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China summons Maersk and
MSC as Panama port
row deepens

BEIJING's transport ministry has called in executives from the world’s
two largest container shipping lines in a move that industry sources
say is linked to their role in the Panama port dispute.

China’s Ministry of Transport summoned representatives from
Mediterranean Shipping Co and Maersk on March 9 to discuss
“international shipping business conduct”, according to an official
announcement.

Industry sources said the move is connected to the ongoing dispute
over Hong Kong-headquartered CK Hutchison’s ports in Panama and
signals that Beijing may be preparing retaliatory measures against the
two carriers.

APM Terminals, owned by Maersk, and MSC’s Terminal Investment
Ltd took over operations at the Balboa and Cristobal terminals
respectively in late February under an 18-month temporary
arrangement, after Hutchison’s Panama Ports Co said it had been
forcibly removed from both sites by the Panamanian authorities.

The two companies may now face pressure or penalties from China for
being seen as facilitators of Panama’s forced seizure of port assets,
sources said. The takeover followed a ruling by Panama’s Supreme
Court that voided Hutchison’s longstanding concessions at the two
terminals — a decision that drew strong opposition from both the
company and Beijing.

Page 1



Panama Ports Company said last week that it had
filed for international commercial arbitration against
the Panamanian government, seeking at least $2bn
in damages. The company has also requested the
return of documents stored at the port facilities.

Beijing has warned the Latin American nation
of political and economic consequences
if it does not reverse the decision.

Lloyd’s List understands that the transport
ministry had previously gathered data on
Panama-flagged vessels through domestic
shipping organisations, although no related
measures have yet been announced.

Details of Beijing’s discussions with Maersk and
MSC remain unclear, but sources suggest the
two companies may be treated differently. Both
carriers, as well as the Ministry of Transport,
have been approached for comment.

As the world’s two largest container
shipping companies, MSC and Maersk
have extensive liner networks in China and
deep ties to Chinese port operations.

APM Terminals holds stakes in container
terminals at major Chinese ports including
Shanghai, Ningbo and Qingdao.

MSC, together with US investment giant
BlackRock, is in negotiations with CK Hutchison
to acquire its global port portfolio, valued

at around $23bn. China’s Cosco Shipping

may also join the buyer consortium.

Recent media reports suggest the parties are
discussing carving out the Panama port assets from

the original portfolio to allow the rest of the deal to
proceed. It remains unclear whether Beijing’s latest
intervention will affect the ongoing negotiations.

Operations unlikely to be disrupted

Despite the political tensions, shipping
analysts do not expect significant disruption
to port operations or cargo flows.

“These two terminals are already in a
stabilisation phase, so I do not expect any
significant impact on port operations or

the global shipping network,” said Jayendu
Krishna, head of Drewry Maritime Advisors.

He noted that the allocation of the terminals
to Maersk and MSC reflects their existing
footprint: Balboa is a hub port for the

Gemini Alliance between Maersk and Hapag-
Lloyd, while Cristobal is a hub for MSC.

Krishna said it would also be difficult for
either company to discriminate against
Chinese shipping lines or cargo, given their
multinational operations and partnerships
with Chinese companies elsewhere.

“If MSC’s acquisition of Hutchison is successful,
it will have Cosco as its co-shareholder in

two terminals at Laem Chabang. Maersk

also has partnerships with many Chinese
companies in different locations,” he said.

As for cargo flows to and from China,
Krishna said disruption was unlikely.

“It is in nobody’s interest. If it happens,
retaliation may follow very quickly.”

WHAT TO WATCH

Fallout will ripple across globe amid Strait of
Hormuz ‘doomsday scenario’

THE TRADE effect of the Strait of Hormuz closure
comes down to duration, said executives and
analysts speaking at the Capital Link International
Shipping Forum, held in New York on Monday

as the crisis continued to unfold. The strait has
been effectively closed to the vast majority of non-
Iranian traffic for 10 days. There is no sign that
Iran will unconditionally surrender anytime soon.
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“It’s hard to scenario plan for something
like this because this was kind of the
doomsday scenario,” said Joe Kremak,
president of the World Shipping Council.

“The million-dollar question is: What is the duration

of this event?” he said — and calling it a million-
dollar question sounds like an understatement.
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Risk of extended closure

Severe short-term trade disruptions and
subsequent inventory restocking would
be highly positive for shipping if strait
traffic normalises within a few weeks.

But if there is an extended closure, it could be highly
negative, for two reasons: it would shut in too much
cargo demand and pummel the global economy.

“My concern here, like many of the panellists, is
the duration and ripple effects going forward,” said

Chris Robertson, shipping analyst at Deutsche Bank.

“In a situation where this sticks around for some
time, there’s not going to be enough transport
work for shipping,” said Jorgen Lian, shipping
analyst at DNB Carnegie. “The fact of the matter
is: as long as this corridor is closed, you remove
the lifeblood of shipping for many of the sectors.”

“In a nutshell, you have choked off about 90%
of all throughput to and from that cul-de-sac.
Is this sustainable? Absolutely not,” said Rene
Kofod-Olsen, group chief executive of V.Ships.

“We need to put a structure in place were
we can safely go through, because otherwise
the global economy is exposed, and that

is obviously a problem for all of us.”

According to Jacob Meldgaard, chief
executive of Torm, “The longer the Strait
of Hormuz is not safe for shipowners, the
more stress there will be in the system.”

Wiley Griffiths, global head of transportation
banking at Morgan Stanley, said, “You've got a
conflict where we don’t know the duration and
depth. We're in the early innings in terms of how
to read this, but as you cut through from maritime
shipping to global economics, my biggest concern
is inflation and energy prices and how that impacts
the perception of economic growth, because that
will always trickle down into all the verticals.

“Right now, many people believe the global economy
is going to be okay and growth isn’t going to be
curtailed significantly, but that’s the number-

one concern people are focusing on,” he said.

Saudi Aramco chief executive Amin Nasser
warned in a conference call with reporters on
Tuesday of “catastrophic consequences” for
oil markets if the strait remains closed.
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“The longer the disruption, the more drastic
the consequences for the global economy,” said
Nasser, citing the possibility of a “severe chain
reaction” impacting “aviation, agriculture,
automotive and other industries”.

Panellists at Capital Link described a number of
fallout scenarios covering a range of markets.

Potential for sustained LNG disruption

The most immediate consequence of the war was
the shutdown of Qatar’s liquefied natural gas
exports. The duration effect on LNG exports is
more extreme than on the crude side, given the
nature of the LNG shutdown and restart process.

“We have approximately 22% of the world’s
LNG supply shut in right now because

the strait is closed,” said Gordon Shearer,
senior advisor at Poten & Partners.

