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OFFERING MEMORANDUM NOT FOR GENERAL DISTRIBUTION

IN THE UNITED STATES

—
CMACGM
e

CMA CGM S.A.

€250,000,000 5.250% Senior Notes due 2025

(to be consolidated and form a single class with CMA CGM S.A.’s original €500,000,000
5.250% Senior Notes due 2025 issued on October 24, 2017)

CMA CGM S.A. (“we,” “us,” the “Company” or the “Issuer”) are offering €250,000,000 aggregate principal amount of our 5.250% Senior Notes due
2025 (the “Additional Notes”). The Additional Notes offered hereby constitute a reopening of the €500,000,000 5.250% Senior Notes due 2025 issued on
October 24, 2017 (the “Original Notes” and, together with the Additional Notes, the “notes”). The Additional Notes will constitute “Additional Notes” as
defined in the Indenture (as defined herein) relating to the notes, and will be consolidated with and form a single class with the Original Notes. The
Additional Notes will have identical terms and conditions in all respects as, and will be treated as a single class with, the Original Notes for all purposes
of the Indenture, including, without limitation, with respect to payments of interest, waivers, amendments, redemptions and offers to purchase, and will
be fully fungible with the Original Notes. The Additional Notes will share the same ISINs and Common Codes as the Original Notes, except that the
Additional Notes sold in reliance on Regulation S (as defined below) will temporarily have a different ISIN and Common Code from, and will not trade
fungibly with, the Original Notes sold in reliance on Regulation S during the period from the Additional Notes Issue Date (as defined herein) through
(and including) the 40th day following the Additional Notes Issue Date. After the 40th day following the Additional Notes Issue Date, certain selling
restrictions with respect to the Additional Notes sold in reliance on Regulation S will terminate and the Additional Notes sold in reliance on Regulation
S will become fully fungible with, and share the same ISIN and Common Code as, the Original Notes sold in reliance on Regulation S. See “Plan of
Distribution,” “Description of Notes—Form of Notes” and “Book Entry, Delivery and Form.” Upon completion of this offering, an aggregate of €650
million of the notes will be outstanding.

Interest on the notes is payable on April 15 and October 15, beginning on April 15, 2018. Interest on the Additional Notes will be deemed to accrue from
(and including) October 24, 2017, the Original Notes Issue Date. The notes will mature on January 15, 2025. Prior to October 15, 2020, we may redeem
all or part of the notes by paying a “make-whole premium.” We may redeem all or part of the notes at any time on or after October 15, 2020 at the
redemption prices described under the caption “Description of Notes—Optional Redemption of Notes.” In addition, until October 15, 2020, we may
redeem up to 40% of the notes with the proceeds of certain equity offerings at the redemption price as described under the caption “Description of Notes—
Optional Redemption of Notes.” We may also redeem the notes upon the occurrence of certain changes in applicable tax law. Upon the occurrence of
certain events constituting a change of control, we may be required to make an offer to repurchase the notes.

The Additional Notes will be, and the Original Notes are, our unsecured senior obligations. The notes rank pari passu in right of payment to all our
existing and future senior indebtedness. The Additional Notes will be, and the Original Notes are, effectively subordinated in right of payment to all our
existing and future secured indebtedness to the extent of the assets securing such indebtedness and structurally subordinated to all of the existing and
Sfuture indebtedness of all our subsidiaries.

We have applied to list the Additional Notes on the Official List of the Luxembourg Stock Exchange and for admission to trading on the Euro MTF
market of the Luxembourg Stock Exchange. The Original Notes are listed on the Official List of the Luxembourg Stock Exchange and have been admitted
to trading on the Euro MTF market of the Luxembourg Stock Exchange. This offering memorandum constitutes a prospectus for the purpose of
Luxembourg law dated July 10, 2005 on prospectuses for securities, as amended.

This offering memorandum includes information on the terms of the Additional Notes, including redemption prices, covenants and transfer restrictions.
Investing in the Additional Notes involves a high degree of risk. See “Risk Factors” beginning on page 52.

The notes have not been and will not be registered under the U.S. Securities Act of 1933, as amended (the “Securities Act”). In the United States,
the offering is being made only to qualified institutional buyers (“QIBs”) in reliance on Rule 144A (“Rule 144A”) under the Securities Act.
Prospective purchasers that are QIBs are hereby notified that the sellers of the notes may be relying on an exemption from the provisions of Section 5
of the Securities Act provided by Rule 144A. Outside the United States, the offering is being made in reliance on Regulation S (“Regulation S”)
under the Securities Act. See “Notice to Investors” and “Plan of Distribution” for additional information about eligible offerees and restrictions on
transfers of the notes.

Issue Price: 101.75%, plus interest deemed to have accrued from (and including) the Original Notes Issue Date to (but excluding) the Additional
Notes Issue Date.

Interest on the Additional Notes will accrue from October 24, 2017 to the date of delivery of the Additional Notes.

We expect that the Additional Notes will be delivered in book-entry form through the Euroclear System (“Euroclear”) and Clearstream Banking, société
anonyme (“Clearstream’) on or about November 9, 2017.

Joint Bookrunners

BNP PARIBAS HSBC

The date of this offering memorandum is November 6, 2017
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We are responsible for the information contained in this offering memorandum. We have not authorized
anyone to provide you with information that is different from the information contained in this offering
memorandum. This offering memorandum may only be used where it is legal to sell the Additional Notes. The
information in this offering memorandum may only be accurate on the date of this document. The offering of the
Additional Notes is being made on the basis of this offering memorandum, and we cannot provide you with
assurance regarding the accuracy or completeness of any other source of information. Any decision to purchase
the Additional Notes must be based on the information contained in this offering memorandum.

The Initial Purchasers make no representation or warranty, express or implied, as to the accuracy or
completeness of the information set forth in this offering memorandum. The Issuer, and not the Initial Purchasers,
has ultimate authority over the statements contained in this offering memorandum, including their content and
whether and how to communicate them. Nothing contained in this offering memorandum is or should be relied
upon as a promise or representation by any of the Initial Purchasers as to the past or the future.

We confirm to the best of our knowledge, information and belief, having made all reasonable inquiries,
that the information contained in this offering memorandum regarding us and the Additional Notes is true and
accurate in all material respects, and is not misleading. We additionally confirm, except as provided below, that
the opinions and intentions expressed herein are honestly held and that there are no other material facts, the
omission of which would make this offering memorandum as a whole or any of such information or the expression
of any such opinions or intentions misleading in any material respect. We accept responsibility accordingly.
However, the information set out in this offering memorandum describing clearing arrangements, including the
section entitled “Book Entry, Delivery and Form,” is subject to any change in or reinterpretation of the rules,
regulations and procedures of Euroclear and Clearstream, as currently in effect. In addition, this offering
memorandum contains summaries believed to be accurate with respect to certain documents, but reference is made
to the actual documents for complete information. All such summaries are qualified in their entirety by such
reference. Copies of documents referred to herein will be made available to prospective investors upon request to
us, or any of the Initial Purchasers or the Paying Agent.

We are providing this offering memorandum only to prospective purchasers of the Additional Notes.
You should read this offering memorandum before making a decision whether to purchase any Additional Notes.
You must not use this offering memorandum for any other purpose or disclose any information in this offering
memorandum to any other person.

This offering memorandum does not constitute an offer to sell or an invitation to subscribe for or purchase
any of the Additional Notes in any jurisdiction in which such offer or invitation is not authorized or to any person
to whom it is unlawful to make such an offer or invitation. No action has been, or will be, taken to permit a public
offering in any jurisdiction where action would be required for that purpose. Accordingly, the Additional Notes
may not be offered or sold, directly or indirectly, and this offering memorandum may not be distributed, in any
jurisdiction except in accordance with the legal requirements applicable to such jurisdiction. You must comply
with all laws that apply to you in any place in which you buy, offer or sell any Additional Notes or possess this
offering memorandum. You must also obtain any consents or approvals that you need in order to purchase, offer
or sell any Additional Notes or possess or distribute this offering memorandum. We and the Initial Purchasers are
not responsible for your compliance with any of the foregoing legal requirements. See “Plan of Distribution.”

None of us, the Initial Purchasers or any of our or the Initial Purchasers’ respective representatives are
making an offer to sell the Additional Notes in any jurisdiction except where such an offer or sale is permitted.
We are relying on exemptions from registration under the Securities Act for offers and sales of securities that do
not involve a public offering. By purchasing Additional Notes, you will be deemed to have made the
acknowledgments, representations, warranties and agreements set forth under “Notice to Investors” in this offering
memorandum. You should understand that you will be required to bear the financial risks of your investment for
an indefinite period of time.

This offering memorandum is based on information provided by us and by other sources that we believe
are reliable. The Initial Purchasers named in this offering memorandum, the Trustee, the Paying Agent, the
Registrar and the Transfer Agent make no representation or warranty, express or implied, as to the accuracy or
completeness of such information, and nothing contained in this offering memorandum is, or shall be relied upon
as, a promise or representation by the Initial Purchasers with respect to the Company or the Additional Notes as
to the past or the future.

By purchasing the Additional Notes, you will be deemed to have acknowledged that you have reviewed
this offering memorandum and have had an opportunity to request, and have received all additional information
that you need from us. No person has been authorized in connection with any offering made by this offering



memorandum to provide any information or to make any representations other than those contained in this offering
memorandum. You should carefully evaluate the information provided by us in light of the total mix of
information available to you, recognizing that we can provide no assurance as to the reliability of any information
not contained in this offering memorandum.

The information contained in this offering memorandum is presented as of the date hereof. Neither the
delivery of this offering memorandum at any time after the date of publication nor any subsequent commitment
to purchase the Additional Notes shall, under any circumstances, imply that there has been no change in the
information set forth in this offering memorandum or in our business since the date of this offering memorandum.

None of us, the Initial Purchasers, the Trustee, the Paying Agent, the Registrar, the Transfer Agent or
any of our or the Initial Purchasers’ respective representatives or affiliates are making any representation to you
regarding the legality of an investment in the Additional Notes by you under any legal, investment or similar laws
or regulations. You should not consider any information in this offering memorandum to be legal, financial,
business, tax or other advice. You should consult your own attorney, business advisor and tax advisor for legal,
financial, business and tax and related aspects of an investment in the Additional Notes. You are responsible for
making your own examination of the Company and our business and your own assessment of the merits and risks
of investing in the Additional Notes.

Neither the U.S. Securities and Exchange Commission (the “SEC”) nor any state securities commission
has approved or disapproved of these securities or determined if this offering memorandum is truthful or complete.
Any representation to the contrary is a criminal offense.

This communication is only being distributed to and is only directed at (i) persons who are outside the
United Kingdom or (ii) investment professionals falling within Article 19(5) of the Financial Services and Markets
Act 2000 (Financial Promotion) Order 2005 (the “Order”) or (iii) high net worth companies, and other persons to
whom it may lawfully be communicated, falling within Article 49(2)(a) to (d) of the Order (all such persons
together being referred to as “relevant persons”). The Additional Notes are only available to, and any invitation,
offer or agreement to subscribe, purchase or otherwise acquire such Additional Notes will be engaged in only
with, relevant persons. Any person who is not a relevant person should not act or rely on this document or any of
its contents.

In addition, the Additional Notes are subject to restrictions on transferability and resale, which are
described under the captions “Plan of Distribution” and “Notice to Investors.” By possessing this offering
memorandum or purchasing any Additional Notes, you will be deemed to have represented and agreed to all of
the provisions contained in those sections of this offering memorandum.

It is expected that delivery of the Additional Notes will be made against payment thereof on or about the
date of the settlement of this offering, which will be the 3rd business day following the date of pricing of the
Additional Notes (such settlement being referred to as “T+3”). See “Plan of Distribution—Initial Settlement.”

The Additional Notes will be issued in the form of one or more global notes, all of which will be deposited
with or on behalf of, Euroclear and Clearstream. Beneficial interests in the global notes will be shown on, and
transfers of beneficial interests in the global notes will be effected only through, records maintained by Euroclear
and Clearstream or their respective participants. The Additional Notes sold in reliance on Regulation S will
temporarily be identified by a different ISIN and Common Code from the ISIN and Common Code identifying
the Original Notes issued in reliance on Regulation S during the 40-day “distribution compliance period” (as
defined in Regulation S) and will not be fungible therewith during such time. See “Book-Entry, Delivery and
Form.”

We will not, nor will any of our agents, have responsibility for the performance of the obligations of
Euroclear and Clearstream or their respective participants under the rules and procedures governing their
operations, nor will we or our agents have any responsibility or liability for any aspect of the records relating to,
or payments made on account of, book-entry interests held through the facilities of any clearing system or for
maintaining, supervising or reviewing any records relating to these book-entry interests. Investors wishing to use
these clearing systems are advised to confirm the continued applicability of their rules, regulations and procedures.

We reserve the right to withdraw this offering of the Additional Notes at any time. We and the Initial
Purchasers also reserve the right to reject any offer to purchase the Additional Notes in whole or in part for any
reason or no reason and to allot to any prospective purchaser less than the full amount of the Additional Notes
sought by it. The Initial Purchasers and certain of their related entities may acquire, for their own accounts, a
portion of the Additional Notes.



NOTICE TO U.S. INVESTORS

Each purchaser of Additional Notes will be deemed to have made the representations, warranties and
acknowledgements that are described in this offering memorandum under “Summary—The Offering—Transfer
Restrictions” and “Notice to Investors.” The Additional Notes have not been and will not be registered under the
Securities Act or the securities laws of any state of the United States, and may not be offered or sold, directly or
indirectly, within the United States or to, or for the account or benefit of, U.S. persons except pursuant to an
exemption from, or in a transaction not subject to, the registration requirements of the Securities Act or such state
securities laws. In the United States, the offering of the Additional Notes is being made only to “qualified
institutional buyers” (or “QIBs”) (as defined in Rule 144A under the Securities Act). Prospective purchasers that
are qualified institutional buyers are hereby notified that the Initial Purchasers of the Additional Notes may be
relying on an exemption from the provisions of Section 5 of the Securities Act provided by Rule 144A. Outside
the United States, the offering is being made only to non-U.S. persons in offshore transactions (as defined in and
in accordance with Regulation S).

In addition, until 40 days after the commencement of the offering, an offer or sale of Additional Notes
within the United States by a dealer (whether or not it is participating in the offering) may violate the registration
requirements of the Securities Act.

Neither the SEC, any state securities commission nor any non-U.S. securities authority has approved or
disapproved of these securities or determined that this offering memorandum is accurate or complete. Any
representation to the contrary is a criminal offense.



NOTICE TO CERTAIN EUROPEAN INVESTORS

European Economic Area

In relation to each Member State of the European Economic Area which has implemented the Prospectus
Directive (each, a “Member State”), each Initial Purchaser has represented and agreed that it has not made and
will not make an offer of Additional Notes which are the subject of the offering contemplated by this offering
memorandum to the public in that Member State other than offers:

(a) to any legal entity which is a qualified investor as defined in the Prospectus Directive;

(b) to fewer 150 natural or legal persons (other than qualified investors as defined in the Prospectus
Directive), as permitted under the Prospectus Directive, subject to obtaining the prior consent of the
Initial Purchasers for any such offer; or

(c) 1in any other circumstances falling within Article 3(2) of the Prospectus Directive,

provided that no such offer of Additional Notes shall result in a requirement for the publication by the
Issuer or any Initial Purchasers of a prospectus pursuant to Article 3 of the Prospectus Directive or supplement a
prospectus pursuant to Article 16 of the Prospectus Directive.

For the purposes of this provision, the expression an “offer to the public” in relation to any Additional
Notes in any Member State means the communication in any form and by any means of sufficient information on
the terms of the offer and the Additional Notes to be offered so as to enable an investor to decide to purchase or
subscribe the Additional Notes, as the same may be varied in that Member State by any measure implementing
the Prospectus Directive in that Member State and the expression “Prospectus Directive” means Directive
2003/71/EC (and amendments thereto, including Directive 2010/73/EU), and includes any relevant implementing
measure in the relevant individual Member States.

France

Each Initial Purchaser has represented and agreed that it has not offered or sold and will not offer or sell,
directly or indirectly, any Additional Notes to the public in France and it has not distributed or caused to be
distributed and will not distribute or cause to be distributed any Additional Notes to the public in France, within
the meaning of Article L.411-1 of the French Code monétaire et financier and Title I of Book II of the Réglement
Général of the Autorité des Marchés Financiers (the French financial markets authority) (the “AMEF”).
Consequently, the Additional Notes have not been offered or sold and will not be offered or sold, directly or
indirectly, to the public in France (offre au public de titres financiers), and neither this offering memorandum nor
any offering or marketing materials relating to the Additional Notes must be made available or distributed in any
way that would constitute, directly or indirectly, an offer to the public in France.

This offering memorandum or any other offering material relating to the Additional Notes and such offers,
sales and distributions have been and will be made in France only to (a) investment services providers authorized
to engage in portfolio management for the account of third parties (personnes fournissant le service
d’investissement de gestion de portefeuille pour compte de tiers) and/or (b) qualified investors (investisseurs
qualifiés) acting for their own account as defined in, and in accordance with, Articles L.411-2 and D.411-1 of the
French Code monétaire et financier.

Prospective investors are informed that:

1) neither this offering memorandum nor any other offering material relating to the Additional
Notes has been or will be submitted for clearance to the AMF;

(i) in compliance with Articles L.411-2 and D.411-1 of the French Code monétaire et financier,
any qualified investors subscribing for the Additional Notes should be acting for their own
account; and

(iii) the direct and indirect distribution or sale to the public of the Additional Notes acquired by
those investors to whom offers and sales of the Additional Notes may be made as described
above may only be made in compliance with Articles L.411-1 to L.411-4, L.412-1 and
L.621-8 to L.621-8-3 of the French Code monétaire et financier and applicable regulations
thereunder.



United Kingdom
Each Initial Purchaser has represented and agreed that:

(a) it has only communicated or caused to be communicated and will only communicate or cause to be
communicated an invitation or inducement to engage in investment activity (within the meaning of
Section 21 of the Financial Services and Markets Act 2000 (“FSMA™)) received by it in connection
with the issue or sale of the Additional Notes in circumstances in which Section 21(1) of the FSMA
does not apply to the Issuer; and

(b) it has complied and will comply with all applicable provisions of the FSMA with respect to anything
done by it in relation to the Additional Notes in, from or otherwise involving the United Kingdom.

Notice to investors in other jurisdictions

The distribution of this offering memorandum and the offer and sale or resale of the Additional Notes
may be restricted by law in certain jurisdictions. Persons into whose possession this offering memorandum (or
any part hereof) comes are required by us and the Initial Purchasers to inform themselves about, and to observe,
any such restrictions.

STABILIZATION

IN CONNECTION WITH THE ISSUE OF THE ADDITIONAL NOTES, BNP PARIBAS (THE
“STABILIZING MANAGER”) (OR PERSONS ACTING ON BEHALF OF THE STABILIZING
MANAGER) MAY OVER-ALLOT ADDITIONAL NOTES OR EFFECT TRANSACTIONS WITH A
VIEW TO SUPPORTING THE MARKET PRICE OF THE ADDITIONAL NOTES AT A LEVEL
HIGHER THAN THAT WHICH MIGHT OTHERWISE PREVAIL. HOWEVER, THERE IS NO
ASSURANCE THAT THE STABILIZING MANAGER (OR PERSONS ACTING ON BEHALF OF THE
STABILIZING MANAGER) WILL UNDERTAKE STABILIZATION ACTION. ANY STABILIZATION
ACTION MAY BEGIN ON OR AFTER THE DATE ON WHICH ADEQUATE PUBLIC DISCLOSURE
OF THE FINAL TERMS OF THE OFFER OF THE ADDITIONAL NOTES IS MADE AND, IF BEGUN,
MAY BE ENDED AT ANY TIME, BUT IT MUST END NO LATER THAN THE EARLIER OF 30 DAYS
AFTER THE ISSUE DATE OF THE ADDITIONAL NOTES AND 60 DAYS AFTER THE DATE OF
THE ALLOTMENT OF THE ADDITIONAL NOTES. ANY STABILIZATION ACTION OR OVER
ALLOTMENT MUST BE CONDUCTED BY THE STABILIZING MANAGER (OR PERSONS ACTING
ON BEHALF OF THE STABILIZING MANAGER) IN ACCORDANCE WITH ALL APPLICABLE
LAWS AND RULES.

AVAILABLE INFORMATION

Each purchaser of Additional Notes from the Initial Purchasers will be furnished with a copy of this
offering memorandum and, to the extent provided to the Initial Purchasers by us, any related amendment or
supplement to this offering memorandum. So long as any notes are outstanding and are “restricted securities”
within the meaning of Rule 144 under the Securities Act, we will, upon request, furnish to any holder or beneficial
owner of the notes the information required to be delivered pursuant to Rule 144A(d)(4) under the Securities Act
to permit compliance with Rule 144A in connection with resales of the notes if, at the time of the request, we are
neither a reporting company under Section 13 or 15(d) of the U.S. Securities Exchange Act of 1934, as amended
(the “Exchange Act”), nor exempt from reporting pursuant to Rule 12g 3-2(b) thereunder. Any such request should
be directed to the Company’s Investor Relations team at ho.investors@cma-cgm.com, attention: Investor
Relations team. Telephone: +33 (0)4 88 91 90 21.

Additionally, so long as any of the notes are listed on the Luxembourg Stock Exchange and its rules so
require, copies of this offering memorandum and other information relating to such issuance of notes will be
available in the specified offices of the Issuer at the address listed on the inside of the back cover of this offering
memorandum. This offering memorandum will also be available on the website of the Luxembourg Stock
Exchange (www.bourse.lu). See “General Information.”



CERTAIN TERMS AND CONVENTIONS

In this offering memorandum, “we,” “us,” “our” and “our group” refer to CMA CGM S.A. and its
consolidated subsidiaries, unless the context otherwise requires, and the “Company” and “Issuer” refer to CMA
CGM S.A.

In this offering memorandum, unless indicated otherwise, references to “euros” or “€” are to the euro,
the official currency of the Member States of the European Union participating in the third stage of the economic
and monetary union pursuant to the Treaty on the Functioning of the European Union, as amended or
supplemented from time to time, references “U.S. dollars,” “dollars,” “U.S.$” and “$” are to the United States
dollar, the official currency of the United States of America, references to “SGD” “Singapore dollars” or “SG$”
are to the Singapore dollar, the official currency of Singapore, and references to “sterling,” “pounds sterling” or
“£” are to the British pound sterling, the official currency of the United Kingdom.

In addition, unless indicated otherwise, or the context otherwise requires, references in this offering
memorandum to:

e “2018 Senior Notes” means the €300.0 million 8.750% Senior Notes due 2018 issued by the
Company on December 16, 2013 and redeemed in full on August 7, 2017;

e 2021 Senior Notes” means the €725.0 million 7.750% Senior Notes due 2021 issued by the
Company on June 8 and June 12, 2015;

e  “2022 Senior Notes” means the €650.0 million 6.500% Senior Notes due 2022 issued by the
Company on July 13, 2017,

e  “Additional Notes” means the €250,000,000 5.250% Senior Notes due 2025 issued hereunder;
e  “Additional Notes Issue Date” means November 9, 2017;

e  “Additional Yildirim ORA” means the 528,918 12.0% subordinated bonds mandatorily redeemable
in B Preferred Shares subscribed to by Yildirim AM for $100.0 million on January 31, 2013, which
automatically converted into newly-issued preferred shares of the Company upon maturity on
December 31, 2015;

e “Adjusted EBITDA” means EBITDA less gains / (losses) on disposal of property and equipment
and subsidiaries;

e “Adjusted equity” means total equity less reserves for currency translation adjustments plus the
portion of bonds and preferred shares redeemable in shares that are accounted for as financial debt
under IFRS;

e  “Adjusted net debt” means net debt less the amount of bonds and preferred shares redeemable in
shares (ORA) that are accounted for as debt under IFRS, less liabilities associated with assets
classified as held for sale, plus restricted cash (such as cash allotted as collateral for margin loans);

e “Agility” means our global efficiency plan rolled out in July 2016, which is designed to improve our
operating results by improving our operational efficiency and leveraging our global presence, scale
and resources to generate significant cost savings; the announced targets for the Agility program are
(i) to reduce our cost base by delivering a $1 billion reduction in standalone operating expenses by
the end of 2017, calculated as described herein and excluding the effects of bunker price variations
since Q3 2015, exchange rate variations and the purchase price allocation in connection with the
NOL Acquisition, and (ii) to achieve an additional approximately $500 million in annual run-rate
cost and revenue synergies related to the NOL Acquisition by 2018; for further discussion, see
“Management’s Discussion and Analysis of Financial Condition and Results of Operations—Agility
Cost Efficiency Program,” “Risk Factors—We could be unable to continue reducing costs
sufficiently to support our profitability or achieve the benefits targeted by our Agility cost savings
program” and “Risk Factors—We may not succeed in smoothly and timely integrating NOL into our
existing business and we may fail to achieve the synergies targeted from the acquisition of NOL”;

e  “ANL Singapore” means ANL Singapore Pte Ltd;



“APL 2024 Senior Notes” means the U.S.$150.0 million notes issued by American President
Companies, Ltd. (now APL Ltd.) in January 1994 and due in January 2024;

“Board of Directors” means the board of directors of the Company;
“BPI” means Bpifrance Participations (formerly known as the Fonds Stratégique d’Investissement),

“BPI ORA” means the 793,378 12.0% subordinated bonds mandatorily redeemable in shares
subscribed to by BPI for $150.0 million on June 28, 2013;

“bunker” and “bunker fuel” mean the heavy fuel oil we generally use to power our ships;
“cascade” or “cascaded,” in relation to vessels, means the practice of shifting vessels from one trade
to another as they are replaced by newer vessels, with larger vessels typically replacing smaller
vessels in order to take advantage of economies of scale;

“calls” means stopping at a port to load and discharge cargo;

“capacity,” unless otherwise specified, means the maximum number of containers as measured in
TEU that could theoretically be loaded onto a container ship without taking into account operational
constraints (including, but not limited to, the actual weight of any loaded containers); with reference
to a fleet, a carrier or the container shipping industry, capacity is the total TEU capacity of all ships
in the fleet, the carrier or the industry, as applicable;

“capital expenditures” means our expenditures in respect of investments in vessels, containers and
other intangible and other fixed assets either owned or held under finance leases, acquired directly
or through a business combination;

“carrier,” unless otherwise specified, means a company providing container shipping services;

“CFIUS” means the Committee on Foreign Investment in the United States;

“charter,” with respect to ships, means the lease of a ship for a specified period of time at a fixed
price, with the ship owner typically also providing the ship’s crew, insurance and maintenance;

“Cheng Lie Navigation” or “CNC” means Cheng Lie Navigation Co. Ltd;

“CMA Terminals” means CMA Terminals Holding S.A.S.;

“CMA CGM standalone” means, as the context requires, the relevant figure excluding the
contribution of NOL (i) from the NOL Acquisition Date to December 31, 2016 as set forth in the
2016 CMA CGM Audited Consolidated Financial Statements or (ii) from the NOL Acquisition Date
to June 30, 2016 and from January 1, 2017 to June 30, 2017, respectively, as set forth CMA CGM
Unaudited Interim Condensed Consolidated Financial Statements;

“CMHI” means China Merchants Holdings (International) Company Limited,

“cold ironing” means the practice of ships turning off their auxiliary engines and instead sourcing
electric power from shore while at berth;

“Core EBIT” means EBIT less gains / (losses) on disposal of property and equipment and
subsidiaries and adding back other income and expenses as well as impairment reported in share of
profit/(loss) of the associates and joint ventures;

“Core EBIT margin” means Core EBIT divided by revenue;

“CSG” means China Shipping (Group) Company;

“demurrage” means the fee we charge for each day that an importer maintains possession of a
container beyond the scheduled or agreed date of return;
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“dominant leg” means the leg of the service from net exporting regions to net importing regions, and
“non-dominant leg” means the return leg of such services from net importing regions to net exporting
regions;

each of “own,” “to own” or “owned,” with respect to our vessels or containers, means vessels or
containers to which we have title or that we have financed through lease arrangements that transfer
substantially all the risks and rewards of ownership to us;

each of “U.S. dollars,” “dollars,” “U.S.$” and “$” means the lawful currency of the United States of
America;

each of the “Company,” “we,” “us” and “our” means CMA CGM S.A. and all of its subsidiaries as
of the date discussed, unless otherwise specified or the context suggests otherwise;

“East-West lines” or “East-West trades” means the four main east-west intercontinental trades for
the container shipping industry: Asia-Europe, Transpacific (Asia-North America), Transatlantic
(Europe-North America) and Asia-Middle East;

“EBIT” corresponds to a measure equivalent to an operating profit/loss; it is equal to the sum of the

following income statement captions as presented in our consolidated financial statements for the

relevant period: “Revenues,” “Gains/(losses) on disposal of property and equipment and

subsidiaries,” “Depreciation and amortization of non-current assets,” “Other income and (expenses),”
“Net present value (NPV) benefits related to assets financed by tax leases” and “Share of

income/(loss) from associates and joint ventures™;

“EBITDA” means the sum of the following income statement captions as presented in our
consolidated financial statements for the relevant period: “EBITDA before gains / (losses) on
disposal of property and equipment and subsidiaries” and “Gains on disposal of property and
equipment and subsidiaries”;

“EBITDA margin” means EBITDA divided by revenue;
“EEA” means the European Economic Area;
“EQT Infrastructure” means EQT Infrastructure III;

“feeder line” means a non-intercontinental service that calls at smaller ports, operates with smaller
vessels and operates to transport most of its cargo to and from secondary ports to connect with main
lines at primary ports (as opposed to short sea lines, which operate to provide an independent
shipping service for most of their cargo);

“freight forwarders” means intermediaries between carriers and direct shippers which consolidate
cargo and prepare customs documentation;

“FRS” means Singapore Financial Reporting Standards;

“GGS” means Global Gateway South, a container terminal located in the Port of Los Angeles in the
San Pedro Bay, United States;

“GGS Disposal” means the expected sale by NOL Liner of a 90% interest in APL Ltd. (which
indirectly holds the GGS terminal) to a consortium composed of the infrastructure fund EQT
Infrastructure and the port operator P5 Infrastructure, pursuant to a stock purchase agreement dated
as of June 30, 2017 (see “Summary—Recent Developments” and “Management’s Discussion and
Analysis of Financial Condition and Results of Operations—Acquisitions and Disposals—Sale of
the GGS Terminal”);

“IFRS” means International Financial Reporting Standards, as adopted for use in the European
Union by the European Commission;

“Indenture” means the indenture dated as of October 24, 2017 relating to the notes, entered into by
and among us, the Trustee, the Paying Agent and Transfer Agent and the Registrar;

“Initial Purchasers” means BNP Paribas and HSBC Bank plc;



“Initial Yildirim ORA” means the 2,644,590 12.0% subordinated bonds mandatorily redeemable in
B Preferred Shares subscribed to by Yildirim AM for $500.0 million on January 27, 2011, which
automatically converted into newly-issued preferred shares of the Company upon maturity on
December 31, 2015;

“Kingston Container Terminal” or “KCT” means the container terminal in Kingston, Jamaica, with
respect to which our wholly-owned subsidiary Kingston Freeport Terminal Limited took a 30-year
concession pursuant to a concession agreement with the Port Authority of Jamaica signed April 7,
2015;

“LTV” means loan-to-value, or the ratio of the amount borrowed to the fair market value of an asset,
including in the case of vessel financing arrangements, a vessel;

“MacAndrews” means MacAndrews & Company Limited;

“main line”” means a shipping line that traverses oceans;

“Malta Freeport” means Malta Freeport Terminals Ltd.;

“Member States” means states which are members of the European Union;

“Mercosul Line” means Mercosul Line Navegacdo e Logistica Ltda., which is one of the leading
players in Brazil’s domestic container shipping market;

“Merit” means Merit Corporation, a corporation (société anonyme libanaise) organized under the
laws of Lebanon formerly known as Merit S.A.L., and the principal shareholder of the Company;

“net debt” means current and non-current financial borrowings, plus borrowings associated with
assets classified as held for sale, less cash and cash equivalents, securities and LTV deposits
presented within other financial assets;

“NOL” means Neptune Orient Lines Limited;

“NOL 2017 Senior Notes” means NOL’s SG$400.0 million notes issued in April 2012, which were
fully repaid upon their maturity on April 26, 2017;

“NOL 2019 Senior Notes” means NOL’s SG$300.0 million 4.40% fixed-rate notes due November
8, 2019, issued under NOL’s EMTN Program in November 2012 (interest accrues at a rate of 5.90%
per annum, taking into account the 1.50% increase under the applicable change of control provisions
triggered as a result of our acquisition of NOL);

“NOL Acquisition” means our acquisition of Neptune Orient Lines on June 14, 2016;
“NOL Acquisition Date” means June 14, 2016;

“North-South lines” or “North-South trades” means the six main north-south intercontinental trades
for the container shipping industry: North America-Latin America, Europe-Latin America, Europe-
Africa, Asia-Africa, Asia-Latin America and Asia-Australasia;

“notes” means, collectively, the Original Notes and the Additional Notes issued hereunder;

“Ocean 3 Alliance” means the alliance between us, CSG and UASC covering the Asia-
Europe/Mediterranean and Transpacific trades, signed in September 2014 and which has since been
terminated;

“Ocean Alliance” means our global alliance with Cosco Container Lines Co., Ltd, Marine
Corporation (Taiwan) Ltd. and Orient Overseas Container Line Limited covering the Asia-Europe,
Asia-Mediterranean, Asia-Red Sea, Asia-Middle East, Trans-Pacific, Asia-US East Coast and
Trans-Atlantic trades, the operations of which started on April 1, 2017;

“OECD” means the Organization for Economic Co-operation and Development, a group of 35
member states focused on developing the international market economy;
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“O0CL” means Orient Overseas Container Line;

“ORA” means bonds mandatorily redeemable in shares, or obligations remboursables en actions,
and refers herein to the Yildirim ORA (which were converted to Yildirim Preferred Shares as of
December 31, 2015), the BPI ORA or both, as the context requires;

“Original Notes” means the €500,000,000 5.250% Senior Notes due 2025 issued by CMA CGM on
October 24, 2017, with which the Additional Notes offered hereby will be consolidated and form a
single class;

“Original Notes Issue Date” means October 24, 2017;

“Paying Agent” means Elavon Financial Services DAC, UK branch;

“per-carried-TEU” means the relevant financial or operating measure divided by the number of
TEUs we transported during the relevant period;

“primary port” means ports which are called by main lines;

“reefer” means refrigerated transport;

“Registrar” means Elavon Financial Services DAC;

“SEC” means the U.S. Securities and Exchange Commission;

“secondary port” means ports which are called by feeder lines and not by main lines;

“short sea line” means a non-intercontinental service that calls at smaller ports, operates with smaller
vessels and operates for purposes of providing an independent service for most of its cargo (as
opposed to feeder lines, which operate to transport most of their cargo to and from main lines);
“slot” means the space required for one TEU on board a ship;

“slot swap” means an exchange of container capacity between us and another carrier;

“slow steaming” means the practice of operating a vessel at a significantly reduced speed from its
maximum speed, typically aimed at optimizing bunker fuel consumption;

“stevedoring” means the loading and unloading of cargo from a ship;

“TEU” means a 20-foot equivalent unit, the standard unit of measurement of volume used in the
container shipping industry;

“Terminal Link” means our joint venture arrangement with CMHI that holds investments in 14 ports
worldwide;

“trades” means regular routes assigned to ships;

“Transfer Agent” means Elavon Financial Services DAC, UK branch;
“Trustee” means U.S. Bank Trustees Limited;

“UASC” means the United Arab Shipping Company S.A.G.;
“Yildirim” means Yildirim AM and Yildirim Holding;

“Yildirim AM” means Yildirim Asset Management Holding BV, a private company with limited
liability (besloten vennootschap) organized under the laws of the Netherlands;

“Yildirim Holding” means Yildirim Holding, a joint stock company (AS) organized under the laws
of Turkey;

“Yildirim ORA” means the Initial Yildirim ORA, together with the Additional Yildirim ORA; and



e  “Yildirim Preferred Shares” or “B Preferred Shares” means the preference shares of the Company
into which the Yildirim ORA automatically converted on December 31, 2015, which represent
approximately 24% of the Company’s capital on a fully-diluted basis.
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PRESENTATION OF FINANCIAL AND OTHER DATA

Financial Data

The historical consolidated financial information as of and for the years ended December 31, 2014, 2015
and 2016 and as of and for the six-month periods ended June 30, 2017 and 2016 is derived from (i) the free English
language translations of our audited consolidated financial statements as of and for the years ended December 31,
2016 and 2015 (respectively the “2016 CMA CGM Audited Consolidated Financial Statements” and the “2015
CMA CGM Audited Consolidated Financial Statements,” and together the “CMA CGM Audited Consolidated
Financial Statements™) and (ii) our unaudited interim condensed consolidated financial statements as of and for
the six-month period ended June 30,2017 (the “CMA CGM Unaudited Interim Condensed Consolidated Financial
Statements”), as well as the audited consolidated financial statements of NOL as of and for the year ended
December 30, 2016 (the “2016 NOL Audited Financial Statements”), and, in each case, the related notes thereto,
each of which are included elsewhere in this offering memorandum. We have also included unaudited pro forma
condensed consolidated income statements for the year ended December 31, 2016, along with the related notes
thereto, in “Unaudited Pro Forma Consolidated Financial Information.”

