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Executive Summary 

Rate increase: Glass half full or empty? 

Spot rates are significantly above levels seen last year, indicating market 

strength. However, the incidence of successful rate increases is much lower, 

casting doubts on the carriers’ resolve to stand firm on increases. 

Alliances: Asia-NEUR Transit Times 

A more balanced network will be present in the Asia-North Europe trade lane, 

as we will actually see 32 gained port-pairs and 29 lost. Transit time will 

improve, but not with the same magnitude as on the other East/West trade 

lanes. 

Carrier financial and volume results 2016 

Only two of the carriers that published their annual results have posted positive 

financial performances for 2016. Maersk Line seems to have pursued a market-

share strategy, while Hapag Lloyd has focused on specific markets. 
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Editorial: All eyes on April 1
st

 GRI 

The last many weeks have seen 

industry analysis dominated by the 

upcoming alliance networks, and the 

Sunday Spotlight has been no exception 

to this, with the past weeks being 

dedicated to benchmarking how the 

future alliances will stack up against 

each other, and compared to the 

current alliance networks. We continue 

this week with our analysis of how the 

Asia to North Europe trade lane will be 

impacted by the new alliances, in terms of port-pairs, service frequency and transit 

times, and we will continue next week with the often over-looked Transatlantic trade. 

The coming weeks are likely to see the industry focus on the transition from the old to 

the new alliance networks, and the inevitable disruptions that will follow as vessels are 

phased in and out of services with a different set of vessel operators, service rotations 

are called terminals are adjusted, and empty equipment is moved to new locations. 

While all of this is going on, three very important events will be unfolding 

simultaneously. Firstly, the carriers will be pushing a very long range of General Rate 

Increases (GRIs) on practically all trade lanes, with the majority to be implemented on 

April 1st. This week’s Carrier Rate Announcements (see page 35) is a staggering seven 

pages, the longest in the six years we have published the Sunday Spotlight. 

Secondly, shippers, carriers and freight forwarders will be closing up their Transpacific 

and Asia-Europe contracting season in the coming weeks, and the success of the April 

1st GRI will be roundly viewed as an indicator of carrier resolve, whether or not that is 

actually reasonable. In negotiations, perception trumps reality. 

Thirdly, the carriers will be gearing up for the annual peak season, and the viability of 

the lines in 2017 will to a large degree be determined by the success of this peak 

season, which again goes back to the contracting over the coming weeks and the 

success of April 1st GRI. The carriers could conceivably pull through a poor showing at 

this month’s GRI, but a strong GRI will go a long way in ensuring that the contracting 

and peak season happens at a sustainable level. So while carriers will be preoccupied 

with the new alliances, sticking to their guns may now be more important than ever. 
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Rate increase: Glass half full or empty? 

Spot rates are significantly above levels seen last year, indicating 

market strength. However, the incidence of successful rate 

increases is much lower, casting doubts on the carriers’ resolve 

to stand firm on increases. 

Following the market collapse in early 

2016, the rate environment turned 

much more favourable for the carriers in 

second half of 2016 and into 2017. The 

SCFI spot rate development over the 

past 15 months is shown in figure 1, 

and the strengthening is clearly visible. 

However, a weakening in the beginning 

of 2017 is equally visible, and clearly 

the question all stakeholders in the 

industry is asking right now, is whether 

the rates will remain firm or continue to 

decline. 

As we have mentioned on previous 

occasions, the supply/demand balance 

remains precarious in the main trades, 

and is even more precarious given the 

phase-in of the new alliance networks, 

which in itself gives rise to temporary 

effects such as the recent strong 

backhaul Europe-Asia rates. 

Instead we will take a different focus 

this week in order to shed light on 

another piece of the puzzle. 

We have multiple times in the past 

demonstrated how the carriers’ resolve 

to stand firm on rate increases appears 

at times to be more important than the 

supply/demand balance in itself. As also 

shown previously, this does not imply 

any type of collusion, but merely reflects 

a rational decision making process in an 

environment governed by game-

theoretic dynamics. 

Hence, we have analysed how often 

carriers are successful in increasing the 
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rates each year based on the SCFI spot 

rates in the period from March 2009 

where the index was conceived to March 

24th 2017 which is the newest reading. 

First of all we measured how many 

weeks within each year the spot rate 

showed an increase. In order to make a 

like-for-like comparison, we calculated 

this in terms of the percentage of weeks 

where an increase was seen. The result 

is shown in figure 2.  

For the European trades we see a 

distinct decline in the incidence of rate 

increases compared to prior years. In 

the Transpacific such a decrease is only 

seen for the trade to the US West 

Coasts and not to the East Coast. 

However, it is not only important to 

know how often the spot rates are 

increasing, but also the magnitude of 

the increases. Consequently we have 

calculated the average magnitude of the 

increase seen over each calendar year, 

equally split across the number of weeks 

which actually saw an increase. The 

result of this analysis is shown in figure 

3. 

 From figure 3 it is evident that the 

average magnitude of the increases has 

seen a drastic reduction in 2017 

compared to previous years, although 
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the historical pattern for the two main 

deep-sea trades differs. 

For the Asia-Europe trade we see that in 

the period 2009-2011 the average 

increases were quite small, then 

followed by much higher increases in 

the period 2012-2016. When we 

compare figures 2 and 3 for the Asia-

Europe trade we see that 2017 is 

characterized by both a low number of 

increases as well as a low value of the 

increases obtained. 

For the Transpacific, the pattern shows 

a steady increase in the magnitude of 

the average increases obtained, but with 

a very sharp cut-off coming into 2017. 

Of course, a methodological problem 

with the measurement in figure 3 is that 

sometimes a rate increase is phased-in 

in a single week, whereas at other times 

it takes place over multiple weeks. 

Consequently we have measured the 

number of “runs of increases”. A “run of 

increases” a period of weekly successive 

rate increases, irrespective of the length 

of the period. We have used this to 

calculate the magnitude of the rate 

increase per run – as opposed to simply 

per week. For runs of increases which 

stretch from one calendar year into the 

next, the run has been fully attributed 

to the earlier year. 

The result of this calculation is shown in 

figure 4. For the Asia-Europe trade the 

pattern remains the same, with very 

high values in recent years – which is a 

reflection of the very strong underlying 

rate erosion in those years.  

For the Transpacific trade, the pattern is 

no longer the same as seen in figure 3. 

The rate increases are seen to be 

volatile, but not with the steady growth 

shown in figure 3. It is clear that in this 

trade we have seen a systematic trend 

wherein rate increases are phased-in 

over a shorter and shorter time period. 
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Conclusions 

Whereas clearly carriers need the higher 

freight rates to be profitable – the 

financial results for 2016 speak for 

themselves in terms of the 

unsustainability of those rate levels – it 

is also clear that we might be facing a 

crisis of confidence. 

Comparing carriers’ behaviour with the 

past 8 years shows that their ability to 

push through rate increases has 

declined markedly. If the market truly is 

to turn in 2017 for the carriers, it is 

necessary that we see ability from the 

carriers to also increase rates very soon 

– and as such the rate increases 

planned for April 1st becomes an 

important litmus test.  