“The longer this goes on, the worse it gets.
When you let an LNG plant warm up, you warm
it up very slowly so you don’t crack the metal,
which is under tremendous thermal stress and
is very expensive and difficult to replace.

“The reverse happens when you want to start it
up again. You have to cool it down very slowly,”
said Shearer. “If these plants sit idle for a month,
it will probably be at least one to two months

of additional lead time to get them back up to
capacity, so this could be a sustained interruption.

“Three things have to line up before we see Qatar
back in the export market,” he continued.

First, its upstream production must be safe.
“All of Qatar’s fields are offshore, within five
miles of the Iranian border. They’re almost
impossible to defend. If Iran decides to unleash
all havoc on Gulf energy infrastructure, they
could take out the offshore gas fields; replacing
them would be a massive undertaking.”

Second, Qatar’s liquefaction plants must be
safe. “The liquefaction plants are not hardened
to withstand military attack,” said Shearer.

Third is shipping safety. “You've got to get the
ships through the Strait of Hormuz.” The Red Sea
crisis highlights how difficult it could be to meet
the third requirement. With very few exceptions,
non-Russian LNG carriers have steered clear

of the Red Sea route since January 2024.
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“If you look at the Houthi example, it wasn’t
that they needed to sustain daily attacks,”
said Robertson. “It was periodic and sporadic,
and that has been enough to disrupt global
shipping for years at this point.”

Ramifications of extended LNG disruption

There is not enough LNG in the world to replace
Qatari supply, and inventories are low coming
out of the Northern Hemisphere winter.

The loss of Qatari LNG cargoes has led to a
scramble for replacement supplies in Asia,
causing spot rates to surge. Spot rates for two-
stroke LNG carriers were at $205,000 per day
on Tuesday, according to Clarksons Securities
— 6.6 times spot rates the day prior to the war.

“You would think that would be great for
shipowners, but in fact, there are almost no
ships available that are controlled by shipowners
in this market,” said Shearer. Of the 200 two-
stroke LNG vessels, only five are under owner
control (one of which was just chartered).

“This is a market of subletting. All of these
ships controlled by major oil companies, LNG
exporters and trading houses. Companies
like Shell, BP, Vitol and Glencore are now
sitting on a potentially massive windfall.

“It’s a very strange market. It’s as if all the oil
majors had snapped up all the crude carriers and
decided to trade crude oil tankers instead of oil.”

The secondary ramifications of the sudden LNG
shortfall could be widespread, he continued.

“There’s only about 10 days of LNG storage available
globally onshore, while the crude oil market,
excluding strategic stocks, is at 60 days-plus.

“And those 10 days are not evenly spread.
Japan has five weeks. China, depending on
the terminal, has different levels of storage.
Taiwan has about 10 days of storage.

“Fifty percent of Taiwan’s power is generated
from natural gas, 100% of which is imported
in the form of LNG. If you're in Taiwan right
now, you're getting a little bit nervous.

“If youre in Washington right now, you

ought to be getting very nervous, because
your Al industry is now threatened. If the
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power goes out in Taiwan, all the advanced
semiconductor manufacturing goes down.

“And it’s not just LNG, it’s helium. Helium is a
big input in semiconductor manufacturing and
the world’s second largest producer of helium is
Qatar, and almost all of Qatar’s exports went to
Taiwan’s semiconductor industry,” he added.

“We have some serious potential knock-on effects
here — from a broad macroeconomic and strategic
standpoint — that apparently weren't quite factored
into the decision to start lobbing missiles at Iran.”

Positive and negative dry bulk consequences

One consequence of the scramble for LNG
is that Asian countries, with the exception
of Singapore, can replace it with coal.

“LNG will be substituted by other forms of power
generation — look for the return of coal,” said
Shearer. “If I was an Australian coal producer right
now, I would have a very big smile on my face.”

According to Martin Fruergaard, chief executive of
Pacific Basin, “I am fairly sure that some countries
are looking at coal again instead of oil and gas. That
seems quite logical and would be good for us.”

There are also looming implications
for grain trades, with a lag effect.

Agribulk production faces spiralling costs due to the
war-induced fertiliser shortfall (on top of tariffs in
the US). Roughly a third of the world’s urea fertiliser
comes from the Middle East, as well as a quarter of
the ammonia fertilizer and one-fifth of phosphate
fertilisers, according to the New York Times.

“We are also potentially looking at demand
destruction [from high LNG prices] in terms

of chemical plants shutting down — ammonia
producers shutting down in Europe — because
they’re being priced out of the market,” said Shearer.

“We're seeing shocks hitting the ammonia market
because ammonia’s main feedstock is natural gas,
plus the Middle East is a major exporter of urea and
sulphur, which are key components in agricultural
fertilisers. So, the knock-on effects keep building.”

Robertson said, “The longer this crisis goes on, the
more likely we’ll see global demand destruction in
various industries, whether that’s due to input prices
for food, jet fuel and its impact on travel, etc.”
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According to Harris Antoniou, founder of Neptune
Maritime Leasing. “It’s not just energy prices.
There’s also a risk in relation to food prices because
of the fertilisers coming from the Gulf. If this
continues, it could have an impact on the cost of
agricultural commerce. Affordability is going to

be a major issue going forward. We need to be
mindful of what that would mean for shipping
credit and the interest-rate environment.”

Cost inflation for ocean transport

There will also be ocean transport cost inflation.
It will be more expensive to ship cargoes around
the world, whether they are bulk commodities
or containerised. Not only are tanker and LNG
shipping spot rates surging due to war-driven
dislocations, but bunker fuel prices are spiking.

Higher fuel cost is passed along to containerised
goods shippers. “That will be very, very

quickly get reflected in special surcharges for
fuel,” said Bill Rooney, vice president of sea
logistics development at Kuehne+Nagel.

In bulk commodity shipping, the time
charterer pays for fuel, and in the spot
market, higher fuel costs lead to slower
sailing speeds and reduced vessel supply.

Diversification of supply and
stockpile expansion

The longer-term effect of the Middle East
war will be a diversification of commodity

sourcing and a rise in inventories, the same
pattern seen for containerised goods after the
pandemic, said panellists at Capital Link.

“In a world where the theme is security of your
supply chains, especially in relation to energy
security, [the war] highlights that having a
concentration of risk through one supplier

in one region that’s prone to geopolitical

risk is a bad idea,” said Robertson.

According to Lian, “Once we get out of the current
situation, you're in a world where people will
preemptively store whatever they can get their
hands on. The willingness to pay for storage

and have inventory to sustain during periods

of disruption is probably going to be a very
beneficial long-term driver for shipping.”

