
never entered into force.”

The US and Saudi Arabia, lobbying hard to erode the NZF’s majority,
argued that the slower process was appropriate because of the degree
of division on display at IMO this week, and their oft-repeated
concerns about the NZF’s potential costs to trade.
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The US called explicit acceptance a “simple way

to forestall those concerns” that would not change

the IMO’s work timelines. It characterised tacit
acceptance as a tactic by NZF supporters to
“stifle debate on this unprecedented proposal”.

A majority of countries on the plenary floor
in London on Wednesday urged the MEPC
to keep tacit acceptance, led by Denmark,
Canada, Australia, EU states and Kenya.

“Explicit acceptance sometimes simply
does not work,” Brazil said. India called
the current regime crucial.

NZF supporters said the framework had been
designed with tacit acceptance in mind and that
no one had questioned it until Wednesday.

They warned that changing the way Marpol
amendments enter force could hamper future
rule-making, adding that the tacit acceptance

system has been in place for more than 50 years.

The World Shipping Council said: “Adoption through

explicit ratification of the current amendments
does invite delay and prolonged uncertainty
that might be measured in years or decades.”

The WSC said such uncertainty stopped
shipping companies from making green
investments necessary to achieve the
IMO’s 2023 greenhouse gas strategy.

China voted in favour of the NZF on
Tuesday but appeared to favour explicit
acceptance on Wednesday.

MEPC chair Harry Conway, of Liberia,
said the majority favoured keeping the
current rules. He referred the matter to a
drafting committee for further work.

Sources said the NZF could be in trouble if
the MEPC takes the acceptance issue to a
vote. This would probably happen on Friday
morning at the same time as the broader
vote on whether to adopt the NZF.

WHAT TO WATCH

Shipowners reshape boards to sidestep
US-China port fee crossfire

DRY bulker specialist Pacific Basin Shipping has
announced the resignation of a Chinese director
in a bid to avoid the impact of US port fees.

The Hong Kong-listed and headquartered
company said its former non-executive director
Yat Kay Cheung stepped down on October

13, one day before port levies imposed by

the US Trade Representative took effect.

Pacific Basin stated that “Cheung believes that,
and the board concurs that his resignation will
help the company to change the composition
of the board in such a way that mitigates the
potential applicability of USTR Section 301
Annex 1 provisions, which imposes port fees
on Chinese owned or operated vessels.”

Under the regulations, targeted ships include
those owned or operated by any entity in
which Chinese individuals or businesses
directly or indirectly hold 25% or more of
the equity, voting rights or board seats.

Lloyd’s List | Daily Briefing Thursday, 16 October 2025

Following his resignation, Cheung will serve as
an external strategic adviser to Pacific Basin.

Despite the boardroom restructuring, Pacific
Basin’s Hong Kong headquarters and listing
venue, along with the significant number of
Hong Kong-flagged vessels in its fleet, could
still make it an easy target for Washington.

The company had already signalled its readiness
for contingency plans under the USTR rules

and tariff uncertainties earlier this year,

stating in its interim report that its ultimate
objective is to keep its fleet competitive and fully
accessible to global ports, including US calls.

Pacific Basin is expected to provide further
updates on the port fee issue during
Thurday’s third-quarter earnings call.

Pacific Basin is not alone in being forced to adjust
its board’s nationality composition due to port fees.
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After Beijing announced reciprocal retaliatory
measures targeting US-linked vessels last Friday,
US- and Oslo-listed Okeanis Eco Tankers announced
on the same day the resignations of two American
directors — Robert Knapp and Joshua Nemser.

Their departures leave the Greek Alafouzos
family-controlled company with only

one American on its board, bringing
representation below the 25% threshold.

These moves underscore how shipping companies
are embedding political risk management into
their governance structures amid escalating
US-China maritime and trade tensions.

Ukraine's maritime traffic down 30% as years
of conflict hits grain exports

ARRIVALS to Ukraine’s ports, in tonnage terms,
are down nearly 30% year on year as three years of
conflict takes its toll on the country’s grain exports.

According to Lloyd’s List Intelligence data,

041 cargo-carrying vessels, equal to about
16.3m dwt, called at the Danube and Black Sea
ports in the second quarter of this year.