A success for these increases will still 

mean a lower incidence of rate increases 

in 2017 compared to the past 4-5 years, 

but at least signal a resolve from the 

carriers. Failure to get increases will 

cast serious doubts as to the freight rate 

development in 2017 – not from a 

supply/demand perspective, but from a 

game theoretic perspective looking at 

carrier behaviour. 
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Alliances: Asia-NEUR Transit Times 

A more balanced network will be present in the Asia-North Europe 

trade lane, as we will actually see 32 gained port-pairs and 29 

lost. Transit time will improve, but not with the same magnitude 

as on the other East/West trade lanes. 

In the recent weeks’ analyses we have 

looked at the changes in port-pairs and 

transit times between the existing and 

new alliance networks for the two 

Transpacific trade lanes and the Asia-

Mediterranean trade lane, and have 

found that the new alliance networks will 

lead to deterioration in product diversity, 

although shorter transit times will be 

offered. As the carriers aim to optimise 

their networks, fewer port-pairs will be 

provided, which will lead to a loss in 

connectivity, distinct port-pairs and 

service frequency of the port-pairs being 

offered. 

This week we will continue the analyses 

of the past two weeks, providing an 

overview of the changes in service 

frequency and transit times of the port-

pairs in the Asia-North Europe trade 

lane. 

Methodology 

[This is the mostly the same 

methodology as for the Asia-

Mediterranean and Transpacific articles 

in past weeks’ issues, so readers already 

familiar with it can skip this section] 

The service rotations, proforma 

schedules and transit times have been 

sourced from SeaIntel’s proprietary 

vessel schedules database and from the 

alliance announcements published by the 

carriers. In order to keep the analysis as 

consistent as possible, we have aimed to 

source the data from as few carriers as 

possible, and have mainly collected the 

data from the following carriers: 

Existing alliances: 

2M: Maersk Line 

CKYHE: Evergreen, alternatively COSCO 

G6: Hapag-Lloyd 

Ocean Three: CMA CGM 

New Alliances: 

2M: Maersk Line 

Ocean Alliance: CMA CGM 

The Alliance: Hapag-Lloyd 

 

We have chosen the sourcing carriers 

entirely on the basis of how much detail 

they provide in their data, and how easy 

the data is to work with, and our choice 

of sourcing carrier does not confer any 
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opinion on the correctness or data 

quality of the carriers’ data. 

The “old” alliances are based on their 

service networks as they looked at mid-

to-late January, in order to avoid any 

undue influence from short-term network 

adjustments as the carriers prepare for 

the new alliance networks. 

In order to avoid any confusion as to 

which services we have included under 

which alliance scope, we list below all the 

services included and how we have 

designated them. 

Existing alliances: 

2M: AE1/Shogun, AE2/Swan, 

AE5/Albatross, AE6-TP6/Lion-Pearl and 

AE10/Silk. 

CKYE: NE2, NE3, NE5 and NE7. 

G6 (Hapag-Lloyd): Loop1, Loop4, 

Loop5 and Loop7. 

Ocean Three (CMA CGM): FAL1, FAL8 

and FAL23. 

New Alliances: 

2M: AE1/Shogun, AE2/Swan, 

AE5/Albatross, AE6-TP6/Lion-Pearl, 

AE7/Condor and AE10/Silk. 

Ocean Alliance (CMA CGM): FAL1, 

FAL2, FAL3, FAL5, FAL6 and FAL7. 

The Alliance: FE1, FE2, FE3, FE4 and 

FE5. 

When calculating the number of port-

pairs, we only count a given port-pair on 

a service once, even though there may 

in theory be two identical port pairs, if 

one of the ports is called twice as import 

and export call. We exclude these 

duplicates on a single service, as no 

customer would intentionally use the 

additional port-pair, e.g. discharging on 

an export call. 

We have calculated all transit times and 

port-pair frequencies based on the 

service rotations, rather than the transit 

times’ tables, in order to ensure a 

common calculation basis, as we have in 

the past seen that carriers using quite 

different approaches to calculating 

transit times. Further, using the transit 

times’ tables may leave out specific port-

pairs from the frequency overview, that 

the carriers have not included in the 

transit times tables, as they may not 

offer a competitive transit time.  

The analysis will focus only on the port-

pairs that are de facto currently available 

in the existing network, and that will be 

offered by the three alliances in the 
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future service networks. Further, we will 

look at the best transit time for a given 

port-pair in the existing networks, and 

we will compare it with the best one 

offered the future network, as well as 

see which of the three alliances will be 

offering the most competitive transit 

times on these specific port 

combinations. 

Transit times are calculated as integer 

calendar days, meaning that if carrier X 

departs port A on February 1st at 1:00 

AM, and arrives at port B on February 

11th at 11:00 PM, while carrier Y departs 

port A on February 1st at 11:00 PM and 

arrives at port B on February 11th at 

1:00 AM, they will both have a transit 

time of 10 days, even though there is a 

46 hour difference between the two. We 

have done it this way, as this is the 

standard industry convention, and 

calculating transit times by the hour 

does not materially alter the conclusions 

of this analysis. Further, all transit times 

are calculated on the basis of local time 

zones, and do not take the time zone 

differences into account, as this is also 

the industry convention. 

When comparing transit times across 

alliances, we consistently use the 

shortest transit time offered by an 

alliance for a given port-pair, as they 

may technically offer longer transit 

times, but not actively market them. 

In order to have a better overview, we 

have split the Asia-North Europe trade 

lane into a number of sub-trades based 

on sub-regions, where Asia is split into 

the following regions: 

South East Asia (SEA): All ports North 

and East of Indonesia (included), and 

south of China and west of Papua New 

Guinea: Jakarta, Laem Chabang, Port 

Klang, Singapore, Tanjung Pelepas and 

Vung Tau/Cai Mep. 

China South: The Pearl River Delta ports 

and Hong Kong: Chiwan, Dachan Bay, 

Hong Kong, Nansha, Shekou and 

Yantian. 

China East/TWN: Eastern Chinese and 

Taiwanese ports: Fuqing, Kaohsiung, 

Keelung, Lianyungang, Ningbo, 

Shanghai, Taipei and Xiamen. 

Bohai/KOR/JP: Chinese ports around the 

Bohai Rim, and Korean and Japanese 

ports: Busan, Dalian, Kobe, Kwangyang, 

Nagoya, Osaka, Qingdao, Sendai, 

Shimizu, Tianjin/Xingang, Tokyo, Ulsan 

and Yokohama. 

We have also split the North European 

side into three sub-regions: 
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North West Coast: Everything between 

west coast of France (included) and The 

Netherlands (included): Antwerp, 

Dunkirk, Le Havre, Rotterdam and 

Zeebrugge.  

UK: Every port in the United Kingdom: 

Felixstowe, London Gateway and 

Southampton. 

East/Nord/Baltic: Everything east of 

Germany (included) plus Scandinavian 

countries: Aarhus, Bremerhaven, 

Gdansk, Gothenburg, Hamburg and 

Wilhelmshaven. 