Antoniou said, “What we may see is a change in
the way people perceive the value chain. We've
been working for many, many years with just-
in-time production systems, even for oil. We
may a see an increase in inventories because

29

we move from ‘just in time’ to just in case’.

According to Richard Diamond, principal of
Castlewood Capital Partners, “With LNG, you
have a number of countries that have taken an
insane amount of risks. But over time, no one
is going to say: I need just one and a half days
of supply [referring to the UK’s LNG supply].
No one is going to say: I want to be dependent
on one supplier in one geographic area. They
will look at supply chains differently.”

Tanker stocks swing between boom and
breakdown as Hormuz closure divides analysts

INVESTOR sentiment oscillates between
greed and fear as conflicting forecasts emerge
on whether the Strait of Hormuz closure will
deliver windfall profits or stranded assets.

Tanker equities have experienced a dizzying
rollercoaster since US and Israeli forces launched
strikes against Iran on February 28, with share
prices surging on initial euphoria before retreating
sharply as the reality of a prolonged closure set in.

On Monday, US-listed tanker stocks regained

some ground after President Trump signalled that
the conflict could conclude soon. The relief move
extended into Tuesday’s trading in China and Hong
Kong, where tanker-related shares also rebounded.
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The volatility reflects a fundamental disagreement
among analysts about what the crisis means for
tanker owners: unprecedented profits, or a market
paralysed by the absence of tradeable cargoes.

The Bull Case: Economics will prevail

Shanghai-based SWS Research analyst
Yan Hai argues that the strait’s closure
is economically unsustainable and will
likely give way to limited transit.

Drawing parallels to the Iran-Iraq War of the
1980s, when repeated attacks failed to halt
trade entirely, Yan contends that the current
“price without volume” market will soon
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transition to “price with volume”. His reasoning
centres on the mathematics of desperation.

Middle Eastern producers facing storage
constraints are being forced to shut in wells, a
process that risks permanent reservoir damage.

The theoretical maximum freight rate

they would pay, Yan calculates, equals the
Shanghai crude delivered price minus variable
production costs — approximately $90 per
barrel, translating to an astonishing time
charter equivalent of $3.7m per day.

“The current freight of $20 per barrel is still
a fraction of what oil producers would pay to
avoid shutting wells,” Yan said. “Old vessels
with crews willing to take the risk will likely
begin transiting the strait this week.”

This view finds partial support
in emerging AIS data.

According to Lloyd’s List Intelligence data, a
total of 16 tankers transited the Strait of Hormuz
between March 1 and 8, including two very

large crude carriers and three suezmaxes.

Most of them, however, were Iran-linked shadow
fleet* vessels, apart from several Dynacom
tankers and fewer than a handful of others.

While this represents a mere trickle compared
to normal flows of 16m-17m barrels daily,

it suggests the economic imperative is
beginning to override security concerns.

The Bear Case: A market in turmoil

But as Fearnleys cautioned today (March
10), “1 transit is a headline, 40 is an
economy” — a handful of dark transits does
not constitute a functioning market.

BRS Shipbrokers also paints a
more sobering picture.

In their weekly tanker report dated March 9,
they describe a market “left in a state of turmoil”
where record-high freight rate assessments
reflect “extremely firm sentiment rather than
any fixtures having been concluded.”

The MEG/China TD3C index rose to all-

time highs of W473 last week, yet this merely
indicated theoretical value in a market where
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virtually no traffic was passing through Hormuz.
Midweek, as supply was diverted to the Red

Sea for Yanbu loading, a frenzy of prompt Red
Sea/East-India cargoes entered the market but
faced a limited list of willing candidates.

A conference rate of W450 for Yanbu/
East was eventually reached, representing
the highest level on record, BRS noted.

The disruption has lifted rates globally, including
routes from West Africa to China and Americas to
China, as well as Mediterranean to North Sea.

But BRS warned these gains may prove fleeting.
By the week’s end, Atlantic basin rates were
already softening as risk-averse owners, unable
to load in the Red Sea or Gulf of Oman, ballasted
westward in search of alternative employment.

The clean tanker market offers a cautionary preview.

At least 12 long range two and 11 middle-
range tankers have already set sail westward
via the Cape, with refineries declaring

force majeure or cutting runs.

“While it’s true that volatility benefits
shipping, the market only benefits from
disruption when a functioning cargo market
still exists,” BRS analysts wrote.

FGE’s oil market analysis reinforces this concern.

The consultancy estimates Middle East production
shut-ins have reached approximately 3m barrels
per day, with Iraq bearing the brunt due to

limited storage and minimal bypass capacity.

Brent already touched $115 per barrel on
March 9 before correcting to $90 today, and
FGE projects prices could potentially surge to
$150 if the outage extends to eight weeks.

The inflection point

The critical unknown is whether Washington’s
convoy plan can restore confidence in Hormuz
transits. The US has unveiled a scheme combining
government-backed political risk insurance

with naval escorts for commercial vessels.

BRS dismissed this as “disappointing,” noting
convoys would severely delay tanker movements
while offering uncertain protection against drones,
missiles, and explosive-laden autonomous boats.
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Fearnleys offered a more nuanced assessment,
highlighting that leadership dynamics
inside Iran matter enormously.

With the regime reportedly consolidating
around hardliners following the succession of
Mojtaba Khamenei, son of the late Supreme
Leader Ayatollah Ali Khamenei, “the ‘no off-
ramp’ risk” has increased, potentially extending
the conflict beyond initial expectations.

Yet Fearnleys also noted the emergence of
diverging US and Israeli objectives, with
Washington reportedly displeased by Israeli
strikes on Iranian oil installations that could
complicate any post-war settlement.

Investment implications

For investors, the divergent analyses present starkly
different trading strategies. Yan recommends
loading up on tanker names, arguing that even
without assigning a price-to-earnings multiple,
simply adding crisis-period profits to current
market capitalisations yields “terrifying” upside.

BRS took a more cautious stance, warning that a
“two-tier market is quickly developing” between
owners willing to load in the Red Sea and Gulf of
Oman versus those who cannot, with Atlantic basin
rates already softening as risk-averse tonnage seeks
alternative employment. For now, though, the sector
remains caught between two powerful narratives.

One says tanker owners are sitting at the mouth
of the world’s most valuable chokepoint and have
not yet seen the true peak of their pricing power.

The other says a blocked chokepoint is
only bullish if oil can still move.

As long as that question remains
unanswered, tanker stocks are likely to be
driven less by conventional supply-demand
fundamentals than by shifting bets on war,
diplomacy, and the economics of fear.

* 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.

Or it participates in a cargo delivery where
at some point over the course of the delivery
one party in the chain engages in one or
more deceptive shipping practices.