In terms of tonnage, this is nearly 30%
lower than what was recorded during the
same period in 2024, when 1,383 arrivals,
or 22.7m dwt in tonnage, was recorded.

Analysis by vessel type shows it is grain
carrying vessels driving the downturn.

Alexander Karavaytsev from the International
Grains Council said exports have fallen because

of smaller Ukrainian harvests. It took time for
shipments to ramp up when Ukraine established
its independent shipping lane after the collapse of
the Black Sea Initiative in July 2023, he explained.

A larger volume of grain shipments was seen in
December 2023 and starting from the second
half of 2024. “There was more or less a return to
a normal seasonal pattern, with a larger portion
of supplies exported,” said Karavaytsev.

However, the 2024/25 wheat and maize harvests
in Ukraine were substantially smaller compared to
the previous season, resulting in reduced exports.

“[The] planted area for wheat and maize in 2024/25
was the lowest in 12 and 13 years, respectively,
stemming from difficult, in other words dry, initial
planting conditions for wheat and conflict-related
issues, such as financial constraints, farm input
and manpower availability, as well as broader
concerns about profitability,” said Karavaytsev.
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From July 2023 to June 2024, wheat exports
totalled 19.2m tonnes, compared to 16.8m tonnes
between July 2024 and June 2025. Maize exports
totalled 29.4m tonnes in the 12 months ending
June 2024, compared with 21.9m tonnes the
previous year, according to data from IGC.

Signal Group analyst Maria Bertzeletou told
Lloyd’s List the decline in grain exports reflected

a combination of production, logistical and
commercial pressures. “Ukraine’s 2025 grain
harvest is estimated to be around 10% smaller
than the previous season, tightening overall supply
and reducing the exportable surplus,” she said.

She added that the reintroduction of EU import
quotas on Ukrainian wheat and barley had also
constrained access to big European markets, forcing
exporters to redirect flows toward more distant
destinations with higher freight and insurance costs.

“Administrative delays and documentation issues
have also affected some shipments, while weaker
domestic prices and rising logistics expenses
have tightened producer margins, further
slowing export activity,” Bertzeletou said.

Security-related issues are another factor
possibly contributing to slowing traffic
volumes, with an increase in incidents
directly targeting Ukrainian ports.

Overall, the number of maritime related incidents
in the Black Sea region connected to the war in
Ukraine during the first six months of 2024 and
2025 were roughly the same, according to Hans-
Kristian Pedersen, an analyst at Risk Intelligence.

However, in terms of incidents directly targeting
operational ports in Ukraine, there were eight such
attacks during the first half of 2025 compared

to just two in the six-month period of 2024.
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“It is also possible that Russian attacks on
Ukrainian power infrastructure, delivering
power to ports, has resulted in greater disruption
to port operations during the first half of

2025 compared to 2024,” said Pedersen.

While Ukraine’s grain exporters battle with
tough conditions, the containerised and liquefied
petroleum gas markets have made small gains.

Much of Ukraine’s non-agricultural trade
collapsed when Russia invaded.

Since then, container lines have started to
slowly return to the war-torn country.

In April 2024, freight forwarder Iteris
began operating feeder services between
Odesa and Constantza, Romania.

While in May 2024, German container

giant Hapag-Lloyd began taking slots on

the route, while Mediterranean Shipping Co
returned services to Ukraine in June last year
connecting Asyaport, Tiirkiye with Odesa.

In the second quarter of this year, there
were 29 containership arrivals into
Ukraine, up from 25 calls in 2Q24.

However, this still remains a far cry from
pre-war levels when an average of nearly
150 containerships arrived each quarter.

LPG carriers are similarly making returns.
However, instead of sailing to Black Sea ports,
as was common before the war, these vessels are
heading to smaller ports on the river Danube.

LPG carrier calls to the Danube ports totalled
39 in the second quarter of this year, up
from 18 in 2024 and eight in 2023.

Local LPG producers have faced severe
disruption since the war began in
2022, despite surging demand.

Experts note that most LPG has been sourced
via Romania and Moldova, but efforts are
underway to upgrade Danube infrastructure,
enabling direct imports into Ukraine.