For each sub-trade we list all the port-

pairs offered across the existing and 

future alliance networks, and highlight 

the following: 

Lost port-pairs: these are port-pairs 

offered by at least one of the existing 

alliances, but will not be offered as a 

direct service combination in the new 

alliance networks, and will thus only be 

serviceable via transshipment. Port-pair 

names are marked with Dark Red 

Background and White Text. The fifth 

column to the right of the port-pair 

names (marked with the ∑-symbol) 

counts the total number of weekly 

services that will be lost on the 

disappearing port-pair. 

New port-pairs: these are port-pairs that 

are not offered as direct combinations in 

the existing alliances, but will be offered 

as a direct service port-pair in the new 

alliance networks. Port-pair names are 

marked with Dark Green Background 

and White Text. The ninth column to 

the right of the port-pair names (marked 

with the ∑-symbol) counts the total 

number of weekly services that will call 

the new port-pair, across all three new 

alliances. 

Slower transit time port-pairs: these are 

port-pairs that are offered as direct 

combinations in both the existing 

alliances and future alliance networks, 

but the shortest transit time will 

deteriorate from existing to the future 

alliances networks. The rightmost 

column in each table measures the 

increase in shortest transit time. The 

port-pair names are marked with Pink 

Background and Red Text. 

As an example, in Table A1 the sixth 

port-pair from the top (Port Klang-

Rotterdam) is currently offered by the 

CKYE Alliance and the Ocean Three 

Alliance at 28 and 19 days transit time, 

respectively. In the future this port pair 

will only be offered by the Ocean Alliance 

at 29 days transit time. The rightmost 

column shows that the shortest transit 

time has increased by 10 days. 
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Faster transit time port-pairs: these are 

port-pairs that will conversely see the 

shortest transit time get even shorter in 

the new alliance networks. The rightmost 

column in each table measures the 

increase in shortest transit time. Port-

pair names are marked with Light Green 

Background and Dark Green Text. 

As an example, in Table A1 the port-pair 

at the bottom (Singapore-Le Havre) is 

currently offered by the G6 Alliance at 20 

days transit time. In the future alliance 

networks, the Ocean Alliance will offer 

this port-pair with an 18 days transit 

time, which is two days faster than the 

current shortest transit time, and the 

rightmost column lists “-2” days to 

signify this. 

Changes in Service frequency: The 

fourth column to the right of the port-

pair names lists the number of weekly 

services connecting the port-pairs in the 

current alliance networks, while the fifth 

column sums the number of weekly 

direct connections in the current alliance 

networks, and if this column is marked 

with pink it means that the total number 

of weekly services decreased in the new 

networks. 

The next three columns show the 

number of weekly direct service 

connections in the new alliance 

networks, with column to the right 

showing the sum of weekly service 

connections across the three new 

alliances, and if the column is marked 

light green it means that the total 

number of weekly services increases in 

the new networks.  

Changes in shortest transit time per 

alliance: The next four columns show the 

shortest transit time offered by each of 

the four existing alliances, across all 

their respective services, with the 

shortest of the four marked green and 

the longest marked red. The next three 

columns show the shortest transit time 

offered by each of the future alliances, 

and again the shortest is green while the 

longest is coloured red.  

Finally, this analysis is based on the 

latest updated (and hopefully final) 

alliance networks as announced by the 

alliance carriers on or before March 24th, 

and that any previous analyses of 

alliance port-pairs, service frequency and 

transit times was based on the 

information published at the time, and 

provided with lengthy disclaimers, clearly 

stating that our analysis cannot be more 

correct than the information released by 

the carriers. As a number of network 

changes have been announced by the 

since our previous analyses, several of 

the conclusions may have changed. 
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Port-pair and Transit Time changes 

in South East Asia to North West 

Coast  

Table A1 shows the impact of the new 

alliances on the sub-trade connecting 

South East Asia to the North West Coast. 

While only one port-pair will no longer be 

offered, shippers will be able to choose 

from four new port-pairs, giving them a 

wider service network to the North West 

Coast.  

It is interesting to note that there will be 

two direct connections from Thailand to 

Antwerp and Rotterdam, provided by The 

Alliance through their FE5 service. In 

addition, Dunkirk and Zeebrugge, which 

were not offered before, will be 

exclusively offered by the Ocean Alliance 

through their FAL1 service. 

As we saw in last week’s analysis on 

Asia-Mediterranean, Port Klang is losing 

major connectivity in favour of 

Singapore. Weekly services that were 

being offered from Port Klang to 

Rotterdam, Antwerp, and Le Havre, will 

now be offered from Singapore by the 

new alliances. Although Port Klang still 

offers two weekly services to Rotterdam 

and Antwerp, we are likely going to see a 

shift in transhipment volumes to 

Singapore as a result of these changes. 

Out of the 11 port-pairs that remain 

between the old and the new alliance 

networks, four of them will see their 

service frequency decrease by one, five 

of them will see their frequency decrease 

by two, and Port Klang-Rotterdam will 

reduce from four times a week to just 

once per week. 
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Five of these 11 port-pairs will see an 

increase in their transit time, with Port 

Klang to Rotterdam increasing by ten 

days, and Vung Tau and Singapore to 

Antwerp increasing by five days each. 

Only two port-pairs will see a shortening 

of transit times.  

While 2M will offer almost the same 

frequency of weekly services, the shake-

up elsewhere means that the Ocean 

Alliance has the strongest presence in 

the sub-trade with the most connections 

being offered.  

Port-pair and Transit Time changes 

in South East Asia to UK  

Table A2 lists all of the port-pairs being 

offered by the old and new alliance 

networks in the sub-trade connecting 

South East Asia to the UK. 

While Vung Tau will lose two port-pairs, 

it will also gain a new one – to London 

Gateway. This will be exclusively offered 

by The Alliance through their FE5 

service, which will be a dedicated service 

from South East Asia, offering calls to 

both Vung Tau and Laem Chabang, with 

competitive transit times. 

The overall weekly service frequency on 

this sub-trade has decreased from 21 to 

16, with Port Klang once again the most 

heavily affected, seeing its services to 

Southampton and Felixstowe reduced to 

one per week. Both of these connections 

will be offered exclusively by the Ocean 

Alliance through their FAL7 service. 

Transit times for three port pairs will 

deteriorate, two of which originate from 

Port Klang. Port Klang-Southampton 

especially, will take a big hit due to the 

fact that Southampton will now be the 

last port call in Europe on the head-haul 

on Ocean Alliance’s FAL7 service. Only 

Singapore-Felixstowe will see an 

improvement in transit times, with the 

shortest transit time being reduced by 3 

days. 
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Port-pair and Transit Time changes 

in South East Asia to 

East/Nord/Baltic 

Table A3 illustrates a very balanced 

scenario for the sub-trade connecting 

South East Asia to the East/Nord/Baltic. 

Singapore to Gothenburg will no longer 

be offered in the new networks, while 

shippers will gain one new direct 

connection from Laem Chabang to 

Hamburg on The Alliance’s FE5-service, 

and one from Singapore to 

Wilhelmshaven on Ocean Alliance’s FAL5-

service. 