Lloyd’s List defines an LPG carrier as being
part of the LPG Shadow Fleet if it engages in
one or more deceptive shipping practices, or
if it is sanctioned by the US, UK or EU.

‘Don't be that guy’ by ordering Gulf danger
voyages, charterers warned

CHARTERERS probably do have the legal right to
insist that owners undertake dangerous voyages
in the Middle East Gulf right now but should think
twice before doing so, a legal expert has warned.

While oil majors and trading houses likely can
insist on contractual performance, they risk both
reputational damage and subsequently legal action
from underwriters for exerting undue commercial
pressure in the event of a major loss, said Watson
Farley & Williams partner Sumeet Malhotra.

Shipowners should refuse orders if they genuinely
feel ships and seafarers’ lives are on the line.

But they should not use this as an excuse

to duck now-unprofitable fixtures, and the
verdict on whether their stance is justified
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will only be delivered by the courts at some
point in the future. Singapore-based Malhotra
leads the prominent law firm’s offering on
commodities and international trade disputes
and frequently advises big name traders.

He has been paying close attention to the
situation in the Middle East since the US and
Israel launched their large-scale military
offensive on Iran late last month.

“Don’t issue orders that imperil life
and limb,” he entreated.

“If you are a commodity trader with the ability
to force an owner to carry out a transit, don’t
do that. Do you want to be that guy when a ship
gets blown up and bodies are washing ashore?

Page 7



“I'm saying to owners, speak to your charterers.
But if you are asked to imperil your asset and
the lives of your crew, then by all means go
ahead and disobey a legitimate voyage order.”

Even the most hard-hearted charterers should be
aware that marine underwriters may be able to

bring legal action against them in the event of a big

claim, alleging that undue commercial pressure
or economic duress was exerted on a shipowner.

Bulk trade hub

The Middle East Gulf is famously central to the
world oil market. What is less widely recognised
is that it is also pivotal in the bulk trades.

It is a key exporter of bauxite and
phosphates, and buys in foodstuffs such
as grains, which cannot easily be grown
locally on account of the arid climate.

But thanks to the hostilities, traders are
finding it difficult to get cargoes in or out.

Even where they can do so, they are paying a big
premium because a build-up of tonnage waiting
for instruction, which is restricting supply.

But the high rates could tank
overnight if peace is declared.

The stakes are high. Traders who get these
bets right stand to make big bucks, while those
who don’t will take equally substantial hits.

Multiple shipping companies have terminated
voyages through the Strait of Hormuz and
the Red Sea in the wake of the hostilities,
including Mediterranean Shipping Company,
Maersk, CMA CGM and Hapag-Lloyd.

MSC has declared “end of voyage status”, a move
that facilitates carriers cancellation of voyages
before reaching the agreed port of discharge,
usually for reasons of regional instability.

While not an established legal doctrine,
the action allows them to discharge at
alternative ports, shifting liability, risks
and onward costs to cargo interests.

Additionally, many Middle East energy and

commodities players have declared force majeure.

These include QatarEnergy, Bapco Energies,
Kuwait Petroleum Corporation, Chevron (Israel),

Aluminium Bahrain and Fujairah Bunkering Hub.
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Force majeure provisions can — but do not
have to be — included in contracts, excusing
a party from performing its obligations in
the case of an extraordinary, unforeseeable
event beyond its control. The doctrine is not
recognised in English law, by which the vast
majority shipping contracts are governed.

But courts generally uphold force majeure
clauses where both sides sign up to them.

That enables either side to suspend obligations
or even pull out of a deal altogether if
the duration of event is prolonged.

Malhotra confirmed that some clients had asked
him whether they can declare force majeure, or
conversely, whether their counterparties can do so.

“I'm explaining that in this time of uncertainty,
you have to pay close attention to how your
obligations are worded in your contracts,” he said.

“You then have to decide, in light of
the present circumstances, whether
performance is prevented or hindered.”

However, the question of whether a contract that
was previously in the money would now be loss-
making is irrelevant in the eyes of the law.

“The law doesn’t care about commercial exigency.
Just because a contract becomes more expensive
to perform doesn’t mean you can walk away
from that contract,” Malhotra contended.

Force majeure facts

Another caveat is that counterparties

have to be informed of the invocation of
force majeure within three days of the
commencement of the force majeure event.

Eleven days after the start of the US/Israeli
bombardments, those that have not already done
so may have missed the operative window.

“You can’t simply say, there’s a war, I can’t
perform, force majeure, thank you very
much. It doesn’t work that way. Make haste
is one piece of advice I've given clients.”

Traders will have much else on their plates right
now and are not well positioned to collect the
detailed evidence needed to support invocation.
That said, given the seriousness of the unfolding
situation, a commercially mind judge may have
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sympathy with an alternative claim brought
under the English law doctrine of frustration,
which is essentially a plea of impossibility.

The right of owners to refuse orders depends
on contractual wording. The snag here is
that test is subjective, making interpretation
perennial subject matter for court cases.

The 2013 wording of Conwartime, commonly used
in time charters, sets the threshold at war or a
wide range of hostile acts which “in the reasonable
judgement of the master and/or the owners, may
be dangerous or may become dangerous to the
vessel, cargo, crew or other persons on board”.

War risk clauses in tanker charters, such as
Shelltime and Shellvoy, are more restrictive,
and may not apply except in the case of
formally declared hostilities. Neither the US
nor Israel has formally declared war on Iran.

Malhotra said that common sense judgement
suggests the relevant criteria are currently

met. But whether tribunals or courts would
uphold the point remains anybody’s guess. “It
won’t be the owner or the master doing the
assessment six months from now. It will be
clever barristers cross-examining witnesses and
talented barristers can turn facts around.”

Finally, Malhotra also pointed out that physical
closure of a shipping lane does not equate to
the legal closure of a shipping lane, which is the
probably the reality for practical purposes.

But the legal position effectively refuses
to acknowledge the real world; the strait
is an international waterway.

It cannot be declared closed by Iran’s Islamic
Revolutionary Guard Corps, nor for that
matter declared open by Donald Trump.

“This will be an issue for arbitration in three-
or four-months’ time if a [shipowner] alleges
they could not bring a vessel in because of
the closure of the Strait of Hormuz.

“I would say, can you show me an unequivocal
declaration by any authority that is vested with
jurisdiction that the Strait of Hormuz is closed?

“You would also have to produce reams and
reams of corollary evidence, like underwriters
saying they were not going to insure vessels.”

Despite widespread reports to the contrary from
generally accurate broadcasters and business
newspapers this has not actually happened.