The CMA CGM Audited Consolidated Financial Statements have been prepared in accordance with
International Financial Reporting Standards as endorsed by the European Union (“IFRS”) and the CMA CGM
Unaudited Interim Condensed Consolidated Financial Statements have been prepared in accordance with IAS 34
— the standard of IFRS as adopted by the European Union applicable to interim financial statements. The 2016
NOL Audited Financial Statements were prepared in accordance with Singapore Financial Reporting Standards
(“FRS”), which do not differ in any material pertinent respects from IFRS. However, NOL’s classifications of
certain line items may differ from similarly-titled line items in CMA CGM’s financial statements. NOL was not
controlled by the Company prior to the NOL Acquisition Date and it has been consolidated in the 2016 CMA
CGM Audited Consolidated Financial Statements starting from such date.

The CMA CGM Audited Consolidated Financial Statements have been audited by Deloitte & Associés
and KPMG Audit, a Department of KPMG S.A., independent auditors, as stated in their reports dated March 10,
2017 and March 7, 2016, free English translations of which are included in this offering memorandum. The CMA
CGM Unaudited Interim Condensed Consolidated Financial Statements have been reviewed by Deloitte &
Associés and KPMG Audit, a Department of KPMG S.A., independent auditors, as stated in their report dated
September 15, 2017 included in this offering memorandum. The 2016 NOL Audited Financial Statements have
been audited by PricewaterhouseCoopers LLP, independent auditor, as stated in its report dated June 30, 2017
included in this offering memorandum.

Changes in accounting policies during periods presented are disclosed in Note 2.2 to the CMA CGM
Audited Consolidated Financial Statements, a free English translation of which is included elsewhere in this
offering memorandum, and in Note 2.2 to the CMA CGM Unaudited Interim Condensed Consolidated Financial
Statements, included elsewhere in this offering memorandum. None of these changes materially affected our
financial performance or positions during the periods presented. As discussed in Note 2.2 to the 2016 CMA CGM
Audited Consolidated Financial Statements, the adoption of IFRS 16 regarding the accounting for leases is
expected to have a significant effect on our financial results in the future. For further discussion, see
“Management’s Discussion and Analysis of Financial Condition and Results of Operations—Significant Recently-
Issued Accounting Pronouncements—Leases.”

Given the date and the size of the NOL Acquisition and its substantial impact on a variety of line items
in the 2016 CMA CGM Audited Consolidated Financial Statements and the CMA CGM Unaudited Interim
Condensed Consolidated Financial Statements, our 2016 CMA CGM Audited Consolidated Financial Statements
are not directly comparable to our 2015 CMA CGM Audited Consolidated Financial Statements and the
consolidated financial information for the six-month period ended June 30, 2017 presented in the CMA CGM
Unaudited Interim Condensed Consolidated Financial Statements is not directly comparable to the comparative
consolidated financial information for the six-month period ended June 30, 2016 presented therein. Accordingly,
to facilitate comparison of our results of operations for the years ending December 31, 2015 and 2016 and the six-
month periods ended June 30, 2016 and 2017, we have presented certain financial information for 2016 and the
six-month periods ended June 30, 2016 and 2017 on a CMA CGM standalone basis. This CMA CGM standalone
information was derived by (i) eliminating the NOL contribution to our 2016 consolidated financial results from
the NOL Acquisition Date to December 31, 2016 as set forth in the 2016 CMA CGM Audited Consolidated
Financial Statements (in particular Notes 3.1.1, 4.1, 4.2, 4.3, 4.6 and 4.7 thereof), (ii) eliminating the NOL
contribution to our consolidated financial results for the six-month period ended (a) June 30, 2017, from January
1, 2017 to June 30, 2017 and (b) June 30, 2016, from the NOL Acquisition Date to June 30, 2016, respectively,
in each case as set forth in the CMA CGM Unaudited Interim Condensed Consolidated Financial Statements (in



particular Note 3.1.1 thereof). The NOL contribution figures from the 2016 CMA CGM Audited Consolidated
Financial Statements differ in certain respects from the figures provided with respect to the NOL contribution
from the NOL Acquisition Date to December 31, 2016 in Note 1 to the Unaudited Pro Forma Condensed
Consolidated Income Statement for the year ended December 31, 2016 as set forth in “Unaudited Pro Forma
Consolidated Financial Information.” These differences reflect the fact that the latter figures (i) do not give effect
to the preliminary purchase price adjustment with respect to the NOL Acquisition, as opposed to the NOL
contribution figures derived from the 2016 CMA CGM Audited Consolidated Financial Statements, because this
purchase price adjustment is reflected in the other columns in the Unaudited Pro Forma Condensed Consolidated
Income Statement for the year ended December 31, 2016 and (ii) were derived with reference to the 2016 NOL
Audited Financial Statements, which were finalized subsequent to the date of the 2016 CMA CGM Audited
Financial Statements. The purchase price adjustment with respect to the NOL Acquisition was finalized as of June
13, 2017, the end of the measurement period to adjust the purchase price allocation. See Note 3.1.1 to the CMA
CGM Unaudited Interim Condensed Consolidated Financial Statements. This revision is not reflected in the
Unaudited Pro Forma Consolidated Financial Information, which was prepared prior to the final determination of
the purchase price allocation.

Financial information presented herein for the twelve-month period ended June 30, 2017 was calculated
by taking the amount recorded for the relevant line item for the six-month period ended June 30, 2017 in the CMA
CGM Unaudited Interim Condensed Consolidated Financial Statements, adding the amount recorded for the
relevant line item for the year ended 2016 in the 2016 CMA CGM Audited Consolidated Financial Statements
and subtracting the amount recorded for the relevant line item for the six-month period ended June 30, 2016 in
the CMA CGM Unaudited Interim Condensed Consolidated Financial Statements.

Percentages and amounts reflecting changes over time periods relating to financial and other information
set forth in “Management’s Discussion and Analysis of Financial Condition and Results of Operations” are
calculated using the numerical data in the consolidated financial statements or the tabular presentation of other
information (subject to rounding) contained in this offering memorandum, as applicable, and not using the
numerical data in the narrative description thereof.

Use of Non-IFRS Financial Measures

In this offering memorandum, we present our EBITDA and certain ratios and margins based on EBITDA
for certain periods. EBITDA represents the sum of the following income statement captions, as presented in the
CMA CGM Audited Consolidated Financial Statements included elsewhere in this offering memorandum:
“EBITDA before gains / (losses) on disposal of property and equipment and subsidiaries” and “Gains on disposal
of property and equipment and subsidiaries.” EBITDA is not a substitute for EBIT (as defined below) or net cash
generated from operating activities as determined in accordance with IFRS. EBITDA is presented as additional
information because we believe that it is widely used as a measure to evaluate a company’s operating performance
and financial requirements. We also use a metric which we call “Adjusted EBITDA,” which represents EBITDA
less gains/(losses) on disposal of property and equipment and subsidiaries. Neither EBITDA nor Adjusted
EBITDA is a substitute for EBIT or net cash generated from operating activities as determined in accordance with
IFRS.

We also present our “EBIT” in this offering memorandum. EBIT is a measure equivalent to an operating
profit/(loss). We also present a measure which we call “Core EBIT” that we believe is a particularly useful
indicator of our operating performance. It is calculated as EBIT less gains/(losses) on disposal of property and
equipment and subsidiaries and adding back other income and expenses as well as impairment reported in share
of profit/(loss) of the associates and joint ventures. We believe this measure enables better comparison against our
competitors given our strategy in terms of fleet ownership: the cost of our ships held under operating leases is
accounted for under our chartering expenses, and therefore affects EBITDA, whereas our owned fleet costs are
capitalized and amortized thus affecting EBIT. We also refer in this offering memorandum to our “Core EBIT
margin,” which represents our Core EBIT divided by our revenue.

We also present our net debt and certain ratios based on net debt for certain periods. Net debt includes
current and non-current financial borrowings, plus financial debt associated with assets classified as held for sale,
less cash and cash equivalents, securities and LTV deposits presented within other financial assets. Net debt is
provided as additional information because we believe it provides useful information regarding our financial
position. We also present an “adjusted net debt” measure calculated as our net debt less the amount of bonds and
preferred shares redeemable in shares that are accounted for as debt under IFRS, less liabilities associated with
assets classified as held for sale, plus unavailable (or restricted) cash. Certain of our financing arrangements
require cash deposits as collateral (LTV deposits) when the loan to fair market value ratios of our vessels are
below a certain level. The cash deposits are held as collateral for the related financing and, accordingly, we have
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deducted the deposits for the purpose of determining net debt and adjusted net debt. See the tables in “Summary—
Summary Financial and Operating Information” for the calculation of net debt and adjusted net debt.

Our gearing covenant under our credit facilities is based on adjusted net debt and adjusted equity.
Adjusted equity is calculated as total equity less reserves for currency translation adjustments plus the portion of
bonds and preferred shares redeemable in shares that are accounted for as financial debt under IFRS.

Because EBITDA, Adjusted EBITDA, EBIT, Core EBIT, Core EBIT margin, net debt, adjusted net debt
and adjusted equity are not calculated identically by all companies, our presentation of these measures may not
be comparable to other similarly titled measures of other companies. Moreover, our discretionary use of EBITDA
may be limited by working capital, capital expenditure and debt service requirements and by contractual, legal
and other restrictions. For a reconciliation of EBITDA, Adjusted EBITDA, Core EBIT, Core EBIT margin, net
debt and adjusted net debt and adjusted equity to the relevant financial measures defined in accordance with IFRS,
see “Summary— Summary Financial and Operating Information.”

More generally, these non-IFRS financial measures have limitations as analytical tools and should not
be considered as alternatives to net profit or any other performance measures derived from or in accordance with
IFRS.

Exchange Rate Information

The table below sets forth for the periods indicated certain information regarding the Bloomberg
Composite Rate. The following table shows the period-end, average, high and low Noon Buying Rates for the
euro, as certified by the Federal Reserve Bank of New York (the “Noon Buying Rate”), expressed in dollars per
one euro, for the periods and dates indicated. These rates may differ from the actual rates used in the preparation
of our financial statements and other financial information appearing in this offering memorandum.

Month
Period Average )
U.S. dollar/Euro End Rate* High Low
October 2017 (through October 27, 2017)............... 1.1580 1.1768 1.1847 1.1580
September 2017 .....coooeieiieieeieieeeeee e 1.1969 1.1954 1.2041 1.1878
AUGUSE 20170t 1.1894 1.1813 1.2025 1.1703
JULY 2017 e 1.1826 1.1530 1.1826 1.1336
JUNE 2017 i 1.1411 1.1233 1.1420 1.1124
MY 2017 ittt 1.1236 1.1050 1.1236 1.0869
APLIL 2017 it 1.0895 1.0714 1.0941 1.0606
Year
Period Average )
U.S. dollar/Euro End Rate* High Low
2017 (through October 27, 2017).cc.cccoveveeniaianen. 1.1580 1.1203 1.2041 1.0416
2016 e 1.0552 1.1072 1.1516 1.0375
2015 o 1.0859 1.1096 1.2015 1.0524
2014 e 1.2101 1.3297 1.3927 1.2101
2003 e 1.3779 1.3281 1.3816 1.2774
2072 e 1.3186 1.2859 1.3463 1.2062

The average of the Noon Buying Rates on the last business day of each month (or portion thereof) during the relevant period for annual
averages; on each business day of the month (or portion thereof) for monthly average.

Fluctuations in the exchange rate between the euro and the U.S. dollar in the past are not necessarily
indicative of fluctuations that may occur in the future.

This offering memorandum contains translations of euro amounts into U.S. dollars at the exchange rate
of $1.1412=€1.00 (the exchange rate as of June 30, 2017 used by the Company for its unaudited consolidated
balance sheet as of such day) solely for the convenience of the reader. These translations should not be construed
as representations that the euro amounts actually represent such U.S. dollar amounts or could be converted into
U.S. dollars at the rate indicated. On October 27,2017, the Noon Buying Rate in New York City for cable transfers
in foreign currencies was $1.1580 per one euro.



Industry Data

The information contained in the section “Industry Overview,” including market and industry statistical
data, was provided by Drewry Shipping Consultants Ltd. (“Drewry”), a consultant firm specializing in shipping.
We commissioned Drewry to provide the text for this section. In compiling the data for this section, Drewry relied
on industry sources, published materials, its own private databanks and direct contacts with the industry. All those
sources were used to calculate the data and market information shown in this offering memorandum, except where
otherwise noted.

Other Information in this Offering Memorandum

Certain information provided in this offering memorandum has been sourced from third parties. We
confirm that such third-party information has been accurately reproduced and that, so far as we are aware and are
able to ascertain from information published by such third parties, no facts have been omitted which would render
the third-party information reproduced herein inaccurate or misleading.

The information set out in relation to sections of this offering memorandum describing clearing and
settlement arrangements, including the section entitled “Book-Entry, Delivery and Form,” is subject to any change
or reinterpretation of the rules, regulations and procedures of Euroclear or Clearstream currently in effect. While
we accept responsibility for accurately summarizing the information concerning Euroclear and Clearstream, we
accept no further responsibility in respect of such information. In addition, this offering memorandum contains
summaries believed to be accurate with respect to certain documents, but reference is made to the actual
documents for complete information. All such summaries are qualified in their entirety by such reference. Copies
of documents referred to herein will be made available to prospective investors upon request.

INFORMATION REGARDING FORWARD-LOOKING STATEMENTS

This offering memorandum includes “forward-looking statements” within the meaning of the
U.S. federal securities laws, which involve risks and uncertainties, including, without limitation, certain
statements regarding management’s expectations regarding our business, growth, future financial condition,
results of operations and prospects and other statements made in the sections entitled “Summary,” “Business” and
“Management’s Discussion and Analysis of Financial Condition and Results of Operations.” You can identify
forward-looking statements because they contain words such as “believe,” “expect,” “may,” “should,” “seek,”
“intend,” “plan,” “estimate,” or “anticipate” or similar expressions that relate to our strategy, plans or intentions.
These forward-looking statements are subject to risks and uncertainties that may change at any time, and, therefore,
our actual results may differ materially from those that we expected. We have based these forward-looking
statements on our current views and assumptions about future events. While we believe that our assumptions are
reasonable, we caution that it is very difficult to predict the impact of known factors, and it is impossible for us to
anticipate all factors that could affect our actual results. We cannot assure you that future results will be achieved.
All forward-looking statements are based upon information available to us on the date of this offering
memorandum.

EEINT3

Important factors that could cause actual results to differ materially from our expectations (“cautionary
statements”) are disclosed under “Risk Factors” and elsewhere in this offering memorandum, including, without
limitation, in conjunction with the forward-looking statements included in this offering memorandum. All
forward-looking information in this offering memorandum and subsequent written and oral forward-looking
statements attributable to us, or persons acting on our behalf, are expressly qualified in their entirety by the
cautionary statements. Some of the factors that we believe could affect our actual results include:

e highly cyclical and volatile nature of the container shipping industry due to market conditions and
imbalances of supply and demand;

e highly competitive nature of the shipping industry, which is subject to ongoing consolidation and
intensifying competition;

e fluctuations in charter rates;
o the considerable time lag between the ordering and the delivery of new vessels;
e adverse developments during seasonal peak periods;

e changing trading patterns, trade flows and sharpening trade imbalances;
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increases in crude oil and bunker fuel prices;
risks in connection with our cooperation agreements with other major carriers;
our ability to increase freight rates;

our ability to retain existing customers and attract new customers, with the majority of which we do
not have contracts;

port overload and congestion, which has increased in recent years;

delays in deliveries of our new-built vessels, or our decision to cancel, or our inability to otherwise
complete the acquisitions of any new-built vessels;

political, economic, social, natural and other risks in the markets where we have operations;
protectionist policies and regulatory regimes adopted by countries globally;

our ability to be fully protected from certain liabilities under our insurance coverage or indemnities
covering liabilities, and the potential increase in the cost of premiums;

acts of piracy against oceangoing vessels, which have increased in frequencys;

risks inherent in the operation of oceangoing vessels, including: marine disaster; environmental
accidents, including oil and hazardous substance spills; grounding, fire, accidents resulting from the
handling or transport of dangerous or hazardous goods, explosions and collisions; cargo and property
losses or damage (including total loss of vessels); business interruptions caused by mechanical
failures, IT system outages, cyber-attacks, human error, war, sabotage, terrorism, political action in
various countries, or adverse sea or weather conditions; work stoppages or other labor problems with
staff serving on vessels and at ports; piracy and terrorism; search and rescue operations, which could
lead to business interruption or interfere with the safety and security of a vessel; and delays,
restrictions or business interruption due to trading in areas affected by disease outbreaks;

potential governmental claims or operational restrictions related to the possible smuggling of drugs,
weapons or other contraband onto our vessels;

risks in relation to compliance with anti-corruption laws and regulations;

possibility of fines and constraints on our business practices in the event we fail to comply with
competition laws to which we are subject;

compliance risks associated with economic and trade sanctions imposed by the United States, the
European Union and other jurisdictions;

compliance breaches leading to investigations by relevant authorities, fines, damage claims,
payment claims, the termination of relationships with customers or suppliers and reputational
damage;

monitoring and inspection procedures aimed at preventing terrorist attacks;

changes to the liability regime for the international maritime carriage of goods;

compliance with, and changes in, existing laws and regulations, including in respect of the
environment;

costs associated with compliance with the requirements imposed on our vessels by classification
societies;

risks associated with our IT systems, their ability to continue to generate operational efficiencies and
our ability to continue to develop innovative new IT solutions;

labor disturbances;



e arrest or attachment of our vessels by maritime claimants;

e our ability to continue participating in the French tonnage tax regime and in similar tax regimes in
Singapore, Taiwan, the United Kingdom and Germany;

e our ability to abide by our financial covenants;

e our ability to secure future sources of financing in a capital-intensive industry;

e adverse developments resulting in impairment of goodwill or other identifiable intangible assets;
e changes in accounting standards;

e our ability to achieve and manage growth;

e our ability to continue reducing costs sufficiently to support our profitability and achieve the benefits
targeted by our Agility cost savings program;

e potential issues with integration of the NOL Acquisition, including potential failure to achieve the
targeted synergies;

e fluctuations in exchange rates and interest rates and risks associated with our hedging derivative
instruments;

e potential conflicts of interests with shareholders;
e fluctuations in the market value of our vessels;

o loss of the services of key management personnel, as well as difficulties in recruiting and retaining
qualified personnel;

e our reliance on third-party contractors to provide various services, and the potentially unsatisfactory
or faulty performance of a contractor;

e difficulties in hiring and retaining crews for our vessels;
e litigation risks; and
e any downgrade in our corporate credit rating by a rating agency.

We undertake no obligation to update or revise any forward-looking statements, whether as a result of
new information, future events or otherwise. We caution you that the foregoing list of important factors may not
contain all of the material factors that are important to our business. In addition, in light of these risks, uncertainties
and assumptions, the forward-looking events discussed in this offering memorandum might not occur. When
considering forward-looking statements, you should keep in mind the risk factors and other cautionary statements
included in this offering memorandum, including those described in the section entitled “Risk Factors.”
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SUMMARY

This summary highlights information contained elsewhere in this offering memorandum. This summary is not
complete and does not contain all of the information that you should consider before investing in the Additional
Notes. You should read the entire offering memorandum carefully, especially the risks of investing in the
Additional Notes. See “Risk Factors.” For definitions of certain capitalized terms used in the offering
memorandum, see “Certain Terms and Conventions.”

Overview

We are one of the leading and most profitable, based on Core EBIT, providers of global container
shipping services. In terms of capacity, we are the third largest provider of container shipping services in the world.
We offer our services through a global network of 292 lines, composed of 188 main lines and 104 short sea and
feeder lines, calling at 382 ports in 161 countries as of June 30, 2017, with the support of 193 shipping agencies
operating through more than 600 offices worldwide.

As of June 30, 2017, our fleet consisted of 462 container ships, of which we chartered 59% and owned
or had under finance lease or equivalent arrangements 41% of them, in each case in terms of capacity. Our entire
fleet had a combined capacity of 2.357 million TEU and a weighted average age, based on total TEU, of 7.5 years.
As of June 30, 2017, we maintained a 3.686 million TEU fleet of containers, of which we leased 88.2% and owned
the remainder. As of June 30, 2017, the book value of our owned containers was $480.1 million. The market value
of our owned vessels is assessed every six months by calculating the average of four independent ship brokers’
valuation and was $4,673 million as of June 30, 2017.

We transported approximately 17.9 million TEU in the twelve months ended June 30, 2017 on behalf of
a globally diversified base of more than 100,000 customers. We generated revenues of $19,209.1 million, Core
EBIT of $830.6 million and EBITDA of $1,409.7 million in the twelve months ended June 30, 2017. Our customer
base includes a mix of retailers and manufacturers from various industries, such as Samsung, Ikea, GM, BASF,
Coca-Cola, Renault and Nestlé.

Our size and leading market position enable us to take advantage of economies of scale. We have a large
and flexible fleet and we work to effectively manage the allocation and cascading of our operated tonnage across
all trade lanes. This enables us to optimize the size of vessels we are using on most of our routes and take advantage
of the lower average slot costs incurred by larger vessels. This contributes to significant cost savings and increases
our profitability. We substantially increased our scale and geographic coverage with the acquisition of Neptune
Orient Lines (“NOL”) in June 2016, which was Southeast Asia’s largest container shipping company and the
twelfth-largest liner globally in terms of transport capacity at the time of the acquisition.

We are one of the few liners to operate a truly global network and specifically one of the most extensive
networks of direct services covering the four major East-West trade lanes: Asia-Europe, Transpacific (Asia-North
America), Transatlantic (Europe-North America), and Asia-Middle East, but also other trades such as North-South
lines (Latin America and Africa) and intra-regional lines. Our extensive and diversified network allows us to focus
both on high-volume markets, such as Asia-Europe and Asia-North America, and niche markets, such as the
Caribbean, Black Sea and intra-Asia markets.

Our extensive network is further supported by strategic alliances with other carriers, which allow us to
extend the scope and improve the quality of our services while reducing our cost base. Our principal alliance is
the Ocean Alliance, along with Cosco Shipping, Evergreen Line and Orient Overseas Container Line. Ocean
Alliance, which started operations on April 1, 2017 and has a ten-year term, enables the members to offer
comprehensive and customer-focused service networks covering the Asia-Europe, Asia-Mediterranean, Asia-Red
Sea, Asia-Middle East, Trans-Pacific, Asia-US East Coast and Trans-Atlantic trades.

Through our main lines, which are supported by our extensive short sea and feeder lines, and in
conjunction with our alliances with other carriers, we have established a diversified market mix, with no single
line accounting for more than 15% of our annual volumes transported in 2016. We believe that our broad network
and the variety of ports served by our main and short sea lines provide us with a competitive advantage in our key
areas of operation and reduce our exposure to declines in demand for container shipping services that are limited
to certain regions or certain trades.

In addition, we have developed niche activities within our container shipping core business. Thanks to
our proven expertise and the ownership of the second-largest fleet of reefer containers in the world, we are able
to address an enlarged customer base with the transportation of perishable goods, pharmaceuticals, frozen food
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and wines and spirits. Since the NOL Acquisition, we maintain a contractual relationship with the U.S.
government and have the certification to carry U.S. governmental cargo with nine of our vessels sailing under the
U.S. flag.

To complement our container shipping services, we offer logistics services and inter-modal container
transportation services that allow us to provide door-to-door and tailor-made transportation of cargo. To provide
these services, we have established inland transportation systems, including by rail, road and waterway to ensure
connection to our shipping lines, and to capture additional profitability in the logistical chain, particularly in
France, Africa, Asia and India. We provide these services either ourselves or through third-party contractors.

We also invest in port terminal facilities where we have significant operations. Through these
investments, we gain preferred access to berths and greater control over port activities. We currently have interests
in or agreements related to 36 terminals around the world, 34 of which are in operation and two in development,
through our subsidiaries CMA Terminals (100% owned by the Company as of June 30, 2017), Terminal Link (51%
owned by the Company as of June 30, 2017) and entities acquired as part of the NOL Acquisition. CMA Terminals
is present in Marseille (France), Lattakia (Syria), Umm Qsar (Iraq), Odessa (Ukraine), Long Beach (United States),
Rotterdam (the Netherlands), Cai Mep (Vietnam), Mundra (India), and has historically directly owned and
operated terminals in Guadeloupe and Martinique (French Antilles) and French Guyana. Terminal Link currently
has terminal investments in the following ports: Antwerp (Belgium), Dunkirk, Le Havre, Fos, Montoir de
Bretagne (France), Malta, Casablanca, Tangier (Morocco), Abidjan (Ivory Coast), Pusan (South Korea) and
Miami and Houston (United States). We continue to expand our terminal portfolio, as recently illustrated by the
signature of a 30-year concession agreement until 2046 with the government of Jamaica to manage the Kingston
Container Terminal. Situated in close vicinity of Panama, with 2,400 meters of key length and a 102 hectare yard,
this terminal will allow us to manage all of our transshipment operations between Asia, South America,
North America and Europe. As part of the NOL Acquisition, we acquired indirect controlling interests in terminal
facilities in Los Angeles and Dutch Harbor (USA), Kaohsiung (Taiwan) and Yokohama (Japan), as well as
minority interests in the following terminals: Laem Chabang (Thailand), Qingdao (China), Ho Chi Minh (Vietnam)
and an additional minority stake in a terminal already partly owned by CMA Terminals, Rotterdam (the
Netherlands). Finally, through a 49% held joint venture, we lease and operate four container berths in the port of
Singapore.

Over the past 38 years, we have grown from being a regional Mediterranean carrier with a single ship
into a leading provider of global container shipping services with a fleet of 462 vessels as of June 30, 2017. We
believe that the stability of our efficient, hands-on and adaptable management team, combined with our
streamlined organization, enables us to make decisions rapidly and efficiently, allowing us to take early advantage
of market opportunities and generate superior profitability when compared to our peers. From January 1, 2013 to
December 31, 2016, we achieved compound annual growth rates on volumes transported of 8.5%.

Industry Overview

Container shipping occupies an increasingly important position in world trade, with containerships
constituting the principal channel to transfer finished and semi-finished goods.

e  Global container trade has increased every year since the 1960s, with the exception of 2009.

e  Overall worldwide container trade volumes transported (in millions of TEU) grew steadily from 165
million TEU in 2011 to 196 million TEU in 2016, and have increased at a CAGR of 4.3% over the
last decade, albeit with a slowdown in growth rates in more recent years.

e Global container trade traffic represents approximately 16% of seaborne transported cargo by
volume but approximately 65% by value, as a consequence of being used for high-value-added
finished and semi-finished goods.

Consolidation

Carriers are continually striving to improve operational efficiencies and scale in order to enhance
profitability. These efforts contributed to a wave of consolidation in the industry in 2015, 2016 and the first half
of 2017, with CMA CGM acquiring NOL, China Shipping Group (CSCL) merging with COSCO, Hapag Lloyd
merging with UASC, Maersk announcing its proposed acquisition of Hamburg Siid, Cosco announcing its offer
to acquire a 90% share in Hong Kong based OOCL, with Shanghai International Port Group (SIPG) taking the
remaining shares, and the three major Japanese lines — NYK, MOL and K Line — announcing that they will become
a fully merged commercial entity by April 2018 trading under the new name Ocean Network Express. As a result
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of these combinations and the overall trend toward consolidation in recent years, the container shipping industry
going forward is expected to be characterized by fewer, but larger, players with greater scale and lower per-unit
costs as a result of using larger, more-efficient vessels.

Whereas in the past, the main driver for acquisitions was the need to establish a presence on routes on
which the acquirer had lesser or no presence, the latest M&A activity has been focused on the pursuit of scale and
global reach by reinforcing the acquirer’s network through a combination of capacity and market share. An
example is CMA CGM’s acquisition of NOL, where the latter’s primary strength on its Transpacific and Intra-
Asia/Middle East trades reinforced CMA CGM’s position in these trades. Another part of the surge in M&A
activity came as a consequence of the fact that some highly leveraged smaller companies faced challenges in
servicing their debts due to recurrent operating losses, and hence were more inclined to be acquired by larger
competitors.

In addition to consolidation due to M&A activity, the landscape has also changed in recent years due to
company bankruptcies, in particular that of Hanjin Shipping. Debt in the industry remains high and there are still
highly leveraged companies in the sector, which may lead to further consolidation going forward.

Alliances

From a competitive point of view, it is essential for liner companies to deploy large ships, which allow
for significant operating economies of scale. Such economies are reached when the ships are highly loaded, so it
is also essential for liner companies to adopt measures such as joint operational alliances, which aim to stabilize
and control costs with optimized fleets and services, thus boosting ship utilization.

Before April 2017, there were four main operational alliances among the major carriers. These have now
been reshaped into three major alliances, namely 2M, Ocean Alliance and The Alliance. The vessel-sharing
agreement within 2M remains largely unchanged compared to the prior operational alliance landscape, with the
addition of Hyundai Merchant Marine (HMM) for selected services. The Ocean Alliance expanded its cumulative
capacity compared to its predecessor Ocean 3 alliance with the addition of Cosco, OOCL, NOL (acquired by
CMA CGM) and Evergreen, despite losing UASC volumes when the latter agreed to merge with Hapag Lloyd.

The market share of each of the major alliances varies depending on the different routes. 2M holds the
largest capacity share on Asia-Europe (41%) and Transatlantic (24%) while Ocean Alliance leads capacity share
on the Transpacific route (38%) where the market is fragmented and is the second largest on the Asia-Europe
trade (33%). THE Alliance is the third major alliance in terms of total capacity deployed and it holds meaningful
market shares on the Asia-Europe (23%), Transpacific (21%) and Transatlantic (18%) routes.

Digitalization

Technological advancements have led to rampant digitalization across the globe and this trend is
impacting the container shipping industry as well. Liner companies such as CMA CGM, Maersk and ZIM have
sought to leverage the digital medium to grow their business at lower costs. Not only do digital platforms provide
an opportunity for buyers and sellers to converge online, it also helps in reducing transaction costs, increasing
transparency and reducing information asymmetry.