Of the remaining port pairs, only two – 

Port Klang and Vung Tao to Hamburg – 

will see their weekly service frequency 

decrease with the new alliance networks, 

while the rest will remain the same. Port 

Klang to Hamburg will reduce from four 

weekly services to one weekly service 

offered by the Ocean Alliance, whereas 

Vung Tao to Hamburg will see a decrease 

from four weekly services to two, offered 

by Ocean Alliance and The Alliance. Both 

of these connections will also see an 

increase in best available transit times. 

Singapore to Gdansk, offered only by the 

Ocean Alliance through their FAL5 

service, will see its shortest transit time 

decrease by three days. Tanjung Pelepas 

to Wilhelmshaven and Tanjung Pelepas 

to Hamburg will also see their shortest 

transit times decrease by one and two 

days, respectively. 

2M will be the offering six of 13 port-

pairs and having the shortest transit 

time on all six, retaining all of their 

exclusive offerings from the old alliance 

networks. Ocean Alliance will also offer 

six port-pairs, but only hold the shortest 

transit time in four of these. Finally, The 

Alliance will only be offering three port-

pairs, but they will be the fastest alliance 

on these. 
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Port-pair and Transit Time changes 

in South China to North West Coast 

Table A4 paints a very bleak picture for 

the sub-trade from South China to North 

West Coast. Chiwan will be the most 

affected in this sub-trade, losing direct 

connections to three major ports in North 

Europe. On the other hand, two new 

port-pairs will be offered, from Yantian, 

to Dunkirk and Zeebrugge. 

Except for one, the ten port-pairs 

remaining between the old and new 

networks will see a decrease in the 

frequency of the weekly services being 

offered – most significant of them will be 

the ones originating from Hong Kong. 

Hong Kong to Le Havre will decrease 

from three to just one weekly service, 

Hong Kong to Antwerp will decrease from 

six to two weekly services, and Hong 

Kong to Rotterdam will decrease from 

seven to four weekly services. 

The transit times out of South China will 

also increase for almost all of the 

services. Nansha to Rotterdam will show 

the greatest increase in transit time 

because Rotterdam will be the second-

last port-call in Europe on the head-haul 

of the FAL7 service. Only the Yantian-

Antwerp port-pair will see a marginal 

decrease in the transit time by one day. 

Unlike the old alliance networks, which 

saw very strong competition, the Ocean 

Alliance will be the strongest in this sub-

trade going forward, offering 11 of the 

12 different port-pairs, having the 

shortest transit time in nine of these, 

while six of their port-pairs will be 

offered exclusively by the Ocean 

Alliance. 
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Port-pair and Transit Time changes 

in South China to the UK 

As discussed in the previous sub-trade, 

Chiwan will once again be heavily 

affected, with the two existing port-pairs 

originating in Chiwan both disappearing. 

As we can see in table A5, Chiwan will no 

longer have direct connections to either 

Felixstowe or Southampton. However, 

two new port-pairs will be offered by The 

Alliance that will connect Hong Kong and 

Yantian to London Gateway. 

Five out of the eight remaining port-pairs 

will see their weekly frequency decrease. 

Hong Kong to Felixstowe will see a major 

service frequency decrease from five to 

two weekly services, whereas Yantian to 

Felixstowe will see weekly frequency 

decrease from eight to five weekly 

services. Shekou to Felixstowe and 

Yantian to Southampton will both see 

their transit times decrease by one day.  

On the other hand, Shekou to 

Southampton will see a massive increase 

in shortest transit time by 12 days, as 

Southampton will be the last port call on 

the head-haul rotation of the FAL7 

service offered by Ocean Alliance.  

The sub-trade will still remain quite 

diverse in competition, with all three 

future alliances having different 

strengths. Ocean Alliance will offer the 

largest number of direct port-pairs, as 

they will offer eight of the future 10 port-

pairs in the sub-trade, and they will have 

the shortest transit time on six of these 

port-pairs. 

2M will go from offering five different 

port-pairs to offering four, and they will 

only have the shortest transit time on 

one of these, Hong Kong-Felixstowe. The 

Alliance will offer four port-pairs, and 

have the shortest transit time on three of 

these port-pairs. 
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Port-pair and Transit Time changes 

in South China to East/Nord/Baltic 

Table A6 shows a quite negative 

development for the sub-trade 

connecting Southern China to 

East/Nord/Baltic as three of the existing 

13 port-pairs will disappear, while no 

new port-pairs will be added with the 

new alliance networks. What is possibly 

not immediately visible from table A6 is 

that, taken together with the previous 

two sub-trades, Chiwan will be 

completely disconnected from North 

Europe, as no services will offer any 

direct connections from the port in the 

future alliance networks. 

All of the port-pairs to Hamburg will see 

a reduction in weekly frequency, the 

most significant of them being Hong 

Kong to Hamburg, which will decrease 

from seven weekly services to just three, 

and Yantian to Hamburg, which will 

decrease from nine to six weekly 

services. 

Five of the six port-pairs originating from 

Yantian will see an improvement in the 

shortest transit times. Connections from 

Yantian to Aarhus, Gothenburg, Gdansk, 

and Bremerhaven will all decrease transit 

times by one day, whereas the transit 

time from Yantian to Hamburg will 

decrease by two days. On the other 

hand, Yantian to Wilhelmshaven will see 

the biggest increase in transit time, of 

three days.  

The future networks will be fairly 

segmented between the three alliances, 

as out of the ten future port-pairs, only 

four of the port-pairs will be offered by 

more than one alliance, with 2M offering 

seven port-pairs, Ocean Alliance offering 

six and The Alliance offering just two 

port-pairs.  
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Port-pair and Transit Time changes 

in China East and Taiwan to North 

West Coast 

Table A7 shows that the Eastern China 

and Taiwan to North West Coast sub-

trade will be positively impacted by the 

new alliances, as four new port-pairs will 

be offered while only one will disappear.  

As seen in the South China to NWC, and 

South East Asia to NWC sub-trades, 

Dunkirk and Zeebrugge will once again 

be added as a direct connection from 

Asia in the new networks, as the Ocean 

Alliance will operate a direct service, 

calling (amongst other ports), Ningbo 

and Shanghai on the FAL1 service. 

Kaohsiung to Le Havre, on the other 

hand, will no longer be offered directly, 

as it was on G6’s Loop 5-service. 

The transit times of five out the eleven 

remaining port-pairs will improve. 

Shanghai and Kaohsiung to Antwerp, and 

Shanghai to Rotterdam will decrease by 

two days each, while Kaohsiung to 

Rotterdam, and Ningbo to Antwerp will 

see the shortest transit time decrease by 

one day each. On the other hand, the 

transit time from Xiamen to Antwerp will 

go up by six days, as it will be the 

second last port-call on the head-haul of 

The Alliance’s FE3-service.  