While it is true that premiums have risen
sixfold, hitting 3% of hull value in some cases,
this doesn’t get an owner off the hook.

Pretty much the same proviso applies to
Washington’s advice not to undertake transits
until it can arrange for naval protection.

You still have to live up to your
agreements, Malhotra argued.

ANALYSIS

IMO net zero battle lines reform ahead

of MEPC84

BATTLE lines are reforming ahead of the next
round of diplomatic talks on a global carbon
price at the International Maritime Organization.
Documents filed just in time for the IMO’s

March 6 submissions deadline show familiar
arguments between Pacific Islands, who want
higher climate ambition, and petrostates seeking
to kill or hobble any potential fossil fuel taxes.

But the written submissions also reflect the greater
uncertainty among delegates about what will happen
to the Net-Zero Framework since it was put on ice

in October. The US, which last year threatened

Lloyd’s List | Daily Briefing Wednesday, 11 March 2026

trade sanctions against countries if they voted
to adopt the NZF, has already told governments
to expect “larger” opposition this time round.

Fresh IMO documents show several big oil and
gas exporters are backing it, with arguments
couched in the more typical IMO language of
technical pragmatism and consensus-building.

Algeria, Bahrain, Iraq, Kuwait, Russia, Saudi
Arabia, Somalia and the UAE said there was
a need “to look beyond the current draft IMO
Net-Zero Framework” to find consensus.
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The group said any IMO measure should
“avoid shifting the burden of climate action
onto consumers and populations” that the
MEPC “does not represent or consult™.

“The framework must not exacerbate
inequalities or lead to disproportionate
benefits for a limited number of Member
States or companies,” the group said.

Pacific Islands, with the notable exception of the
Marshall Islands, have argued to keep the NZF
asis. But they also submitted a plan to raise
the NZF’s mandatory carbon price if countries
decide to reopen debate on the technical details.

Brazil, which emerged as an important mediator
last year, spoke of the need for countries to negotiate
in good faith to avoid a repeat of the October

MEPC. It said the general architecture of the

NZF “represents a sound and realistic pathway”

to achieving the IMO’s 2023 net zero strategy,

which countries had adopted unanimously.

“While it may not be the only set of measures
capable of achieving these goals, it is the result
of lengthy and inclusive negotiations, reached
through extensively debated compromises and
careful consideration, rather than a framework

created hastily or imposed by a single party,”
Brazil said. The NZF was not a “global tax” since
paying for Remedial Units was only one option
for compliance; companies could also comply by
switching fuels to cut their carbon intensity.

Brazil said a single set of global climate
measures was the only way to avoid a
patchwork of regional or national regulations
which would be inefficient and costly.

“Alternatives that do not provide a credible
pathway to achieving the 2023 IMO GHG
Strategy are unlikely to replace national

or regional approaches,” Brazil said.

“At the current juncture, the IMO NZF

is the only framework that commands
credibility and significant support, as clearly
demonstrated at MEPC83 in April 2025.”

Brazil proposed that countries deal with adoption of
the framework at MEPC85, and agree not to use the
“explicit acceptance” procedure pushed by the US.

If there was still significant division,
countries should postpone the discussion
without changing the NZF until a broader
agreement was reached, Brazil said.

Middle East port operational update: Tuesday,

March 10

OVERALL operational situation remains broadly
unchanged, with no new terminal attacks or

port closures reported. Traffic through the Strait
of Hormuz continues to be severely disrupted,
and many shipping companies are still avoiding
transits due to elevated security risks.

Airspace across most Middle East Gulf countries

is reopening on a restricted basis. While some
countries remain closed, the majority have resumed
limited operations with a reduced number of flights.

As a result, crew changes may be possible
in certain locations but remain constrained
and subject to local conditions.

United Arab Emirates

« Jebel Ali, Hamriyah and Sharjah port,
all terminal port operations are normal.

+ Fujairah and Khor Fakkan, Local port
authorities have not issued any alerts at this time.
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However, navigational warning No. 01/2026

has been disseminated, addressing reported
incidents of intermittent GPS signal spoofing and
jamming in offshore areas of Fujairah. These
disruptions may lead to a loss of positional accuracy,
erratic vessel movements on Electronic Chart
Display and Information Systems (ECDIS), and
potentially misleading positional information.

Mariners are advised to consider this area as high
risk. Fujairah Oil Tanker Terminal — Normal
operations at the Fujairah Oil Tanker Terminal
remain suspended following a temporary halt

at approximately 0130 hrs on March 9.

We are currently awaiting official advisories for
further information regarding the situation.

ADNOC SPM Terminal — Cargo loading operations
for Murban Crude are ongoing without interruption.

« Ras al Khaimah ports remain open
and are operating normally.
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« Ruwais and Abu Dhabi petroleum ports
are operational. Ruwais PPA (ISPS level
2) & Abu Dhabi Ports ( ISPS Level 1).

Abu Dhabi Ports confirmed that all UAE ports
managed and operated by AD ports remain
fully open and are operating as usual.

Kuwait

« No alerts / notifications / circulars
from the Kuwait Port authorities.

« Presently, no stoppage of operations
has been reported, and no official
information from the port authorities.

 All ports controlled by KOTC MINA
TANK, Mina al Ahmadi, Mina Abdulla
and Mina Al Zour are operational.

« All vessels currently bound for Shuaiba port
must redirect to Shuwaikh port to discharge their
cargo. This instruction applies provided that

the vessel’s draft does not exceed 9.6 meters.

Please note that all manifests will be automatically
transferred to Shuwaikh port. Please note that
this applies exclusively to container vessels.

Oman

« Current Status: No alerts/notifications
have been issued by the local authorities.

 Ports working normally: Port Sultan Qaboos,
Muscat, Mina al Fahal, Port of Sohar , Qalhat LNG
Terminal — Sur, OMIFCO Terminal — Sur, Port of
Salalah, Port of Dugm, Asyad Drydock — Dugm

o ISPS Level: 1
Saudi Arabia

» There are presently no alerts or warnings
issued by the local port authorities. All operational
activities are functioning at full capacity.

o Saudi Arabia’s national carrier confirmed
flights suspended for Bahrain, Kuwait, Amman,
Dubai, Abu Dhabi, Doha, Russia and Peshawar.

Bahrain

 Currently, vessel movements in Bahrain have
gradually resumed; however, operations remain
limited due to the restricted availability of pilots.
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+ Operations at Bahrain’s national energy company
Bapco Energies have been disrupted after an

attack struck its refinery complex, prompting the
group to issue a formal force majeure notice.

« At present, crew changes are not feasible
as the airspace remains closed.