2016 and 2017 Industry Performance and Outlook
Industry performance in 2016 was affected by overcapacity and low freight rates:

e  Freight rates plummeted to record lows, leading to distressed vessel earnings and higher debt levels
in the industry, which in turn also contributed to the bankruptcy of Hanjin Shipping, the leading
Korean liner company.

e As a consequence, this forced ship owners to scrap an increased number of older vessels and
postpone deliveries to avoid exacerbating operating losses.

In addition, as a result of some consolidation in the industry and the bankruptcy of Hanjin Shipping, the
global supply chain experienced disruptions and scheduling disturbances in 2016. This led to less prompt
deliveries, higher scrapping and more idling, which in turn alleviated the existing excess supply to some extent.
The disruptions and losses caused by the Hanjin bankruptcy also contributed to many customers being more
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selective in choosing liners with strong reputations and in good financial condition, providing an advantage to
stronger industry players.

After these difficult market conditions in 2016, current trends indicate that the liner industry overall is
in the initial phase of recovery, driven primarily by the trend of consolidation in the industry, aggressive scrapping
and active capacity management, with ship owners continuing to defer new vessel deliveries, as well as improved
demand. Notable trends in 2017 to date include:

e  The sharp increase in idle capacity that resulted from the Hanjin bankruptcy has been reversed, as
ships that it previously owned have now mostly been purchased by other liner companies, in
particular to take advantage of favorable sale prices and improved market charter rates and to meet
increased demand, including high demand for ships in the 8,000 to 13,000 TEU range to fill gaps in
newly-configured services as a result of alliance reshuffling. As a result, the idle fleet fell from 8.6%
of the active fleet in November 2016 after the bankruptcy of Hanjin to 1.9% in September 2017.

e The new orderbook (as percentage of total capacity) has continued to decrease and was at a decade
low (14.8%) in September 2017, including the recent orders of a total of twenty 22,000 TEU vessels,
nine by CMA CGM (see “—Recent Developments”) and eleven by MSC, for delivery between 2019
and 2021. The industry trend towards using larger vessels has continued. The orderbook comprises
mostly larger vessels (exceeding 10,000 TEU capacity), which account for almost 80% of the overall
orderbook in TEU terms, as major liner operators seek to reduce their slot costs and/or increase their
market share with larger vessels. In addition, on certain trades liner companies are now deploying
larger ships than have historically been used. For example, ships with a capacity in excess of 14,000
TEUs are being deployed on the Asia- U.S. East Coast trade, which was made possible by the
widening of the Panama Canal and the raising of the air draft of the Bayonne Bridge in New York.

o The early stage recovery in the industry was evident across a range of indicators. World container
traffic in the first half of 2017 increased by 5.2% year-on-year to approximately 101 million TEU,
compared to growth of 3.1% in 2016 and 1.8% in 2015. In addition, market freight rates and charter
rates improved in the first half of 2017 as compared to unusually low levels in 2016, and there was
an overall increase in global head-haul utilization rates in the first half of 2017 as compared to the
first half of 2016, as the overcapacity that affected the industry in 2016 improved somewhat. As a
result, overall financial performance for liner companies in the first half of 2017 has shown a
significant improvement as compared to 2016. The majority of players have moved firmly back
towards profitability with industry operating margins being above break-even levels in the second
quarter of 2017. Industry profitability in the first half of 2017 was driven by superior performance
by companies such as CMA CGM, Zim and Evergreen Marine, which saw positive operating
margins in the period. However, some other liner companies like Hyundai Merchant Marine and
Yang Ming continued to struggle under market pressure and continued to have negative margins in
the period.

Our Competitive Strengths

We believe our competitive strengths include:

Global reach, leading market positions and diversified operations in an industry in which scale is
critical. We operate a global container shipping network made up of 292 lines, composed of 188 main lines and
104 short sea and feeder lines, calling at 382 ports in 161 countries as of June 30, 2017. Our operations are
supported by an extensive global network of 193 shipping agencies operating through more than 600 offices
worldwide. We own or have a majority stake in 117 of these shipping agencies, which accounted for
approximately 97% of our carried volumes in 2016. Our agencies act as our local sales, marketing and customer
service representatives. We aim to provide our customers with global seamless shipping services through our
network of lines and agencies that connects six continents. With this breadth of coverage, we can offer our
customers a range of lines, scheduling alternatives and services to fulfill their container shipping requirements.
Our large and diversified global network thus provides a key advantage for us in a market where scale both helps
to attract customers and has a positive impact on operating costs and profitability. We believe that there is a natural
tendency for mainstream shippers to choose large operators who can provide a range and scope of connections,
with enough carrying capacity to accommodate their volumes on each connection.

We have leading market positions in the container shipping industry both on high-volume trade routes
and higher margin, niche routes. With a total fleet capacity of 2.357 million TEU as of June 30, 2017, we are the
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third largest provider of container shipping services in the world in terms of capacity. Our fleet represented more
than 11% of the total capacity of the world fleet of fully cellular containerships in October 2017 (source:
Alphaliner Monthly Monitor, October 2017). We have a balanced portfolio with one of the most extensive
networks of direct services covering the four major East-West trade lanes: Asia-Europe, Transpacific (Asia-North
America), Transatlantic (Europe-North America), and Asia-Middle East, but also other trades, such as Asia-Red
Sea, and niche markets, such as the Caribbean, Black Sea, Africa and intra-Asia markets. Our strong position on
the Transpacific and Intra-Asia/Middle East trades was reinforced by our acquisition of NOL in June 2016, which
substantially increased our scale and reinforced our geographic coverage, allowing us to become the leader on the
Transpacific trade in terms of volumes carried. As a result of being a large, globally diversified operator with a
culture fostering responsiveness, we have generally tended to outpace industry growth in terms of volume. From
2013 to 2016, we achieved a compound annual growth rate in terms of volumes transported of 11.4% (including
the effect of our acquisitions during the period), as compared to an industry compound annual growth rate of 3.4%
(source: Drewry, October 2017). We transported over 15.6 million TEU in 2016 (including the contribution of
NOL from the NOL Acquisition Date) and 17.9 million TEU for the twelve-month period ended June 30, 2017.

We have both leveraged and reinforced our scale and geographic diversification through our new Ocean
Alliance with Cosco Shipping, Evergreen Line and Orient Overseas Container Line, which began operations on
April 1, 2017 and has a 10-year term. The Ocean Alliance is designed to enable its members to offer
comprehensive service networks covering the Asia-Europe, Asia-Mediterranean, Asia-Red Sea, Asia-Middle East,
Trans-Pacific, Asia-US East Coast and Trans-Atlantic trades, and it has the most extensive geographical network
of the major alliances. Together, the members of the Ocean Alliance operate 40 services on the East-West trades
with 97 ports of call and almost 500 port pairs. Supported by a highly-efficient fleet of 323 vessels with
approximately 18 million TEUs in total annual capacity, Ocean Alliance is also one of the leading alliances by
volume. It represents the largest market share of any shipping alliance on the Transpacific trade and the second-
largest on the Asia-Europe trade (source: Drewry, October 2017). We are the main contributor in terms of
deployed capacity to the Ocean Alliance, deploying a fleet of 119 vessels with a 37% capacity share. Our
participation in the Ocean Alliance allows us to build on our comprehensive and customer-focused service
network by allowing our customers to take advantage of higher sailing frequencies, better transit times and greater
coverage in terms of loops, ports of call and port pairs to more efficiently and reliably transport their goods. At
the same time, the Ocean Alliance allows us to improve our level of slot utilization on the relevant lines as
compared to our standalone operations and to deploy larger ships on certain lines, such as Asia-Europe and Asia-
Mediterranean, to take advantage of economies of scale to ensure competitive slot costs. Thus, the Ocean Alliance
is supporting our overall revenue growth and contributing to our efforts to control our operating costs.

Strong integrated asset base to support our operations. We have a comprehensive and diverse asset
base, including a large and flexible fleet of vessels, a cost-efficient and diversified container fleet and strategic
terminal investments. The NOL Acquisition allowed us to further supplement our asset base to support the
expanded scale of our operations. We carefully manage the composition, financing and operational deployment
of our assets so we can be responsive to a variety of customer needs and provide efficient and reliable services
while retaining financial flexibility. Our asset base is also strongly integrated and complementary, with our
terminal and logistics investments providing support services and allowing us to optimize the use of our vessel
and container assets, as well as increasing our revenue diversification and thus reducing volatility and our overall
reliance on freight rates. We believe this complementarity supports the overall value of our asset base and
enhances our operational and financial performance.

As of June 30,2017, our fleet consisted of 462 container ships with a total capacity of 2.357 million TEU,
of which we owned 131, or 41% of our fleet by capacity, and chartered the remaining 331, or 59% of our of our
fleet by capacity, of which 232, or 26% of our fleet by capacity, had a remaining charter duration of less than one
year. Our use of vessel charter agreements allows us to align our cost structure with our projected demand more
quickly and thus allows us to be flexible across the business cycle. Our vessel fleet is also diversified in terms of
size, ranging from 120 TEU to 17,859 TEU. On our main liner trades, the average size is 6,807 TEUs; on our
short sea lines, the average size is 1,886 TEUs, and on our feedering services, the average size is 1,545 TEUs.
The composition of our fleet provides us with a significant degree of flexibility in our operations, allowing us to
adapt the size of our vessels in accordance with demand on our various trades. Moreover, the increasing overall
efficiency of our vessel fleet as a result of increasing size, technological advancements and retrofitting and our
operational efficiency efforts have helped us to control our operating costs and improve our profitability.

We continue to seek to improve and leverage these efficiency gains and ensure sufficient capacity and
cost competitiveness as we manage our vessel fleet. For example, in September 2017, we entered into shipbuilding
contracts for the delivery of nine 22,000 TEU vessels between late 2019 and early 2021. These vessels are
expected to replace smaller vessels on our Asia-Europe trade, allowing us to take advantage of the per-unit cost
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savings associated with larger vessels and ensure that we have sufficient capacity to accommodate future growth
in demand on this trade. We will then be able to cascade the vessels that they replace to other trades and thereby
increase the average size of vessels in use and the cost efficiency across our network. More generally, the order
will help us to maintain cost competitiveness as the industry increasingly trends towards the use of larger vessels.
See “—Recent Developments” and “Business—Operations—Current Orderbook.”

We maintain a large fleet of containers of diverse types totaling 3.686 million TEUs as of June 30, 2017,
of which we leased 88.2% under operating leases and owned the remainder. Our fleet includes 325,079 reefer
containers, the second-largest fleet of reefer containers in the world, which permits us to be one of the market
leaders in providing this high-value added service to our customers.

We hold strategic investments in a number of port terminal facilities around the world where we have
significant operations. Through these investments, we gain preferred access to berths for our vessels and greater
control over port activities and workers, including stevedores, allowing us to ensure greater reliability and
efficiency of operations and helping us to optimize certain port-related costs. Although we manage our terminals
as profit centers, the primary intention of our terminal investments is to support and help us to optimize our liner
services. We currently have interests in or agreements related to 36 terminals around the world, 34 of which are
in operation and two in development, through our subsidiaries CMA Terminals (100% owned by the Company),
Terminal Link (51% owned by the Company) and certain entities in the NOL group. We have continued to
strategically expand our terminal investments in recent years, including through our concession agreement signed
with the government of Jamaica in 2016 to manage the Kingston Container Terminal through 2046, which
provides us with a strategic hub for trades through the widened Panama Canal and permits us to use larger vessels
for the lines operated in the area. We also entered into a joint venture with PSA Singapore Terminals in 2016 to
lease and operate four container berths in the port of Singapore, which provides us with an additional container
terminal hub in the region. The first phase operations for this container hub started in July 2016 with two berths
and the operations were extended in the first half of 2017 with two additional berths.

Finally, we hold a portfolio of logistics-related assets to help support our growing logistics operations
and to complement, and enhance the efficiency of, our liner services. For example, we hold investments in dry
ports in certain jurisdictions where infrastructure is less developed (see “Business—Logistics Activities and Inter-
Modal Container Transportation Services”). These properties are inland intermodal terminals directly connected
by road or rail to a seaport and operating as a center for the transshipment of sea cargo to inland destinations. In
addition to their role in cargo transshipment, dry ports may also include facilities for storage and consolidation of
goods, maintenance for road or rail cargo carriers and customs clearance services. These facilities are particularly
important to our operational efficiency in jurisdictions where infrastructure is underdeveloped and the timing of
delivery of containers from our customers is uncertain, because they allow us the flexibility to receive the
containers in advance in order to permit a greater margin of error to address potential delays.

A strong business model allowing for superior profitability. We believe that our size, reinforced by the
NOL Acquisition, enables us to take advantage of the significant economies of scale that characterize the liner
industry. Being able to efficiently deploy optimized tonnage and achieve a lower cost base, coupled with the
ability to react quickly and flexibly, and having in place the proper commercial tools and IT systems means that,
across the industry, larger liners are more profitable than smaller players. The scale of our operations, together
with the flexibility of our fleet and effective management of our operated tonnage across all trade lanes, enables
us to efficiently deploy optimized tonnage on most of our routes. When we replace our ships serving main lines
with new larger ships, we are usually able to cascade replaced ships to lines where they will in turn replace smaller
tonnage. Cascading of ships therefore provides economies of scale down the chain of lines. We expect that the
ongoing replacement of vessels in our major markets, and the subsequent transfer of the replaced vessels to main
lines of a lesser capacity, will further improve the efficiency and capacity of our services beyond the lines which
are the direct beneficiaries of the new replacement ships. Optimizing tonnage is a key advantage, as operating
costs can differ significantly depending on the size of the vessel deployed along the same route. For example, the
bunker fuel cost per TEU for a new 18,000 TEU new-generation containership is estimated to be about 40% lower
than the equivalent costs for an older 9,000 TEU ship operating on the same route, so our ability to cascade larger
vessels helps us to reduce our operating costs per unit. The increased per-unit cost efficiency was a key
consideration in our decision to enter into shipbuilding contracts in September 2017 with respect to nine 22,000
TEU vessels. See “—Recent Developments” and “Business—Operations—Current Orderbook.” Our size also
strengthens our bargaining power when negotiating the terms of our contracts for operational and capital
expenditures, financings, and any negotiations with respect to rebates and discounts with various terminals.

Our profitability and the resilience of our business model is also supported by our diversified revenue
base, with no single trade representing more than 15% of our annual volumes transported in 2016, and our
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opportunistic exposure to high value niche businesses. We believe that our geographic diversification and our
leading market positions help protect us from regional fluctuations in demand and freight rates because the factors
affecting these measures in our various markets may differ, reflecting regional balance-supply dynamics. In
addition to geographic diversification, we have also cultivated a number of higher value niche business lines that
support our profitability. For example, we have the second-largest fleet of reefer containers in the world, which
allows us to address a distinct customer base that needs transportation of perishable goods, pharmaceuticals, frozen
food and wines and spirits. We have also developed into one of the leaders in intra-European short sea lines and
intra-Asia short sea lines, which function as standalone services as well as providing support for our main lines.
In addition, we continue to identify and cultivate ancillary revenue streams for activities related to our core
container shipping business, such as pre- and post-shipping intermodal transportation, charges for detention and
demurrage in the case of delays and documentation fees, among others. These revenues are not dependent on
vessel freight rates, and thus provide sources of revenue that help to reduce our revenue volatility and exposure
to changes in freight rates. Finally, since our acquisition of NOL in 2016, we maintain a contractual relationship
with U.S. authorities and have the certification to carry U.S. governmental cargo with nine of our vessels sailing
under the U.S. flag.

Our diversified and loyal customer base is founded on dedicated commercial services and strong
reputation. In the twelve months ended June 30, 2017, we made shipments on behalf of a globally diversified base
of over 100,000 customers. Our customer portfolio is highly diversified by both geography and industry sector
and includes important customer relationships with both direct shippers (who collectively represent approximately
40% of our customers), such as Samsung, Ikea, GM, BASF, Coca-Cola, Renault and Nestlé, and leading freight
forwarders (who collectively represent approximately 60% of our customers), such as DHL, Kiihne & Nagel,
Schenker, Expeditors and Panalpina. In 2016, the volumes transported for our top 20 customers by volume
represented 17% of total volumes carried (15% in the first half of 2017), and we had no customer that accounted
for more than 2.5% of total volume. We believe that this diverse customer base helps reduce the adverse effects
of downturns in a particular region or industry. In addition, we have been successful in acquiring and retaining
longstanding relationships with many of our customers, including many multinational companies and other key
account customers, some of which we acquired through the integration of NOL. Our success in maintaining strong
relationships with our customers through exceptional service has been recognized by a number of accolades,
including being named “Best Partner 2016 by Sony, “Supply Chain Provider of the Year” by JCPenney,
“Transporter of Reference 2016” by Huawei and “Excellent Service Provider” by Nike in 2016. This success is
further evidenced by the fact that our top 20 customers in 2006 all remained significant customers in 2016. We
have also had success in growing our customer base in recent years, winning business from major customers
including Alibaba and, as a result of the NOL Acquisition, Amazon.

The strength of our business model and our ability to support and enhance profitability are evidenced by
the positive results we have achieved with respect to NOL since the NOL Acquisition. After consistently
generating operating losses in recent years, NOL has been profitable in the short time since the NOL Acquisition.
For example, NOL generated negative Core EBIT margins of (7.4)%, (18.4)% and (3.9)%, respectively, in the
first, second and third quarters of 2016, before making a positive contribution to group profitability in the fourth
quarter of 2016 (1.4% Core EBIT margin), the first quarter of 2017 (4.4% Core EBIT margin) and the second
quarter of 2017 (9.7% Core EBIT margin) (NOL Core EBIT margins for quarterly periods prior to the NOL
Acquisition are derived from Alphaliner Monthly Monitor, December 2016; subsequent to the NOL Acquisition
margins are calculated based on NOL’s contribution to our consolidated Core EBIT). This turnaround was a result
of a variety of initiatives, including implementation of improved pricing models and billing best practices, as well
as cargo selection efforts to focus on more profitable cargos. These efforts have helped NOL’s average revenue
per TEU trend upwards toward the higher CMA CGM standalone measure since the NOL Acquisition. We also
pursued cost reduction efforts through optimization of NOL’s asset deployment, as well as operational cost
savings initiatives as part of our Agility program that allowed us to achieve approximately $150 million in cost
synergies relating to NOL in 2016.

We believe our reputation for quality and reliability, together with our global reach and leading market
position, gives us an advantage over our competitors and allows us to avoid competing solely based on price. In
light of recent challenges in the container shipping industry, including the bankruptcy of Hanjin Shipping and the
associated delays and losses for shippers, we believe our strong reputation for reliability is particularly important
to customers and serves as a competitive advantage going forward.

High management reactivity and entrepreneurial spirit coupled with innovative culture and strong
governance practice. We benefit from what we believe to be one of the most highly qualified and experienced
management teams in the container shipping industry. Mr. Jacques R. Saadé, the founder of CMA S.A., was
instrumental in building the business since its inception in 1978 from a niche French container shipping services
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provider to the third largest provider of container shipping services in the world in terms of capacity in 2017. He
was recently replaced as Chief Executive Officer by his son, Mr. Rodolphe Saadé, who had previously served as
Deputy General Manager and a member of the Board of Directors since 2010, was first appointed Vice-Chairman
of the Board in 2014 and was reappointed for a new term as Vice-Chairman of the Board in June 2017. Mr.
Jacques R. Saadé remains the non-executive Chairman of our Board of Directors. Mr. Jacques R. Saadé and
Mr. Rodolphe Saadé are supported by a senior management team, many of whom have long periods of service
with the Company and in the industry. Our five most senior operational executives have on average over 20 years
of experience within the industry. In addition to promoting managers from within, we also selectively hire senior
managers from outside the Company to provide our management team with new views, ideas and skills.

Our management team is organized with a focus on broad information-sharing, timely decision-making
and rapid responses to arising opportunities. As part of our entrepreneurial corporate culture, led by our senior
management, we endeavor to take advantage of opportunities sooner than most of our competitors. We believe
that our ability to react quickly represents a significant strategic advantage over our competitors. The NOL
Acquisition in 2016 exemplifies our management’s ability to make timely strategic decisions and effectively
manage volatile market conditions, ensuring we are prepared for a strong performance as the market recovers.
Our management also demonstrated the entrepreneurial and flexible decision making process through its
implementation of a commercial strategy in 2016 aimed at halting certain underperforming activities in order to
focus on higher value cargos and contracts, which contributed to an improving trend in some financial indicators
in 2016 and the first half of 2017 (see “Management’s Discussion and Analysis of Financial Condition and Results
of Operations™). Furthermore, our agreement with Maersk in June 2017 to purchase Mercosul Line, one of the
leading players in Brazil’s domestic container shipping market, demonstrates the ability of our management to
strategically pursue attractive opportunities in markets where we see strong potential for development and to
implement our strategy to further develop intra-regional sea transportation links and complementary services such
as logistics (see “Management’s Discussion and Analysis of Financial Condition and Results of Operations—
Acquisitions and Disposals—Mercosul Acquisition”). At the operational level, we rely on our experienced team
of line managers to optimize the cargo mix on each ship and on each line and load vessels efficiently, with a view
towards maximizing profits while maintaining a high standard of quality.

As part of our efficiency initiatives, we have also set up ship operating centers in Marseille, Singapore
and Miami, operating 24 hours a day and staffed by a team of experienced officers that together monitor our entire
fleet of 462 vessels and their cargo, both in transit and in port. These centers calculate the most efficient routing
for vessels based on weather forecasts, current forecasts and a variety of other factors, monitor speed and route
requirements and have direct access to every officer on board of our vessels so that any deviation from schedule
may be immediately addressed. The teams at our operating centers are also in charge of improving fuel efficiency
and the punctuality of all our lines and ensuring efficient movement and effective storage of our containers
throughout our network. These monitoring systems provide a key advantage in transporting sensitive cargos by
allowing us to ensure our reefer containers remain at proper temperatures and are efficiently loaded and unloaded
from vessels. In recent years, we have made significant investments in our information technology systems and
our data management and analysis systems to ensure optimization of lines, routing and bunker fuel consumption.
Combined, these efforts have driven improvements in operating efficiency, particularly by reducing our bunker
consumption, and helped us to control our operating costs.

Clear focus on cost reduction. We have implemented a broad range of cost reduction and efficiency
measures across our organization aimed at reducing our per-unit costs and hence supporting our profitability and
increasing the resilience of our business in cyclical downturns. Our operational efficiency efforts accelerated with
the launch of our Agility global efficiency plan in July 2016, which is designed to improve our operating results
by leveraging our global presence, scale and resources to generate significant cost savings. The announced targets
for the Agility program are to reduce our cost base by delivering a $1 billion reduction in standalone operating
expenses by the end of 2017 (calculated as described “Management’s Discussion and Analysis of Financial
Condition and Results of Operations—Agility Cost Efficiency Program”) and to achieve an additional
approximately $500 million in annual run-rate cost and revenue synergies related to the NOL Acquisition by 2018.
The Agility program comprises a variety of initiatives organized under four main pillars: contract renegotiation
(securing improved terms, including as a result of our increase in volumes from the NOL Acquisition and aligning
on best terms across the group’s contracts), lean operations (initiatives to identify and address operational
inefficiencies and redundancies and to optimize our operations), asset optimization (identifying and capturing
opportunities to leverage our assets in a more efficient and profitable manner) and efficient general and
administrative costs (including savings from rationalization of our agency network and close monitoring of our
administrative expenses to identify potential cost savings). See “Management’s Discussion and Analysis of
Financial Condition and Results of Operations—Agility Cost Efficiency Program.” Our cost management and
operational efficiency efforts have already had a positive impact on our financial results, helping to contribute to
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an 8.0%, or $392 per TEU, aggregate reduction in consolidated operating expenses per TEU from 2012 to 2016,
with the acceleration from the launch of Agility contributing to an 11.1% decrease in consolidated operating
expenses per TEU in 2016 as compared to 2015 and a 3.2% decrease in the first half of 2017 as compared with
the first half of 2016. Our integration efforts with respect to NOL have also achieved positive results: we achieved
approximately $150 million in cost synergies relating to NOL in 2016, which was consistent with our
implementation plan for Agility and with our overall synergies objective. The cost savings calculated under
Agility, which comprise both standalone cost savings and cost synergies related to the NOL Acquisition, are
targeted to amount to an overall cost reduction of $1,350 million by the end of 2017. As of June 30, 2017, we
have secured aggregate cost reductions under the Agility program (including both standalone cost savings and
those related to the NOL Acquisition) of approximately $1,014 million, or nearly 75% of our targeted cost
reductions by the end of 2017. Moreover, and as noted above, after consistently experiencing operating losses in
recent years, NOL made a positive contribution to group profitability in the first and second quarters of 2017 as a
result of the implementation of initiatives to increase its per unit revenue to a level closer to CMA CGM’s and
various cost control measures. These successes in controlling costs and improving profitability across our
organization despite the volatile market conditions in 2016 demonstrate the ability of our management to
successfully implement an effective cost control strategy.

Our efficiency initiatives and specific cost cutting programs have helped us consistently outperform
industry-average Core EBIT margins by 2.3% to 6.9% on a quarterly basis since the first quarter of 2014, an
average of 5.7% per quarter during this time period (source: Alphaliner, October 2017, based on average of
reported financial information; note that Core EBIT may be measured differently by different liners, see
“Presentation of Financial Information”). Our reduced cost base has also contributed significantly to our
profitability in the first half of 2017, when our operating expenses per TEU on a CMA CGM standalone basis
decreased by 6.3% compared to the first half of 2016, and helped us to limit our net losses in 2016 by virtue of an
8.3% decline in operating expenses per TEU on a CMA CGM on a standalone basis compared with 2015.

Adequate capital structure with significant cash position and balanced financial strategy. We have
access to diversified sources of financings including bond markets, secured and unsecured asset financing and
long-term leases provided by a wide range of suppliers including international and regional banks, financial
institutions, governmental agencies, shipyards and various lessors. At the same time, we have built strong and
confident relationships with a group of core banks that allow us to optimize our financings. All of our debt
financing arrangements benefit from a covenant package well-suited to the industry’s volatility, based on
minimum available cash and a gearing ratio, rather than leverage or coverage ratios. In addition, we have been
successful in seizing financing opportunities and managing our leverage covenants to maintain our strong liquidity
position. Our ability to seize and implement attractive financing opportunities also allowed us, notwithstanding
difficult industry and market conditions, to quickly repay the acquisition facility we incurred in connection with
the NOL Acquisition and refinance the amount using longer-term indebtedness, thus solidifying our long-term
capital strategy.

Our financial policy focuses on maintaining a strong liquidity position to provide security and flexibility
in an uncertain market. Our liquidity strategy in 2016 enabled us to maintain a strong liquidity position
notwithstanding the extremely difficult operating environment, both as a result of the positive cash we generated
through operations and various financing transactions. Our available cash position as of June 30, 2017 was $1.145
billion (net of bank overdrafts), and our gearing ratio (as defined in our financing arrangements) was 1.32. Our
liquidity position will be further improved by the expected sale of a 90% interest in our GGS terminal to a
consortium composed of the infrastructure fund EQT Infrastructure and the port operator P5 Infrastructure, as
described in “—Recent Developments.” The consideration to be paid at closing (which is subject to anti-trust and
regulatory approvals, and is expected to occur in the fourth quarter of 2017) is estimated to be $817 million
(excluding potential adjustments at closing). Moreover, additional earn-outs estimated at up to approximately
$200 million would be payable from 2020 subject to (i) certain conditions of volumes of usage of the facility by
the group, (ii) the purchasers’ ability to refinance the transaction and (iii) the pricing conditions of any future exit
by the purchasers. The bulk of the net proceeds of the disposal will be used to reimburse drawings under our and
our subsidiaries’ unsecured credit facilities, as well as for repayment of secured and unsecured debt. The asset
sale and the use of proceeds therefrom is expected to result in a $817 million decrease in our net debt without
taking into account any earn-out. We also supported our liquidity position and increased our average debt maturity
with the issuance of €650 million 2022 Senior Notes in July 2017 and of €500 million Original Notes in October
2017. We used the net proceeds from the issuance of the €650 million 2022 Senior Notes, amounting to
approximately €643.5 million net of certain issuance costs, to redeem the 2018 Senior Notes in advance of their
maturity and to reimburse drawings under credit facilities made to repay the NOL 2017 Senior Notes, hence
increasing the Group’s liquidity by approximately $380 million. We intend to use the net proceeds of the Original
Notes, amounting to approximately $563.4 million, to reimburse $500 million of certain of our or our subsidiaries’
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secured indebtedness, in each case with a maturity equal to or shorter than the Original Notes, with the remaining
net proceeds to be held as cash pending their intended use to repay other debt. See “—Recent Developments.” In
addition, consistent with our policy of maintaining a strong liquidity position and a diverse range of funding
sources to ensure operational flexibility, in September 2017 we entered into a new three year unsecured revolving
credit facility with certain lenders for a minimum initial amount of $205 million, which may be increased by a
further $100 million subject to certain conditions. This facility is intended to support our overall group liquidity.
See “Description of Certain Financing Arrangements—Bank Borrowings—Unsecured Financing—Unsecured
Revolving Credit Facilities (CMA CGM).” The success of our financial policy focusing on strong liquidity and
our implementation of transactions to improve our credit profile helped contribute to Standard & Poors’ decision
in July 2017 to upgrade our group credit outlook from B with a stable outlook to B with a positive outlook and its
decision in October 2017 to upgrade our group credit rating to B+ with a stable outlook.

Our Strategy

Our key strategic objectives are as follows:

Further improve our long-term profitability. One of our main objectives is to increase the profitability
of our operations, while continuing to enhance our financial strength. We are currently one of the top tier operators
in terms of profitability, and we will continue to work to enhance this position, in particular by realizing the long-
term benefits of efficiencies obtained through our Agility operating efficiency program and a continued focus on
realizing synergies related to the NOL Acquisition. These efforts include the following initiatives:

o Network optimization. We constantly reassess the profitability of our network of lines and react
nimbly to either close or open or restructure our network to meet changing requirements. As part of
the Agility program, we are working to rationalize our sailings and port call schedules, reduce
services overlaps, reduce the cost of our feedering activities (including through selective
outsourcing), study and optimize our overall fleet schedule with respect to berthing windows and
speed and implement procedures to optimize our delivery network and reduce inefficiencies. In
addition, our opportunistic reductions in transshipment activities in 2016 with the aim of improving
efficiency contributed to an overall $24 per carried TEU reduction in handling and stevedoring
expenses per TEU on a CMA CGM standalone basis compared to 2015 and an overall 2.4% per
carried TEU reduction in handling and stevedoring expenses on a CMA CGM standalone basis in
the first half of 2017 compared with the first half of 2016.

e Review and renegotiation of contracts. As part of our ongoing cost reduction efforts, we will
continue to review our contracts with suppliers and seek to renegotiate more advantageous terms
where possible, including for our handling and stevedoring contracts, contracts with terminals and
vessel charter contracts. Our increased scale, particularly as a result of the NOL Acquisition,
provides us with greater leverage in securing favorable terms such as lower prices, bonuses and
discounts, securing preferential status at certain ports and operational concessions to reduce port
time.

o Fuel efficiency initiatives. We will continue to pursue improved efficiency in our bunker
consumption through a variety of methods. First, we will maintain our efforts to improve the overall
bunker efficiency of our vessels though increases in vessel size, replacing older vessels with newer,
more efficient vessels, continued route optimization that leverages our data analysis capabilities at
our three ship operating centers, and pursuing retrofits of our vessels where possible to increase
efficiency through improvements like bulbous bows to reduce drag and trim optimization. These
initiatives have already contributed to a reduction in our bunker fuel consumption per transported
TEU from 491kg per transported TEU in 2014 to 440kg per transported TEU (459kg per transported
TEU in 2016 on a standalone basis excluding NOL) in 2016, and to 410kg per transported TEU
(439kg per transported TEU on a standalone basis excluding NOL) in the six-month period ended
June 30, 2017. These reductions in fuel use allowed us to reduce the carbon emissions of our fleet
during the period. Our order of nine new 22,000 TEU vessels will help us to further increase the size
and fuel efficiency of our fleet, as discussed above. In addition, we will continue to pursue further
integration and coordination of our bunker fuel supply chain, including in cooperation with bunker
fuel suppliers, in view of the evolving mix of fuel sources and developing regulatory requirements
with respect thereto in the industry.

o Additional Cost Reduction Initiatives. As cost savings are a key part of our strategy, we will
continue to pursue a number of other initiatives to improve our operating efficiency. For example,

30




we are continuing to rationalize our network of agencies and shared service centers by centralizing
certain functions, transferring operations from third-party agencies to our agencies, streamlining the
network through the creation of clusters to manage agencies in several adjacent jurisdictions and
improving the operating performance of SSCs through greater automation and transferring certain
functions. We also will continue to closely monitor administrative expenses including travel, real
estate, I'T and insurance expenses and pursue initiatives to reduce costs such as ports and canals and
logistics expenses, in particular by optimizing our operations or renegotiating terms with vendors.