Ocean Alliance will be offering 13 of the 

15 port-pairs, having the shortest transit 

times in eight of them, while 2M and The 

Alliance will offer seven and ten port-

pairs, respectively. The future networks 

paint a somewhat balanced picture, as 

seven of the fifteen port-pairs will be 

offered by all three alliances. 
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Port-pair and Transit Time changes 

in China East and Taiwan to the UK  

The impact of the new alliances on the 

China East and Taiwan to the UK sub- 

trade can be seen in table A8. Kaohsiung 

and Xiamen will lose their direct 

connections to Southampton, which will 

be replaced by two new connections to 

London Gateway. Taken together with 

the South China-UK and the SEA-UK 

sub-trades, Southampton will lose four 

direct connections to Northern Europe, 

three of which have been in favour of 

London Gateway – which is being offered 

exclusively by The Alliance in their future 

network – while the fourth connection, 

Chiwan to Southampton, will disappear 

completely. 

Additionally, the weekly service 

frequency will increase from Shanghai to 

Southampton, and in the future, this 

port-pair will be offered 4 times a week 

by the three alliances.  

The port-pair from Kaohsiung to 

Felixstowe will be reduced to one service 

per week – the FAL6 service offered by 

Ocean Alliance. The port-pair will also 

see a significant increase in transit time, 

by six days from 29 to 35 days, as the 

FAL6 calls Kaohsiung before sailing up to 

Shanghai and Ningbo, while the current 

CKYE NE2-service heads straight 

westbound from Kaohsiung. 

Shanghai and Ningbo to Southampton 

will see a shortening of the transit time, 

with the latter combination by a full four 

days, as the currently fastest service, 

Loop 4 from G6, calls seven ports 

between Ningbo and Southampton, while 

the future FAL1 from Ocean Alliance will 

only call Yantian, Singapore and 

Algeciras before Southampton. 

Ocean Alliance will offer seven of the 

future nine port-pairs, and will have the 

shortest transit time in five of them, 

while 2M and The Alliance will both offer 

four port-pairs, and both having the 

shortest transit time in two port-pairs. 
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Port-pair and Transit Time changes 

in China East and Taiwan to 

East/Nord/Baltic  

Table A9 shows that the sub-trade 

connecting Eastern China and Taiwan 

with East/Nord/Baltic will see relatively 

few changes with the new alliance 

networks. No port-pairs will be lost, and 

only one new port-pair will be offered, 

connecting Xiamen with Wilhelmshaven 

on Oceans Alliance’s FAL5 service. 

However, we find that 6 out of the 

remaining 17 port-pairs will see their 

weekly frequency decrease, while three 

port-pairs will increase in frequency.  

While five of the remaining port-pairs will 

have their transit times unchanged, ten 

will experience an improvement, with 

especially Shanghai-Hamburg, being 

shortened by a full three days in the new 

service networks from 2M and The 

Alliance. 

2M will offer 14 of the total 18 port-pairs 

on this sub-trade, and will have the 

shortest transit on 13 of them. Ocean 

Alliance will offer 10 of the 18 port-pairs, 

and will have the shortest transit time on 

just four of these, while The Alliance will 

offer four of the 18 port-pairs, but will 

have the shortest transit time on all four.  

Interestingly, we can see that in the 

previous alliance networks, shippers 

could use both 2M and G6 to move their 

cargo to Scandinavia. However, in the 

new alliance network 2M is the only 

alliance with a direct connection to 

Scandinavia, whereas Oceans Alliance 

and The Alliance will have to rely on 

transhipment to this region, most 

probably through Germany or Gdansk.  
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Port-pair and Transit Time changes 

in Bohai to North West Coast  

Table A10a shows that the sub-trade 

connecting the Bohai Sea to the North 

West Coast will experience a significantly 

positive change. No port-pairs will be 

disappearing, but we see 7 new port-

pairs being offered by the new alliance 

networks. Ocean Alliance will offer six of 

these new port-pairs connecting Qingdao 

and Tianjin to Dunkirk, Zeebrugge and 

Le Havre, whereas The Alliance will 

provide three new port-pairs from 

Dalian, Qingdao and Xingang to Le 

Havre. On the origin side, we see that 

Xingang and Qingdao gain connectivity, 

and we see the same tendencies for 

Zeebrugge, Le Havre and Dunkirk on the 

destination side.  

Furthermore, we see that two of the 

remaining 6 port-pairs will experience a 

decrease in weekly service frequency, 

while Dalian and Tianjin/Xingang to 

Rotterdam will go from being offered two 

times a week to being available three 

and four times a week, respectively.  

The sub-trade will see a quite stable 

development in transit times for the six 

port-pairs remaining between the old 

and new alliance networks, with the only 

change being a one-day increase from 

Tianjin/Xingang and Qingdao to Antwerp.  

Ocean Alliance will have the strongest 

presence on this sub-trade, offering 12 

of the total 13 port-pairs, and having the 

shortest transit time on nine of these. 

The Alliance will offer six of the total 13 

port-pairs and will have the shortest 

transit time on three of these, while 2M 

will only offer five of the total 13 port-

pairs and will have the shortest transit 

time on two of these.  
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Port-pair and Transit Time changes 

in Korea to North West Coast 

Table A10b lists all the alliance port-pairs 

in the old and new networks being 

offered from Korea to the European 

North West Coast.  

Port of Ulsan will lose both direct 

connections to the North West Coast, 

and will no longer be offered by any of 

the new alliances. On the other hand, 

the sub-trade will gain two new port-

pairs, as Busan will gain two weekly 

connections to Dunkirk and Zeebrugge, 

on Ocean Alliance’s FAL1-service.  

The weekly frequency on the four 

remaining port-pairs will persist, apart 

from the weekly connection from 

Kwangyang to Rotterdam that will 

decrease by one weekly service.  

Interestingly, the sub-trade will see a 

major deterioration in transit time of 13 

days from Busan to Le Havre. Ocean 

Alliance will offer this port-pair on their 

FAL1 service, however shippers might go 

for transhipment options in Rotterdam, 

Antwerp or Dunkirk for cargo moving 

from Busan to Le Havre, as these are 

likely to be faster, as their direct transit 

times will be 31, 34 and 36 days, 

respectively, which should be 

considerably faster than 45 days, even 

with feedering to Le Havre.  

Busan to Rotterdam will see the shortest 

transit time improve by two days, and in 

the future all three alliances will be 

offering this port-pair. 

Ocean Alliance will offer four of the total 

six port-pairs, and have the shortest 

transit time on three of these. 2M will 

offer three of the total six port-pairs and 

will have the shortest transit time on two 

of these, whereas The Alliance only will 

offer two of the total six port-pairs and 

will have the shortest transit time on just 

one of these.  
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Port Pair and Transit Time changes 

in Japan to North West Coast 

Table A10c shows that the sub-trade 

connecting Japan to the North West 

Coast will remain unchanged in terms of 

number of port-pairs and frequency, but 

will see a major improvement of transit 

times with the new alliance network.  

All port-pairs on this sub-trade will 

experience shorter transit times, ranging 

in improvement from one to four days.  

The Alliance will be the dominant alliance 

on this sub-trade, offering eight unique 

port-pairs of the total ten. 2M will offer 

two unique port-pairs of the total ten, 

while Ocean Alliance will not be present 

on this sub-trade.   

 Port-pair and Transit Time changes 

in Bohai/Korea/Japan to UK 

Table A11 shows a quite balanced 

scenario for the sub-trade connecting 

Bohai Sea, Korea and Japan to the UK. 