ANALYSIS

Anchored in tradition, searching for direction:
the Croatian shipping paradox

CROATIA’S maritime character is defined

not by its size, but by its geography — an
intricate tapestry of coastline, islands and
inland waterways that anchor its long-standing
tradition of seafaring and shipbuilding.

Still, Croatia’s fragmented geography and
limited industrial base mean it lacks the
volume of export cargoes that typically drive
maritime economies, so its shipping sector
must adapt creatively to global realities.

But to-date, it has not modified sufficiently,
and traditionally structured, legacy, Yugoslav-
era shipping companies dominate.

Overall, there is little nostalgia for the Yugoslav
period in Croatia. Yet the general population
appears to have often unrealistic expectations
for its traditional shipping, especially for

its shipping companies and shipyards.
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In Croatia, where public awareness of shipping
issues exceeds much of Europe, seafarers, shipyard
workers and river crews retain political clout.
While large locally built, registered, and crewed
fleets may be unrealistic in today’s global market
— especially for a country of Croatia’s size —
politicians continue to grapple with the challenge.

Croatia contrasts with parts of Central and Eastern
Europe, such as Romania and Ukraine, where vast
Communist-era fleets vanished amid post-1990s
upheaval, but its shipyards — left to market forces
early on — have in some cases endured and adapted.
Croatia compares more with Bulgaria and Poland,
where legacy shipping companies continue to
dominate, and large shipyards continue to struggle.

One notable feature in Croatia is the lack of
shipping events and conferences. This is in
sharp contrast with many other countries in the
region, such as Italy or Greece, where industry
forums, exhibitions and large-scale social events
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are firm calendar fixtures. Despite its high

level of mainstream interest, Croatian shipping
remains insular. This risks disconnection from
key emerging local and regional shipping trends,
not to mention cargo side developments.

Ports

Key Croatian ports follow the landlord model,
with state authorities owning the port estates and
leasing to multiple private terminal operators.
The only exceptions are some ferry terminals

and leisure marinas, which may be fully privately
owned (although are sometimes fully owned by a
company or authority that is also state-owned).

Excluding an oil terminal on the island of Krk, which
handles significant volumes (Omisalj), Croatia’s two
busiest ports are Rijeka and Ploce, both continuing
to fulfil their legacy roles as transit ports.

Rijeka is an important gateway port for Hungary
and much of Central Europe (including through the
Adriatic Gate and the new APMT Rijeka Gateway
container terminals), while Ploce links Bosnia and
Herzegovina (both the Federation and Republika
Srpska). Indeed, several terminals in Ploce are
under the ownership of Bosnian companies.

While clearly Croatian ports also serve
domestic cargoes, the majority of traffic
through Rijeka and Ploce is transhipment.

Dry bulk and tanker companies

Today, the dominant shipping companies in
Croatia are largely the same legacy companies
which emerged from the Yugoslav period. Most
have been reorganised with offshore-registered
holding companies, vessel-owning special purpose
vehicles and shipmanagement companies, while
several have sold group-owned vessels and long-
term bareboat period chartered them back in.

Many secondary businesses such as hotels
and travel agents have been sold off (as
have some headquarters), although some
companies retain these non-core activities.

The mixed fortunes of Croatian shipping
companies are often attributed to management
quality, with several firms experiencing
governance challenges that have prompted
board-level shake-ups over the years.
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However, leading the Croatian shipping sector

is Tankerska Plovidba, widely regarded as well
managed from the start (specifically by key director
Ivan Pasa from the 1950s to the 2010s). Tankerska,
itself sold to its workforce and management in
2000, acquired majority control of dry bulk
compatriot Atlantska Plovidba, in February 2024.

The four traditional shipping companies are
summarised below. It should be noted that few of the
managed or owned ships ever visit Croatian ports.

Jadrolinija is a long-established state-owned
ferry company which operates an extensive
network of ferry lines in the Adriatic, mostly
domestic services serving the Croatian islands.
It owns and operates a fleet of approximately
50 vessels, from small passenger catamarans
to large conventional ro-ro ferries, but this is
largely dominated by small vehicle ferries.