« ISPS security level remains at Level 1.
Qatar

« Hamad Port, Doha port, Al Ruwais port —
Normal port operations and vessel movement.
Al Ruwais port is restricted to small craft
only, including dhows and barges.

» Mesaieed port and Ras Laffan port — port
operations ongoing. QatarEnergy has ceased
production of LNG and associated products.

« Al Shaheen Terminal and Halul Island Terminal
— Operations suspended until further notice.

Al Shaheen Terminal: Suspension
confirmed via email from North Oil. Halul
Island Terminal: Suspension confirmed
via email from Qatar Energy Halul.

» The official security status remains at
Security Level 1. However, as a proactive
measure, all vessels are requested to exercise
heightened caution and vigilance.

« The Ministry of Transport has advised that, to
maintain supply chain continuity, shipping lines
may route raw materials and consumer goods
destined for Hamad Port via designated alternative
ports in Oman and the UAE, with maritime agencies
required to coordinate with the relevant port
authorities and notify the Ministry accordingly.

First Alternative — Sohar, Salalah and Dugm port.
Second Alternative — Fujairah and Khorfakkan port.

« Following the temporary authorisation from

the Qatar Civil Aviation Authority confirming a
partial resumption of air flight movement, Hamad
International airport will operate a limited number
of repatriation flights for stranded passengers. The
temporary closure of Qatar’s airspace remains in
effect due to the current situation in the region.

Egypt

« The Suez Canal and all Egyptian
ports remain fully operational.
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o ISPS level remains at Level 1.

« Airspace remains open, with no
operational impact reported.

Jordan

» Jordan remains stable. Authorities continue

to issue general public-awareness guidelines

purely as precautionary measures.

There are no security incidents inside Jordan.

« Jordan has closed its airspace from 1800 hrs to
0900 hrs local time daily, effective immediately and
until further notice. This affects arriving, departing,
and transit flights within the closure window.

+ All operations remain normal at Aqaba port.
Terminals, marine services, cargo handling, and
gate operations are functioning without disruption.
Maritime navigation and cargo operations are
proceeding smoothly and without delay.

« Royal Jordanian and the Jordanian airspace
remain open, flights to Qatar, UAE, Syria,

Bahrain and Kuwait remain closed. (updated)
Pakistan

+ All ports remain fully operational.

o ISPS level remains at Level 1.

« Airspace remains open, with no
operational impact reported.

Iraq
« No damage at Umm Qasr.

« Basra Oil Terminal and SPM Somo
Terminal have ceased export operations.

« No port restrictions or emergency
measures in place.

 Fresh water supply available
« Food purchasing/provisioning available

« Crew change is available, but there
is a delay in issuing the visa.

 Shore leave (for emergency
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medical treatment) available.
Cyprus
« No official cancellations for vessel operations.

 Airspace is open; however, flights are being
cancelled, impacting crew change arrangements.

Lebanon

« All ports remain operational, with no
alerts or warnings issued by the local port
authorities so far. South of Lebanon is in
an unstable operational situation.

o ISPS level remains at Level 1.

+ Airspace remains open and operating
only Middle East Airlines flights.

» Both the private and public sectors
are operating normally.

Israel

» Besides restrictions on DG, every
port is working as normal.

» No ship has left Israel or was forced
to leave outside its schedule

« Airspace is now open but restricted. Flights are
coming in and out of Israel on a limited basis, with
restrictions (max 50 passengers out per flight),
landing every hour, operating 24 hours a day.

Source: Inchcape Shipping Services — the
appointed Lloyd’s Agents in UAE, Oman,
Kuwait Qatar and Iragq. Status last updated
March 10, 1600 hrs UAE local time
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MARKETS

Global ship recycling activity dips again as
shipowners cling on to vintage vessels

SHIP recycling activity fell further in February,
deepening the slowdown to its weakest level since
mid 2025. Data tracked by Lloyd’s List shows that
21 merchant vessels were sold for scrap last month,
representing a combined 452,400 gross tonnes.
The figure marks a decline from January, when 24
ships totalling 482,399 gt were reported sold for
recycling. January’s total had already represented
the weakest monthly activity since May 2025.

The bulk carrier segment accounted for
the highest number of recycling sales,
reflecting an ongoing clear out of mostly
1990s-built ships due special surveys.

Indian recyclers led the market in
February, purchasing nine vessels with
a combined tonnage of 144,783 gt.

Significant sales to Indian ship recyclers
included the Ofac-sanctioned, 72,700 dwt,
panamax tanker Diana (IMO: 9255945).

A limited number of Indian ship recyclers are so

far the only buyers willing to touch sanctioned
tankers. Yards in other countries have steered clear,
wary of triggering US sanctions themselves. But
more shadow fleet* tanker shipowners are quietly
sounding out cash buyers in Dubai or approaching
Indian shipbreaking yards directly as they hunt for
an exit route to cash in on their end-of-life vessels.

With the US Treasury slow to issue licences
allowing sanctioned ships to be recycled through
the open market, many deals are sidestepping
the dollar altogether, settling instead in Indian
rupees. So far this year, at least three other
US-sanctioned shadow fleet vessels have been
sold to India for demolition, with several more
currently being circulated for recycling.

Bangladesh recyclers followed closely in terms of
tonnage, acquiring four ships in February with

a combined 144,118 gt. Tonnage was boosted

for Chattogram recyclers by the purchase

of the Lila Global-controlled, 176,000 dwt,
capesize bulk carrier Beihai (IMO: 9220201).

Meanwhile, Tiirkiye recorded a notable rise in
recycling volumes. The country’s activity surged
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to nearly 140,000 gt in February, more than
double the level recorded in January, supported
by the purchase of two large cargoships destined
for European Union-approved recycling.

They included the George Economou-owned,
2011-built suezmax tanker Vilamoura (IMO:
9529293), which suffered an explosion and
subsequent engine room flooding off Libya last
year. The 158,600-dwt vessel was subsequently
declared a constructive total loss by its insurers.

In addition, Turkish recyclers at Aliaga acquired

the Wallenius Wilhelmsen-controlled, 5,800 ceu,
vehicle carrier Tanabata (IMO: 9080297). The
31-year-old vessel is just the third pure car and truck
carrier scrapped since 2022. Surging Chinese vehicle
exports and Cape of Good Hope vessel diversions
have driven vessel fleet utilisation to record highs

in the sector and kept earnings strong, leaving
owners with limited incentive to retire ageing ships.

Despite the uptick in Tiirkiye, overall recycling
demand remains subdued. Shipowners are still
benefiting from firm freight markets, while
relatively weak recycling prices are encouraging
them to keep ageing tonnage trading.

In the past week, the global ship recycling sector
has experienced contrasting developments

with supply disruptions, currency swings

and geopolitical tensions driving divergent
activity and pricing across key regions.