Kwangyang-Southampton, Yokohama-
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Southampton and Ulsan-Felixstowe will 

disappear in the new networks, while 

shippers will gain three direct 

connections from Dalian, Qingdao and 

Tianjin/Xingang to Southampton.   

Weekly departures on this sub-trade will 

be fairly stable with the new alliance 

networks. However, we see that six of 

the remaining nine port-pairs will 

experience quite significant 

improvements in transit times, with the 

most noteworthy being Busan-

Southampton with an improvement of 8 

days. 

The Alliance will offer eight of the total 

15 port-pairs, with the fastest transit 

time on six of these. 2M will offer four of 

the total 15 port-pairs with the fastest 

transit time on all of these, while Ocean 

Alliance will offer only three port-pairs on 

this sub-trade, with the fastest transit 

time on all of these.  

Port-pair and Transit Time changes 

in Bohai to East/Nord/Baltic 

Table A12a lists all the alliance port-pairs 

in the old and new networks being 

offered in the Bohai Sea to 

East/Nord/Baltic sub-trade. Only the 

Qingdao-Gdansk port-pair offered by the 

G6 Alliance will disappear, while Dalian 

and Xingang to Hamburg port-pairs will 

see a doubling of weekly service 

frequency.  

2M will offer 11 of the 12 port-pairs, five 

of which will see an improvement in 

transit time by one day. While six port-

pairs will have their transit time 

unchanged, two port-pairs connecting 

Qingdao and Xingang to Wilhelmshaven 

will see a significant increase of the 
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shortest transit time, as well as seeing 

the weekly frequency decreasing to only 

one service per week. 

Port-pair and Transit Time changes 

in Korea to East/Nord/Baltic  

Table A12b shows that the Korea-

East/Nord/Baltic sub-trade is seeing a 

quite negative impact from the new 

alliance networks. The seven currently 

offered port-pairs out of Ulsan will 

disappear, meaning that the cargo from 

East/Nord/Baltic to Korea will have to be 

transhipped through Busan. Although 

Ulsan will lose its connectivity, Busan-

Hamburg will have a higher service 

frequency. No new port-pairs will be 

added. 

The sub-trade will remain dominated by 

2M, which will provide a direct 

connection from Busan to 

East/Nord/Baltic ports through their AE5 

service at one day faster than in the old 

networks. Ocean Alliance and The 

Alliance will only offer a direct connection 

between Busan and Hamburg, and all 

other German, Scandinavian and Baltic 

ports will only be serviced via 

transshipment. 2M will have the shortest 

transit time in seven of eight port-pairs, 

but this is entirely by default, as 2M 

offers them exclusively. 

Eight port-pairs remain across the old a 

and new networks, and three of the port-

pairs will have their transit times 

unchanged, four will see a slight one-day 

improvement, while Busan-

Wilhelmshaven will experience a quite 

significant increase in shortest transit 

time of four days.  
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Port-pair and Transit Time changes 

in Japan-East/Nord/Baltic 

Table A12c shows how the FE1 service 

from The Alliance will be the only direct 

connection available from Japan to 

East/Nord/Baltic, and only Hamburg is 

available as a destination. The only 

development shown in the table is the 

quite improved transit time between the 

port-pairs of Japan and Germany, 

compared to the old service offered by 

the G6v alliance. No port-pairs were 

gained or lost, and weekly service 

frequency also remains unchanged.  

Conclusion 

Figure A13 shows how the Asia-North 

Europe trade lane compares to the other 

three main East/West trade lanes in 

terms of changes to number of port-pairs 

and transit times.  

The connectivity on Asia-North Europe 

will be more balanced with the new 

alliance networks, as we actually see 32 

gained distinct port-pairs and 29 lost 
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distinct port-pairs. Interestingly, we see 

that Thailand will now be directly 

connected to four ports in North Europe 

through The Alliance’s FE5 service. 

Moreover, on the destination side, the 

winners of the new alliance networks 

appear to be Zeebrugge and Dunkirk, 

both of which gain substantial 

connectivity with Asia through Ocean 

Alliance’s new service network.  

Nevertheless, two Asian ports, Chiwan 

and Ulsan, will lose all of their direct 

connections to North Europe, and will in 

the future only be offered through 

transhipments. As a result of this 

development, Busan, Hong Kong and 

Yantian are likely to gain volumes 

towards North Europe. 

While we see that transit times will 

improve on the Asia-North Europe trade 

lane, the development is not as 

significant as we saw on the Asia-USEC, 

Asia-USWC and Asia-MED trade lanes. 

Figure A13 shows that on Asia-North 

Europe, 60 port-pairs will see an 

improvement in transit time, for a total 

of 122 days “saved”, for an average of 

2.0 days shorter transit time for these 60 

port-pairs. 39 port-pairs will see an 

increased transit time, for a total of 135 

“additional” days for these 39 port pairs, 

for an average of 3.5 days. As was the 

case in last week’s analysis, although 

fewer port pairs are seeing longer transit 

times, combined they are longer than 

the time being “saved” by the shortened 

transit times.  
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Carrier financial and volume results 2016 
Only two of the carriers that published their annual results have 

posted positive financial performances for 2016. Maersk Line 

seems to have pursued a market-share strategy, while Hapag 

Lloyd has focused on specific markets. 

The year 2016 will not be easily 

forgotten by the container shipping 

industry. Freight rates dropped to the 

floor due to unprecedented levels of 

overcapacity, with the SCFI reporting 

an average spot rate of 205 USD/TEU 

to North Europe in March 2016, while 

on the Asia-ECSA trade lane the SCFI 

showed a spot average of 99 USD/TEU 

in February 2016. Last year will also be 

remembered for the biggest bankruptcy 

ever seen in the industry, when Korean 

carrier Hanjin went into court 

receivership, causing massive 

disruption to supply chains around the 

globe.  

Last but not least, consolidation and 

alliances were the most defining 

developments in the industry in 2016. 

With the announcement of Ocean 

Alliance and The Alliance in May 2016, 

we will see the four current alliances 

become three in just a week from now, 

but 2016 also saw the disappearance of 

APL, CSCL, UASC and Hamburg Süd as 

independent carriers, in addition to the 

announced merger of the three 

Japanese shipping lines.  

On the positive side, 2016 will likely be 

seen as the starting point of the 

industry fight-back against 

overcapacity, as vessel orders reached 

an all-time low, while vessel scrapping 

increased drastically to record highs of 

over 700,000 TEU.  

In this article we take a closer look at 

the financial performances of the eight 

Top-18 carriers that have published 

their financial and volumes figures for 

2016, comparing them with the 

historical results we have recorded 

since 2009.  

Methodology 

We have sourced the data for this 

analysis from the 2016 annual financial 

reports for the following carriers: 

Maersk Line, CMA CGM, Hapag Lloyd, 

OOCL, MOL, NYK, K Line and ZIM. A 

number of Top-18 carriers such as 

MSC, PIL, Hamburg Sud and UASC do 

not release their financial performance. 