Despite some newbuilding deliveries in recent
years, the majority of Jadrolinija’s fleet is

in its twilight years. While Jadrolinija has a
high profile in tourism it has a relatively low
profile in wider shipping. For example, most
bunkers are provided by the local INA group.

Certain “national” lifeline routes require subsidies
to operate year-round, and many of these tenders
have opened to private competition since 2016.
While there are a large number of small private
ferry operators (especially those serving remote
locations), since the opening up of major routes
certain companies have notably expanded. One is
Zadar’s G & V Line, acquired by Tankerska in 2020,
currently operating three of these lifeline routes
with seven high-speed passenger catamarans.

Shipyards

Croatia is a major shipbuilding nation. However, in
recent years the sector has seen mass redundancies,
bankruptcies, competitor acquisitions, repeated
privatisations, controversial acquisitions by
so-called “oligarchs” and numerous financial,
managerial and operational problems.

The cessation of state aid to shipyards was one of
the last “acquis” to be adopted for Croatia to comply
with European Union law before it joined the bloc
in July 2013. Some yards were sold off for a token
payment equivalent to just one euro at that time.

As has been seen globally, a big disagreement
between a shipyard and a client can result in
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the yard attempting to operate a newbuilding
vessel or fleet themselves. This was the reason
for the incorporation of the aforementioned
Uljanik Plovidba in 1986, which was renamed
in 2019 to distance itself from the negative
press surrounding the Uljanik Shipyard.

In 2017, Split shipyard completed the largest
sailing ship ever built, the cruiseship Golden
Horizon. A company affiliated with the shipyard
completed the vessel and found experienced
staff to manage and crew the ship, but largely
due to legal disputes with the original owner,
the vessel has barely seen active service.

One view is that small local yards should be
supported, some of which are keeping alive
traditional shipbuilding and vessel maintenance
methods. Others are supporting the lucrative
yachting and small vessel tourism markets.

Naval architecture divisions of certain shipyards
have also seen international success, and other
countries have maintained a proportion of

their yards by fitting out vessels built in other,
cheaper locations. These are examples of how
Croatian shipyards might see a future.

Already, some smaller Croatian yards which
struggled financially building full-sized vessels,
have switched to building yachts and other small
craft. That said, further west are examples of
shipyards which have successfully specialised and
returned to profitability (The Fincantieri Group
of Ttaly build mostly cruise, naval and offshore
vessels, and returned to a net profit in 2024).
Croatian yards have successfully built many
specialist vessel types, including the aforementioned
sailing cruiseship, train ferries and warships.

Croatia’s main inland ports are Vukovar on the
river Danube and Osijek on the river Drava,
which handled 255,000 and 192,000 tonnes in
2022, respectively. Both though have handled
substantially higher volumes in the past.

Croatia’s legacy inland waterway company was
Dunavski Lloyd, based in the inland port of Sisak
on the river Sava, which flows through Bosnia
and Serbia before joining the Danube. However,
after reportedly entering bankruptcy protection
from 2014, and reports of financial difficulties
from long before, the company was deleted

from the Croatian registry in February 2024.
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Despite this, opportunities are widely viewed
to be substantial for Croatia’s almost central
position on the Danube, with direct access
downstream to the Black Sea, and upstream
to Germany and on to the North Sea.

The port of Vukovar, in particular, has seen
significant infrastructure investment (including
quays, cranes and railway access), with significant
efforts underway to attract new traffic to the

river. Cruise traffic on the Danube is significant,
with Vukovar seeing almost 350 vessel calls

in 2024 and nearly 50,000 passengers.

A number of navigable lakes in the country also
have tourist passenger services operating on
them, and despite the loss of Dunavski Lloyd, the
registration of all inland vessels remains under
the auspices of the Sisak Harbourmaster.

The future

Croatia stands out in the region for its robust
waterborne transport sector. Leading the charge
is Tankerska, a dominant player now moving

to acquire its more viable domestic rivals. This
consolidation signals a tightening grip by Croatian
shipping companies on the national market,

likely accelerating the exit of weaker performers
and reshaping the competitive landscape.