Leverage our digital capabilities to enhance our service offering and be opportunistic in cultivating
complementary services. The container shipping industry has been transformed by the ongoing trend towards
digitalization, and we are well positioned to leverage our strong existing digital capabilities to compete in this
changing environment. We have developed and deployed a global information system that consolidates
information from across all our operations using real-time internet-linked technologies and a common software
platform. We will continue to leverage and improve our technological infrastructure to support our shipping
agencies, individual lines and various head office departments. We will seek to leverage the effects of
digitalization to identify and exploit opportunities to spread best practices across our operations and streamline
our operations to control costs. For example, we developed an analytical tool for our sales force that enables them
to better select more profitable cargo by providing information on profitability measures at the time of booking.
We rolled out a version of this tool within NOL’s sales team following the NOL Acquisition, which contributed
to an increase in its per unit revenues and improved profitability. We plan to continue our significant investments
in technology systems to ensure they remain cutting edge and to provide convenient service and new digital
capabilities for our customers. Our e-commerce platform accounted for 32% of our total bookings in the first half
of 2017, and approximately 80% of all of our bookings were made electronically in the period. We expect that
this will continue to increase as our customers seek out a convenient and integrated booking system online, and
we will continue to develop these systems to facilitate digital transactions and ensure ease, efficiency and
reliability for our customers. For example, in May 2017 we launched a new version of our mobile app for
customers, including new features that will allow customers to track shipments, provide access to all line schedules
and company news. In addition, by leveraging our business intelligence and data analysis tools, we will seek to
improve operating efficiency, identify and capture opportunities for growth and provide access to valuable
information for our customers to provide a differentiated service. Our commitment to upgrading our systems to
improve customer experience and operational performance is demonstrated by the seven-year services partnership
that we signed with Infosys and IBM in September 2017 to accelerate the simplification and the transformation
of our application portfolio, support our operations with the guaranty of a service continuity for the business and
leverage next-generation IT solutions. Such partnership will provide us with new high value-added technologies
in order to remain at the forefront in an industry that increasingly requires technological differentiation. We are
also looking to invest in new technologies that will improve our operations and set new standards for the industry.
For example, we spearheaded an investment in Traxens, a French startup company that is developing an innovative
container monitoring and coordination system, which could help provide more granular monitoring of our
containers as they move around the world.

In addition to our continued efforts to improve and diversify our core container shipping services through
digitalization, we also plan to cultivate our complementary support services and move towards providing a more
integrated and comprehensive offering of logistics solutions to our customers. We currently provide logistics
services such as stock management, disassembling, packaging, packing, shipping, customs formalities,
reassembling and distribution through our subsidiary CMA CGM Logistics. We believe that expanding these
complementary services will enhance our position as a full-service provider, further diversify our sources of
revenue and help us gain access to new customers searching for a simple and comprehensive transportation
solution. As part of our continued investment to develop these capabilities further, in 2015 we acquired a 60%
stake in LCL Logistix, one of India’s independent third-party logistics leaders, in part to leverage LCL Logistix’s
networks in India, Canada, the United States and in East Africa and accelerate the development of our logistics
services. We may also pursue strategic partnerships to provide more comprehensive logistics services for leading
e-commerce companies, such as the memorandum of understanding we signed with Alibaba in the first quarter of
2017, which will allow Chinese exporters to use Alibaba’s OneTouch system to book shipping services directly
with us and bypass freight forwarders. Finally, we will seek to further cultivate sources of revenue that
complement our core maritime transport business such as inland transport services. We believe that expanding
our inland transport services, including transport via rail, road and waterway as well as local transfers by sea, will
enable us to continue to transport containers door-to-door and better manage our fleet of containers.

We believe that our substantial digital expertise, our entrepreneurial and innovative culture and our track

record of quickly identifying and seizing upon new growth opportunities under the direction of our experienced
and adaptable management team leaves us well positioned in this changing market environment. By broadening
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and enhancing our service offerings, we will seek to move further towards being a one-stop shop for our customers’
global logistics needs.

Cultivate operations in higher growth areas and higher-value niche markets. Over the years, we have
built substantial expertise and a track record of quickly identifying and seizing upon opportunities in high growth
and niche markets. We believe that the liner industry is in the early stages of a recovery, in part as a result of the
consolidation in the industry and the enhanced dynamic as a result of the new alliance structure with the launch
of our Ocean Alliance (see “Industry—Global Alliances”). In this dynamic environment, we intend to actively
pursue opportunities on trades or in regions where we see an opportunity for significant growth, such as intra-
regional trades and trades in the Americas, in particular in Latin America. For example, we recently announced
that Maersk had accepted our irrevocable binding offer to purchase Mercosul Line, one of the leading players in
Brazil’s domestic container shipping market (see “Management’s Discussion and Analysis of Financial Condition
and Results of Operations—Acquisitions and Disposals—Mercosul Acquisition™). The acquisition would help us
to strengthen our overall presence in South America and in particular our service offerings in Brazil, which we
believe is a market with a strong potential for development, especially on intermodal and door-to-door shipping
services. It would further support our core strategy to develop intra-regional sea transportation links and
complementary services such as logistics.

We will also continue to focus on our higher-value activities to improve profitability and provide
differentiated services. For example, we will continue to focus on reefer markets, which still benefit from the
conversion of conventional reefer transport to containerized transport and provide better profitability than dry
markets because they require specialized containers, additional oversight throughout the journey (including timely
management of the logistic chain) and expertise. As of June 30, 2017, we operated the second-largest reefer
container fleet in the world, with 325,079 TEU of reefer containers.

We will continue to carefully evaluate the profitability of our operations in order to strategically align
our resources towards the most valuable and profitable services. For example, in 2016 we decided to reduce certain
of our feeder line activities, which were at the time less profitable than our main lines, including the redelivery of
50 ships under 1,700 TEUs used in such activities. These reductions allowed us to reallocate our efforts towards
more profitable lines and avoid holding underperforming assets. We also pursued significant cargo selection
efforts across our lines in 2016 and the first half of 2017, focusing on the most profitable transported volumes to
improve overall profitability. We will continue these efforts to identify the most profitable portions of our business
in order to cultivate and grow those segments.

Maintain a balanced financial policy and a strong liquidity position. Bearing in mind the volatility of
market freight rates and industry demand, as well as bunker fuel prices, we will continue to seek to improve our
balance sheet profile and maintain a strong liquidity position, while also ensuring we have flexibility to invest in
strategic assets to improve our long-term profitability and growth perspectives. Our policy will generally be to
have our subsidiaries distribute as much of their net income as possible up to the parent company in order to
strengthen our financial position. We will also typically seek greater centralization of assets within our group,
which provides us with the support of a strong balance sheet and facilitates potential leveraging of these assets in
financial operations. Our management team has a proven ability to implement an agile and efficient financing
strategy, to mobilize and leverage our assets and to maintain flexibility throughout the business cycle, including
in recent challenging market conditions. For example, our recently-announced sale of the GGS terminal facility
that we acquired as part of the NOL Acquisition will bolster our liquidity position, reduce our debt and improve
our financial ratios going forward, as we will use the bulk of the net proceeds of such sale to reimburse drawings
under our and our subsidiaries’ unsecured credit facilities, as well as for repayment of secured and unsecured debt
(see discussion above in “—Adequate capital structure with significant cash position and balanced financial
strategy”). Another example of our prudent approach to our financial policy is our use of charter agreements to
obtain new ships. In these arrangements, the ships are financed on the balance sheet of the shipyards to which we
pay a long term bareboat charter rate. In such schemes our cash output is generally minimal (approximately 5%
of the vessel’s price). We used such arrangements to purchase six 9,400 TEU (upgraded to 10,926 TEU) ships
from China Shipping Industry (Jiangsu) yard, three of which remain to be delivered during the fourth quarter of
2017. In 2016 we also undertook significant sale and leaseback operations, including an operation whereby we
sold almost the entire NOL container fleet for a sale price of $542.9 million and then leased back the containers
for a period of 2 to 8 years. This arrangement enabled us to quickly repay the acquisition facility we incurred in
connection with the NOL Acquisition in a difficult market environment and to rent the containers back at attractive
rates. We will also continue to explore a variety of funding sources to support our liquidity position. For example,
the new three year $205 million revolving credit facility discussed above will help us to support our overall group
liquidity position going forward. See “Description of Certain Financing Arrangements—Bank Borrowings—
Unsecured Financing—Unsecured Revolving Credit Facilities (CMA CGM).”
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Given our current balance sheet profile and liquidity position, we believe it is appropriate to consider a
more balanced approach to our financial policy and to strategically take advantage of opportunities like those
described above to shore up and enhance our financial condition, which will allow us to make future focused
investments in strategic assets to further improve our growth perspectives.

Consolidate our position through internal growth and selective acquisitions. As part of our long-term
strategy, we plan to continue to grow by increasing the frequency of the container shipping services that we offer
on existing lines, expanding into new lines and new geographic regions and expanding our business into related
markets and services. We intend to continue to invest in selected strategic assets in the chain of logistics, such as
vessels, dry ports, terminals and logistics assets to support revenue diversification. For example, we have
continued to strategically expand our terminal investments in recent years, including our concession agreement to
manage the Kingston Container Terminal, our joint venture with PSA Singapore Terminals in 2016 to lease and
operate four container berths in the port of Singapore, and our joint ventures to develop new terminals in Kribi,
Cameroon and Mundra, India. We believe that continuing to invest in strategic assets in the logistical chain, which
may take the form of wholly-owned subsidiaries, majority stakes, or strategic minority positions will help us
maintain our cost structure while supporting revenue diversification. In terms of new shipbuilding orders, our
focus will continue to be on strategic assets such as larger vessels to take advantage of economies of scale and
maintain competitive unit costs in the context of industry trends towards increasing volumes and scale. We will
invest selectively in new ships and continue to take advantage of chartering arrangements to secure new vessels
while limiting invested capital. We also intend to continue to grow through selective acquisitions, as demonstrated
by our recently-announced agreement to acquire Mercosul Line and our recently-completed acquisition of a
majority interest in Sofrana Unilines, respectively (see “—Recent Developments™). More generally, we will also
remain attentive to opportunities to participate in the ongoing consolidation of the industry, which has continued
recently with the announced acquisition of OOCL by Cosco and is expected to continue to drive an increase in
the relative share of global capacity controlled by the top 10 carriers in the industry. Our key evaluation criteria
for any acquisition proposal will include strategic fit, financial attractiveness and manageable execution risks,
while maintaining a balanced financial policy.

Recent Developments

During the third quarter of 2017, CMA CGM continued to benefit from especially strong volumes and
higher freight rates thanks to the combination of a supportive market environment on all trade lanes, the
deployment of additional capacity within Ocean Alliance and a very agile commercial set up. The increase in our
transported volumes has led to an uptick of our related operating expenses over the third quarter of 2017 reflecting,
for instance, higher port congestion and change in port mix. In parallel, CMA CGM benefited from the
confirmation of NOL’s turnaround and the delivery of expected synergies. Altogether CMA CGM confirms
targeting its Q3 2017 Core EBIT margin to be above Q2 2017 levels and targeting its H2 2017 Core EBIT margin
to be above H1 2017 levels. (see “Risk Factors—Risks Relating to Our Business and Industry—Qur results of
operations and financial condition are highly sensitive to the highly cyclical and volatile nature of the container
shipping industry, market conditions and imbalances of supply and demand”).

On June 12, 2017 we announced that our irrevocable binding offer to purchase 100% of the share capital
of Mercosul Line was accepted by Maersk. Mercosul Line is one of the leading players in Brazil’s domestic
container shipping market, operating four vessels in Brazil and South America. The proposed acquisition would
help us to strengthen our overall presence in South America and in particular our service offerings in Brazil, which
we believe is a market with a strong potential for development, especially on intermodal and door-to-door shipping
services. It would further support our core strategy to develop intra-regional sea transportation links and
complementary services such as logistics. The acquisition is subject to Brazilian regulatory approval and to the
closing of Maersk’s announced acquisition of Hamburg Siid. Closing of the transaction is not expected to occur
before late 2017.

As of June 30, 2017, NOL Liner signed a stock purchase agreement with a consortium composed of the
infrastructure fund EQT Infrastructure and the port operator PS5 Infrastructure, pursuant to which the consortium
will acquire a 90% interest in APL Ltd. (which indirectly holds the Global Gateway South (“GGS”) terminal),
with CMA CGM remaining a minority shareholder holding (directly or indirectly) 10% of the share capital. The
consideration to be paid at closing to NOL Liner amounts to $817 million (excluding potential adjustments at
closing). Moreover, additional earn-outs estimated at up to approximately $200 million would be payable from
2020 subject to (i) certain conditions of volumes of usage of the facility by the group, (ii) the purchasers’ ability
to refinance the transaction and (iii) the pricing conditions of any future exit by the purchasers. The enterprise
value of APL Ltd. is estimated to be approximately $875 million. Concurrently, CMA CGM and its subsidiaries
entered into a long term volume and call commitment agreement to remain a major user of the facility. Closing of
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the transaction is subject to anti-trust and regulatory (including CFIUS) approvals, and is expected to occur in the
fourth quarter of 2017. Prior to the closing of the transaction, a series of reorganization transactions will have
occurred, resulting in APL Ltd. being the sole direct owner of Eagle Marine Services Ltd., which currently fully
owns GGS. The reorganization transactions will in particular include the transfer of all the shares of APL Ltd. and
the APL 2024 Senior Notes (which will benefit from a corporate guarantee from CMA CGM) to APL Investments
America LLC. The bulk of the net proceeds of the disposal will be allocated to reimburse drawings under our and
our subsidiaries’ unsecured credit facilities, as well as for repayment of secured and unsecured debt. The GGS
terminal was accounted for as a held-for-sale asset in the 2016 CMA CGM Audited Consolidated Financial
Statements and the CMA CGM Unaudited Interim Condensed Consolidated Financial Statements.

In early July 2017, we issued an aggregate principal amount of €650 million 2022 Senior Notes and used
the net proceeds thereof to redeem all of our 2018 Senior Notes in advance of their maturity on August 7, 2017
and to reimburse the drawings under credit facilities made to repay the NOL 2017 Senior Notes upon their maturity
on April 26, 2017, as well as to reimburse certain of our subsidiaries’ other secured or unsecured indebtedness
with a maturity equal to or shorter than the 2022 Senior Notes.

On July 3, 2017, S&P revised the rating of the CMA CGM group from B with a stable outlook to B with
a positive outlook. On October 10, 2017 S&P further revised the rating of rating of the CMA CGM group to B+
with a stable outlook. On October 13, 2017, Moody’s revised the rating of the CMA CGM group from B1 with a
stable outlook to B1 with a positive outlook.

On July 25, 2017 our consortium to develop a new terminal in Kribi, Cameroon together with Bolloré
and China Harbour Engineering Company Ltd (“CHEC”) was officially granted the concession for which we won
the bid in 2015 for the funding and the operation of the Kribi Container Terminal. The consortium will manage
the Kribi Container Terminal for 25 years under a public-private partnership with the State of Cameroon. See
“Business—Operations—Terminal Facilities.”

On September 14, 2017, we signed an agreement with certain of our core banking partners for a new
unsecured revolving credit facility for a minimum initial amount of $205 million. This facility matures in three
years and supports our overall group liquidity. For more information, see “Description of Certain Financing
Arrangements—Bank Borrowings—Unsecured Financing—Unsecured Revolving Credit Facilities (CMA CGM).”

On September 19, 2017, we entered into shipbuilding contracts with Shanghai Waigaoqiao Shipbuilding
Co., Ltd. and Shanghai Jiangnan Changxing Heavy Industry Co., Ltd. for the delivery of nine 22,000 TEU vessels
to be delivered between late 2019 and early 2021. The total purchase price for the nine vessels will range between
of $1.2 to $1.4 billion, with 75% of the said purchase price payable upon the vessels’ deliveries. We are currently
exploring several different financing options, including capital lease and secured financing, in all cases for a total
amount of at least 75% of the aggregate purchase price and a maturity of approximately 12 years after delivery,
as is customary for this type of financing. This investment is consistent with our strategy of remaining a leader in
the industry in terms of profitability through cost control and operational efficiency. These vessels are expected
to replace smaller vessels on our Asia-Europe trade, allowing us to take advantage of the per-unit cost savings
associated with larger vessels and ensure that we have sufficient capacity to accommodate growth in demand on
this trade. We will then be able to cascade the vessels that they replace to other trades and thereby increase the
average size of vessels in use and the cost efficiency across our network. In making the decision to order the
22,000 TEU vessels, we were cognizant that our total orderbook including these new vessels would represent only
14% of our operated capacity, while the industry orderbook remains at historically low levels as a percentage of
the capacity of the active fleet, representing only 14.8% including our recent order of nine 22,000 TEU vessels
and MSC’s recent order of 11 such vessels (source: Drewry, October 2017). The current industry orderbook also
includes lower expected deliveries in terms of volumes from 2019 onwards (source: Alphaliner, October 2017).

On October 31, 2017, we acquired, through our subsidiary ANL, the majority of the shares in Sofrana
Unilines, a niche player in the Pacific Islands regional maritime trade. Sofrana Unilines operates a fleet of 10
vessels (either directly or in partnership with another liner) on eight trade-lanes, servicing 21 ports in Australia,
New Zealand, Papua New Guinea and the Pacific islands. Sofrana Unilines will provide enhanced port coverage
to ANL and CMA CGM in this area. The consideration paid for the acquisition was less than $20 million.

On October 24, 2017, we issued an aggregate principal amount of €500 million of Original Notes, with
which the Additional Notes will be consolidated and form a single class. We intend to use the net proceeds from
the Original Notes to reimburse $500 million of certain of our or our subsidiaries’ secured indebtedness, in each
case with a maturity equal to or shorter than the Original Notes, with the remaining net proceeds to be held as cash
pending their intended use to repay other debt.
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CORPORATE AND FINANCING STRUCTURE

The following chart shows a simplified summary of our corporate and financing structure on an adjusted
basis as of June 30, 2017, after giving effect to (i) the issuance of the 2022 Senior Notes and the use of the net
proceeds therefrom, including the early redemption of the 2018 Senior Notes on August 7, 2017 and the
reimbursement of drawings made under certain credit facilities, (ii) the issuance of the Original Notes and the use
of the net proceeds therefrom, including the reimbursement of $500 million of certain of our or our subsidiaries’
secured indebtedness, in each case with a maturity equal to or shorter than the Original Notes, with the remaining
net proceeds to be held as cash pending their intended use to repay other debt and (iii) the issuance of the
Additional Notes offered hereby and the use of the net proceeds therefrom, including the redemption of the NOL
2019 Senior Notes in advance of their maturity in November 2019, with the remaining net proceeds to be held as
cash and used for general corporate purposes (see “Use of Proceeds”). The indebtedness below is based on the
obligations of the principal obligor only and does not reflect the impact of any guarantees. Any indebtedness
denominated in euros or Singapore Dollars has been converted using the Company’s balance sheet exchange rates
of $1.1412 = €1.00 and $1.00 = SG$1.3766, respectively, as of June 30, 2017. The indebtedness figures set forth
below are based on the CMA CGM Unaudited Interim Condensed Consolidated Financial Statements (as adjusted
to give effect to the issuance of the 2022 Senior Notes, the Original Notes and the Additional Notes offered hereby,
and the use of net proceeds therefrom). As such, the figures reflect certain accounting adjustments that will cause
them to differ from the outstanding nominal amount of such indebtedness, including in particular netting of certain
transaction costs in accordance with IFRS, amortization, fair value adjustments as part of the purchase price
allocation in connection with the acquisition of NOL. For more information, see “Principal Shareholders,”
“Description of Certain Financing Arrangements,” “Description of Notes,” “Management’s Discussion and
Analysis of Financial Condition and Results of Operations—Liquidity and Capital Resources—Contractual
Obligations and Commercial Commitments,” Note 3.1.1 to the 2016 CMA CGM Audited Consolidated Financial
Statements and Notes 3.1 and 6.4 to the CMA CGM Unaudited Interim Condensed Consolidated Financial
Statements.

As of the Original Notes Issue Date, all of our subsidiaries became subject to the restrictive covenants of
the Indenture governing the notes. See “Description of Notes—Certain Covenants—Definition of Restricted and
Unvrestricted Subsidiaries” and “Certain Definitions.”
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(1)  We estimate that the net proceeds from this offering of Additional Notes will be approximately $287.8 million (using the Company’s consolidated
balance sheet exchange rate of $1.1412=€1.00 as of June 30, 2017), after deducting the Initial Purchasers’ fees and the estimated offering expenses
payable by us and taking into account approximately $5.0 million of gross proceeds arising from the premium of the issue price for the Additional
Notes over their par value. We expect to use the net proceeds from the offering of the Additional Notes to redeem the NOL 2019 Senior Notes in
advance of their maturity in November 2019, with the remaining net proceeds to be held as cash and used for general corporate purposes. The
NOL 2019 Senior Notes were issued on November 8, 2012 in an aggregate principal amount of SG$300 million, accrue interest at a rate of 5.90%
per annum (taking into account the 1.50% increase under the applicable change of control provisions triggered as a result of our acquisition of
NOL) and mature on November 8, 2019. We anticipate sending an early redemption notice for the NOL 2019 Senior Notes on or about the pricing
date for the Additional Notes offered hereby and that the final redemption of the NOL 2019 Senior Notes will occur 30 days after such early
redemption notice, in accordance with the terms and conditions of the NOL 2019 Senior Notes. The redemption price is expected to be SG$1,022
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per SG$1,000 principal amount of the NOL 2019 Senior Notes. We expect to pay approximately U.S.$4.8 million of early redemption premium.
See “Use of Proceeds.”

The Additional Notes offered hereby will rank pari passu in right of payment with any of the Issuer’s existing and future indebtedness that is not
subordinated in right of payment to the notes. The Additional Notes will be effectively subordinated to any of the Issuer’s existing and future
secured indebtedness to the extent of the value of the assets securing such indebtedness. The Additional Notes will be structurally subordinated
to any existing and future indebtedness of the Issuer’s subsidiaries for so long as they do not guarantee the notes. See “Risk Factors—Risks related
to the Notes” and “Description of Notes.”

Represents the aggregate outstanding amount of the 2021 Senior Notes, the 2022 Senior Notes and the Original Notes. For more information, see
“Description of Certain Financing Arrangements—Senior Notes—CMA CGM 2021 Senior Notes,” “Description of Certain Financing
Arrangements—Senior Notes—CMA CGM 2022 Senior Notes” and “Description of Certain Financing Arrangements—Senior Notes—The
Original Notes.”

Represents the aggregate outstanding amount of container and vessel financings incurred by the Company, of which (i) $83.4 million is
outstanding under the dual-tranche facilities granted to us in 2007 (as amended from time to time) for the financing of containers and under capital
lease agreements with respect to containers, and (ii) $1,228.4 million is outstanding under vessel finance leases signed by the Issuer with respect
to 48 vessels. For more information, see “Description of Certain Financing Arrangements—Bank Borrowings—Secured Financing—Container
Bank Debt Financing—CMA CGM”, “Description of Certain Financing Arrangements—Finance Leases—Container Capital Lease”, and
“Description of Certain Financing Arrangements—Finance Leases—Vessel Capital Lease.”

Mainly represents the aggregate outstanding amount of (i) the portion of the Yildirim Preferred Shares and BPI ORA accounted for as financial
debt and (ii) accrued interest thereunder. For more information, see “Description of Certain Financing Arrangements—Bonds and Preferred
Shares Redeemable in Shares.”

Represents the aggregate outstanding amount under mortgage loan facilities and financing lease arrangements incurred by our financing
subsidiaries (excluding NOL and its subsidiaries), after giving effect to the use of net proceeds from the Original Notes. 31 vessels are financed
through mortgage loan facilities granted by financial institutions to wholly-owned special-purpose vehicles incorporated to acquire these vessels.
The Issuer acts as guarantor of the special-purpose vehicles” obligations under these facilities. 4 vessels are financed through financing lease
arrangements. For more information, see “Description of Certain Financing Arrangements—Bank Borrowings—Secured Financing—Vessel Bank
Debt Financing—CMA CGM” and “Description of Certain Financing Arrangements—Finance Leases—Vessel Capital Lease.”

Real estate financing subsidiaries include SCI Tour d’Arenc, which acts as borrower under a €200.0 million mortgage term loan facility granted
by a consortium of banks mainly to finance the construction of our headquarters in Marseille. For more information, see “Description of Certain
Financing Arrangements—Bank Borrowings—Secured Financing—Real Estate Financing—CMA CGM.”

We are party to a securitization program, by which certain receivables of the Company and certain of its subsidiaries are assigned to CMA CGM
& ANL Securities B.V., as securitization issuer. For more information, see “Description of Certain Financing Arrangements—Securitization
programs—CMA CGM Securitization Program.”

Represents the aggregate outstanding amount of NOL’s notes issued under its EMTN Program (as defined herein) after taking into account the
repayment of the NOL 2019 Senior Notes using the net proceeds from the Additional Notes offered hereby. The notes issued by NOL under its
EMTN Program that will remain outstanding following the redemption of the NOL 2019 Senior Notes include (i) SG$280.0 million of 4.65%
fixed-rate notes issued in September 2010 and due in September 2020 and (ii) SG$300.0 million of 4.40% fixed rate notes issued in June 2011
and due in June 2021. For more information, see “Description of Certain Financing Arrangements—Senior Notes.”

Represents the aggregate outstanding amount under (i) the unsecured revolving credit facilities granted to NOL for general corporate purposes
(after giving effect to the use of net proceeds from the issuance of the 2022 Senior Notes), (ii) the uncommitted facility of September 2014, and
(iii) NOL’s Murabahah facility agreement of April 2013. For more information, see “Description of Certain Financing Arrangements—Bank
Borrowings—Unsecured Financing.”

Mainly represents accrued interest.

American President Lines, Ltd. and APL Co. (Pte) Ltd. entered into a securitization program to finance NOL’s freight receivables. Under such
program, American President Lines, Ltd. and APL Co. (Pte) Ltd., as originators, have agreed to sell, and APL Securities S.a r.1., an ad-hoc SPV
owned by Neptune Orient Lines Ltd. and acting as securitization issuer, has agreed to purchase eligible receivables. For more information, see
“Description of Certain Financing Arrangements—Securitization programs—NOL Securitization Program.”

Represents the aggregate outstanding amount under secured revolving credit facilities of NOL Liner that are guaranteed by NOL. For more
information, see “Description of Certain Financing Arrangements—Bank Borrowings—Secured Financing—Secured Revolving Credit Facilities
(NOL).”

Represents the aggregate outstanding amount under (i) mortgage facility agreements entered into by NOL Liner for 16 vessels and (ii) financing
lease arrangements entered into by NOL Liner with respect to four Post Panamax vessels. For more information, see “Description of Certain
Financing Arrangements—Bank Borrowings—Secured Financing—Vessel Bank Debt Financing,” and “Description of Certain Financing
Arrangements—Finance Leases—Vessel Capital Lease—Other Financing Leases.”

In January 1994, American President Companies, Ltd. (now APL Ltd.) issued U.S.$150.0 million of 8% senior notes due in January 2024. The
principal amount outstanding under these notes as of June 30, 2017 was equal to U.S.$116.5 million. Due to certain accounting adjustments
(relating to deduction of a bond premium and purchase price adjustments in connection with the NOL acquisition), it was recorded in the CMA
CGM Unaudited Interim Condensed Consolidated Financial Statements in the amount of $80.8 million. On July 31, 2017, the liabilities under the
APL 2024 Senior Notes were assumed by APL Investments America LLC (a subsidiary of NOL Liner). As from such date, the APL 2024 Senior
Notes are guaranteed by the Issuer. For more information, see “Summary—~Recent Developments,” “Management’s Discussion and Analysis of
Financial Condition and Results of Operations—Acquisitions and Disposals—Sale of the GGS Terminal” and “Description of Certain Financing
Arrangements—Senior Notes—APL 2024 Senior Notes.”

Represents the aggregate outstanding amount of CMA CGM main operating subsidiaries’ indebtedness, including, among others, (i) unsecured
revolving credit facilities granted to Cheng Lie Navigation, (ii) one term loan facility granted to Cheng Lie Navigation to finance two handysize
vessels (from 1,000 to 1,999 TEU), and (iii) financing lease agreement for one intermediate vessel (from 2,000 to 2,999 TEU). For more
information, see “Description of Certain Financing Arrangements—Bank Borrowings—Unsecured Financing—Unsecured Revolving Credit
Facilities (CNC),” “Description of Certain Financing Arrangements—Bank Borrowings—Vessel Bank Debt Financing—1Vessel Bank Debt
Financing—CMA CGM” and “Description of Certain Financing Arrangements—Finance Leases—Vessel Capital Lease—Other Financing
Leases.”

Oldenburg-Portugiesische Dampfschiffs-Rhederei GmbH & Co. KG.

As of June 30, 2017, the Issuer, together with its dedicated vessel financing SPVs, held 51.8% of the group’s total assets, excluding investments
in the stock of subsidiaries, and for the twelve months ended June 30, 2017 and the six-month period ended June 30, 2017, the Issuer, together
with such SPVs, generated 55.1% and 57.0%, respectively, of the group’s revenues and 40.0% and 48.8%, respectively, of the group’s Adjusted
EBITDA.

Vessel financing SPVs are separate legal entities from, and are wholly owned by, the Issuer. We believe it is helpful to consider the figures
presented above for the Issuer and the vessel financing SPVs on a combined basis because such SPVs generally hold no assets other than one
container vessel (and related insurance coverage) and have no outstanding third-party financial indebtedness other than the secured indebtedness
incurred to finance the acquisition, construction or improvement of that vessel. In addition, our vessel financing SPVs typically charter the relevant
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vessel to the Issuer and derive revenue solely from such chartering agreements. Such revenue is equal to the amounts of debt service and insurance
coverage payments the SPV is required to make, which amounts are paid directly to the lenders or insurance providers by the Issuer. The Issuer
recognizes any payments it makes on behalf of such SPVs under such charter agreements as an expense, which decreases the Issuer’s Adjusted
EBITDA on a stand-alone basis, although under our group policy and the terms of the notes, as further described below, such SPVs will, subject
to certain exceptions, distribute their net income directly or indirectly to the Issuer. As of June 30, 2017, the Issuer's dedicated vessel financing
SPVs held 17.7% of the group’s total assets, excluding investments in the stock of subsidiaries, and for the twelve-month period ended June 30,
2017 and the six-month period ended June 30, 2017, such SPVs generated 0.6% and 0.6%, respectively, of the group’s revenues and 24.0% and
19.3%, respectively, of the group’s Adjusted EBITDA.

As of June 30, 2017, the Issuer, together with its vessel financing SPVs, its main operating subsidiaries other than NOL and its subsidiaries (i.e.,
Cheng Lie Navigation Co. Ltd., ANL Singapore Pte Ltd, CMA CGM Antilles-Guyane, MacAndrews & Company and OPDR) and the shipping
agencies in which it holds at least a majority stake (see “Business—Operations—Shipping Agencies”) held 63.6% of the group’s total assets,
excluding investments in the stock of subsidiaries, and for the twelve-month period ended June 30, 2017 and the six-month period ended June 30,
2017, the Issuer, together with such SPVs, main operating subsidiaries and shipping agencies generated 69.6% and 69.8%, respectively, of the
group’s revenues and 68.7% and 68.9%, respectively, of the group’s Adjusted EBITDA.

Such main operating subsidiaries and shipping agencies are separate legal entities from the Issuer. Such main operating subsidiaries are, and such
shipping agencies are generally, wholly owned by the Issuer. Such main operating subsidiaries and shipping agencies have only a limited amount
of assets, consistent with our policy to centralize assets in dedicated vessel financing SPVs or at the Issuer level. Such main operating subsidiaries
and shipping agencies also have a limited amount of indebtedness with such main operating subsidiaries holding $67.2 million of indebtedness
and the shipping agencies holding $98.3 million of indebtedness, which in the aggregate represented 0.8% and 1.1% of the group’s consolidated
indebtedness as of June 30, 2017, respectively.

Under the Indenture, the maximum amount of unsecured debt that our subsidiaries (including our vessel financing SPVs and our main operating

subsidiaries, but excluding NOL and its subsidiaries) and our shipping agencies are entitled to incur is limited to $250 million, subject to certain

exceptions (see “Description of Notes—Certain Covenants—Limitation on Debt”). We will be further required under the Indenture to cause certain

vessel financing SPVs, our Material Operating Subsidiaries (as defined therein, namely CMA CGM Antilles-Guyane, ANL Singapore Pte Ltd,

Cheng Lie Navigation Co. Ltd, NOL, NOL Liner (Pte.) Ltd., APL Co. Ptd. Ltd. and American President Lines, Ltd. and their respective successors)
and certain of our wholly-owned shipping agencies to dividend or distribute their distributable reserves to the Issuer on an annual basis. This

requirement is subject to certain exceptions, including where such distribution would be prohibited by law, would not be permitted under existing

or future agreements of the group or could reasonably be expected to result in any significant cost, expense, liability or obligation (including

withholding or other taxes). See “Description of Notes—Certain Covenants—Distribution Requirements” and “Risk Factors—Risks Relating to

the Notes, the Offering and Other Financings—Your right to receive payments under the notes will be structurally subordinated to claims of
existing and future creditors of our subsidiaries.”

We expect to use the bulk of the net proceeds from the agreed sale of 90% of our equity interest in APL
Ltd. (estimated to be $817 million in total, excluding potential adjustments at closing) for reimbursement of
amounts drawn under our and our subsidiaries’ unsecured revolving credit facilities, as well as repayment of
secured and unsecured debt. For more information, see “Summary—Recent Developments,” “Capitalization” and
“Management’s Discussion and Analysis of Financial Condition and Results of Operations—Acquisitions and
Disposals—Sale of the GGS Terminal.”
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THE OFFERING

The following is a brief summary of certain terms of this offering. For additional information regarding
the Additional Notes, see “Description of Notes.”

Issuer CMA CGM S.A., a French société anonyme.

Additional Notes Offered €250,000,000 aggregate principal amount of 5.250% Senior Notes due 2025
(the “Additional Notes”), to be consolidated and form a single class with the
€500,000,000 5.250% Senior Notes due 2025 issued on October 24, 2017
(the “Original Notes,” and, together with the Additional Notes, the “notes”).