Vessel cash buyer and ship recycler Best Oasis
reported that the Indian ship recycling market
could face a significant slowdown following a force
majeure declaration affecting national natural

gas imports, due to the Middle East crisis, which
is vital for vessel steel cutting operations.

Without sufficient gas availability, recycling
activities across shipbreaking yards may
decline sharply. This could reduce operational
capacity and extend processing timelines.

“Local market participants anticipate that limited
cutting capacity may lead to a shortage of available
recycling slots, which could support some increase
in market pricing sentiment,” noted Best Oasis.
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However, the sharp appreciation of the US
dollar has added further pressure on local
buyers, complicating transaction economics
and dampening purchasing appetite.

In contrast, activity in the Bangladeshi recycling
market showed signs of improvement over the past
week. Buyers demonstrated renewed interest in
available tonnage, supported by growing optimism
following the arrival of a new government perceived
by industry stakeholders as more business-friendly.

The improved political and regulatory outlook is
expected to provide a more supportive foundation
for market activity and could encourage further
recovery in the weeks ahead, said Best Oasis.

Meanwhile, the Pakistan ship recycling market

has been limited in terms of sales transactions.
Sentiment continued to be weighed down by
regional tensions linked to the Iran conflict, which
disrupted trading momentum and kept activity
subdued throughout most of last week. Nevertheless,
some selective buying interest persisted.

The Turkish recycling market has maintained
relative stability with domestic scrap prices
holding steady. However, an increasing number of
vessels entering the candidate pool for recycling
could exert downward pressure on prices in the
near term if supply begins to outpace demand.

Separately, ship recycling cash buyer GMS
highlighted ongoing volatility in global
currency markets, noting that the US dollar’s
fluctuations continue to affect all major ship
recycling destinations. At the same time,

local steel plate prices have been moving
unpredictably, while the volume of vessels being
offered for recycling has declined sharply.

Looking ahead, tonnage inflows could increase
as the Middle East conflict reshapes global
shipping routes, raises bunker costs, and
contributes to inflationary pressures. These
dynamics may gradually push older vessels
toward demolition as operational economics
deteriorate. However, the timing and scale

of such a shift remain highly uncertain.

Fujairah bunker barge loading halted by oll
storage damage from debris

DEBRIS from a drone interception by UAE air
defence systems on March 9 caused a fire at the
Fujairah Oil Industry zone, disrupting bunker
loadings on to barges at the port of Fujairah.

Inchcape Shipping Services, the appointed Lloyd’s
Agents in UAE, today indicated that “Normal
operations at the Fujairah Oil Tanker Terminal
remain suspended until further notice.”

The oil terminal has a storage capacity of 1.18m
cu m of crude oil, fuel oil, gas oil and gasoline.
Its jetties can accommodate vessels from small
barges of 3,000 dwt to larger vessels such as
300,000 dwt very large crude carriers.

The official note from authorities is that
port and bunker operations continue as
per usual, with Inchcape receiving no
official notifications of any disruptions.

But indications from Lloyd’s List’s sources at the
port show that there may be some disruptions.

“Terminals have stopped loading now, so
suppliers will be supplying cargoes based
on their respective balances on barges,”

a bunker trader told Lloyd’s List.
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These tankers will be unable to replenish fuels
from the Fujairah Oil Terminal once they
have been depleted, possibly raising concerns
of a shortage in fuel oil supplies. A Chinese
shipmanager observed that operations have
been intermittent because of the attacks.

He told Lloyd’s List: “We currently have a vessel

in Fujairah. Feedback is that port operations and
bunkering are still running normally, but operations
are frequently paused due to drone activity and air
strikes. There has been some impact, but business

is still broadly continuing. That said, the port is

now considered a war zone / high-risk area.”

Another bunker trader noted that bunker
suppliers in Fujairah were not willing to
sell bunkers unless enquiries were firm,
suggesting that supplies are thinning.

It is unclear how long the storage terminal will
suspend loading. UAE authorities indicated that
the fire has been brought under control and normal
operations have eased with no injuries reported.

Fujairah bunker prices have also risen sharply
over the week, supported by the rise in crude oil
prices and concerns of limited bunker availability.
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The Baltic Exchange’s prices for Fujairah spot high-  Spot prices for low-sulphur marine gasoil rose
sulphur fuel oil prices rose 83% from $415 per tonne 72% from $773 per tonne on February 26 to $1,331
on February 26 to $761 per tonne on March 9. Very  per tonne on March 9. The oil storage terminal at
low sulphur fuel oil prices rose 79% from $506 per Fujairah was also struck last week, with the terminal
tonne on February 26 to $904 per tonne on March 9. catching fire after being hit by falling debris.

IN OTHER NEWS

ONE boosts stake in Seaspan parent  The world’s sixth-largest

to support fleet growth strategy container line has agreed to
OCEAN Network Express lift its stake in Poseidon Corp,
has markedly increased its the ultimate holding company
investment in the world'’s of Seaspan, from 28.7% to
largest containership tonnage 48.9% by buying shares
provider, Seaspan. from existing investors.
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ONE chief executive Jeremy
Nixon said the move strengthens
the carrier’s long-term strategy,
which seeks to increase

market share by expanding
vessel fleet capacity.
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Classified notices follow

Lloyd’s Listl>

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

Please contact: marketingservices@lloydslistintelligence.com
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ADVERTISEMENT

SECTION 47 & 48 OF THE PLANNING ACT 2008
REGULATION 4, INFRASTRUCTURE PLANNING (APPLICATIONS: PRESCRIBED
FORMS AND PROCEDURE) REGULATIONS 2009
REGULATION 13, INFRASTRUCTURE PLANNING (ENVIRONMENTAL IMPACT
ASSESSMENT) REGULATIONS 2017

RWE STALLINGBOROUGH COMBINED CYCLE GAS TURBINE GENERATING PLANT
WITH CARBON CAPTURE PLANT
NOTICE OF PUBLICATION OF STATEMENT OF COMMUNITY CONSULTATION AND
NOTICE PUBLISHING
A PROPOSED APPLICATION FOR A DEVELOPMENT CONSENT ORDER

Notice is hereby given that RWE Generation UK plc (“RWE”) of Windmill Hill Business Park, Whitehill Way, Swindon,
Wiltshire, England, SN5 6PB intends to make an application (“the Application”) to the Secretary of State for Energy Security
and Net Zero for a Development Consent Order (“DCO”) under Section 37 of the Planning Act 2008 (“the Act”). The
Application is for the construction, operation and decommissioning of the Stallingborough Combined Cycle Gas Turbine
(CCGT) Generating Plant with Carbon Capture Plant (CCP) and associated infrastructure (“the Proposed Development”).