At the same time, the shipyard industry remains
under pressure. Without strategic diversification
or a pivot toward more sustainable and profitable
operations, many yards risk stagnation or decline.
Yet Croatia’s distinctive coastal geography

offers a silver lining: the leisure ferry and cruise
segments are poised for continued growth. Still,
this boom brings its own set of challenges. The
sharp rise in small ship and yacht charters has
triggered mounting concerns over environmental
damage, congestion and the creeping threat

of overtourism in fragile coastal zones.

To secure its maritime future, Croatia must navigate
a complex course — embracing innovation and
consolidation while protecting the natural and
cultural assets that make its coastline so valuable.
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MARKETS

Hull insurance now only ‘marginally profitable’,

says Swedish Club

PRICING for hull & machinery insurance
continues to soften, but seems to be holding up
better in the Nordic market than in London,
the Swedish Club has told its members.

The assessment points to the likely tone of
pricing, as many shipowners or their insurance
managers gear up to renewing annual

H&M cover on January 1, with negotiations
already underway in many cases.

It also mirrors the feedback from brokers and
other Lloyd’s List sources, which suggests that
underwriters are currently often willing to
concede double-digit percentage point discounts
on policies in a bid to hang on to market share.

Like its two Norwegian counterparts, the
Gothenburg-based marine mutual has built a
substantial H&M book as a counterweight to the

volatility that perennially dogs its core P&I business.

Terms are strictly commercial, with both ratings
and deductibles set to reflect exposure.

The strategy has been a notable success for the
Scandinavians, and a number of British clubs have
openly set their sights on emulating their example.

Unlike P&I cover, which operates to a hard
deadline of February 20 each year, H&M policies
can be renewed on any day of the year.

But 1/1 is obviously convenient from a
practical perspective, and a plurality of
owners - probably around 40% — select it
for these purposes. That makes it the single
most important date for hull underwriters.

“The H&M market in 2025 remains highly
competitive, with new capacity from incumbents
and managing general agents keeping

pressure on rates,” TSC said in a circular.

“Pricing has generally softened, particularly

in London, while Scandinavia has held firmer.
Although underwriting discipline is maintained,
ambitions for growth continue to narrow margins.”
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Claims development is described as “severity-
led”, with several major fires, machinery
breakdowns and costly total losses.

Inflation in steel, labour and repair yards has
kept average claims costs elevated, leaving the
H&M sector only marginally profitable.

With the global fleet now averaging over
22 years, delays in ordering newbuilds and
ageing machinery remain structural risks.

Political exposures, including the Red Sea and
Black Sea conflict and the rise of the shadow tanker
fleet*, continue to drive volatility and shape terms.

Recent severe losses are prompting stronger
underwriting responses, TSC noted. In
particular, underwriters are likely to take a
firmer stance on older vessels, car carriers and
boxships with dangerous goods exposure.

That trend will only be bolstered by broader
market recognition of underlying cost pressures.

TSC confirmed that its internal marine portfolio
premium volumes “eased slightly” last year, even
though the size of the book remained broadly stable.

This reflects a selective underwriting approach
and an emphasis on long-term quality rather
than short-term volume, it added.

H&M results have been affected by a higher
incidence of large claims. But ancillary
classes such as builders risk, war, increased
value, loss of hire and energy have continued
to provide positive contributions.

Portfolio composition is gradually shifting towards
younger and higher-quality tonnage, with stricter
terms being applied to older or more exposed units.

At present, the Club insures approximately
7,100 vessels for H&M purposes, and a
further 1,300 through captive solutions.

The lead ratio has shown modest improvement,

indicating increased recognition of the
club’s underwriting expertise.
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TSC will offer all members renewal terms

tailored to individual performance and exposure.
Premiums will be based on the type of vessel,
management, value, risk exposure and loss records.

It will take on claims lead responsibilities at all
times unless otherwise agreed in writing.

Members are recommended to arrange
countersecurity from co-underwriters
to TSC’s satisfaction in cases where the
club issues a guarantee or a letter of
undertaking for the full amount.

All claims will be adjusted by its in-house
adjusters. Adjusters for general average must
be appointed by mutual agreement.