Issue Price 101.75%, plus interest deemed to be accrued from (and including) the
Original Notes Issue Date to (but excluding) the Additional Notes Issue
Date.

Additional Notes Issue Date November 9, 2017.

Maturity The notes will mature on January 15, 2025.

Interest Rate The notes will bear interest at a rate of 5.250% per year.

Interest Payment Dates April 15 and October 15, beginning on April 15, 2018.

Ranking The Additional Notes will be our unsecured senior obligations and will:

e rank senior in right of payment to all our existing and future debt and
obligations that are, by their terms, expressly subordinated in right of
payment to the notes;

e rank equally in right of payment to all our existing and future senior
debt and obligations that are not, by their terms, expressly subordinated
in right of payment to the notes, including the 2021 Senior Notes and
the 2022 Senior Notes;

e  be effectively subordinated in right of payment to all our existing and
future secured indebtedness, to the extent of the value of the assets
securing such debt; and

e be structurally subordinated to all existing and future debt and
obligations of our subsidiaries.

As of June 30, 2017, on an adjusted basis after giving effect to (i) the
issuance of the 2022 Senior Notes and the use of net proceeds thereof, (ii)
the issuance of the Original Notes and the use of the net proceeds thereof
and (iii) the issuance of the Additional Notes offered hereby and the use of
the net proceeds thereof, we would have had $8,861.1 million of
indebtedness (on a consolidated basis), of which $4,043.8 million would
have been our indebtedness (on a standalone basis) and $4,817.2 million
would have been debt of our subsidiaries (based on the obligations of the
principal obligor only and not reflecting the impact of any guarantees).
$1,479.2 million of our indebtedness (on a standalone basis) would have
been secured indebtedness.

As of June 30, 2017, the Issuer, together with its dedicated vessel financing
SPVs, held 51.8% of the group’s total assets, excluding investments in the
stock of subsidiaries, and for the twelve-month period ended June 30, 2017
and the six-month period ended June 30, 2017, the Issuer, together with such
SPVs, generated 55.1% and 57.0%, respectively, of the group’s revenues
and 40.0% and 48.8%, respectively, of the group’s Adjusted EBITDA.

As of June 30, 2017, the Issuer’s dedicated vessel financing SPVs held
17.7% of the group’s total assets, excluding investments in the stock of
subsidiaries, and for the twelve-month period ended June 30, 2017 and the
six-month period ended June 30,2017, such SPVs generated 0.6% and 0.6%,
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Optional Redemption

Additional Amounts

Change of Control

respectively, of the group’s revenues and 24.0% and 19.3%, respectively, of
the group’s Adjusted EBITDA.

As of June 30, 2017, the Issuer, together with its vessel financing SPVs, its
main operating subsidiaries other than NOL and its subsidiaries (i.e., Cheng
Lie Navigation Co. Ltd., ANL Singapore Pte Ltd, CMA CGM Antilles-
Guyane, MacAndrews & Company and OPDR) and the shipping agencies
in which it holds at least a majority stake (see “Business—Operations—
Shipping Agencies”) held 63.6% of the group’s total assets, excluding
investments in the stock of subsidiaries, and for the twelve-month period
ended June 30, 2017 and the six-month period ended June 30, 2017, the
Issuer, together with such SPVs, main operating subsidiaries and shipping
agencies generated 69.6% and 69.8%, respectively, of the group’s revenues
and 68.7% and 68.9%, respectively, of the group’s Adjusted EBITDA.

For more information, see “Corporate and Financing Structure.”

At any time prior to October 15, 2020, we may redeem all or part of the notes
at a redemption price equal to 100% of the principal amount thereof, plus
the Applicable Redemption Premium described in this offering
memorandum and accrued and unpaid interest to the date of redemption. For
more information, see “Description of Notes—Optional Redemption of
Notes.”

In addition, at any time prior to October 15, 2020, we may redeem up to 40%
of the aggregate principal amount of the notes with the net cash proceeds
from certain equity offerings at a redemption price equal to 105.250% of the
principal amount of the notes, plus accrued and unpaid interest, if any, to the
redemption date provided that at least 60% of the aggregate principal amount
of the notes (including any Subsequent Additional Notes (as defined herein))
originally issued remain outstanding after the redemption. For more
information, see “Description of Notes—Optional Redemption of Notes.”

We may redeem the notes on or after October 15, 2020, in whole or in part,
at our option at the redemption prices set forth under the caption
“Description of Notes—Optional Redemption of Notes,” plus accrued and
unpaid interest, if any. For more information, see “Description of Notes—
Optional Redemption of Notes.”

In addition, we may redeem all, but not less than all, of the notes upon not
less than 10 or more than 60 days’ notice, at a redemption price of 100% of
the principal amount thereof, plus accrued and unpaid interest, if any, to the
redemption date, if we have or will become obligated to pay certain
additional amounts as a result of certain changes in specified tax laws or
certain other circumstances. For more information, see “Description of
Notes—Optional Redemption— Redemption upon Changes in Withholding
Taxes.”

Any payments made by the Company with respect to the notes will be made
without withholding or deduction for taxes in any jurisdiction unless
required by law. If any deduction or withholding for taxes of a relevant tax
jurisdiction is required by law with respect to a payment under or with
respect to the notes, subject to certain exceptions, the Company will pay the
additional amounts necessary so that the net amount received after the
withholding is not less than the amount they would have received in the
absence of such withholding. See “Description of Notes—Additional
Amounts.”

Upon the occurrence of a “Change of Control,” you will have the right, as
holders of the notes, to require us to repurchase some or all of your notes at
a purchase price equal to 101% of the principal amount thereof, plus accrued
and unpaid interest, if any, to the date of the purchase. For a summary of
what constitutes a Change of Control, see “Description of Notes—Purchase
of Notes upon a Change of Control.”
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Covenants

Fungibility of the Additional Notes
and the Original Notes

We may not be able to pay you the required price for notes you present to us
at the time of a Change of Control, because we may not have enough funds
at that time; or the terms of our senior debt may prevent us from making
such payment.

The Indenture contains covenants for the benefit of the holders of the notes
that include, subject to important limitations and exceptions, restrictions on
our ability and the ability of our Restricted Subsidiaries to:

e incur additional debt;
e  create liens on assets to secure debt;

e make payments, including dividends or other distributions, with respect
to shares of the Issuer or the Restricted Subsidiaries;

e  prepay or redeem subordinated debt or equity;
e  make investments;

e  create restrictions on the payment of dividends or other distributions to
and on the transfer of assets to the Issuer or any other Restricted
Subsidiary;

e sell, lease or transfer certain assets, including shares of Restricted
Subsidiaries;

e  engage in transactions with affiliates;
e in the case of a Restricted Subsidiary, guarantee our debt;
e  designate our subsidiaries as unrestricted subsidiaries;

e  engage in a business not related to our business or that of the Restricted
Subsidiaries; and

e  consolidate or merge with or into, or sell or otherwise dispose of all or
substantially all our assets to, another person.

The Indenture further contains an obligation to cause certain vessel financing
SPVs, our Material Operating Subsidiaries (as defined therein, namely CMA
CGM Antilles-Guyane, ANL Singapore Pte Ltd, Cheng Lie Navigation Co.
Ltd, NOL, NOL Liner (Pte.) Ltd., APL Co. Ptd. Ltd. and American President
Lines, Ltd. and their respective successors) and certain of our wholly-owned
shipping agencies to dividend or distribute their distributable reserves to the
Issuer on an annual basis. This requirement is subject to certain exceptions,
including where such distribution would be prohibited by law, would not be
permitted under existing or future agreements of the group or could
reasonably be expected to result in any significant cost, expense, liability or
obligation (including withholding or other taxes). See “Description of
Notes—Certain  Covenants—Distribution — Requirements” and “Risk
Factors—Risks Relating to the Notes, the Offering and Other Financings—
Your right to receive payments under the notes will be structurally
subordinated to claims of existing and future creditors of our subsidiaries.”

Certain covenants will be suspended after the notes obtain investment grade
ratings from at least two of Moody’s Investors Service, Inc. (“Moody’s”),
Standard & Poor’s Financial Services LLC (“Standard & Poor’s”) and Fitch
Ratings Ltd. (“Fitch™).

For more information, see “Description of Notes.”

The Additional Notes (which constitute “Additional Notes” as defined in the
Indenture) and the Original Notes will form a single class of notes for all
purposes under the Indenture, including, without limitation, in respect of
interest payments, waivers, amendments, redemptions and offers to
purchase. The Additional Notes issued under Rule 144A will share the same
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Transfer Restrictions

Use of Proceeds

No Prior Market

Trustee

Paying Agent and Transfer Agent
Registrar

Luxembourg Listing Agent

Listing

Governing Law

ISIN and Common Code as the Original Notes issued under Rule 144A. In
order to comply with certain transfer restrictions applicable to the Additional
Notes sold in reliance on Regulation S during the “distribution compliance
period” (as defined in Regulation S), such Additional Notes issued in
reliance on Regulation S will temporarily have a different ISIN and
Common Code from, and will not trade fungibly with, the Original Notes
sold in reliance on Regulation S. This restriction will be in effect from the
Additional Notes Issue Date through (and including) the 40th day following
the Additional Notes Issue Date. After the 40th day following the Additional
Notes Issue Date, certain selling restrictions with respect to the Additional
Notes sold in reliance on Regulation S will terminate and the Additional
Notes sold in reliance on Regulation S will become fully fungible with, and
will be indicated by the same ISIN and Common Code as, the Original Notes
sold in reliance on Regulation S. See “Plan of Distribution,” “Description
of Notes—Form of Notes” and “Book Entry, Delivery and Form.”

We have not registered the Additional Notes under the Securities Act or the
securities laws of any other jurisdiction and we do not intend to do so.
Consequently, you may not offer or sell the Additional Notes within the
United States except pursuant to an exemption from, or in a transaction not
subject to, the Securities Act or in other jurisdictions except under an
exemption from, or in a transaction not subject to, the applicable securities
laws of such other jurisdictions. See “Plan of Distribution” and “Notice to
Investors.”

We expect the net proceeds from the offering of the Additional Notes to be
approximately $287.8 million (using the Company’s consolidated balance
sheet exchange rate of $1.1412=€1.00 as of June 30, 2017), after deducting
the Initial Purchasers’ discounts and the estimated offering expenses payable
by us and taking into account the premium of the issue price over the par
value of the Additional Notes. We expect to use the net proceeds from the
offering of the Additional Notes to redeem the NOL 2019 Senior Notes in
advance of their maturity in November 2019, with the remaining net
proceeds to be held as cash and used for general corporate purposes. See
“Use of Proceeds.”

The Additional Notes will be new securities for which there is a very limited
market history based on the Original Notes with which the Additional Notes
will be consolidated and form a single class. Accordingly, we cannot assure
you as to whether a market for the Additional Notes will continue to develop
or be maintained or as to the liquidity of any such market. While the Initial
Purchasers have informed us that they currently intend to make a market in
the notes, they are not obligated to do so and they may discontinue market-
making activities in their sole discretion at any time without notice. See also
“Fungibility of the Additional Notes and the Original Notes.”

U.S. Bank Trustees Limited.

Elavon Financial Services DAC, UK Branch.
Elavon Financial Services DAC.

Lucid Issuer Services Limited.

We have applied to list the Additional Notes on the Official List of the
Luxembourg Stock Exchange and for admission to trading on the Euro MTF
market of the Luxembourg Stock Exchange. The Original Notes are listed
on the Official List of the Luxembourg Stock Exchange and have been
admitted to trading on the Euro MTF market of the Luxembourg Stock
Exchange.

New York law.
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RISK FACTORS
Investing in the Additional Notes involves risks. You should consider carefully the information set forth
in the section of this offering memorandum entitled “Risk Factors,” and all the other information provided to you
in this offering memorandum before deciding whether to invest in the Additional Notes.
ADDITIONAL INFORMATION
Our head office and principal executive offices are located at 4 Quai d’Arenc, 13002 Marseilles Cedex

02, France. Our telephone number is +33 (0) 4 8891 9000. We were registered in Marseilles (France) on July 12,
1977.
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SUMMARY FINANCIAL AND OPERATING INFORMATION

Summary Historical Consolidated Financial Information for CMA CGM

The following tables present the summary consolidated financial and operating information for the

Company at the dates and for the periods indicated. The summary historical consolidated financial information as

of and for the years ended December 31, 2014, 2015 and 2016 is derived from the CMA CGM Audited

Consolidated Financial Statements. The summary historical consolidated financial information as of and for the

six-month periods ended June 30, 2016 and 2017 is derived from the CMA CGM Unaudited Interim Condensed

Consolidated Financial Statements. Free English language translations of the CMA CGM Audited Consolidated

Financial Statements and a copy of the CMA CGM Unaudited Interim Condensed Consolidated Financial

Statements are included elsewhere in this offering memorandum.

You should read this summary consolidated financial and operating information along with the sections

entitled “Management’s Discussion and Analysis of Financial Condition and Results of Operations” and

“Unaudited Pro Forma Consolidated Financial Information,” the CMA CGM Audited Consolidated Financial
Statements and the CMA CGM Unaudited Interim Condensed Consolidated Financial Statements.

For the twelve-

For the six-month period  month period
For the year ended December 31, ended June 30, ended June 30

9

2014 2015 2016 2016 2017 2017

(8 in millions)

Consolidated Income Statement Data

Revenue 16,739.1 15,674.1 15,977.2 6,937.4 10,169.3 19,209.1
Operating expenses.....................ccccc. (15,4493)  (14420.6)  (15442.4) (6,818.8)  (9,175.4)  (17,798.9)

EBITDA before gains on disposal of

SUDSIAIATIES ..veveveieieiieiiee e 1,289.7 1,253.5 534.9 118.6 993.9 1,410.2
Gains/(losses) on disposal of property

and equipment and subsidiaries .......... 279 9.8 6.1) 5.2 10.8 0.5)
Depreciation and amortization of non-

CUITENT ASSELS ..t (401.1) (407.5) (571.0) (226.9) (303.9) (648.0)
Other income and expenses .................... (83.5) (5.1) (81.6) (16.3) (2.8) (68.1)
Net present value (NPV) benefits related

to assets financed by tax lease............. 78.9 50.4 46.2 23.2 23.0 46.0
Share of profit/(loss) of associates and

JOINE VENTULES ..o 5.7 (5.8) (22.3) 7.5 11.3 (18.6)
EBIT® ..o 917.6 895.3 99.9) (88.6) 732.3 721.0
Core EBIT® ......cocooviiiiiiieee, 973.2 910.6 28.9 (717.5) 724.3 830.6

property and equipment and

Interest expense on borrowings net of
interest income on cash and cash

eqQUIVAlentS ....ccuevuieiiiiiiceee (278.2) (252.1) (389.7) (125.9) (220.2) (484.1)
Other net financial items®... 56.3 28.9 127.6 42.9 (162.6) (77.9)
Income taxes ........cocvevvevieenicniieeniceeene (84.1) (85.4) (65.4) 45.7) (29.5) (49.2)
Profit/(loss) for the period.................... 611.6 586.7 (427.4) (217.3) 319.9 109.8
Profit/(loss) for the period for the non-

controlling interests .........c.coceecevererrenene 28.0 19.9 24.8 11.1 14.3 279
Profit/(loss) for the period for the

owners of the parent .........cccoeeeveeeeenenne 583.6 566.7 (452.2) (228.5) 305.6 81.9
(1) See the tables below for a detailed breakdown of our operating expenses for the periods presented.

)
(3)

“)

EBIT represents a measure equivalent to an operating profit/(loss).

Core EBIT represents EBIT less gains/ (losses) on disposals of property and equipment and subsidiaries and adding back other income and expenses as
well as impairment reported in share of profit/(loss) of the associates and joint ventures. See the table below for a reconciliation of Core EBIT to EBIT.
“Other net financial items” primarily includes changes in fair value and settlement of derivative instruments that do not qualify for hedge accounting as
well as foreign currency exchange gains or losses. See note 4.6 to the CMA CGM Audited Consolidated Financial Statements included elsewhere in this
offering memorandum.
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As of
As of December 31, June 30,

2014 2015 2016 2017

(8 in millions)

Consolidated Balance Sheet Data

Goodwill and other intangible assets(") .................ccoeeurnnee. 512.1 559.9 2,091.1 2,100.5
VESSELS ..ttt ettt 5,974.4 6,496.3 8,087.3 8,300.1
CONLAINETS ...ttt ete e sae et eeesee e e sseeeseenseeennes 544.9 499.4 470.4 480.1
Lands and buildings...........coceevverievieneeienieienieeieseeeeeneee 540.2 482.6 479.7 490.5
Other properties and eqUIPMENt .......c...ccereerereerieneneeniennnes 110.8 149.3 311.8 340.7
Other non-current assetS® ..........ocooveeereeeeeeeeeeeeeeeeeeeeeeeenns 1,380.6 1,215.0 1,509.7 1,594.4
of which LTV deposits™ ...........ccccccooveeeeeeeereeeennn, 143.9 22.3 14.9 62.3
INVENTOTIES ..uvivieiieeieiieiieie ettt ettt e eeeas 384.4 250.9 347.6 387.0
Trade and other receivables .........ccceveeierieiienienieieieeeen 2,382.7 2,059.2 2,619.5 3,186.9
INCOME tAX ASSELS .eevvveeerieiieeiieeiie ettt 15.6 18.5 16.2 28.5
Securities and other current financial assets ..........c..ccceveeeen. 77.1 938.7 304.8 297.6
Cash and cash equivalents ...........ccccooceevenieieninienieeeeen 2,186.5 1,224.0 1,211.6 1,243.2
Other current assets™............ccoeeieivievereeeceeeeeee e 253.3 381.5 369.0 403.4
Assets classified as held-for-sale ..........cccooeviniineninnennnne. 0.5 - 837.8 850.7
Total assets 14,363.1 14,275.3 18,656.4 19,703.5
Total equity 4,995.3 5,405.5 4,927.6 5,276.2
Non-current DOrTOWINGS.......c.vevverreeriierieieniieieeie e 4,409.4 4,414.0 6,650.8 7,300.4
Other non-current Habilities®........coveeveeveoeeeeeeeeeeeeeeeeeen 442.9 434.2 1,069.0 958.3
CUITent DOTTOWINGS ....veevverieiereieeireieeeeeieereeee st eee e eae e eeeas 1,070.7 733.6 1,627.4 1,397.6
Other current liabilities® .............c.cccooveveveieiieereeeee e 3,444.8 3,288.0 4,335.0 4,715.1
Liabilities associated with assets classified as held-for-sale . - - 46.6 55.9
Total liabilities & equity 14,363.1 14,275.3 18,656.4 19,703.5
(1) The amount as of December 31, 2016 includes the following items resulting from the preliminary purchase price allocation made in relation to

(2
(3)

“)
(%)

(6)

the NOL Acquisition: $695.8 million of goodwill (after taking into account the effect of a reclassification of $44.0 million of intangible assets
related to terminal activities as assets held for sale as of December 31, 2016), $391.7 million of customer relationships, $202.0 million relating to
the APL trademark, and $116.2 million related to terminal concession rights (after taking into account the reclassification of $633.0 million of
intangible assets relating to terminal concession rights as assets held for sale as of December 31, 2016). See Notes 3.1, 5.1 and 5.5 to the 2016
CMA CGM Audited Consolidated Financial Statements. The amount as of June 30, 2017 includes the following items resulting from the final
purchase price allocation made in relation to the NOL Acquisition: $657.9 million of goodwill (after taking into account the effect of a
reclassification of $48.0 million of intangible assets related to terminal activities as assets held for sale as of June 30, 2017), $416.3 million of
customer relationships, $203.0 million relating to the APL trademark, and $108.2 million related to terminal concession rights. See Note 3.1.1 to
the CMA CGM Unaudited Interim Condensed Consolidated Financial Statements.

“Other non-current assets” represents deferred tax assets, investments in associates and joint ventures and derivative financial instruments.

LTV deposits are cash deposits required as collateral under certain of our financing arrangements when the loan to fair market value ratios of our
vessels are below a certain level.

“Other current assets” represents derivative financial instruments and prepaid expenses.

“Other non-current liabilities” represents derivative financial instruments, deferred tax liabilities, provisions and retirement benefits obligations
and non-current deferred income.

“Other current liabilities” represents derivative financial instruments, current portions of provisions, trade and other payables, current income tax
liability and current deferred income.
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Consolidated Cash Flow Statement Data
Cash inflow / (outflow) from:

Operating activities .....c..eevvereeriereeieneneeneens
Investing activities .......ccuevveeeeriereeeieneeienenn

Financing activities and effect of exchange
rate changes on cash and cash equivalents
and bank overdrafts...............cccoeiniin

Net increase (decrease) in cash, cash
equivalents and bank overdrafts................

Cash, cash equivalents and bank overdrafts
at the end of the period...........c.cceueeueeneen.

For the six-
month period

For the twelve-
month period

ended ended
For the year ended December 31, June 30, June 30,
2014 2015 2016 2016 2017 2017
($ in millions)
1,100.6 1,381.8 323.9 151.9 672.4 844.4
155.6 (1,437.2) (236.0) (1,595.5) (133.0) 1,226.5
(844.0) (635.4) 4.9) 1,606.8 (498.0)  (2,109.7)
412.2 (690.8) 83.0 163.2 414 (38.8)
1,741.7 1,050.9 1,133.9 1,214.1 1,175.3 1,175.3
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Summary Unaudited Pro Forma Consolidated Financial Information

The following unaudited condensed consolidated income statement for the year ended December 31,
2016 is extracted from the Unaudited Pro Forma Consolidated Financial Information set forth in “Unaudited Pro
Forma Consolidated Financial Information.” It should be read together with the notes thereto and descriptions of
the basis of preparation thereof set forth in that section.

Unaudited Pro Forma Condensed Consolidated Income Statement for the year ended December 31, 2016

For the year ended December 31, 2016

Pro Forma
NOL adjustments
CMA _CGM contribution from January 1,
Consolidated from January 1, 2016 to NOL Unaudited
Statement 2016 to NOL Acquisition Consolidated
of Profit and Loss  Acquisition Date Date Pro Forma
Revenue..............cocovveeeiiiiiiiiieeieeee 15,977.2 2,042.0 - 18,019.2
Operating expenses .............ccccceeeveeruenne (15,442.4) (1,987.5) 20.0 (17,409.9)
EBITDA before gains / (losses) on

disposal of property and equipment

and subsidiaries............c...cccocennn 534.9 54.5 20.0 609.3
Gains / (losses) on disposal of property

and equipment and subsidiaries ........... 6.1) (14.5) - (20.6)
Depreciation and amortization of non-

CUTTENE ASSELS..uvveeieerreeiienieeeeeriee e (571.0) (154.6) 8.2 (717.4)
Other income and (expenses) .................. (81.6) (75.0) - (156.6)
Net present value (NPV) benefits related

to assets financed by tax leases............. 46.2 0.1 - 46.3
Share of income / (loss) of associates

and joint VeNntures..........cccecvevveeveniennenne (22.3) (5.8) - (28.1)
EBIT ..o 99.9) (195.4) 28.2 (267.1)
Core EBIT .......ccoovvviniiiicinece, 28.9 (105.8) 28.2 (48.7)
Interest expense on borrowings net of

interest income on cash and cash

equivalents.........ccooeeennee. (389.7) (47.0) (15.7) (452.4)
Other net financial items...... 127.6 (56.7) (5.9 64.9
Income taxes .........cccceveeneen. (65.4) (6.6) 1.6 (70.4)
Profit / (loss) for the period ..... (427.4) 305.7) 8.2 (725.0)
Profit / (loss) for the period for the

owners of the parent ......................... (452.2) (306.5) 8.2 (750.6)
Profit / (loss) for the period for the non-

controlling interests...........ccoeveevenenene 24.8 0.8 - 25.6
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Other Consolidated Financial Data

The following table sets forth other consolidated financial data for the periods indicated.

As of and for
As of and for the six- the twelve-
As of and for the year ended month period ended  month period ended
December 31, June 30, June 30,
2014 2015 2016 2016 2017 2017
($ in millions)

EBITDAD ..o 1,317.7 1,263.2 528.8 123.8 1,004.7 1,409.7
EBITDA margin® .................. 7.9% 8.1% 3.3% 1.8% 9.9% 7.3%
Adjusted EBITDA® ............... 1,289.7 1,253.5 534.9 118.6 993.9 1,410.2
Core EBIT®) ..o 973.2 910.6 28.9 (77.5) 724.3 830.6
Core EBIT margin® ............... 5.8% 5.8% 0.2% (1.1)% 7.3%® 4.4%®
Interest expense on
borrowings net of interest
income on cash and cash
equivalents.........coccevveuereenennnn 278.2 252.1 389.7 125.9 220.2 484.1
Net debt® ..o, 3,136.3 3,898.6 7,038.3 8,407.5 7,379.1 n.a.
Adjusted net debt®................. 2,888.8 3,711.1 6,861.9 8,231.6 7,266.0 n.a.
Adjusted equity.......c.eceeverennne. 5,262.0 5,668.9 5271.1 5,600.3 5,505.7 n.a.
Post-issuance pro forma cash
and cash equivalents,
securities and LTV deposits©. 1,418.3
Post-issuance pro forma
adjusted net debt? .................. 6,512.7
Post-issuance pro forma
adjusted equity®.................... 5,471.9
Post-issuance pro forma net
interest expense.................... 464.2
Post-disposal pro forma
Adjusted EBITDAMO . ........... 1,382.4
Ratio of post-issuance pro
forma adjusted net debt to
post-disposal pro forma
Adjusted EBITDA (D ... 4.7
Ratio of post-disposal pro
forma Adjusted EBITDA to
post-issuance pro forma net
interest expense? .................. 3.0
Gearing ratio"............cocoeee. 0.55 0.65 1.30 1.47 1.32 1.1904

1

)
3)

“)

(5

EBITDA, as described in the CMA CGM Audited Consolidated Financial Statements included elsewhere in this offering memorandum, is equal
to the sum of the following income statement captions: “EBITDA before gains / (losses) on disposal of property and equipment and subsidiaries”
and “Gains on disposal of property and equipment and subsidiaries.” “Adjusted EBITDA” represents EBITDA less gains / (losses) on disposal
of property and equipment and subsidiaries. Neither EBITDA nor Adjusted EBITDA is a substitute for EBIT or net cash generated from operating
activities as determined in accordance with IFRS. EBITDA and Adjusted EBITDA are presented as additional information because we believe
that they are widely used as measures to evaluate a company’s operating performance and financial requirements. Because EBITDA and Adjusted
EBITDA are not calculated identically by all companies, our presentation of EBITDA and Adjusted EBITDA may not be comparable to other
similarly titled measures of other companies. Our discretionary use of EBITDA and Adjusted EBITDA, however, may be limited by working
capital, capital expenditure and debt service requirements and by contractual, legal and other restrictions. See the tables below for a reconciliation
of EBITDA and Adjusted EBITDA to EBIT.

EBITDA margin represents EBITDA divided by revenue.

Core EBIT represents EBIT less gains/ (losses) on disposals of property and equipment and subsidiaries and adding back other income and
expenses as well as impairment reported in share of profit/(loss) of the associates and joint ventures. See the tables below for a reconciliation of
Core EBIT to EBIT. Core EBIT margin represents Core EBIT divided by revenue.

Represents Core EBIT for the relevant period divided by revenues for the period excluding $238.0 million in additional revenues attributable to
the Ocean Alliance from its launch on April 1, 2017 to June 30, 2017 (see “Management’s Discussion and Analysis of Financial Condition and
Results of Operations—Operational Alliances™). Without taking into account this adjustment of revenues, our Core EBIT margin was 7.1% and
4.3% for the first half of 2017 and the twelve-month period ended June 30, 2017, respectively.

Net debt represents non-current and current borrowings plus borrowings associated with assets classified as held for sale less cash and cash
equivalents, securities and LTV deposits presented within other financial assets. Adjusted net debt represents net debt less the amount of bonds
and preferred shares redeemable in shares that are accounted for as debt under IFRS, less the amount of borrowings associated with assets
classified as held for sale, plus unavailable (or restricted) cash. Certain of our financing arrangements require cash deposits as collateral (LTV
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(6)

(7

(®)

©)

(10)

(11)
(12)
(13)

(14

deposits) when the loan to fair market value ratios of our vessels are below a certain level. The cash deposits are held as collateral for the related
financing and, accordingly, we have deducted the deposits for the purpose of determining net debt and adjusted net debt. See the tables below for
the calculation of net debt and adjusted net debt.

The issuance of the Additional Notes offered hereby and the application of the net proceeds therefrom is expected to increase our cash and cash
equivalents, securities and LTV deposits by $36.0 million. We expect to use this additional cash for general corporate purposes. See “Use of
Proceeds” and “Capitalization.” U.S. dollar equivalents of euro-denominated amounts are translated at an exchange rate of $1.1412=€1.00 (the
exchange rate as of June 30, 2017 used by the Company for its consolidated balance sheet as of such date).

Post-issuance pro forma adjusted net debt represents adjusted net debt, as further adjusted to give effect to (i) the issuance of the 2022 Senior
Notes and the use of the net proceeds therefrom, including the early redemption of the 2018 Senior Notes on August 7, 2017 and the reimbursement
of drawings made under certain credit facilities made to repay the NOL 2017 Senior Notes upon their maturity on April 26, 2017, (ii) the issuance
of the Original Notes and the application of the net proceeds therefrom, including the reimbursement of $500 million of certain of our or our
subsidiaries’ secured indebtedness, in each case with a maturity equal to or shorter than the Original Notes, with the remaining net proceeds being
held as cash pending their intended use to repay other debt, (iii) the issuance of the Additional Notes offered hereby and the use of the net proceeds
therefrom, including the redemption of the NOL 2019 Senior Notes in advance of their maturity in November 2019, with the remaining net
proceeds to be held as cash and used for general corporate purposes and (iv) the net proceeds from the GGS Disposal (estimated at $817.0 million,
excluding potential adjustments at closing) and the use of the bulk thereof to reimburse amounts drawn under our and our subsidiaries’ unsecured
revolving credit facilities, as well as for repayment of secured and unsecured debt (see “Summary—Recent Developments” and “Management’s
Discussion and Analysis of Financial Condition and Results of Operations—Acquisitions and Disposals—Sale of the GGS Terminal”), in each
case as if such event had occurred on June 30, 2017. U.S. dollar equivalents of euro-denominated amounts are translated at an exchange rate of
$1.1412= €1.00 (the exchange rate as of June 30, 2017 used by the Company for its consolidated balance sheet as of such date). See “Use of’
Proceeds” and “Capitalization.”

Post-issuance pro forma adjusted equity represents adjusted equity as further adjusted to take into account (i) the following impacts from the early
redemption of the 2018 Senior Notes on August 7, 2017: (a) $4.3 million in accrued interest paid, (b) $7.5 million in redemption premium paid
and (c) a $5.4 million charge due to amortization of past issuance costs, and (ii) the following impacts from the planned redemption of the NOL
2019 Senior Notes using the net proceeds of the Additional Notes offered hereby: (a) $1.3 million of accrued interest paid, (b) $4.8 million of
early redemption premium paid, (c) a $9.4 million charge reflecting the negative fair value adjustment made in connection with the purchase price
allocation for the NOL Acquisition, (d) a $2.8 million charge from the reversal of a credit default swap adjustment related to the NOL 2019 Senior
Notes and (e) $1.6 million of income reflecting the reversal of the non-cash charge that we recognized with respect to the ineffectiveness of the
swap related to the NOL 2019 Senior Notes. See “Use of Proceeds.”

Post-issuance pro forma net interest expense represents interest expense on borrowings net of interest income on cash and cash equivalents, as
adjusted to give effect to (i) the issuance of the 2022 Senior Notes and the use of the net proceeds therefrom, including the early redemption of
the 2018 Senior Notes on August 7, 2017 and the reimbursement of drawings made under certain credit facilities made to repay the NOL 2017
Senior Notes upon their maturity on April 26, 2017, (ii) the issuance of the Original Notes and the application of the net proceeds therefrom,
including the reimbursement of $500 million of certain of our or our subsidiaries’ secured indebtedness, in each case with a maturity equal to or
shorter than the Original Notes, with the remaining net proceeds being held as cash pending their intended use to repay other debt, (iii) the issuance
of the Additional Notes offered hereby and the use of the net proceeds therefrom, including the redemption of the NOL 2019 Senior Notes in
advance of their maturity in November 2019 and the redemption of the related swap, with the remaining net proceeds to be held as cash and used
for general corporate purposes and (iv) the net proceeds from the GGS Disposal (estimated at $817.0 million, excluding potential adjustments at
closing) and the use of the bulk thereof to reimburse amounts drawn under our and our subsidiaries’ unsecured revolving credit facilities, as well
as for repayment of secured and unsecured debt (see “Recent Developments” and “Management’s Discussion and Analysis of Financial Condition
and Results of Operations—Acquisitions and Disposals—Sale of the GGS Terminal”), in each case as if such event had occurred on July 1, 2016.
U.S. dollar equivalents of euro-denominated amounts are translated at an exchange rate of $1.1412=€1.00 (the exchange rate as of June 30, 2017
used by the Company for its consolidated balance sheet as of such date). See “Use of Proceeds” and “Capitalization.”

Post-disposal pro forma Adjusted EBITDA represents Adjusted EBITDA, as further adjusted to exclude the $27.8 million contribution to our
consolidated Adjusted EBITDA generated in the twelve-month period ended June 30, 2017 by the underlying assets being sold in connection
with the GGS Disposal (see “Summary—Recent Developments” and “Management s Discussion and Analysis of Financial Condition and Results
of Operations—Acquisitions and Disposals—Sale of the GGS Terminal”). U.S. dollar equivalents of euro-denominated amounts are translated at
an exchange rate of $1.1412 = €1.00 (the exchange rate as of June 30, 2017 used by the Company for its consolidated balance sheet as of such
date). See “Use of Proceeds” and “Capitalization.”