The three Taiwanese carriers 

Evergreen, Yang Ming and Wan Hai had 

not published financial results either on 

their websites or on the Taiwan Stock 
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Exchange at the time of writing. Lastly, 

COSCO and HMM have not published 

their annual reports yet.  

Even with published financial accounts, 

straight comparison of results across 

carriers is quite challenging for some 

measures, as carriers rarely choose 

identical reporting standards. This gives 

rise to a range of methodological issues 

which we have addressed as follows.  

In general, we have used the carriers’ 

EBIT results as shown in their financial 

reports. Where EBIT was not specified, 

we searched for and included operating 

profit, operating income or segment 

income.  

For the container carriers that are part 

of a larger conglomerate, when looking 

at the group financial report we 

specifically searched for financial results 

related to the container shipping or 

liner division. This was the case for 

Maersk Line, OOCL, MOL, NYK and K 

Line. For CMA CGM, the financial results 

go back only to 2012, 

the first year for which 

we could find data 

from, and the 2016 

results for the French 

carrier include APL’s 

contribution.   

The Japanese carriers’ fiscal year does 

not follow the conventional calendar 

year, so we used their quarterly reports 

to find the corresponding volumes and 

financial performances for the years 

analysed.  

Maersk Line, CMA CGM and ZIM only 

disclose their global lifted volumes 

without details on trade lane 

developments; NYK only publish their 

Asia-Europe and Transpacific lifted 

volumes without details of global 

volumes. It is important to mention 

that MOL started to publish global 

volumes figures from FY 2014 onwards; 

previously it only reported on Asia-

Europe and Transpacific, so we decided 

to include MOL global volumes from 

2014.  

Financial Performances 

 In table B1 we list the annual financial 

performances from 2009 to 2016 for 

the Top-18 carriers that have published 

these results.  
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Of the eight Top-18 carriers for which 

we were able to source the data, none 

recorded an improvement in their 

financial performances Y/Y. CMA CGM 

and Hapag Lloyd were the only carriers 

among the ones analysed to report 

positive results, with the Hamburg-

based carrier recording a significantly 

stronger end of 2016. CMA CGM is the 

only carrier among those with published 

figures to have recorded consistently 

positive returns since 2012.  

On the less positive side, the other 

carriers were heavily impacted last year 

in terms of financial performances, with 

Maersk Line and MOL posting the 

largest losses.  

Table B2 shows the revenue results for 

the carriers that have posted their 2016 

figures. Here we can further observe 

the downward trajectory in carriers’ 

revenue figures that has persisted since 

2014 onwards, showing the strong 

impact that the all-time low in freight 

rates has had on their financial 

performances. ZIM and MOL had the 

highest Y/Y losses in 2016, with 

revenues declining by 

15.1% and 14.8%, 

respectively, while NYK 

and Maersk Line saw 

their respective 

revenues dropping by 

13.3% and 12.7%.  

Interestingly, Hapag Lloyd reported a 

12.9% decrease Y/Y in their 2016 

revenue figures, despite a significantly 

positive profit result by industry 

standards. This probably results from 

the German carrier giving a high 

priority to cost reduction so it could 

post positive figures.  

The only carrier in table B2 showing a 

positive Y/Y change is CMA CGM, with a 

1.9% Y/Y increase in 2016 revenues. 

Nevertheless, readers should bear in 

mind that this figure includes APL’s 

contribution after the takeover of the 

Singapore-based company in June.  

Volume developments 

Figure B3 illustrates the development of 

global volumes from 2009 to 2016 for 

the eight of the Top-18 carriers that 

published these results. As previously 

explained, NYK only reports volume 

figures for the Asia-Europe and 

Transpacific trades while MOL only 

reports global volumes back to 2014.  
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CMA CGM posted the highest Y/Y 

increase in global volumes for 2016 

with a 20% improvement. However, as 

already mentioned, this is due to APL’s 

volume contribution to the French 

carrier’s performances. In fact, 

excluding APL’s contribution CMA CGM 

had a -1.3% Y/Y decrease in 2016 and 

was in fact the only carrier to 

experience a decrease in volumes 

transported.  

Maersk Line posted the largest Y/Y 

increase in 2016, equal to 9.4%. This 

substantial improvement may be a 

clear sign that the Danish carrier has 

strongly pursued a market share 

strategy throughout 2016 to gain 

volumes across trades, rather than 

focusing on yield management.  

OOCL also posted a large improvement 

in its 2016 result compared to 2015, 

with a 9.0% increase Y/Y. As we will 

see later in the trade lane volumes 

section, this growth was also supported 

by a massive improvement in 

Transpacific volumes for the Hong-Kong 

based carrier, probably achieved in 

2016-Q2 and 2016-Q3 after Hanjin’s 

departure. 

It is interesting to note that Hapag 

Lloyd registered only a 2.7% Y/Y 

volume increase in 2016, yet it was 

able to end the year in profit. This 

probably indicates that a yield 

management strategy is being pursued 

by the German carrier, focusing on 

specific and more profitable trade lanes 

instead of gaining global market shares.   
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Lastly, ZIM, K Line, MOL and NYK all 

increased volumes Y/Y in 2016 - by 

4.0%, 2.3%, 1.2% and 0.6% 

respectively.  

On a trade-lane level, we opted to 

analyse only the main trades for which 

most of the carriers provided figures. 

Hence we include only the Asia-Europe 

and Transpacific trades. 

 

Figure B4 shows the volume 

developments on Asia-Europe. Only 

OOCL and MOL increased their volumes 

Y/Y, by 6.4% and 3.2% respectively, 

while all other carriers saw their 

volumes decline.   

If we expand our focus to a longer 

period of time, we can actually see that 

K Line shows the worst development in 

terms of TEU transported in this trade, 

as they were the only shipping line to 

post a decline compared to 2011 

volumes.  

 

Looking at figure B5, we clearly see a 

more positive development compared 

to Asia-Europe, as all carriers improved 

their volume figures compared to both 

2015 and 2011.  

As mentioned, OOCL posted a 

significant increase of 18.2% Y/Y in 

2016 for Transpacific volumes, probably 

provided by the ratio of cargo gained 

from Hanjin’s demise.  

MOL showed the second largest 

improvement, equal to 9.2% Y/Y, while 

Hapag Lloyd and K Line posted Y/Y 

increases of 7.4% and 7.2% 

respectively. Finally, NYK had a 4.3% 

Y/Y improvement in 2016.  

Compared to the 2011 results, it is 

interesting to note the massive 

development that MOL, K Line and NYK 

had on the Transpacific volumes: they 

boosted their TEUs transported by 

46.4%, 41.5% and 30.9% respectively.  
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Conclusion 

The financial results for 2016 show that 

of the carriers which have released 

figures, only two of them recorded 

positive results. Hapag Lloyd was the 

most profitable of the carriers that 

published their annual financial 

performances, while Maersk Line and 

MOL reported significant losses for 

2016. The main explanation for the 

deterioration of the carriers’ financial 

conditions is the all-time low freight 

rates that afflicted shipping lines 

throughout 2016, driven by the 

endemic overcapacity.  