For Nordic Marine Insurance Plan, German
Hull Conditions, Institute Time Clauses and
American Institute Hull Clauses, the applicable
clauses will be as set out on its website.

There will also be a new additional
mandatory clause this year, detailing TSC’s
know-your-customer requirements.

* 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.

MSC fleet expansion shows little sign

of slowing

MEDITERRANEAN Shipping Co is continuing
its aggressive push in the secondhand boxship
market, snapping up three more mid-aged
containerships despite elevated asset prices
and a shifting geopolitical backdrop.

The world’s largest container line is said
to have picked up the 3,534 teu Newnew
Star (IMO: 9353228) from Chinese
container line NewNew Shipping.

The 2007-built vessel is understood to have been
purchased for circa $30m. NewNew Shipping
only bought the China-built vessel in 2023, from
German non-operating owner NSH Northern
Shipping, when it was named Northern Debonair.

MSC is also said to have purchased the 2,600
teu Xin Xin Tian 2 (IMO: 9359715) from Chinese
owners. The 2007-built ship was constructed in
Japan and has been bought for around $25m.

Meanwhile, MSC has purchased the 3,635

teu, crane-equipped, Atlantica Pioneer (IMO:
9449120) from Norwegian non-operating owner
Atlantica Shipping for a reported $31m.

Alphaliner notes that the seller purchased the

2012-built ship in mid-2024 for only $24m and thus
will make a handsome profit from its sale to MSC.
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With these latest purchases, MSC has bought
a total of 46 secondhand containerships
since the beginning of the year.

Activity in the containership sale and
purchase market eased slightly last week
due to Golden Week holidays in Asia.

“With a number of holidays in Asia the secondhand
market had a quieter tone, though the level of
enquiry remains solid,” noted shipbroker Braemar.

It said a number of transactions are in the
pipeline, including a scrubber-fitted 2,700
teu vessel reportedly under negotiation at just
under $30 million, while a 2007-built 2,500
teu ship is said to be in final-stage talks.

Braemar reported that recent developments in
the Middle East could make buyers a little more
circumspect, particularly when set alongside
freight rates, which, although volatile at times,
have steadily softened over the past few months.
At the same time, the market is digesting China’s
countermeasures to the USTR port levies.

“Not for the first time this year, we have
developments that could result in a substantial
correction in asset prices,” noted Braemar.

It added; “The market has remained remarkably
resilient throughout 2025, and with the supply
of charter-free tonnage still very low, it remains
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too early to tell whether this resilience will
be properly tested in the coming months.”

Alphaliner reported that with a ceasefire
agreement in the Middle East paving the way
for a possible re-opening of the Suez route this
could drastically change market dynamics
with an expected return of overcapacity.

“It would not be surprising if some buyers
preferred to hold back a little in the coming
weeks, awaiting more clarity on macroeconomic
and geopolitical developments. In the meantime,
prices are strong and buying interest remains
significant across the board,” said Alphaliner.

Other recently concluded sale and purchase deals
included the 3,635 teu Bharani (IMO: 9448827)
which is said to have been sold by Singapore-
headquartered non-operating owner Transworld
Group to French container line CMA CGM.

The 2010-built ship, which is on time
charter to CMA CGM, is understood to
have been purchased for circa $30m.

Alphaliner also reports the sale of the 2008-
built, 2,741 teu, X-Press Karakoram (IMO:
9348924), sold by X-Press Feeders to an
undisclosed container line for around $30m.

IN OTHER NEWS

EU comes under fire for

neglect of shortsea sector
EUROPEAN policy makers have
come under fire for allegedly
neglecting if not actively
undermining the continent'’s
shortsea shipping sector.

“We have a lot of problems and
we are very worried about what
is happening day by day,” said
Guido Grimaldi, the commercial
director for shortsea shipping at
Naples-based Grimaldi Group,
one of the largest and strongest
players involved in the sector.

“We see how difficult things are
in shortsea, as proved by the
financial results of colleagues
in the Mediterranean.”

Maersk diverts two US-flagged ships
from China to dodge port fees
GEMINI Cooperation partners
Maersk and Hapag-Lloyd have
stopped two of their US-flagged
containerships from calling at
China after Beijing's port fees
took effect on October 14.