We define the ratio of post-issuance pro forma adjusted net debt to post-disposal pro forma Adjusted EBITDA as post-issuance pro forma adjusted
net debt divided by post-disposal pro forma Adjusted EBITDA.

We define the ratio of post-disposal pro forma Adjusted EBITDA to post-issuance pro forma net interest expense as post-disposal pro forma
Adjusted EBITDA divided by post-issuance pro forma interest expense on borrowings net of interest income on cash and cash equivalents.

We define the gearing ratio as adjusted net debt divided by adjusted equity. Adjusted equity represents total equity plus the portion of bonds and
preferred shares redeemable in shares accounted for as borrowings (see “Description of Certain Financing Arrangements— Bonds and Preferred
Shares Redeemable in Shares). See the tables below for the calculation of adjusted equity.

Post-issuance gearing ratio calculated as post-issuance pro forma adjusted net debt to adjusted equity.
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For the twelve-

For the six- month period
month period ended ended
For the year ended December 31, June 30, June 30,
2014 2015 2016 2016 2017 2017
($ in millions)
Bunkers and consumables......................... 3,493.9 2,119.1 1,702.7 674.6 1,210.5 2,238.6
Chartering and slot purchase..................... 1,805.0 2,073.8 1,986.6 991.3 1,242.4 2,237.6
Handling and stevedoring.............. .. 3,8794 3,959.7 4,457.4 1,932.8 2,572.5 5,097.1
Inland and feeder transportation ............... 1,802.7 1,895.1 2,191.6 938.9 1,339.1 2,591.8
Port and canal ..........cccoocveieriniiiiee 1,183.5 1,171.1 1,193.0 575.5 607.7 1,225.1
Container rentals and other logistic
CXPEIISES c.vevienvireenresreeneenteeneesseeneesseennenseas 1,296.4 1,295.3 1,521.8 663.2 895.4 1,753.9
Employee benefits ........ccccoevveveeerincnene. 1,201.9 1,159.1 1,495.4 649.3 832.3 1,678.4
General and administrative other than
employee benefits .......coceeveviviencnienne. 602.0 571.5 595.8 274.4 319.0 640.4

Additions to provisions, net of reversals
and impairment of inventories and

trade receivables .........coceveiieniinieinns 11.1 17.1 (14.3) 7.4 9.2) (30.9)
Operating exchange losses/(gains), net..... (53.4) (66.8) (37.9) 9.2 (44.9) (91.9)
Other operating expenses, net................... 226.8 225.6 350.3 102.0 210.5 458.8
Operating expenses 15,449.3 14,420.6 15,442.4 6,818.8 9175.4 17,798.9

For
For the six- the twelve-
month period month
For the year ended ended period ended
December 31, June 30, June 30,
2014 2015 2016 2016 2017 2017
($ in millions)
EBIT 917.6 895.3 99.9) (88.6) 732.3 721.0
Plus: Depreciation and amortization of non-
CUITENT ASSELS ..vevvivienieieeiieeie et 401.1 407.5 571.0 226.9 303.9 648.0
Plus: Other income and expenses ....................... 83.5 5.1 81.6 16.3 2.8 68.1
Less: Net present value (NPV) benefits related
to assets financed by tax leases ........c..c.cceeuee (78.9) (50.4) (46.2) (23.2) (23.0) (46.0)
Less: Share of profit/(loss) of the associates and
JOINE VENEULES ..ot (5.7 5.8 223 (7.5) (11.3) 18.6
EBITDA 1,317.7 1,263.2 528.8 123.8  1,004.7 1,409.7
Less: Gains on disposal of property and
equipment and subsidiaries .................cc.......... 27.9 9.8 6.1 (5.2) (10.8) 0.5
Adjusted EBITDA 1,289.7 1,253.5 534.9 118.6 993.9 1,410.2
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For the six- For the twelve-
month period month period
For the year ended ended ended
December 31, June 30, June 30,
2014 2015 2016 2016 2017 2017
($ in millions)
EBIT 917.6 895.3 99.9) (88.6) 7323 721.0
Less: Gains on disposal of property and equipment
and subsidiaries ........coccveerierincinciineeee (27.9) (9.8) 6.1 (5.2) (10.8) 0.5
Less: Other income and eXpenses ...........cccoecveeennenn 83.5 5.1 81.6 16.3 2.8 68.1
Less: Impairment reported in share of profit/(loss)
of the associates and joint ventures...................... - 20.0 41.1 - - 41.1
Core EBIT 973.2 910.6 28.9 (77.5) 7243 830.6
For the six- For the twelve-
month period month period
ended ended
For the year ended December 31, June 30, June 30,
2014 2015 2016 2016 2017 2017
(8 in millions)
Capital Expenditures
SHIPS vt 141.8 813.6 3,033.9  2,960.5 488.7 562.2
CONLAINETS ...t 147.8 753 639.4 627.5 37.5 49.4
SOFWATE....cvivieiieieieiciceeee e 77.3 62.9 1732 134.6 36.0 74.6
Other® 33.8 92.7 1,749.6  1,130.3 65.0 684.3
Total 400.7 1,044.6 5,596.1 4,852.9 6273 1,370.5

(1)  Other includes acquisitions, land, buildings, terminals, cranes, other property and equipment, and other intangible assets (excluding software). In
2016, this line item included $1,374.6 million in intangible assets relating to the NOL Acquisition, primarily including $406.0 million of customer
relationships, $202.0 million relating to the APL trademark and $761.2 million related to terminal concession rights. See Notes 3.1, 5.1 and 5.5
to the 2016 CMA CGM Audited Consolidated Financial Statements.

Total borrowings (current and non-current portion)

Plus: Liabilities associated with assets classified as held-

FOr-8SAl€ ...cuiciiii e
Less: Cash and cash equivalents............cccceceeerenenenne
LesS: SECUTIHIES .....overvieiieieiieiieienteeeeeeee e

Less: LTV deposits)

Netdebt......oooevmiiiiii s

Less: Portion of bonds and preferred shares redeemable in

shares (ORA) accounted for as borrowings .........

Less: Liabilities associated with assets classified as held-

FOr-SALE ...

Plus: Restricted cash ..

Adjusted net debt..............ocooviiiiiniiie

As of
As of December 31, June 30,
2014 2015 2016 2016 2017
(8 in millions)
5,480.1 5,147.6 8,278.2 9,754.2 8,698.0
......... (2,186.5) (1,224.0)  (1,211.6)  (1,319.5) (1,243.2)
......... (13.4) (2.8) (13.4) (7.8) (13.4)
(143.9) (22.3) (14.9) (19.4) (62.3)
......... 3,136.3 3,898.6 7,038.3 8,407.5 7,379.1
(259.3) (193.8) (180.8) (180.8) (119.7)
11.8 6.3 4.4 4.8 6.5
......... 2,888.8 3,711.1 6,861.9 8,231.6 7,266.0

(1) LTV deposits represent cash deposited in escrow accounts in relation to certain loan-to-value provisions in financing agreements, whereby a cash
deposit is required when the ratio of the loan to the fair market value of a vessel (as estimated by independent brokers) is above a certain level.
See Note 6.1.3 to the 2016 CMA CGM Audited Consolidated Financial Statements.
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As of

As of December 31, June 30,
2014 2015 2016 2016 2017
($ in millions)
Total @qUILY .......ccoveieiiiiiieeeeee e 4,995.3 5,405.5 4,927.6 5,327.3 5,276.2
Plus: Portion of bonds and preferred shares redeemable
in shares (ORA) accounted for as borrowings................ 259.3 193.8 180.8 180.8 119.7
Less: Currency translation reServe.........ocoeveeereeevenveennenne. 7.4 69.6 162.8 92.2 109.8
Adjusted equity...........coocooeiiiiiiiii e 5,262.0 5,668.9 5,271.1 5,600.3 5,505.7

Summary Consolidated Operational Data

The following table sets forth summary consolidated operational data for the periods indicated.

As of and for

the twelve-
As of and for the six- month
month period ended period ended
As of and for the year ended December 31, June 30, June 30,
2014 2015 2016 2016 2017 2017

(TEU thousands, except number of ships and average revenue per TEU)
Operational Data

Volumes transported. 12,224 12,995 15,641 6,732 9,036 17,945
Total fleet capacity" 1,649.3 1,818.8 2,208.3 2,351 2,357 2,357
Container fleet .......... 2,488.8 2,525.7 3,501.7 3,514 3,686 3,686
Number of owned

container ships....... 79 88 127 142 131 131
Capacity of owned

container ships....... 525.8 603.8 919.8 1,033 975 975
Number of chartered

container ships....... 367 374 326 390 331 331
Capacity of chartered

container ships....... 1,123.5 1,215.0 1,288.5 1,318 1,381 1,381
Average revenue per

TEU® ..o 1,369.4 1,206.2 1,021.6 1,030.5 1,099.1® 1,057.2®

(1)  Controlled capacity, including vessels chartered out to third parties, as of the end of the period indicated.

(2)  Average revenue per TEU represents total revenue divided by total TEU volumes transported.

(3) Calculated based on consolidated revenues excluding $238.0 million in additional revenues attributable to the Ocean Alliance from its launch on
April 1, 2017 to June 30, 2017 (see “Management’s Discussion and Analysis of Financial Condition and Results of Operations—Operational
Alliances”). Without taking into account this adjustment, our average revenue per TEU was $1.125.4 and $1,070.4 for the first half of 2017 and
the twelve-month period ended June 30, 2017, respectively.
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RISK FACTORS

An investment in the Additional Notes involves a high degree of risk. In addition to the other information
contained in this offering memorandum, you should carefully consider the following risk factors before
purchasing the Additional Notes. The risks and uncertainties we describe below are not the only ones we face.
Additional risks and uncertainties of which we are not aware or that we currently believe are immaterial could
also adversely affect our business, results of operations and financial condition. If any of the possible events
described below were to occur, our business, results of operations and financial condition could be materially
and adversely affected. If that happens, the trading prices of the notes could decline, we may not be able to pay
interest or principal on the notes when due and you could lose all or part of your investment.

This offering memorandum also contains ‘forward-looking” statements that involve risks and
uncertainties. Our actual results could differ materially from those anticipated in these forward-looking
statements as a result of various factors, including the risks described below and elsewhere in this offering
memorandum. Please see “Forward-Looking Statements. ”

Risks Relating to Our Business and Industry

Our results of operations and financial condition are highly sensitive to the highly cyclical and volatile nature
of the container shipping industry, market conditions and imbalances of supply and demand.

Container shipping is heavily dependent on prevailing conditions in the world’s economies. Fluctuations
in the economic climate have an above-average effect on the container shipping industry. The container shipping
industry has, therefore, historically been highly cyclical, with high volatility in freight rates, primarily due to
fluctuations in the demand for container shipping services and the global supply of capacity.

Changes in the demand for container shipping are difficult to predict and are generally beyond our control.
Demand is influenced by, among other factors, global and regional economic growth, the shift in manufacturing
away from the Western hemisphere to Asia, the demand for consumer goods in North America and Europe,
changes in seaborne and other transportation patterns, consumption and sourcing patterns, prices of commodities
as negotiated by major importers and exporters, changes in weather patterns, environmental concerns, political
conditions, trade policies, armed conflicts, canal and port closures, changes in fuel and lubricant prices and
changes in the regulatory regimes affecting shipping. In recent years, global demand for containerized transports
has been below expectations as global trade has grown less than expected (see “Industry”). For example, the
International Monetary Fund (“IMF”) revised its growth forecast for world trade in 2016 from 3.1% forecasted in
January 2016 to an estimate of 1.8% in January 2017 and finally to an estimate of 2.3% in its July 2017 update to
its World Economic Outlook. The IMF’s July 2017 update to its World Economic Outlook forecasted world trade
volume growth of 4.0% in 2017, a slight increase from its forecast of 3.8% in its January 2017 and April 2017
World Economic Outlooks, but it revised its forecast for world trade volumes in 2018 downwards from 4.1% in
its January 2017 World Economic Outlook to 3.9% in its April 2017 and July 2017 World Economic Outlooks.
These forecasts are subject to significant uncertainty and actual growth may be lower than forecasted or even
negative. These low levels of global economic growth have typically been reflected to some extent in demand for
containerized shipping in recent years. From 2000 to 2012, the container shipping industry recorded annual growth
in transported volumes of between 3.9% and 14.4% with the exception of 2009, when transport volume declined
by 8.2% (source: Drewry, October 2017). The pace of growth in demand for container transport slowed somewhat
in 2013, with volumes growing by 3.4%, before rebounding to grow 5.7% in 2014. In 2015 the growth rate
declined to only 1.8% amid difficult market conditions. The growth rate rebounded somewhat to 3.0% in 2016,
although this remained below average growth rates for the last decade. Overall, container volumes transported
increased at a compound annual growth rate (CAGR) of 4.3% in the decade ending in 2016. World container
traffic in the first half of 2017 increased by 5.2% year-on-year (source: Drewry, October 2017). In addition,
because freight rates and other items can vary significantly from line to line, our profitability for any given period
can be affected by the geographic mix of the lines from which we generate revenue during that period.
Consequently, regional changes in demand can have a disproportionate impact on our results of operations during
any given period. There can be no assurance that further setbacks in economic activity will not occur or that
transport volume of the container shipping industry will remain at or above levels recorded in previous years.

Matching capacity with demand has been a challenge for the industry and the market has often
experienced oversupply. The market was especially oversupplied in 2016 as a result of high levels of new ordering
which occurred in recent years, combined with lower-than-expected growth in many markets. The global supply
of capacity is determined by the number and size of container ships in the world, including in the charter market,
the assignment of these ships to trades, the delivery of new ships, the availability of financing for container ships,
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the conversion of container ships to other uses, the scrapping of older ships, the availability of containers, the
impact of port congestion and the regulation of maritime transportation practices by governmental or international
authorities, including changes in environmental and other regulations that could limit the useful lives of vessels.
The global supply of capacity has also been affected by slow steaming and super-slow steaming initiatives, as
reduced average speed requires more ships on a given trade to maintain the same schedule. If individual
competitors, or the industry as a whole, were to end slow steaming, the global supply of dynamic capacity would
increase significantly. Moreover, due to the impact of varying local demand conditions combined with liners’
capacity management decisions on a trade by trade basis, the supply to demand balance varies from region to
region and conditions in a particular region may not be correlated with those in other regions. We cannot predict
when or even if global or regional supply and demand for container shipping capacity will balance.

Historically, carriers have responded to periods of high demand for container shipping services and
increasing freight rates by investing in new vessels and containers. These investments tend to lead to lower freight
rates as newly-available vessel and container capacity catches up with, and possibly exceeds, demand for container
shipping services. Moreover, over the last several years, the pursuit of economies of scale (including lower average
slot costs) and increased bunker fuel efficiency has driven a trend towards increasingly large vessels, which has
caused an additional increase of capacity and put freight rates under significant pressure. As of September 2017,
the segment of container vessels with a capacity of 14,000 TEU or higher (referred to as super large or ultra-large
container vessels), which predominantly serve the major East-West trade lanes, comprised 149 vessels with a
transport capacity of 2.450 million TEU. The industry order book as of September 2017 included 104 of these
vessels with a capacity of 1.918 million TEU, of which 64 vessels are expected to be delivered before the end of
2018, 18 more before the end of 2019 and the remainder in 2020 or later. In the sub-segment of vessels with a
capacity of more than 18,000 TEU, 51 vessels with a capacity of 1,048 thousand TEU have been or are expected
to be delivered before the end of 2019. Overall, the orderbook as of September 2017 is heavily weighted towards
larger vessels, with ships with a capacity of over 10,000 TEU making up almost 80% of the orderbook by capacity
(source: Drewry, October 2017). The increasing capacity of ULCVs is expected to exacerbate the existing pricing
constraints and complicate carriers’ ability to manage an effective cascade across all their trade lanes. Further, as
vessels generally have an economic life of about 25 years and must be ordered two to three years in advance, there
can be periods of excess or deficit capacity relative to the demand for shipping transport volumes, and new
capacity could enter the market after demand has already peaked. As a result, it can often take several years to
correct a market imbalance. In the past, the shipping industry has been affected by repeated ordering of excess
capacity during periods of strong demand, and the effects of such imbalance combined with market conditions
have had significant negative effects on the container shipping industry in general and certain of our competitors
in particular. For example, the bankruptcy of Hanjin Shipping Co. in August 2016 was caused in part by the losses
it incurred due to oversupply in the world market and the resulting low freight rates, combined with weaker-than-
expected growth in world trade. Likewise, increases in capacity or decreases, or lower than anticipated increases,
in the demand for container shipping can lead to significantly lower freight rates, reduced shipping transport
volume or a combination of the two which could severely impact our profitability and have a material adverse
effect on our business, results of operations and financial condition. Furthermore, during times of weak demand,
we may also be unable to use the full capacity of our vessels or to maintain freight rates required to avoid adverse
effects on our margins, which may in itself have a material adverse effect on our business, results of operations
and financial condition.

The container shipping industry is highly competitive and will likely remain so despite ongoing consolidation.

The container shipping business is highly competitive. Absolute size is an important competitive factor
as it allows for economies of scale. Both of our two main global competitors, Maersk and MSC, are larger than
we are in terms of revenue, volumes and capacity. In addition, if the proposed acquisition of OOCL by Cosco
Shipping announced in July 2017 is completed, the resulting combined entity would have slightly larger fleet by
capacity than we have based on the respective companies’ current fleets combined with their orderbooks (source:
Alphaliner, October 2017). We also compete with numerous smaller global and regional shipping companies.
Another feature of our industry is alliances among shipping companies whereby companies share ships and slots
and thereby achieve economies of scale and cost reductions. We are both a part of and compete against such
alliances. See “Industry—Inter-carrier Cooperation” and “Business—Services—Alliances with other shipping
companies.” Our competitors, whether individually or in alliances, could be better positioned to achieve, maintain
and exploit economies of scale or could invest in technologically more advanced vessels and could thus be able
to offer more attractive schedules, services and rates than those we offer.

We compete intensively with other carriers on a line-by-line basis on most of our lines. In particular, we
face strong competition on our westbound Asia-Europe lines and on our eastbound Transpacific lines. On a line
by-line basis, we often compete with carriers that are much smaller than we are. Smaller competitors can benefit
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from different advantages, such as the reliance on cooperation arrangements for sufficient slot availability, thereby
avoiding the cost of owning and chartering their own vessels.

Generally, we do not have long term or exclusive agreements with our customers and many of our
customers maintain close relations with other container carriers. Customers could, depending on overall supply
available on the market, opt for the services of our competitors on all or some trades without facing discernible
constraints. Moreover, any of our many competitors could choose to establish lines on the same routes as our
established lines and attempt to undercut our freight rates on those routes. There are few, if any, competitive
barriers for existing container carriers wishing to enter or expand their presence in a regional market or on a
particular line. In addition, other or new market participants could be attracted by the opportunity to acquire
vessels at comparatively low price levels and extend their services to additional routes operating such vessels.

While large segments of the container shipping markets remain fragmented, container shipping has gone
through a phase of consolidation in recent years, either through mergers or strategic alliances. This consolidation
intensified in 2016 and the first half of 2017 (see “Business—Competition” for a discussion of key transactions).
As a result of this consolidation or in the event of further consolidation in the container shipping industry, whether
through mergers or strategic alliances, our competitors could achieve greater economies of scale as well as
financial and market strength, allowing them to withstand price competition and price volatility more successfully
than we can and to undercut our freight rates across, or gain increased access to, one or more of the major markets
in which we operate. Furthermore, the ongoing consolidation in the industry may not result in a sustainable level
for freight rates as carriers continue to compete against each other as well as against freight forwarders.

In sum, the competitive environment potentially threatens the generation of revenues and could prevent
us from charging freight rates at a level that is necessary for us to be profitable. These factors could have a material
adverse effect on our business, results of operations and financial condition.

Fluctuations in charter rates could adversely affect us and our financial performance.

As of June 30, 2017, our fleet consisted of 462 container ships, of which we owned or had under finance
lease or equivalent arrangements 131 vessels, or 41% of our fleet by capacity, chartered 53 vessels, or 23% of our
fleet by capacity, with a remaining charter duration of more than five years, chartered 46 vessels, or 10% of our
fleet by capacity, with a remaining charter duration ranging between one and five years and chartered 232 vessels,
or 26% of our fleet by capacity, with a remaining charter duration of less than one year.

A ship charter is the lease of a ship for a specified period of time at a fixed price, with the ship owner
typically also providing the ship’s crew, insurance and maintenance. We generally utilize chartered ships as a
greater proportion of our total capacity than most of our competitors, which we believe provides us with greater
flexibility in the management of our capacity, but also increases the risk to us of rising charter rates in the future.
As charter rates (and short-term charter rates in particular) tend to fluctuate significantly in response to market
participants’ perceptions of supply and demand on the shipping markets, adding additional chartered-in capacity
at market rates in times of strong demand is likely to be significantly more expensive than the cost of capacity on
vessels that we own. Moreover, we cannot be certain that vessel charter rates, which are currently at relatively
low levels, will not rise materially in the near to medium term, in particular if the recovery of industry freight
rates in the first half of 2017 were to contribute to an increase in market charter rates. If charter rates increase
materially, we could face higher operating costs than most of our competitors, many of whom own a greater
percentage of their fleets than we do. In addition, we may not be able to pass on such increased operating costs to
our customers, which would adversely affect our margins and results of operations. As the current industry
orderbook mainly focuses on larger vessels, supply of smaller vessels might be limited and could result in future
increases in charter rates for those vessels. Further, large vessels are scarce in the vessel charter market. If we are
unable to charter large vessels cost-effectively or at all when we need them, we could be forced to substitute
smaller vessels on applicable lines with less competitive running costs which would negatively affect the
profitability of these lines. Any of these factors could have a material adverse effect on our business, results of
operations and financial condition.

In addition, short-term charter rates have historically tracked freight rates (which are affected by changes
in the supply of, and demand for, container shipping and container vessels), but usually with a time lag of several
months. These time lags occur because, at any given point in time, ship-chartering companies and carriers are
bound by the terms of existing charter agreements. Therefore, a ship-chartering company cannot immediately
raise its charter rates to reflect an increase in freight rates, but must wait until existing charter agreements expire.
Similarly, a carrier is unable to negotiate reduced charter rates immediately in response to falling freight rates. As
a result, after a decrease in freight rates, carriers like us that hold a significant proportion of their vessels under
charter agreements could face a growing differential between the declining freight rates they are able to charge

54



their customers and the fixed charter rates they are obligated to pay. This differential can be particularly
pronounced after a period of high demand for charter vessels, as owners of such vessels are often able to enter
into charter agreements of longer duration and higher fixed charter rates. The time lags mean that we could be
unable to reduce our charter costs to compensate for declining freight rates for a period of up to several months.
We have experienced this effect in past periods of rapidly falling freight rates, such as the 2008 to 2009 period,
the early-mid 2010 to early 2012 period and the end of 2015 to the second half of 2016 period. If we are again
unable to reduce our charter costs as freight rates fall, our business, results of operations and financial condition
could be materially and adversely affected.

There is a considerable time lag between the ordering and the delivery of new vessels, leading to a heightened
sensitivity to intermittent changes in shipping market conditions.

Orders for new vessels, whether they will be owned, leased or chartered, must currently be placed two
to three years in advance. Because part of the orders are based on current expectations of future demand, a
container shipping company is subject to the inherent risk that it will order either too much or too little vessel
capacity for future demand, as well as to the related risk of misallocating capital expenditure. If we do not invest
sufficiently in additional shipping capacity, we could be faced with the choice of either not being able to satisfy
our customers’ demand for our services (leading to lost revenues and market share and, potentially, strained
customer relations or a loss of customers) or chartering additional vessels via the charter market at higher charter
rates during phases of strong demand. If, on the other hand, we over-invest in additional container shipping
capacity that we are not able to fully utilize during weaker market conditions, this would increase our costs relative
to the development of our revenues. For example, we recently ordered nine new 22,000 TEU vessels that will be
delivered between late 2019 and early 2021 (see “Business—Operations—Current Orderbook™). While we
ordered such new vessels in anticipation of meeting increasing demand and leveraging lower per-unit operating
costs, there is no guarantee that there will be sufficient demand on the relevant lines when such ships are delivered
to use them at full capacity or ensure that the investments we make in these new vessels are profitable. Although
the current orderbook as a percentage of the active fleet is very low by recent historical standards, there may also
be over-capacity at the time, including as a result of new orders being placed by our competitors. In the past, the
shipping industry has been affected by repeated ordering of excess capacity during periods of strong demand and
has struggled to balance supply with volatile demand, in part as a result of this time lag. Either under- or over-
investment in new shipping capacity could have a material adverse effect on our business, results of operations
and financial condition.

Adverse developments during seasonal peak periods could have a disproportionate impact on our financial
condition and results of operations for a given year.

Our operating and financial performance is subject to seasonal fluctuations and relies to a significant
extent on transported volume and freight rates achieved during the peak periods, which are mainly determined by
inventory buildup of retail goods for the Christmas season in the United States and Europe (although the peaks
may vary both in terms of scale and timing from one year to another). Thus, the third and beginning of the fourth
quarters of the calendar year are generally the strongest periods in terms of overall demand for the container
shipping industry. The effect and timing of seasonality also varies significantly between different cargoes; for
example, the peak period for citrus fruit generally occurs at the beginning of the year rather than prior to the
Christmas season. Any factors that negatively affect our operations during any one or more of the peak periods
could have a disproportionate impact on our financial condition and results of operations for a given year, and the
demand for different products can be particularly vulnerable to market conditions during the specific typical peak
period for such products. The seasonal nature of our business also limits the comparability of our results from one
quarter to the next, and revenue, income and cash flow can vary significantly from quarter to quarter. Failure to
effectively respond to the challenges posed by the seasonal nature of our business could have a material adverse
effect on our business, results of operations and financial condition.

Changing trading patterns, trade flows and sharpening trade imbalances could adversely impact our cost
structure.

The capacity utilization of our container vessels varies depending on the dominant trade flows between
different world regions. Vessel capacity utilization is generally higher when transporting cargo from net export
regions to net import regions (i.e., the dominant leg). Considerable losses result from having to transport empty
containers on the non-dominant leg without generating corresponding freight revenues. Furthermore, sharpening
imbalances in world trade patterns (i.e., rising trade deficits of net importers vis-a-vis net export regions) could
exacerbate the imbalances between the dominant and non-dominant legs of our services. There can be no
assurance that we will be able to successfully manage and minimize the costs resulting from operating non-
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dominant leg trades. This could have a material adverse effect on our business, results of operations and financial
condition.

Increases in crude oil and bunker fuel prices could significantly increase our costs of operations.

The cost of marine or bunker fuel is one of our major operating costs, representing 11.9% of our revenue
(12.4% of our total operating expenses) in the six-month period ended June 30, 2017 and 10.0% of our revenue
(10.3% of our total operating expenses) in the year ended December 31, 2016. The price of bunker fuel is driven
by crude oil prices. Crude oil prices have historically exhibited significant volatility over short periods of time,
although prices have recently significantly decreased compared to the prevailing levels between 2010 and 2014.
Furthermore, crude oil prices are influenced by a host of economic and geopolitical factors beyond our control,
such as political instability, tensions in the Middle East, global terrorism, a long-term increase in global demand
for oil and the economic development of emerging markets, China and India in particular. Furthermore, specific
regulations require that we use low-sulfur bunker in certain designated areas. Such low-sulfur bunker is more
costly than regular bunker and therefore increases our bunker fuel costs to the extent we use proportionally more
of it. We can also use other fuels on our vessels, such as liquid natural gas, the prices of which may be subject to
the same economic and geopolitical factors as bunker fuel, or other factors over which we have no control. The
prices of each type of bunker fuel and of such alternative fuels exhibit significant volatility, and changes in their
respective prices may not be perfectly correlated. We only hedge ourselves against a small percentage of changes
in crude oil prices, and we could be unable to pass increases in crude oil prices on to our customers. As a result,
an increase in crude oil and bunker fuel prices could materially and adversely affect our business, results of
operations and financial condition. For illustrative purposes and assuming no hedges and no passing on to
customers, a $50 per ton average increase in the spot purchase price of bunker fuel would have reduced our EBIT
on a CMA CGM standalone basis in 2016 and the first half of 2017 by approximately $295 million and $144.8
million, respectively (exclusive of the impact of any hedges), assuming we would have not been able to pass any
of the increase on to our customers.

There are risks in connection with our cooperation agreements.

Market participants in the container shipping industry have recently reshuffled their operating alliances
on East-West trades, and the vast majority of our competitors are members of strategic alliances aimed at gaining
a competitive edge through cost synergies, joint procurement and joint operations. We are both a part of and
compete against such alliances. We enter into cooperation agreements with other major carriers, which enable us
to provide our customers with a range, geographic scope and departure frequencies that would not be possible
solely with our own container vessel fleet. Such cooperation agreements also allow us to increase the size of the
vessels we deploy as we benefit from pooled volumes and assets, and therefore lower unit costs and breakeven
levels. The terms and conditions of these cooperation agreements may not receive regulatory approval, could
change or could be terminated altogether. If this were to happen, we would lose the advantages conferred by the
cooperation agreements and thus would face a material adverse effect on the flexibility, scope and depth of our
service offering, our ability to optimize freight schedules and capacities and our operating expenses. Any of these
effects could lead to a potential loss of customers and have an adverse effect on our results of operations. Should
such a scenario materialize, we could seek to enter into other cooperation agreements, but we may not be
successful in doing so on similar terms or at all.

In particular, in the event that the Ocean Alliance is weakened by the expulsion, termination or otherwise
discontinued membership (or non-participation due to internal problems) of one or more members, or in case we
were to be expelled from the Ocean Alliance or if the dissolution or a material change to the governing structures
of the Ocean Alliance were to be decreed under antitrust laws or other laws and regulations, we may lose our
access to the Ocean Alliance’s network. We would thus lose the advantages currently conferred by this network
and would face a material adverse impact on the flexibility, scope and depth of our service offering and our ability
to optimize schedules and capacities. Should such a scenario materialize, we could seek to form a similarly
beneficial alliance with other industry members or to accede to a similar alliance, but we may not be successful
in doing so on similar terms or at all. Such a scenario could have a material adverse effect on our business, financial
condition and results of operations.

For a summary of industry trends in this respect, existing competing alliances and our own cooperation
agreements and principal alliance (Ocean Alliance, which became operational on April 1, 2017), see “Industry,”
“Management’s Discussion and Analysis of Financial Condition and Results of Operations—Operational
Alliances” and “Business—Services—Alliances with other shipping companies.”
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Attempts to increase freight rates may not succeed.

We have periodically announced freight rate increases in recent periods. Some of these have been
successful in that they have been accepted by customers and have led to temporary increases in market freight
rates while others have failed in this respect. No assurance can be given that future attempts to increase freight
rates will succeed, particularly in a context of generally prevailing overcapacity. Failure to effect freight rate
increases could have a material adverse effect on our business, results of operations and financial condition.

We could be unable to retain existing customers, most of whom do not have contracts, and could be unable to
attract new customers.

We do not have contracts with most of our customers. Therefore, we cannot be certain that our customers
will continue to use our services in the future. Many of our customers maintain close relations with other container
carriers. Thus our customers could, depending on overall supply available on the market and their perception of
the level of service provided, opt for the services of our competitors on all or some trades without facing
discernible constraints. This increases the risk to our volumes and business from customer churn and may limit
our ability to adjust our rates or service to levels necessary to ensure the profitability of certain shipments. In
addition, some of the contracts we have with customers are longer-term in nature and, if freight rates should rise
or our operating costs increase, we may not be able to make the necessary adjustments to the contractually-agreed
rates to capitalize on such increased freight rates or address such increased operating costs until the existing
contracts expire. Once our existing customer contracts expire, there is no assurance that our customers will renew
the contracts on similar terms or that suitable replacements will be found. Any negative impact would be
magnified if we lost any of our top 20 customers, which together accounted for approximately 17% of our volumes
in 2016 (15% in the first half of 2017). Furthermore, if we lose a major customer, we may not be able to reduce
swiftly our fixed costs accordingly. Such developments could have a material adverse effect on our business,
results of operations and financial condition.

Container ship capacities have increased in recent years, leading to overload and congestion in certain ports.

In recent years, container ship capacities have increased globally at a faster rate than the rate at which
some container ports have increased their capacities. This has led to considerable delays in the processing of
container shipments in affected ports, many of which (such as in the United States) cannot accommodate larger
ships. As a result of longer load and unload times, increases in container ship capacities could lead to further port
congestion, which could have a material adverse effect on container shipping traffic on affected services. The
current industry orderbook is also heavily skewed towards larger vessels, with vessels over 18,000 TEU
comprising 46% of the orderbook capacity as of October 2017, compared with only 6% of the capacity of the
industry’s existing fleet. (Source: Alphaliner, October 2017). Should the infrastructure and related port facilities
not be adapted accordingly, this could exacerbate issues with congestion as these ultra-large vessels are delivered
and replace smaller vessels. Decisions on port expansions are made by national or local governments and are
outside our control, determination or influence. Such decisions are made on the basis of local policies and concerns.
In addition, as industry capacity and demand for container shipping continue to grow, we could encounter
difficulties in securing sufficient terminal slots to expand our operations according to our growth strategy, due to
the limited availability of port facilities. While we seek to continue to secure port access by directly investing in
port terminals where we have significant operations, we could face political and administrative challenges in doing
s0, as ports are generally considered strategic assets. Furthermore, major ports could close for a shorter or longer
period of time due to maintenance works, natural disasters or other reasons beyond our control. We cannot assure
you that our efforts to secure port access by investing in port facilities or otherwise will be successful. Port
overload and congestion and otherwise insufficient or delayed access to ports could have a material adverse effect
on our business, results of operations and financial condition.