The Proposed Development is EIA development, as defined by the Infrastructure Planning (Environmental Impact
Assessment) Regulations 2017.

In accordance with section 47 of the Act, this notice publicises where and when the Statement of Community Consultation
(SoCC) can be inspected. The SoCC sets out how RWE will undertake its consultation.

Additionally, RWE has a duty to publicise the proposed Application under section 48 of the Act, in line with Regulation 4 of the
Infrastructure Planning (Applications: Prescribed Forms and Procedure) Regulations 2009 and pursuant to Regulation 13 of
the Infrastructure Planning (Environmental Impact Assessment) Regulations 2017. In accordance with those provisions, this
notice also summarises the main proposals, confirms the location of the proposed development and explains where the
SoCC and consultation documents can be viewed.

Summary of the Proposed Development

The Proposed Development involves the development of a new gas-fired Generating Plant fitted with carbon capture
technology at Hobson Way, 3.5 km east of Stallingborough, North East Lincolnshire, with small extents of the Natural Gas
Pipeline Route Corridor and Abnormal Indivisible Loads Routes located within North Lincolnshire and the Cooling Water
Infrastructure extending into the Humber Estuary.

The Proposed Development’s main components are:

e A Combined Cycle Gas Turbine generating plant and associated stacks

e A postcombustion Carbon Capture Plant and associated stack(s)

¢ Ancillary buildings and structures to support the operational processes and maintenance requirements

e Construction laydown areas where materials and equipment will be temporarily stored and prepared

¢ An Electrical Grid Connection to the existing or new Grimsby West Substation

e A Natural Gas Pipeline that will supply natural gas to the site from the National Gas Transmission System

e Cooling Water Infrastructure, including a cooling water pump house and cooling water pipelines (both onshore and
offshore)

e Abnormallndivisible Loads (AIL) routes to safely transport very large or heavy items

An Environmental Statement will be produced and submitted with the Application in due course. A Preliminary Environmental
Information Report (PEIR) has been produced (to describe the environmental effects of the scheme identified at this stage)
and is being consulted on alongside the other consultation documents.

Consultation on the Proposed Development will take place from Wednesday 11 March 2026 until 11:59pm on Wednesday 6
May 2026.
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How to view the SoCC

Under section 47 of the Act, RWE has a duty to consult the local community on the Proposed Development. The SoCC
explains how RWE will undertake the consultation, where the consultation documents can be viewed, where public events
will be held and explains how people can comment on the proposals and provide responses to the consultation. Consultation
must then be carried out in accordance with the SoCC.

This notice contains a summary of the consultation details. However, full details of the community consultation can be found
in the SoCC. This can be viewed free of charge online at rwe.com/stallingborough in the Documents Library or at the deposit
locations set out below from the start of the consultation period on Wednesday 11 March 2026 until Wednesday 6 May
2026.

How to view details of the Proposed Development

Documents, plans and maps showing the nature and location of the Proposed Development (including the PEIR, and other
consultation materials) are available for inspection free of charge online at rwe.com/stallingborough in the Documents
Library from the start of the consultation period on Wednesday 11 March 2026 until Wednesday 6 May 2026.

Deposit Locations

Location Opening Times*

Immingham Library, Pelham Road, Immingham Monday-Friday 9am-5pm
DN40 1QF Saturday 9am-1pm
Bishop King Community Centre, Wingate Road, Monday 12pm-3pm
Willows Estate, Grimsby, DN37 9DW Thursday 9am-2pm
Friday 10:30am- 2:30pm

*subject to change on bank holidays or circumstances beyond RWE's control.

Hard copies of consultation materials, including the Consultation brochure, Consultation newsletter, Feedback forms, SoCC
and Non-technical summary of the PEIR, as well as USB sticks containing the full PEIR, will be available at the Deposit Points
during the opening hours listed above.

Hard copies of the SoCC, Consultation brochure, Feedback form and PEIR Non-technical summary will be available to
request by mail at no extra charge. A hard copy of the PEIR or parts of it can be requested for a charge of £0.35 per page to
cover printing and posting costs.

These can be requested by contacting the project team via the details in this notice.
Upcoming consultation events

RWE'’s consultation materials can also be viewed at in-person consultation events held at the following venues and dates
during the consultation period:

Date Time Venue

Tuesday 24 March 2026 6:30pm-7:30pm Online Webinar — Register at rwe.com/stallingborough or by
email at info@stallingboroughccs.com

Friday 27 March 2026 2pm-7pm Immingham Civic Centre, Pelham Road, Immingham, DN40
1QF

Tuesday 14 April 2026 2pm-7pm Stallingborough C of E Primary School, Station Road,
Stallingborough, DN41 8AP

Tuesday 21 April 2026 6:30pm-7:30pm Online Webinar — Register at rwe.com/stallingborough or by
email at info@stallingboroughccs.com

Friday 24 April 2026 2pm-7pm Great Coates Village Hall, Cooks Lane, Great Coates, Grimshy
DN37 9NW

Saturday 25 April 2026 10am-2:30pm Keelby Village Hall, King Street, Keelby, DN41 8EE
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How to respond to the Proposed Development or the consultation

A Feedback form is available as part of the consultation materials at deposit locations, consultation events and online at

rwe.com/stallingborough. A printed copy of the Feedback form can be requested by contacting the project team on the

details below.

Responses can be submitted in the following ways:

e Byreturning a paper Feedback form at our in-person events or via the Freepost address: FREEPOST RWE
DECARBONISATION (no stamp required),

e By sending a written letter to FREEPOST RWE DECARBONISATION (no stamp required),

e Bycompleting the feedback form on our consultation website at rwe.com/stallingborough

e Byemail atinfo@stallingboroughccs.com

RWE must receive all responses by 11.59pm on Wednesday 6 May 2026 to ensure their consideration. Please note that

responses are likely to be made public, but that contact/personal details will be redacted.

When developing the proposals for the Proposed Development, RWE will take into account all consultation responses

received before the specified deadline. Responses will be collated into a consultation report which will form part of the DCO

application.

If you have any questions about the Proposed Development or the consultation, please get in touch:

Method Contact Details Hours of operation

Website rwe.com/stallingborough 24/7

Telephone 01469 818004 9am-5:30pm weekdays (with voicemail facility to take
messages outside these hours)

Email info@stallingboroughccs.com 24 hour (emails will be monitored between 9am-5:30pm
weekdays and responded to within 10 working days)

Post FREEPOST RWE DECARBONISATION 24 hour (mailbox will be monitored between 9am-5:30pm

on weekdays)
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