Despite worse financial conditions 

across the carriers, global volumes 

transported increased in 2016 

compared to 2015, with Maersk Line 

leading with a 9.4% Y/Y growth. While 

the Danish shipping line has clearly 

gone for a market share strategy, the 

analysis has shown that Hapag Lloyd 

may have pursued a yield management 

strategy, given the fact that – despite a 

highly positive result – the German 

carrier only grew volumes by 2.7% Y/Y 

in 2016.  

Needless to say, 2016 will be 

remembered as the worst year for 

container shipping since the financial 

crisis in 2009 – for the high pressure on 

freight rates, drastic levels of 

overcapacity and the first biggest 

bankruptcy ever seen in the industry. 

Carriers are hoping that 2016 will have 

been the bottom of the valley, and the 

current levels of scrapping, total freeze 

on vessel orders, and a possible pick-up 

in demand may support that notion. 
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Carrier Service Changes 
Evergreen to purchase slots on PS1 

service 

Evergreen, a member of “Ocean 

Alliance”, will purchase slots on the “The 

Alliance” transpacific PS1-service, which 

the Evergreen will also call PS1. Based 

on the schedules provided by Evergreen, 

the first vessel “Herma P” will depart 

from Kobe on April 5th 2017.    

The full port rotation of the PS1 service 

will be as follows (8 port calls): 

Kobe – Nagoya – Tokyo – Sendai – Los 

Angeles – Oakland – Tokyo – Nagoya – 

Kobe 

PDL to purchase slots on the Europe-

Oceania Meridian Service 

PDL will become a slot charterer on the 

Meridian service, which is operated by 

Seatrade. The carrier deploys 8 vessels 

with an average vessel size of 2,500 

TEU. As PDL will not offer the full 

rotation of the Meridian service, we have 

underlined the ports, which will be 

covered by the carrier. The complete 

port rotation of the Meridian service is as 

follows (13 port calls): 

Rotterdam – Dunkirk – Radicatel – 

Papeete – Noumea – Nelson – Napier – 

Tauranga – Pisco – Paita – Philadelphia – 

Zeebrugge – Tilbury - Rotterdam    

Unifeeder to introduce a new service 

Unifeeder will launch a new feeder 

service connecting Poland, Russia and 

Finland. According to the carrier’s 

announcement, the first call will be 

scheduled on May 13th 2017 and the full 

rotation of the new feeder service will be 

as follows: 

Gdansk – Kotka – St. Petersburg - 

Gdansk 
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Carrier Rate Announcements 
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SeaIntel Reports & Products 

 

 

 

 

 

 

Global Liner Performance Report – New February 2017 Report Available  

Now with Transpacific split into North America East and West coast 

- 800.000 vessel arrivals, across 357 different ports 

- Schedule reliability for 34 trade lanes split by 66 named carriers and by individual services  

- Average delay for all vessel arrivals and for late vessels arrivals, across all trade lanes 

 

The monthly report contains 116 detailed pages with tables and graphs, quantifying carrier 

performance at a detailed level, ranging from global to trade lane to service.  

12 month subscription: 1800 Euro. Single issue: 349 Euro.  

Order at: orders@seaintel.com - Contact us for specialized reliability analysis based on our 

database. 

Tradelane Capacity Outlook Report 

In-depth weekly report, providing detailed overview of actual capacity offered in the main trade 

lanes for the coming 12 weeks. The outlook is based on the detailed sailing schedules combined 

with information of service changes and blanking of sailings. You can pro-actively identify weeks 

of capacity shortages as well as weeks of excess capacity inflow and plan accordingly.  

- 19 Trade lanes covered 

- Year-on-year changes as well as week-on-week changes 

- Data broken down into named main carriers and alliances  

Annual subscription: 2000 Euro. Order at: orders@seaintel.com 

http://www.portoverview.com/
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Port-to-Port Schedule Reliability 

Detailed fact sheets providing schedule reliability information at a carrier/service level for your 

chosen port-port pair. The fact sheet includes:  

- Monthly data series for the past 6 months  

- Data broken down by carrier and service  

- On-time reliability based on arrival +/- 1 day from schedule  

- Average number of days late for delayed vessels  

- More than 1500 port-port pairs are covered.  

Fact Sheet price: 100 Euro. 10 Sheets: 900 Euro.  Monthly subscriptions and larger 

packages are available on request.  

Order at: orders@seaintel.com 

 

 

 

 

 

 

 

 

 

Mystery Shopper 

Do you know which experience new prospective customers get when they contact you? Are you 

sure, that the experience is what you intend it to be? If not, SeaIntel Maritime Analysis can provide 

you the real picture from a new customer point of view.  

- The approach is anonymous  

- Results are only provided to senior management and is kept confidential  

- Standard test is completed within 4 weeks  

Test of 5 locations: 700 Euro. Test of 20 locations: 2500 Euro. Order at: orders@seaintel.com   

mailto:orders@seaintel.com
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Tailor-Made Analysis 

Our core belief is that anything in this industry can be analysed – and analysed well. However, 

the solution to a particularly difficult problem often rests in the ability to think out of the box and 

develop new analytical viewpoints. Doing this is our key strength.  

At SeaIntel Maritime Analysis we have a combination of extensive practical industry experience, 

combined with strong academic analytical skills. We have served a wide range of customers 

looking to gain insights into the container shipping industry including:  

- Container carriers  

- Freight forwarders  

- Financial institutions  

- Cargo owners 

- Ports  

- IT companies  

- Equipment manufacturers  

- Non-governmental interest organizations  

Contact orders@seaintel.com to discuss how we may assist you with tailor-made analysis. 

How to subscribe to SeaIntel Sunday Spotlight? 

Send an email requesting the subscription to orders@seaintel.com stating whether you want a quarter or a full 

year subscription. Your subscription will be available immediately, and you will receive an invoice with bank 

payment details. 

Subscription options: 

- One quarter: 500 Euro 

- One year subscription: 1600 Euro – this is a 20% discount, equal to getting ten weeks for free. 



SeaIntel Maritime Analysis – creating value from information 

 

 
45 

 

Copyright and Disclaimer 
Editor: 

CEO and Partner, Mr Alan Murphy – am@SeaIntel.com 

 

Analysts: 

Shipping Analyst, Ms Jasmin Slovackova – js@seaintel.com 

Shipping Analyst, Mr Giulio Gentilezza – gg@seaintel.com 

Shipping Analyst, Mr Odvidijus Voronkovas – ov@seaintel.com 

 

 

 

SeaIntel Maritime Analysis 

Vermlandsgade 51, 2 

2300 Copenhagen S 

Denmark 

www.seaintel.com 

Tel: +45 6068 77 44 or +45 6018 0122 l E-mail: info@seaintel.com  

 

© Copyright – SeaIntel Sunday Spotlight is for use exclusively by the subscribing 

company. Any redistribution by any means (including electronically and printed) outside 

the subscribing company is strictly prohibited. Redistribution is a violation of the terms 

and conditions of sale, and an infringement of the copyright conditions. We reserve all 

rights in case infringements are detected.  

 

mailto:am@SeaIntel.com
mailto:js@seaintel.com
mailto:gg@seaintel.com
mailto:ov@seaintel.com
http://www.seaintel.com/
mailto:info@seaintel.com