Delays in deliveries of our new-built vessels, or our decision to cancel, or our inability to otherwise complete
the acquisitions of any new-built vessels we could decide to acquire in the future, could harm our business,
financial condition or results of operations.

Our new-built vessels, as well as any new-built vessels we may contract to acquire or order in the future,
could be delayed, not completed or canceled, which would delay or eliminate our expected receipt of revenues
from the operation of such vessels. The shipbuilder or third-party seller could fail to deliver the new-built vessels
or any other vessels we acquire or order, or we could cancel a purchase or a contract for new-built vessels because
the shipbuilder has not met its obligations or due to our inability to finance the purchase of the vessel. Our receipt
of new-built vessels could be delayed, canceled or otherwise not completed because of, among other things,
quality or engineering problems or failure to deliver the vessel in accordance with the vessel specifications,
changes in governmental regulations or maritime self-regulatory organization standards, work stoppages or other
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labor disturbances at the shipyard, bankruptcy or other financial or liquidity problems of the shipbuilder, a backlog
of orders at the shipyard, political or economic disturbances in the country or region where the vessel is being
built, weather interference or catastrophic events, shortages of or delays in the receipt of necessary construction
materials, such as steel, and our inability to finance the purchase of the vessel.

Our decision to cancel a new-built vessels order, due to commercial or financial reasons, exposes us to
the risk of commercial dispute or litigation. For example, the cancellation of orders made during the 2009 market
downturn has led to losses in respect of prior payments and to ongoing disputes with shipyards and ship-owners.

In addition, the ordering of new-built vessels is associated with the risk of default of the shipyard in
question and of the shipyard’s inability to perform the contracted works and services, in particular due to
insolvency. In such cases, despite appropriate precautions (for example, the use of advance payment guarantees
and insurance policies covering the amounts prepaid in the event of non-performance), the possibility of a partial
or complete loss of the amounts of any prepayments cannot be excluded. As a general matter, a loss of
prepayments could also occur in connection with the purchase of used vessels if the seller loses its commercial
ability to perform the agreements and falls insolvent. If a loss of prepayment were to occur, this could have a
material adverse effect on our business, results of operations and financial condition.

We could also incur financial losses when acquiring used or new vessels when our contract parties are
not in a position to deliver the vessels at all, or are only able to deliver them after a period of delay. Furthermore,
vessels delivered to us may not be fit for service or could be fit for service only to a limited degree due to defects
or after significant, costly repair work. The realization of any such risk could have a material adverse effect on
our business, results of operations and financial condition.

Political, economic, social, natural and other risks in the markets where we have operations could cause serious
disruptions to our business.

We operate in many countries around the world, including emerging markets such as the Middle East,
and are exposed to risks of political unrest, war, terrorism, piracy, natural disasters, widespread transmission of
communicable infectious diseases as well as economic and other forms of instability, which can result in
disruption to our or our customers’ businesses and seizure of, or damage to, our assets or pure economic loss.
These events could also cause the destruction of key equipment and infrastructure (including inland infrastructure
such as railroads and highways) and the partial or complete closure of ports and sea passages, such as the Suez or
Panama canals or other important bottleneck routes, potentially resulting in higher costs, congestion of ports or
sea passages, vessel delays and cancellations on some of our lines.

Furthermore, political, economic or other developments could affect importers or exporters or lead to
reductions in, or in the growth rate of, global trade, which could reduce demand for our vessels and services. A
weakening of the economy, protracted political instability, potential military conflicts or tensions or other events
affecting important importers or exporters, such as China, Europe, the United States or other countries, could have
a material adverse effect on demand for container shipping and our business, results of operations and financial
condition. Moreover, we are subject to the risk of unilateral governmental or quasi-governmental action and
regulation in the countries in which we operate. Such risks include sanctions that prohibit trade in particular areas,
restrictive actions such as vessel arrest, limitations on vessel operations or local ownership requirements,
compulsory acquisition of our assets with no compensation or with compensation below market value, loss of
contractual rights and requisition (i.e., situations in which a government takes control, or becomes the owner, of
a ship and effectively becomes the charterer at dictated rates).

Our business could be adversely affected by protectionist policies and regulatory regimes adopted by countries
globally.

One or more countries could, in the wake of an economic crisis, in response to real or perceived currency
manipulations or trade imbalances or as a result of populist or nationalist policies, resort to protectionist measures
or make changes to the regulatory regimes in which we operate in order to protect and preserve domestic industries.
Such measures could include raising import tariffs, providing subsidies to domestic industries, restricting currency
repatriation, abandoning or renegotiating the terms of national or international free trade zones (e.g., NAFTA),
withdrawal from, or blocking of, international trade agreements or creating other trade barriers. A global trend
towards protectionism could also be harmful to the global economy in general, as protectionist measures could
cause world trade to shrink and counter measures taken by protectionist policies’ target countries would increase
the chance of trade wars. This risk is particularly acute in the current geopolitical climate, with the rise in various
countries and regions of political parties and politicians decrying free trade and “globalization” and advocating
protectionist policies. Implementation of protectionist measures could by themselves have a chilling effect on
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world trade and, if they lead to retaliation and “trade wars,” cause a substantial reduction in world trade volumes.
As our business success hinges, among other things, on global trade volumes, protectionist policies and regulatory
regimes would have a material adverse effect on our business, results of operations and financial condition.

We may not be fully protected from certain liabilities under our insurance coverage or indemnities covering
liabilities and our premiums could increase in the event of war or terrorist attacks.

The operation of large oceangoing vessels and the use of the heavy equipment necessary to load and
prepare those vessels for transit involve inherent risks, including those of catastrophic loss, spills, personal injury
and loss of life, maritime disaster, mechanical failure, fire, collision, stranding and loss of, or damage to, cargo as
well as damage to or loss of vessels. In addition to losses caused by human error and accidents, we could also be
subject to losses resulting from, among other things, war, terrorist activities, piracy, political instability, business
interruption, strikes and weather events (including earthquakes, flooding and storms). Furthermore, potential risks
from nuclear contamination cannot be insured by primary or re-insurers. If large numbers of containers or several
of our vessels were contaminated, this could force us to replace such assets at our own costs and on short notice,
prevent us from providing our services as scheduled and lead to costs for medical treatment of crew members who
came in contact with contaminated materials. Any of these events could result in our experiencing direct losses
and liabilities, loss of income, increased costs, reputational damage and litigation against or by third parties.
Insurance policies we carry could be insufficient to cover the cost of damages suffered from any of these events
and we could be unable to renew such insurance on commercially reasonable terms. Additionally, our insurers
could refuse to pay particular claims if we were to fail to take certain actions, such as maintaining certification of
our vessels with applicable regulations. We also could be responsible for liquidated damages if we do not comply
with certain provisions of some of our contracts, which are not covered by our insurance policies.

Similarly, as a result of acquisitions, we could face liabilities for lawsuits, losses or damages arising from
the activities of our acquired entities prior to acquisition. We typically seek to obtain indemnities for the possible
liabilities of the entities we acquire, but we cannot assure you that we will continue to obtain indemnities, or that
these indemnities will be sufficient to cover all losses we could face or will be fully enforceable. For example, in
the case of NOL Acquisition, there was no such indemnity because it was a listed entity.

We do not inspect all our freight comprehensively to guarantee the safety and security of workers and
the products being shipped. Hence, we cannot guarantee the security of our containers and related equipment from
breaches in security including due to wrongly declared contents and acts of terrorism, and we cannot be certain
that we will be fully insured for the losses we could suffer from such incidents. More stringent security,
environmental or other regulations could also come into force, expanding the liability we face under our operations,
and insurance for such additional liabilities may not be available at commercially reasonable rates, if at all. If our
insurance is insufficient to cover these large claims and liabilities, our assets could be subject to attachment,
seizure or other judicial processes, which could have a material adverse effect on our business, results of
operations and financial condition.

Acts of piracy against oceangoing vessels could adversely affect our business and results of operations.

Acts of piracy have historically affected oceangoing vessels, including container ships, trading in certain
regions of the world, such as South East Asia, the Gulf of Aden, the Indian Ocean off Somalia and the Gulf of
Guinea. We operate significant lines in these areas. Since 2008, the frequency of piracy incidents against
commercial shipping vessels has increased significantly, particularly in South East Asia and Gulf of Guinea, while
it has decreased in the Gulf of Aden and the Indian Ocean since 2012 If any of our vessels are hijacked by pirates,
we could be forced to pay significant ransoms to secure their release. In case of ransom, payments would be
performed via our insurers, with whom we have dedicated contracts. Furthermore, because our vessels are
sometimes deployed in regions characterized by insurers as “additional premium” zones or Joint War Committee
(“JWC”) “war and strikes” listed areas or areas of “perceived enhanced risk,” such as the Gulf of Aden, the
Southern Red Sea and the Indian Ocean (up to southern Sri Lanka), Somalia, the Arabian Sea, the Gulf of Oman
and the Gulf of Guinea, we pay significantly higher premiums for insurance coverage in these regions. The list of
areas of perceived enhanced risk is subject to continual review and amendment. Both passive measures (such as
anti-piracy routing, tracking piracy attacks, minimum transit speeds, razor wires and citadels) and active measures
(such as armed guards on board most vulnerable vessels (below 4,000 TEUs)) are implemented on board our
vessels transiting in areas known for piracy, which may cause us to incur increased expenditures for the heightened
security measures to protect our vessels. Moreover, in spite of our efforts to address the risk of piracy, we cannot
guarantee that such measures will be effective in preventing one or more of our ships from being attacked or
hijacked by pirates, and, in the case of an increase in the frequency of acts of piracy, we may be unable to obtain
adequate insurance to fully cover losses from acts of piracy (including payment of any ransom) or similar incidents.
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Acts of piracy could thus have a material adverse effect on our business, results of operations and financial
condition.

Risks inherent in the operation of oceangoing vessels could affect our business and reputation.
The operation of oceangoing vessels carries inherent risks. These risks include the possibility of:
e marine disaster;
e environmental accidents, including oil and hazardous substance spills;
e grounding, fire, explosions and collisions;
e accidents resulting from the handling or transport of dangerous or hazardous goods;
e cargo and property losses or damages (including total loss of vessels);

e business interruptions caused by mechanical failure, IT system outages, cyber-attacks, human
error, war, sabotage, terrorism, political action in various countries, or adverse sea or weather
conditions;

e work stoppages or other labor problems with staff serving on vessels and at ports, substantially
all of whom are unionized or covered by collective bargaining agreements;

e piracy and terrorism;

e search and rescue operations, which could lead to business interruption or interfere with the
safety and security of a vessel; and

e  delays, restrictions or business interruption due to trading in areas affected by disease outbreaks.

Any of the above occurrences could result in death or injury to persons, loss of property or environmental
damages, delays in the delivery of cargo, loss of revenues from or termination of charter contracts, governmental
fines, penalties or restrictions on conducting business, higher insurance rates, and damage to our reputation and
customer relationships generally. The involvement of one or more of our vessels in an environmental disaster
could also harm our reputation as a safe and reliable containership owner and operator. Any of these circumstances
or events could have a material adverse effect on our business, results of operations and financial condition.

The smuggling of drugs, weapons or other contraband onto our vessels could lead to governmental claims
against us or operational restrictions affecting our business.

We expect that our vessels will call in areas (including, but not limited to, the Middle East, West Indies
and Latin America) where smugglers attempt to hide drugs, weapons and other contraband on vessels, with or
without the knowledge of crew members. In the past, we have discovered misdeclared cargo, including such
contraband, and cooperated with governmental or regulatory authorities as appropriate. For example, between
2009 and 2011, shipments of weapons were discovered in containers on our vessels. These incidents created
adverse publicity and triggered demands by U.S. politicians for an investigation of our operations. With respect
to drug contraband, smugglers are using the so called “rip on rip off” method, which consists of hiding a limited
quantity of drugs in legitimate goods. This scheme requires a high level of local complicity and corruption and
we are working in close cooperation with the relevant authorities to tackle this issue. To the extent our vessels are
found with contraband, whether with or without the knowledge of any of our crew members, we could face
governmental or other regulatory claims or operational restrictions which could have a material adverse effect on
our business, results of operations and financial condition. Our reputation could also be damaged if allegations of
illegal behavior are made against us.

We are exposed to risks in relation to compliance with anti-corruption laws and regulations.

Our business entails numerous interactions with government authorities, including port authorities,
health, safety, and environment authorities, labor and tax authorities and customs and immigration authorities.
Furthermore, our vessels call at ports throughout the world, including in some countries where corruption is
endemic. Although we have a policy prohibiting our employees from offering or promising directly or indirectly
anything of value to any party, including a government official or private party with the intention or appearance
of improperly influencing its business decision, we cannot guarantee that such payments may not be made despite
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our policy. Any such payments may be deemed to have violated anti-corruption laws potentially applicable to us,
exposing us to potential civil and criminal penalties as well as reputational damage that could have a material
adverse effect on our business, results of operations and financial condition.

Failure to comply with competition laws to which we are subject could lead to the imposition of fines and
constraints on our business practices.

Unless covered by special exemptions, the shipping industry is subject to general competition laws.
These general competition laws are designed to preserve free and open competition in the marketplace in order to
enhance competitiveness and economic efficiency. They generally prohibit agreements or concerted actions
among competitors if they adversely affect competition, in particular if they lead to the formation of cartels or
anticompetitive foreclosure. The abuse of a dominant position also constitutes a violation of the law. The European
Union prohibits agreements or arrangements between carriers that restrict competition, including conferences
providing common tariffs since 2008. Shipping companies’ consortia are legally permissible provided they are
limited to operational cooperation and remain subject to effective price competition.

Shipping companies could face fines, ordered remedies and damages claims if they fail to comply with
applicable regulatory regimes. In the event that we are found not to be in compliance with the regulatory regime
and sanctions are imposed on us, this could have a material adverse effect on our business, results of operations
and financial condition. Our reputation could also be damaged if allegations of illegal behavior are made against
us.

In May 2011, the European Commission’s Directorate General for Competition (“DG COMP”) carried
out unannounced inspections at the premises of various carriers, including us, in order to investigate a possible
collusion among carriers on prices and capacities in the Asia-EU trade. In a decision dated November 21, 2013,
the European Commission initiated antitrust proceedings against a large number of carriers, including us. The
proceedings aimed to determine whether carriers’ publicized price increase announcements (through press
releases on their websites and in the specialized trade press) constituted an anticompetitive practice. The
proceedings were resolved via an European Commission Commitment Decision, announced on July 7, 2016,
making legally binding for a period of three years starting December 7, 2016 a set of behavioral commitments
proffered by various carriers (including us) in respect of price announcements for EEA trades. We are also a party,
along with other carriers, to settlements including behavioral commitments with the Russian and Chinese
competition authorities, and under investigation by the South African competition authorities. See “Business—
Legal Proceedings and Government Investigations.”

In addition, on March 17, 2010, the U.S. Federal Maritime Commission (“FMC”) initiated an
investigation (No. 26) on the “Vessel Space and Equipment Availability Situation on U.S. Trades,” triggered by
general complaints of shippers about the shortage of vessel space and equipment and the underlying allegation of
collusion between carriers. There have been public hearings and confidential interviews with the industry.
Following its investigation, the FMC did not impose fines. Instead, on December 8, 2010, the FMC issued a report
and adopted certain measures designed to engage ocean carriers and their customers in a dialogue in order to
improve the U.S. international ocean shipping system. These measures comprise dispute resolution bodies called
“Rapid Response Teams”, two working groups, an educational outreach project and the development of
recommendations to enhance oversight of the global container shipping industry. While the adopted measures do
not currently appear to lead to legal restrictions being imposed on our business, it cannot be ruled out that these
initiatives could lead to future revised laws or other administrative burdens which may impact our flexibility or
force us to incur additional costs.

On March 15, 2017, we received a subpoena from the Antitrust Division of the U.S. Department of
Justice (the “DOJ”) relating to an antitrust investigation of ocean container shipping services to and from the U.S.
The subpoena includes wide-ranging requests for information and documents in relation to such services,
including as to the International Council of Containership Operators (known as the “Box Club”), of which we are
a member, and the Transpacific Stabilization Agreement, to which we are a party. We understand that a similar
subpoena was received by other container shipping companies that are members of the Box Club. We are
responding to the subpoena and consequently have been producing documents to the DOJ since June 2017. The
investigation is currently ongoing, and at this stage there can be no assurance as to the direction the DOJ’s
investigation will take in the future or its outcome. Further, no assurance as to the overall timing of the
investigation can be given. If we ultimately become subject to sanctions for possible anti-competitive activities,
we may be required to pay fines (which could be substantial) and/or to change our business practices. Additionally,
the Company and/or individual executives may become subject to criminal prosecution. Any of the foregoing
outcomes could have a material adverse effect on our business, results of operations and financial condition.
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Our international activities increase the compliance risks associated with economic and trade sanctions
imposed by the United States, the European Union and other jurisdictions.

Our international operations could expose us to trade and economic sanctions or other restrictions
imposed by the United States or other governments or organizations, including the United Nations, the European
Union and their Member States. In particular, the U.S. Office of Foreign Assets Control, or “OFAC,” has issued
regulations requiring that companies (including ours) refrain from doing business, or allowing our clients to do
business through us, within U.S. jurisdiction in certain countries or with certain organizations or individuals on
lists maintained by the U.S. government, including restrictions on payments in U.S. dollars involving such
countries, organizations and individuals. Under economic and trading sanctions laws, governments could seek to
impose modifications to business practices, and modifications to compliance programs, which could increase
compliance costs, and could subject us to fines, penalties and other sanctions if we are not able to effectively
prevent future violations. For example, in 2011, we paid a fine to settle allegations by OFAC that we facilitated
the export of goods to Sudan and accepted payments for shipping services rendered in connection with shipments
to Cuba, Iran and Sudan. While we have implemented compliance programs to avoid any violations of trade and
economic sanctions and other restrictions, given the scope and nature of our international operations, we may not
be able to effectively prevent future violations of such sanctions and restrictions.

We actively monitor developments in the United States, the European Union and other jurisdictions that
maintain sanctions programs, including developments in the implementation and enforcement of such sanctions
programs. Expansion of sanctions programs, embargoes and other restrictions in the future (including additional
designations of countries subject to sanctions), or modifications in how existing sanctions are interpreted or
enforced, could prevent our vessels from calling on ports in sanctioned countries or could limit their cargoes. For
example, in response to developments in eastern Ukraine in 2014, the United States and the EU expanded their
restrictive measures against Russia by implementing a third phase of sanctions, which targets specific sectors of
the Russian economy, as well as named individuals and entities. Russia’s capital markets, energy and defense
sectors were targeted by the sanctions which came into force. The United States and the EU have published further
sanctions against Russia, including sanctions relating to cyber security in 2016. While these sanctions do not
specifically target the shipping industry, they have had knock-on repercussions for EU and U.S. shipping and
export businesses that do business with Russia and/or Ukraine as the sanctions prohibit the sale, supply, transfer
or export of certain oil and gas equipment and technology and dual-use items. This has had an impact on cargo
volumes on trades between Russia, and Europe and the United States. Conversely, EU and certain US sanctions
against Iran were eased to some extent in January 2016. This has created business prospects and opportunities,
including with local entities, which we have taken (such as slot exchange or vessel sharing agreements) or may
consider taking in compliance with applicable laws and regulations and remaining sanctions. Any future
reimposition of economic sanctions against Iran or any other country could prevent us from taking advantage of
such business prospects or opportunities and expose us to the risk of a sanctions violation.

If any worsening or increase of the risks described above materializes, this could have a material adverse
effect on our business, results of operations and financial condition.

More thorough monitoring and inspection procedures aimed at preventing terrorist attacks could have a
material adverse effect on our business, results of operations and financial condition.

The international container shipping industry is subject to various security and customs monitoring and
inspection procedures in countries of origin and destination, as well as at transshipment ports. Such procedures
can result in the confiscation of containers or their contents, delays in the loading, offloading, handling or delivery
of containers and the levying of customs duties, fines or other penalties against exporters, importers and, in some
cases, carriers.

In addition, more thorough monitoring and inspection procedures aimed at preventing terrorist attacks
could increase our costs and cause disruption to our business. In several countries we face significant security
requirements, such as, for instance, the “Advance Manifest Rule” in the United States, which mandates expanded
disclosure regarding a ship’s cargo at least 24 hours prior to loading at the foreign port of loading. We have
adopted tariff rules apportioning liability to customers that fail to provide timely information and impose
surcharges on cargo traveling to or through the United States to reflect the increased cost of compliance under this
regulation. The current U.S. regulation could be expanded, and similar or more intrusive and costly monitoring
and inspection rules could be put in place by the United States or other countries in which we operate. In any such
case, we could experience disruptions to our business and could be unable to impose further surcharges or
otherwise recover from our customers the increased costs incurred due to such measures, which could materially
and adversely affect our business, results of operations and financial condition.
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We also are subject to various requirements issued in response to the perceived risks to ships from
terrorism, the International Ship and Port Facility Security Code issued by the International Maritime Organization
(“ISPS Code”) that entails ship modifications, staff training, auditing of vessels and preparation of ship security
plans regulations issued by the U.S. Coast Guard requiring shipping companies to adopt vessel security plans and
to establish port security plans, and similar EU obligations for shipping companies. See “Regulatory Matters.”
All our ships and all the ships we operate on long-term charters and operating leases are fully compliant. The
vessels we operate on short-term charters comply with the regulations to which they are subject. Because we also
transport cargo on vessels that we do not operate ourselves (through cooperation agreements) and through ports
over which we exercise little or no control, we could be exposed to increased costs and business disruptions under
these requirements if another container shipping company, or port operator, or any other entity covered by the
regulations with which we conduct business, fails to comply.

In addition, we participate in certification programs intended to enhance security along supply chains. In
the U.S., we participate in the “C-TPAT” (U.S. Customs-Trade Partnership against Terrorism) initiative, a
voluntary agreement between U.S. Customs and the industry requires us to document and validate our supply
chain security procedures in relation to existing U.S. Customs and Border Protection (“CBP”’) C-TPAT criteria or
guidelines as applicable, with CBP issuing a certificate of compliance. In the EU, we hold an Authorized
Economic Operator (“AEO”) Certificate “Customs Simplifications/ Security and Safety” (“AEO-F”) that entitles
us to benefits in the course of customs clearance. See “Regulatory Matters.” Should we fail to maintain either of
these certificates, it could mean a higher administrative burden through heightened security screenings and the
loss of customers who are increasingly requesting such certificate from their carriers. This could have a material
adverse effect on our business, results of operations and financial condition.

Changes to the liability regime for the international maritime carriage of goods could adversely affect our
business.

In addition to the respective national laws, there are various international treaties in place that deal with
maritime liability issues, such as the Hague Rules of 1924 (the “Hague Rules”), the Hague-Visby Rules of 1968
(the “Hague-Visby Rules”) and the Hamburg Rules of 1980. In particular, the Hague Rules and the Hague-Visby
Rules are of great importance to the maritime liability regime, and either one or both have been ratified by most
countries that have a relevant shipping industry. Some countries have implemented the Hague Rules and the
Hague-Visby Rules into national law and in other countries the treaties are applicable directly without transition
into national laws.

In December 2008, the United Nations Commission on International Trade Law (UNCITRAL) adopted
a new convention on cargo liability, the Convention on Contracts for the International Carriage of Goods Wholly
or Partly by Sea (the “Rotterdam Rules”). The Rotterdam Rules establish a new legal regime for the international
maritime carriage of goods. The goal of the Rotterdam Rules is to bring increased clarity regarding who is
responsible and liable for what, when, where and to what extent when it comes to transport by sea and land and
to make national codes, such as the U.S. and Australian Carriage of Goods Acts, redundant. The Rotterdam Rules
will not come into force until one year after ratification by 20 countries. As of the date of the Offering
Memorandum, there are 25 signatories, with three states having ratified the Rotterdam Rules. When, or if, the
Rotterdam Rules come into effect, we could face increased liability under the new regime, including the increase
of liability limits, liability for delay and liability in the case of errors in navigation, which could have a material
adverse effect on our insurance program and, in turn, on our business, results of operations and financial condition.
In addition, international, national or local laws or regulations still in effect regarding maritime liability may
change, which could lead to more stringent liability standards or other changes. Such changes could increase our
insurance costs or lead to greater liability exposure in the event of an accident, which could have a material adverse
effect on our business, results of operations and financial condition.

We could face substantial liability if we fail to comply with existing laws and regulations, including in respect
of the environment, and we could be adversely affected by changes in those laws and regulations.

As a container carrier, we are subject to a wide variety of international, national and local laws,
regulations and agreements relating to shipping operations. See “Regulatory Matters.” Such laws, regulations and
agreements could change materially, including without, or with limited, notice. In particular, additional
requirements to obtain permits or authorizations could come into force which could impose significant new
burdens upon our business, require us to change our business strategy significantly and impact our cost structure.
Although we have specific procedures designed to ensure compliance with applicable environmental laws and
regulations, we cannot guarantee that we can ensure full compliance at all times. We could face substantial liability
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for civil or criminal penalties, fines, damages (including reputational damage) and litigation if we fail to comply
with such laws, regulations and agreements.

Reduction of sulfur and nitrogen oxide emissions from ships, ballast water management, shore power
connection at berth, energy efficiency standards, spills and discharges of oil and other hazardous substances, ship
dismantling and recycling, carbon tax and emission trading schemes are various examples of increasingly stringent
regulations for shipping, with significant uncertainty in terms of technical/operational requirements and
availability of solutions, as well as legal planning and enforcement issues, and there may be conflicting regulations
at the local, regional and international levels. Furthermore, any of these regulations or those discussed in
“Regulatory Matters,” or any new regulatory developments, could require us either to make significant
investments to modify existing vessels in order to comply with regulations or operate such vessels in a way that
incurs greater costs. Such developments may also cause the prices of new vessels that we order to be higher than
historical prices because of the improvements required to ensure compliance.

The IMO is evaluating mandatory measures to reduce greenhouse gas emissions from international
shipping, which may include market-based instruments or a carbon tax. The European Union has indicated that,
while it has a preference for a global approach led by the IMO, given that there is yet to be agreement on global
market-based measures or other instruments, it intends to progressively integrate maritime emissions into the EU’s
policy for reducing its domestic greenhouse gas emissions (the “Emissions Trading Scheme”). In April 2015, the
EU-Commission adopted its regulation on the monitoring, reporting and verification of carbon dioxide emissions
from maritime transporter that requires, inter alia, submission of a monitoring plan for each ship, monitoring of
carbon dioxide emissions for each ship on a per-voyage and an annual basis. See “Regulatory Matters.”” The next
step in the EU strategy would be to set greenhouse gas reduction targets for the maritime transport sector, although
currently no measures have been adopted to implement reduction targets. In the United States, the Environmental
Protection Agency (“EPA”) has issued a finding that greenhouse gases threaten the public health and safety,
although no regulations for emissions from maritime vessels have been proposed. At the international level, in
2016 a new international framework governing greenhouse gas emissions, adopted at the 2015 United Nations
Climate Change Conference in Paris (the “Paris Agreement”), entered into force and is to take full effect by 2020.
The Paris Agreement sets a goal of holding the increase in global average temperature to well below 2 degrees
Celsius and pursuing efforts to limit the increase to 1.5 degrees Celsius, to be achieved by aiming to reach a global
peaking of GHG emissions as soon as possible. To meet these objectives, the participating countries, acting
individually or jointly, are to develop and implement successive “nationally determined contributions.” Any
passage of climate control legislation or other regulatory initiatives that restricts emissions of greenhouse gases
from the maritime sector could require us to make significant financial expenditures, such as to install new
emission controls, acquire allowances or pay taxes related to its greenhouse gas emissions, or administer and
manage a greenhouse gas emission program, that we cannot predict with certainty at this time.

In addition, certain U.S. states have requirements, known as “cold ironing,” for ships to source electric
power while at berth. In the California ports of Los Angeles, Long Beach, Oakland, San Francisco, San Diego
and Hueneme for example, shore-based power was mandatory for minimum 50% of vessel calls for any ocean
going vessel fleet, with the requirement expected to gradually increase to 80% by January 2020. Such measures
involve additional costs for shipping lines for retrofitting vessels, electrical power from the municipal grid, labor
and administration which we may not be able to carry or meet. A failure to conform to the new cold ironing
regulations could also prevent us from docking at certain ports in the United States and elsewhere.

In recent years, various jurisdictions have implemented or considered implementing more stringent
regulations related to the sulfur content of marine fuels and sulfur outputs from maritime vessels and the
requirements are scheduled to become progressively more stringent. In particular, in October 2016, the
International Maritime Organization announced that it will implement a global sulfur cap of 0.5% on marine fuels
as from January 1, 2020, as compared to 3.5% currently. See “Regulatory Matters.” To comply with these
regulations, container shipping companies need to consider a variety of options, including increasing the use of
low sulfur fuels and/or marine diesel oil (“MDQO”) or investing in improvements to internal ship systems, such as
scrubbers (in the case of continued use of normal grade bunker fuel). Gasoil and other low sulfur products
accounted for approximately 9.1% of our total bunker oil consumption in the year ended December 31, 2016 and
8.6% in the first half of 2017. The expanding regulatory requirements that will impose a reduction of sulfur content
for all type of fuels used worldwide may lead to a significant rise in demand for such fuels, both by us and by
other shipping companies, and thereby result in price increases. In addition, low sulfur fuels are currently less
readily available than other options (such as MDO) and the increased demand, along with production and supply
chain challenges for bunker suppliers, could lead to shortages at certain ports and even operational delays or
disruptions in the event sufficient quantities are not available. MDO, while more widely available than low sulfur
fuels, is also more expensive and increased demand due to more stringent environmental legislation could cause
further price increases. We are continuing to evaluate, in close coordination with bunker suppliers, different
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methods for improving access to sufficient and cost-effective supplies of such fuels, but there can be no guarantee
that such supplies can be obtained without significant increases in our operating costs. To the extent that we are
required to use more high-priced low sulfur fuels and/or MDO, our transport expenses could increase substantially
and it could have a material adverse effect on our profitability if we are not able to recover the difference in input
prices through freight rate adjustments. Alternatively, improvements to onboard systems, such as installing
scrubbers, could help to reduce or eliminate our reliance on low sulfur fuels and MDO to comply with these
regulations, but such improvements would require us to make significant up-front investments and there can be
no guarantee that investing in such improvements would be cost effective or that the solutions we invest in would
be sufficient to meet the requirements of any future regulations. Because these regulatory schemes are relatively
new and continue to develop, there can be no certainty at this time as to the solution or mix of solutions that we
will implement to comply with these regulations, or that such solutions will be fully effective and cost efficient.

Under environmental laws and regulations, we could also face substantial liability for penalties, fines,
damages and remediation costs associated with oil and other hazardous substance spills or other discharges
involving our shipping operations. Changes in enforcement policies for existing requirements and additional laws
and regulations adopted in the future could limit our ability to do business or further increase our operating costs.
In addition, in the future, we could have to alter existing equipment, add new equipment to, or change operating
procedures for, our vessels to comply with any changes in governmental regulations, safety or other equipment
standards or to meet our customers’ changing needs in this respect. Finally, even if we comply with relevant health,
safety, security and other regulations, the ordinary course of our business involves certain inherent risks to the
health, safety and security of our employees and others, and we could incur substantial liability in the event of
accidents, environmental contamination, exposure to hazardous substances or other events resulting in their injury
or death, even if such an event is not a result of any fault on our part.

Any of the foregoing factors or events could have a material adverse effect on our business, results of
operations and financial condition.

Compliance with the requirements imposed on our vessels by classification societies could be very costly.

Every vessel must be certified as “in class” by a classification society that has been approved by the
vessel’s flag state. Classification societies certify that a vessel complies with the rules of the classification society,
international conventions and the applicable laws and regulations of the flag state.

All our vessels currently have the required certifications. In order to maintain certification, however, our
vessels must undergo annual, intermediate and class-renewal surveys every five years or every seven and a half
years for our newest ships. Maintaining class certification could require us to incur substantial costs. If any of our
vessels fails to maintain the required class certification, we would not be able to deploy that vessel, we could be
in violation of covenants in certain of our financing agreements (such as vessel mortgages and related security
documents) and costs to obtain insurance for our vessels would increase. This could have a material adverse effect
on our business, results of operations and financial condition.

Our success depends to a large extent on IT systems, and these systems may not continue to generate
operational efficiencies or we may be unable to develop innovative IT solutions to compete with new
developments.

Our ability to quickly and correctly obtain, process and transmit data related to transport volumes, freight
rates, transport costs, container locations and vessel schedules is critical to the effective management of our
container capacity, our vessel fleet and the handling of empty containers in order to manage and minimize
imbalance costs and the provision of high-end customer service. In this context, we rely to a large extent on our
IT systems. We expect to continue to commit significant financial resources, time, management expertise,
technological know-how and other resources to the maintenance and further modification and enhancement of our
IT systems. However, there is no guarantee that our IT systems in their present format or any improvements and
new developments thereto will yield the desired results and there can be no certainty that costs incurred in this
respect will pay off in the form of improved operational efficiency. If we are not successful in achieving additional
operational efficiencies through maintaining, improving and continuing to develop our IT systems, our operational
efficiency and cost structure relative to our competitors could deteriorate. For example, in recent years, we have
introduced a variety of improved systems at our consolidated fleet center that have contributed to operating
efficiency gains. Our real-time monitoring of fleet operational data has allowed us to reduce bunker costs by
optimizing the speed and routing decisions of our vessels. In addition, our big data analysis with respect to routing
has allowed us to optimize sailing schedules and routes to account for currents, weather and other factors and has
improved our network efficiency. Our ability to maintain and build on these efficiency gains is dependent on the
availability and effectiveness of this highly advanced system, and any disruptions of the system could have a
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significant adverse effect on our operations. Furthermore, an important means of communication with both our
clients and our vendors is e-commerce, via Web platforms or Electronic Data Interchange (“EDI”). If these
systems were to malfunction or be disrupted, it could cause us to lose customers or sales and could disrupt our
operations.