The 6,435 teu Potomac Express
(IMO: 9349526) will skip Ningbo
and instead discharge at South
Korea's Busan, where transit

cargoes will be loaded on to other

vessels, according to a customer
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advisory from the Danish giant.

Maersk Luz (IMO: 9526904)

will carry current Ningbo
exports destined for the US and
connect to Potomac Express in
Gwangyang on October 24.

MOL appoints Synergy Marine
chairman to new advisory role
JAPAN'S Mitsui OSK Lines has
announced the appointment

of Rajesh Unni, chairman of
Synergy Marine Group, to a new
role within its advisory board.

The board was created

to leverage insights from
external experts on critical
areas such as management
strategy development

and risk management.

Unni brings a wealth of
experience and expertise in

the global shipping industry,
particularly in shipmanagement,
digital technology adoption,

and sustainability initiatives.

Page 9



Classified notices follow
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ELECTRICITY ACT 1989

THE ELECTRICITY GENERATING STATIONS (APPLICATIONS FOR VARIATION OF
CONSENT) (SCOTLAND) REGULATIONS 2013

Notice is hereby given that European Marine Energy Centre (“EMEC”), registered under
company registration SC249331 at Charles Clouston Building O.R.l.C., Back Road,
Stromness, Orkney, Scotland, KW16 3AW, has applied to the Scottish Ministers to vary the
consent granted under section 36 of the Electricity Act 1989 on 22 March 2016 to construct
and operate the Fall of Warness Tidal Test Site.

The application made under section 36C of the Electricity Act 1989, seeks to vary the section
36 consent by extending its validity for a further 2 years until the 22 March 2028.

The variation application and supporting information are available for inspection, free of
charge, during normal office hours at: The Charles Clouston Building ORIC, Back Rd,
Stromness, KW16 3AW (09:00-17:00)

The variation application and supporting information is available for review on the following
websites:

https://marine.gov.scot/?g=node/26505

https://www.emec.org.uk

Any representations should be made in writing by email to: MD.MarineRenewables@gov.scot
or by post to Marine Directorate - Licensing Operations Team, Scottish Government, 375
Victoria Road, Aberdeen, AB11 9DB, identifying the proposal and specifying grounds for
objection or support, not later than 20 November 2025, although the Scottish Ministers may
consider representations received after this date. Representations should be dated and should
clearly state the name (in block capitals) and the full return email or postal address of those
making representation.

Subsequent submission by the companies detailed above of additional information to the
Scottish Ministers will be publicised in a similar manner to the current variation application.
Representations relative to additional information should be made on the same basis as
detailed above.

Where the Scottish Ministers decide to exercise their discretion to do so the Scottish Ministers
shall cause a Public Local Inquiry (PLI) to be held.

Following receipt of all views and representations, the Scottish Ministers will determine the
application for consent in one of two ways:

e Consent to the variation application, with or without conditions attached; or
¢ Reject the variation application.
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Fair Processing Notice

MD-LOT determines applications for marine licences under the Marine (Scotland) Act 2010,
the Marine and Coastal Act 2009 and section 36 consents under The Electricity Act 1989.
During the consultation process any person having an interest in the outcome of the
application may make a representation to MD-LOT. The representation may contain personal
information, for example a name or address. This representation will only be used for the
purpose of determining an application and will be stored securely in the Scottish Government’s
official corporate record. Representations will be shared with the applicant and/or agent acting
on behalf of the applicant, any people or organisations that we consult in relation to the
application, the Directorate of Planning and Environmental Appeals should the Scottish
Ministers call a PLI and, where necessary, be published online, however personal information
will be removed before sharing or publishing.

A full privacy notice can be found at:
https://www2.gov.scot/Topics/marine/Licensing/marine/PrivacyNotice. If you are unable to
access this, or you have any queries or concerns about how your personal information will be
handled, contact MD-LOT at: ms.marinerenewables@gov.scot or Marine Directorate -
Licensing Operations Team, Scottish Government, 375 Victoria Road, Aberdeen, AB11 9DB.
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