In addition, our competitors could at any time develop similar or better systems than ours for a variety
of purposes including controlling and monitoring operations, optimizing routes, streamlining operations and
improving quality of services and client interactions. If we are unable to continue to innovate new technology
solutions to ensure that our operational IT systems remain as effective or more effective than those of our
competitors, it could neutralize or reverse any competitive advantage that we may currently benefit from in
optimizing our operations. As a result, our operational efficiency and cost structure relative to our competitors
could deteriorate (see “—The container shipping industry is highly competitive and will likely remain so despite
ongoing consolidation™).

We have to date contracted with one or more providers of IT services to maintain our IT systems. In
October 2013, we entered into a strategic partnership with SAP for the development of a new IT system that would
entirely replace our existing systems. Deployment of this new system is currently expected to be implemented in
phases from 2018 through 2020. Implementation of the new system has entailed to date and will continue to entail
substantial capital expenditure and may not be completed on schedule, on budget and with the anticipated
efficiency gains and cost reductions. No assurance can be given as to the absence of disruptions in our IT systems
as we transition toward this new system or more generally, nor as to the actual timetable for transition to these
new systems. Any disruption to our IT systems could materially impact our relationships with customers, our
reputation and our operating costs and margins. We also entered into a seven-year services partnership with
Infosys and IBM to improve our technology systems and develop next-generation IT solutions in September 2017.
See “Business—Information Systems and Logistical Processes.” There can be no assurance that this partnership
will achieve its aims, or that our investments in connection with the partnership will be recouped or generate
profitable returns.

Furthermore, although our IT systems and the relevant backup systems have an identical set-up and are
located in separate data center locations, there can be no assurance that both data centers and their systems will
not be simultaneously damaged or destroyed in the event of a major disaster. Both the main IT systems as well as
relevant backup systems could be vulnerable to damages or interruptions in operation due to fire, power loss,
telecommunications systems failures, physical break-ins, hacker break-ins, cyber security attacks, a significant
breakdown in internal controls, fraudulent activities by employees, failure of security and terrorism measures or
backup systems, or other events beyond our control.

While, to date, we have not experienced a material breach of cyber security, administrative and technical
controls and other preventive actions we take to reduce the risk of cyber incidents and protect our information
technology may be insufficient to prevent physical and electronic break-ins, cyber-attacks or other security
breaches to our computer systems. In the event of unauthorized access, computer viruses, malware or other
malicious code or cyber-attack, system failures, disruptions and other events such as unanticipated problems with
our disaster recovery systems could have a material adverse impact on our ability to conduct business and on our
results of operations and financial position, particularly if those problems affect our computer-based data
processing, transmission, storage and retrieval systems and destroy valuable data.

Since June 1, 2015, we have had in place cyber liability insurance that provides both third-party liability
and first-party insurance coverage. However, our insurance may not be sufficient to protect against all loss and
may not cover all costs associated with the consequences of personal and confidential and proprietary information
being compromised. In some cases, such unauthorized access may not be immediately detected. This may impede
or interrupt our business operations. As a result, a cyber insurance policy notwithstanding, in the event of a
material cyber security breach, our results of operations could be materially and adversely affected.

Any such failure in or shortcoming of or in connection with our IT systems could have a material adverse
effect on our business, results of operations and financial condition.

Labor disturbances could disrupt our business.

As of June 30, 2017, we employed 25,485 employees globally through our controlled subsidiaries
(including 5,017 from NOL), including 4,141 in France. Labor in the container shipping industry in most of the
jurisdictions in which we operate, and in France in particular, is organized for collective bargaining by maritime
trade unions. Future industrial action, or the threat of future industrial action, by labor unions in response to any
future efforts by our management to reduce labor costs, restrain wage increases or modify work practices could
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constrain our ability to carry out any such efforts. Our operations also depend on stevedores and other workers
employed by third parties at the ports at which our ships call. Industrial action or labor unrest with respect to
outside labor providers could prevent us from carrying out our operations according to our plans or needs. For
example, at the end of 2014 and 2015, ports on the west coast of the United States experienced significant delays
due to congestion that was largely caused by labor disputes, which caused operational challenges and increased
costs for many companies in the shipping industry. Any unrest or labor disturbances in the ports in which we
operate could materially and adversely affect our business, results of operations and financial condition.

Maritime claimants could arrest our vessels, which could lead to an interruption of our business or require us
to pay large sums of funds to have the arrest lifted.

Crew members, suppliers of goods and services to a vessel, shippers of cargo, vessel financing
participants and other parties could be entitled to a maritime lien against that vessel for unsatisfied debts, claims
or damages. In many jurisdictions, a maritime lienholder may enforce its lien by arresting a vessel through
foreclosure proceedings. In some jurisdictions, the sister vessel of the vessel for which services have been
provided may also be arrested. The arrest or attachment of one or more of our vessels could interrupt our business
or require us to pay large sums of money to have the arrest lifted, which could have a material adverse effect on
our business, results of operations and financial condition.

If we are unable to continue participating in the Tonnage Tax Regime, our tax expense could increase
significantly and our financial condition, including after-tax profits, could suffer.

We currently benefit from a low effective tax rate due to our participation in the so-called tonnage tax
regime in France and similar tax regimes in Singapore, Taiwan, the United Kingdom, the United States and
Germany (the “Tonnage Tax Regime”) (see “Management’s Discussion and Analysis of Financial Condition and
Results of Operations—Explanation of Key IFRS Income Statement Line Items—Operating Expenses—Income
Tax™).

Tax authorities may interpret Tonnage Tax Regime rules differently than we do and could therefore deny
all or part of the tax benefits which we have claimed. In addition, any change in or discontinuation of the Tonnage
Tax Regime, or any inability on our part to continue to participate in the Tonnage Tax Regime totally or partially
could increase our tax expense, particularly in years where we are more profitable. In each case, this could have
a material adverse effect on our business, results of operations and financial condition.

There can be no assurance that we will not breach the covenants in our financing arrangements.

We have breached the covenants in our financing arrangements on two occasions in the past. In 2010,
we suspended making principal payments under some of our bank debt and asset financing arrangements but
continued to make interest payments thereunder and under our outstanding senior notes. In 2011, we obtained a
waiver of certain financial covenants in our bank debt and asset financing arrangements. We subsequently entered
into a new agreement with lenders on a modified package of covenants in 2012. These covenants include minimum
cash requirements, a maximum gearing ratio and, until December 31, 2015, included restrictions on additional
long term chartering and capital expenditures. The minimum cash requirements and the maximum gearing ratio
were amended in December 2015, in anticipation of the NOL Acquisition. The gearing ratio was further amended
in May 2017, partly to reflect the market situation in 2016 and partly to provide additional headroom in light of
potential market volatility in the container shipping environment. See “Description of Certain Financing
Arrangements—Key Financial Ratios.” There has been no breach of any financial covenant since 2012. However,
there can be no assurance that we will not breach the current covenants. If we were to breach our covenants and
all or some of our lenders were unwilling or unable to renegotiate the terms of our financing, this could result in
an acceleration of some or all of our financing arrangements, which could have a material adverse effect on our
business, results of operations and financial condition.

We operate in a capital-intensive industry and our future sources of financing are not necessarily secured.

We operate in a capital-intensive industry and thus have substantial capital needs in order to be able to
cover our obligations in connection with our organic growth strategy, including acquiring, leasing, chartering and
maintaining container vessels and containers. We incurred capital expenditures of $627.3 million in the six-month
period ended June 30, 2017. We have financed these capital expenditures through a combination of cash flow and
debt financing. In particular with respect to financing vessels, we have in the past engaged in a variety of financing
structures, such as finance leases and bareboat long-term charters or vessel mortgages (see “Description of Certain
Financing Arrangements”). There is no guarantee that we will be able to secure any one or more of the financing
options that we have used in the past for the unfinanced portion of the current order book or any future ship
purchases at attractive rates, or at all. For example, we are still determining what the financing arrangements will
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be for our order of nine new 22,000 TEU vessels. See “Business—Operations—Current Orderbook.” There is no
guarantee that we will be able to secure such financing on advantageous terms. For these vessels, or for any other
capital expenditures, we may be forced to use financing options that are less advantageous, including because they
require greater up-front cash expenditures, higher interest rates, different term commitments or different covenants,
or we may be forced to reduce our capital expenditures. It is not certain that we will in the future generate enough
free cash flow to enable us to cover all our financing needs without resorting to further debt financing and other
financing arrangements. Moreover, it may not be possible, irrespective of the general level of interest rates, to
obtain debt financing or to meet the conditions precedent of committed financing, or it could only be possible to
do so with difficulty, with delay or on unfavorable commercial terms.

Any delays in securing financing or securing financing on favorable terms and a resulting inability to
pursue our growth strategy or inability to acquire, order, lease and charter container vessels could have a material
adverse effect on our business, results of operations and financial condition.

Adverse developments could result in impairment of goodwill or other identifiable intangible assets.

As of June 30, 2017, the amounts of goodwill and other identifiable intangible assets recorded in our
consolidated statement of financial position were $973.2 million and $1,127.3 million, respectively, a significant
portion of which relates to the NOL Acquisition. See “Management’s Discussion and Analysis of Financial
Condition and Results of Operations—Acquisitions and Disposals—NOL Acquisition.” In accordance with [FRS,
the carrying amounts of goodwill and other identifiable assets are tested for impairment annually, or when
objective evidence indicates that the recoverable value of the cash generating unit to which the goodwill or other
intangible assets relate may be below its carrying amount. The recoverable amounts are determined on the basis
of value in use calculations, which depend on a number of key assumptions based on our business plan. A
deterioration in the performance of the underlying business could lead to changes in those assumptions that result
in impairment charges. While impairment does not affect reported cash flows, the non-cash impairment charge in
the income statement could have a material adverse effect on our results of operations and financial condition.

We face risks associated with our investments in joint ventures and associates.

We have investments in various joint ventures and associates, as described in Note 7.3 to the 2016 CMA
CGM Audited Consolidated Financial Statements and Note 7.1 to the CMA CGM Unaudited Interim Condensed
Consolidated Financial Statements. Certain of these joint ventures and associates are controlled and managed by
joint venture or controlling partners although our relationships with these partners are driven by common contracts
with protective clauses depending on the level of our ownership. These partners may not operate such joint
ventures and associates in a manner that complies with our standards, which could lead to higher costs, greater
risk of operational disruptions or reputational risks. Such joint venture and controlling partners may also have
interests that differ from ours, and in such a case there can be no guarantee that partners will operate such joint
ventures or associates in a manner that is advantageous to our business. This can also be the case with respect to
assets in which we retain a minority interest after disposal.

In addition, certain of these joint ventures and associates may experience difficult operating conditions
and/or incur losses. Difficult operating conditions for joint ventures and associates in which we have invested may
expose us to the loss of our investment, requirements for additional investments or calls on guarantees. Our
investments in joint ventures and associates may also result in impairments. For example, in 2016, Global Ship
Lease, a company in which we hold a minority stake and from which we charter vessels, recorded impairment
charges in connection with the amendment of a vessel charter and a reassessment of its value in use, of which the
aggregate share attributable to our minority stake was $41.1 million. In 2015, Global Ship Lease recorded an
impairment charge in connection with the sale of two vessels, of which the share attributable to our minority stake
was $20.0 million. See Note 7.1 to the CMA CGM Unaudited Interim Consolidated Financial Statements for the
carrying value of our principal investments in associates and joint ventures. We may recognize impairment
charges on our investments in associates and joint ventures in the future for a variety of reasons, including adverse
market conditions, revaluation of assets, operational issues and financial distress. If we are required to make
additional investments, provide or make payments in respect of guarantees or recognize impairments in
connection with such investments, this could have material adverse effect on our financial condition and results
of operations.
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Changes in accounting standards will increase the amount of debt on our balance sheet and hence affect our
gearing ratio, and will have a significant impact on the manner in which lease expenses are reported in our
income statement.

IFRS 16, a new accounting standard regarding the accounting for leases, will have a significant impact
on our statement of financial position and statement of profit and loss. Once endorsed by the European Union
(which is expected during 2017), IFRS 16 will be applicable to us for reporting periods as from January 1, 2019,
with earlier application being permitted. IFRS 16 will lead to the recognition as a liability of certain lease
commitments currently disclosed as off-balance sheet commitments in the notes to our financial statements.
Certain operating lease expenses currently recorded within operating expenses would be split into a depreciation
expense of an intangible asset and a financial expense, except for the vessels’ running costs which would remain
treated as an operating expense. See “Management’s Discussion and Analysis of Financial Condition and Results
of Operations—Significant Recently-Issued Accounting Pronouncements—Leases.” While the precise impact of
the new standard will depend on the nature and number of leases in place at the time the standard becomes effective,
we expect the adoption of IFRS 16 to result in a material increase in the liabilities recorded on our statement of
financial position and to increase depreciation and financial expense while decreasing operating expenses. The
increase in financial liabilities will mechanically affect the gearing ratio under our principal credit facilities. While
provisions of these facilities require good faith negotiation of amendments to account for accounting changes such
as this one, no assurance can be given that such negotiation will result in an amendment that leaves us in the same
or better position with respect to our gearing ratio as we were before the introduction of this new standard. See
“Description of Certain Financing Arrangements—Introduction—Key Financial Ratios.”

Our future success depends on our ability to achieve and manage growth.

We plan to continue to grow by increasing the frequency of the container shipping services that we offer
on existing lines, expanding into new lines and new geographic regions and expanding our business into related
markets and services. We plan to achieve this growth internally, as well as through selective strategic acquisitions,
which may vary in size and may be significant in scope in relation to our current operations. We may not, however,
be able to manage our growth successfully.

Acquisitions entail numerous risks, including failure to successfully integrate operations, personnel,
services or products, failure to successfully integrate financial and control systems and management of the
acquired companies, potential loss of customers or key employees of acquired companies, diversion of
management’s attention from other business concerns, assumption of unknown material liabilities and failure to
achieve financial or operating objections.

If our operations continue to grow, we could need to increase the number of our employees and the scope
of our operational and financial systems to handle the increased complexity and expanded geographic area of our
operations. We may not be able to retain and attract qualified management and employees, or ensure that our
current operational and financial systems and controls will be adequate if we grow.

Further, if we continue to increase the size of our fleet in order to expand into new lines and geographic
regions, we could encounter difficulties in obtaining new vessels, which could delay our plans. There can be no
assurance that we will be able to obtain vessels on a timely basis to take advantage of opportunities we identify in
the market.

A significant portion of our recent internal and external growth has come from our operations in Asia,
and, in particular, China. As manufacturing operations continue to move from OECD countries to this region,
there has been a significant growth in demand for the shipment of manufactured products from this area to North
America, Europe and Japan. We have been expanding our operations to capture this growth in demand by
establishing our own agencies and adding new lines in this region. We cannot, however, assure you that the trend
will continue in the future, or, if it does, that we will be able to capitalize on growth opportunities in the region.

As part of our growth strategy, we have also undertaken, and intend to continue to undertake, new
initiatives such as bolstered intermodal service solutions, as well as CMA CGM Logistics businesses, which
expand the range of services we provide for our customers in the ports where we unload cargo, by providing more
value-added services, such as logistics and inter-modal container transportation services. These initiatives involve
investment risk, as well as new management challenges, as we have limited experience in these areas. We cannot
assure you that we will be able to meet these management challenges successfully going forward. Further, a
growing number of our competitors have also started to offer these value-added services, as customers
increasingly prefer to ship with full logistics solution providers. If our efforts to build these services are not
successful or our services are not able to compete effectively, we could lose our customers to our competitors.
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We also invest in terminal facilities in ports where we have significant liner operations. We typically
seek to invest through joint venture arrangements with partners that have experience in operating port facilities
and that contribute the necessary equipment.

These investments involve risks in successfully integrating such joint ventures into our business. We
cannot assure you that we, or our partners in these joint ventures, will be able to successfully meet these challenges
going forward.

If we fail to manage our growth effectively, this could have a material adverse effect on our business,
results of operations and financial condition.

We could be unable to continue reducing costs sufficiently to support our profitability or achieve the benefits
targeted by our Agility cost savings program.

We have been and remain focused on improving our financial performance and increasing the resilience
of our business to cyclical downturns by lowering our cost base. We have implemented and continue to implement
a broad range of cost reduction and efficiency measures across our organization, in particular to reduce bunker
fuel consumption. We could, however, be unable to further reduce costs. Moreover, should volumes or freight
rates decline, leading to lower revenues, we could be unable to further reduce costs to offset such a decline. Our
inability to reduce costs further could therefore have a material adverse effect on our business, results of operations
and financial condition.

On July 1, 2016, we began the roll-out of “Agility,” a global plan designed to improve our operating
results by improving our efficiency and leveraging our global presence, scale and resources to generate significant
cost savings. The Agility program includes a target to reduce our cost base by delivering a $1 billion reduction in
standalone operating expenses between July 2016 and the end of 2017 (excluding the effects of bunker price
variations since Q3 2015, exchange rate variations and the purchase price allocation in connection with the NOL
Acquisition), calculated and implemented as described in “Management’s Discussion and Analysis of Financial
Condition and Results of Operations—Agility Cost Efficiency Program.” Our targeted standalone cost savings are
based on a number of assumptions about the macroeconomic environment in which we operate, the development
of our industry in general, our ability to reorganize our lines, to integrate and coordinate our bunker fuel supply
chain, to successfully coordinate with terminals to reduce port stay time, to renegotiate our contracts with handling
and stevedoring providers, to achieve cost savings through rationalization of our agency network and to implement
various other initiatives. They are also based on assumptions about the timing, execution and costs associated with
these initiatives. Despite our experience with previous cost cutting programs, our ability to successfully implement
our strategy is subject to numerous risks and uncertainties and business, economic and competitive developments.
The actual amount of savings we are able to achieve from the program and/or the timing of those savings may
differ significantly from those we are targeting. Failure to achieve the expected savings may have a material
adverse effect on our profitability, cash flow and financial condition.

We may not succeed in smoothly and timely integrating NOL into our existing business and we may fail to
achieve the synergies targeted from the acquisition of NOL.

We are targeting significant synergies from the NOL Acquisition under our Agility program, with an aim
of achieving approximately $500 million in annual run-rate cost and revenue synergies related to the NOL
Acquisition by 2018, in addition to the $1 billion in standalone operating cost reductions targeted under the rest
of our Agility program. No assurance can be given that the anticipated synergies will be realized in that amounts
or on the schedule we are targeting. Our ability to achieve the synergies will depend on our success in achieving
savings from shipping line optimization and expanding NOL’s service offerings, as well as rationalizing head
office functions, consolidating agencies and networks, and other factors.

Our targeted synergies are based on a number of assumptions about the timing, cost and execution of our
integration plans for NOL, many of which are subject to significant uncertainty and business, economic and
competitive developments that are beyond our control. The process of integrating NOL’s operations into our own
is ongoing and involves certain risks and uncertainties, and there can be no assurance that we will be able to
complete the integration of the two businesses in precisely the manner or within the time frame currently
anticipated. The necessity of combining and consolidating the networks, IT systems, customer service platforms
and other operational or administrative units while achieving the anticipated synergies makes us susceptible to
failure and disruptions in these areas during the integration phase, including because of technical or human error.
Any inability or delay in completing the various processes to fully integrate NOL into our business could affect
our ability to achieve the targeted synergies. Moreover, the realization of the targeted amount of synergies may
be substantially impacted by future market developments such as bunker prices and exchange rates, as well as the
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on-going industry consolidation and developments in alliance partnerships throughout the industry (see “—7There
are risks in connection with our cooperation agreements” and “—The container shipping industry is highly
competitive and will likely remain so despite ongoing consolidation”). The total synergies realized and/or the
timing of any such realization could differ significantly from those we are targeting. In addition, the assumptions
used as a basis for the estimated synergies may turn out to be incorrect or may not develop as anticipated. Even if
we realize the expected synergies, they may not be realized within the anticipated time frame. As a result, there
can be no assurance that such synergies will be realized. Failure to achieve the targeted synergies may result in a
lower return on investment for the acquisition and could have a material adverse effect on our business, results of
operation and financial condition.

Fluctuations in currency exchange rates and interest rates could have an adverse effect on our results of
operations and the hedging derivative instruments we employ involve risks and may not be successful.

We are exposed to several types of foreign currency exchange risk. We face transaction risk, because the
currency mix of our revenue is different from that of our operating expenses. While most of our revenues are
generated in U.S. dollars, we incur a higher proportion of our expenses in euros than the proportion of our revenues
that is generated in euros. Our available cash balances are also subject to devaluations and fluctuations in currency
exchange rates. We are also exposed to risks related to the translation of assets and liabilities denominated in
currencies other than U.S. dollars (our functional currency) as a substantial portion of our financing is
denominated in euros. See “Management’s Discussion and Analysis of Financial Condition and Results of
Operations—Currency Fluctuations.” While we may decide to hedge part of our foreign currency exchange
exposure, our current policy is to pass on to our customers currency surcharges in times of volatility in foreign
exchange rates, but there can be no assurance that we will be able to continue to do so. Should we be unable to
pass on the cost of our foreign currency exchange exposure to our customers, this could have a material adverse
effect on our business, results of operations and financial condition.

We are also exposed to fluctuations in interest rates, as part of our financial indebtedness is issued at
variable rates. As of June 30, 2017, taking into account the interest rate hedges, indebtedness bearing interest at
variable rates represented 55% of our total indebtedness. We hedge this risk through interest rate swaps
agreements, and expect to continue to do so. As of June 30, 2017 we had hedged 12% of our interest rate exposure
using swap contracts and other “over-the-counter” derivative instruments. When we use these instruments, we are
subject to credit risk, as the counterparties to our hedging transactions could default on an obligation. In addition,
we potentially forgo the benefits of otherwise positive variable interest rate movements. There can be no assurance
that we will continue to be able to enter into such agreements on commercially reasonable terms, or that our
hedging strategy will be successful in the future. Moreover, as certain of our financial derivative instruments are
accounted for at fair value, with changes in the fair value being recognized in the profit or loss statement, our
statement of income could be significantly exposed to changes in the fair value of these instruments. Furthermore,
certain of our derivatives are subject to a margin call mechanism that could adversely affect our liquidity. Should
we be unable to mitigate our interest rate risk through our hedging positions, this could have a material adverse
effect on our business, results of operations and financial condition.

We are also exposed to the effect of changes in fuel costs. As of June 30, 2017 we had not hedged any
of our fuel cost exposure using swap contracts and other “over-the-counter” derivative instruments, but we did
enter into certain physical forward purchases to hedge a portion of this exposure. As of June 30, 2017, these
physical forward purchases amounted to 18.1% of our expected full year 2017 bunker fuel consumption. Thus,
adverse changes in bunker prices could adversely affect our business, results of operations and financial condition
(see “—lIncreases in crude oil and bunker fuel prices could significantly increase our costs of operations™). If we
were to enter into derivative instruments in the future with respect to bunker fuel or any other type of fuel, we
would be subject to the risks described above with respect thereto, which, if they materialized, could have a
material and adverse effect on our business, results of operations and financial condition.

The market value of our vessels could fluctuate significantly, and we could incur losses when we sell vessels
following a decline in their market value.

The fair market value of our vessels increases or decreases depending on a number of factors, including
general economic and market conditions affecting the shipping industry, competition from other shipping
companies, supply and demand for container ships and the types and sizes of container ships we own, alternative
modes of transportation, cost of new-built vessels, governmental or other regulations, prevailing level of charter
rates and technological advances.

If the fair market value of our vessels declines below their carrying values and such decline is other than
temporary, we could incur losses if we were to sell one or more of our vessels at such time or could breach loan-
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to-value covenants in our financing arrangements, all of which could have a material and adverse effect on our
business, results of operations and financial condition.

We are controlled by Jacques R. Saadé and the members of his immediate family, and their interests or the
interests of our Board of Directors could conflict with yours.

Jacques R. Saadé and the members of his immediate family directly and indirectly own approximately
70% of our outstanding share capital (on a fully diluted basis, taking into account the dilution from the conversion
of the BPI ORA into ordinary shares, which is expected to occur on December 31, 2020), and, except for the veto
rights described below, they have complete control over our management and strategic direction, as well as other
decisions that affect our results of operations and financial condition. If the interests of the Saadé family conflict
with your interests, you could be disadvantaged. Additionally, the Saadé family could exercise control over our
pursuit of acquisitions, divestitures, financings or other transactions.

In addition, in connection with the Yildirim and BPI subscription to ORA, Yildirim and BPI were granted
board seats and veto rights over certain transactions. Further to full conversion of the ORA on December 31, 2015,
Yildirim holds approximately 24% (on a fully-diluted basis) of our shares. Assuming full conversion of the ORA,
BPI is expected to hold approximately 6% (on a fully-diluted basis) of our shares as of December 31, 2020. See
“Principal Shareholders.” Under certain shareholders’ agreements, Yildirim and BPI are each currently in a
position to prevent certain transactions and more generally to exercise influence over our strategy and business.
Yildirim’s and BPI’s interests could conflict with the interests of the Saadé family or your interests.

The loss of the services of key members of our management, including Jacques R. Saadé and Rodolphe Saadé,
as well as difficulties in recruiting and retaining qualified personnel, could adversely affect our business.

We rely on, and expect to continue to rely on, Jacques R. Saadé, Chairman, Rodolphe Saadé¢, Chief
Executive Officer and Director, Farid T. Salem, Executive Officer and Director, Tanya Saadé-Zeenny, Executive
Officer and representative of Merit on the Board of Directors and Michel Sirat, Group Chief Financial and
Performance Officer, as well as other key employees, to successfully carry out our business strategy and
operations. Our ability to compete successfully and to implement our business strategy depends in part on the
effectiveness of our senior management team. We note in this respect the recent appointment of Rodolphe Saadé
as Chief Executive Officer, replacing our historical Chief Executive Officer Jacques R. Saadé, who was appointed
as non-executive Chairman of our Board of Directors. We are also dependent on qualified personnel in order to
execute our day-to-day business operations, including highly skilled employees such as nautical and engineer
officers. These highly-skilled employees are scarce, and the employment market for such personnel is very
competitive. The loss of the services of any of these individuals for any significant period of time or our inability
to attract and retain qualified personnel could have a material adverse effect on our business, results of operations
and financial condition.

We rely on third-party contractors to provide various services and unsatisfactory or faulty performance of a
contractor could have a material adverse effect on our business.

We engage third-party contractors to provide various services in connection with our container shipping
business. An important example is our chartering of vessels from ship owners, whereby the relevant ship owner
is obligated to provide the vessel’s crew, insurance and maintenance along with the vessel. In addition, we engage
third-party contractors in providing our value-added services to customers. There can be no assurance that the
services rendered by such third-party contractors will be satisfactory and match the required quality levels.
Furthermore, there is a risk that major contractors could experience financial or other difficulties that could affect
their ability to carry out their contractual obligations, thus delaying or preventing the completion of projects or
the rendering of services. Such problems with third-party contractors could have a material adverse effect on our
business, results of operations and financial condition.

If we were to experience difficulties in hiring and retaining crews for our vessels, our business, results of
operations and financial condition could be adversely affected.

The continued success of our business is dependent on our ability to hire and retain crews for our vessels.
At times, it can be difficult to obtain qualified crew members. There is a small pool of qualified professionals
available to crew vessels and we are highly dependent on in-house training and promotion. Although our supply
of labor is currently sufficient, in the future our ability to expand our business or take on new contracts could be
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limited by a lack of suitable crew. This could have a material adverse effect on our business, results of operations
and financial condition.

Our operations are subject to the risks of litigation.

We are involved on an ongoing basis in litigation arising in the ordinary course of business or otherwise.
See “Business—Legal Proceedings and Investigations” for a summary of the principal pending matters. Litigation
may include claims related to commercial, labor, employment, antitrust, securities, tax or environmental matters
or other government actions. We could also incur costs relating to existing and possibly additional claims for
exposure to asbestos from former seastaff, as vessels built in the 1970s and 1980s used this material in the
construction process. Moreover, the process of litigating cases, even if we are successful, may be costly, and may
approximate or exceed the cost of damages sought. These actions may also expose us to adverse publicity, which
could adversely affect our brand and reputation. Litigation trends and expenses, as well as the outcome of any
litigation proceedings, cannot be predicted with certainty and adverse litigation trends, expenses and outcomes
could have a material adverse effect on our business, results of operations and financial condition.

A downgrade in our corporate credit rating by a rating agency could damage our reputation and lead to an
increase in our refinancing costs and preclude our access to certain financing markets and products, thereby
impairing our liquidity and profitability.

A corporate credit rating is not a recommendation to buy, sell or hold securities and is subject to revision,
suspension or withdrawal by the rating agency at any time. No assurance can be given that a corporate credit
rating will remain constant for any given period of time or that a corporate credit rating will not be lowered or
withdrawn entirely by the credit rating agency if, in its judgment, circumstances in the future so warrant. Future
downgrades in or a loss of our corporate credit rating could lead to an increase in the interest payable under some
of our existing credit facilities, impair our ability to obtain additional financing or refinancing on economically
acceptable terms, or obtain such financing or refinancing at all, and damage our reputation. Furthermore, a
downgrade or loss of our corporate credit rating could preclude us from accessing certain financial markets and
products and thereby impair our liquidity. This could have a material adverse effect on our business, results of
operations and financial condition.

Risks Relating to the Notes, the Offering and Other Financings

Our substantial indebtedness could harm our financial condition, constrain our growth and prevent us from
Sfulfilling our obligations under the notes.

We have, and after the issuance of the Additional Notes offered hereby will continue to have, substantial
indebtedness. See “Description of Certain Financing Arrangements.” As of June 30, 2017, on an adjusted basis
to give effect to (i) the issuance of the 2022 Senior Notes and the use of the net proceeds therefrom, and (ii) the
issuance of the Original Notes and the use of the net proceeds therefrom and (iii) the issuance of the Additional
Notes offered hereby and the use of the net proceeds therefrom:

° our total consolidated indebtedness would have been $8,861.1 million, of which approximately
$287.8 million would have been indebtedness incurred in this offering and $4,817.2 million would
have been indebtedness of our subsidiaries;

e  our total shareholders’ equity as calculated for the purpose of determination of our total
capitalization would have been $5,242.4 million; and

° our total consolidated indebtedness would have represented 62.8% of our total capitalization.

We expect to be able to refinance or repay the principal amount outstanding under the notes and other
debt when such debt matures. We could, however, be unable to refinance such debt on terms satisfactory to us or
at all.

Our ability to fund working capital, capital expenditures, new programs, acquisitions and other expenses
will depend on our future operating performance and ability to generate sufficient cash. Our indebtedness could
have important consequences to you as a holder of the notes. For example, it could, among other things:

° make it more difficult for us to satisfy our obligations under the notes;

° limit our ability to borrow additional funds or raise equity capital in the future and increasing the
costs of such additional capital;
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° place us at a competitive disadvantage compared to our competitors with less debt or greater access
to capital resources;

o limit our flexibility in planning for, or responding to, changing conditions in our business and
industry;

° increase our vulnerability to, and reduce our flexibility to respond to, economic downturns and
adverse developments in our business;

° negatively impact credit terms with our creditors;
° restrict us from exploiting certain business opportunities; and

e  require us to dedicate a substantial portion of our cash flow from operations to payments on our
debt, thereby reducing the availability of our cash flow to fund internal growth through capital
expenditures and for other general corporate purposes.

Any of the above listed factors could have a material adverse effect on our business, results of operations
and financial condition, including on our ability to satisfy our debt obligations with respect to the notes.

We may not be able to generate sufficient cash to service our indebtedness, including as a result of factors
outside our control, and could be forced to take other actions to satisfy our obligations under our indebtedness,
which may not be successful.

We have substantial leverage and significant debt service obligations. Our ability to make payments on
or to refinance our debt obligations will depend on our future operating performance and ability to generate
sufficient cash. This depends, to a large extent, on global demand for container shipping services, available ship
and container capacity, prevailing freight rates and bunker fuel prices. These factors, in turn, are dependent on
general economic and financial conditions, as well as competitive, market, regulatory, political and other factors,
all of which are largely beyond our control. Our substantial leverage could also make it more difficult for us to
satisfy our obligations with respect to the notes and could expose us to interest rate increases to the extent our
variable rate debt is not hedged.

Our business may not generate sufficient cash flows from operations to make payments on our debt
obligations, and additional debt and equity financing may not be available to us in an amount sufficient to enable
us to pay our debts when due, or to refinance such debts, including the notes. If our future cash flows from
operations and other capital resources are insufficient to pay our obligations as they mature or to fund our liquidity
needs, we could be forced to:

e reduce our business activities or delay capital expenditures;

e sell assets;

e obtain additional debt or equity financing; or

e restructure or refinance all or a portion of our debt, including the notes, on or before maturity.

We cannot assure you that we would be able to accomplish any of these alternatives on a timely basis or
on satisfactory terms, if at all, or that any of these actions would yield sufficient funds to satisfy our obligations
under our indebtedness.

In particular, our ability to restructure or refinance our debt will depend in part on our financial condition
at such time, as well as on many factors outside of our control, including then-prevailing conditions in the
international credit and capital markets. Any refinancing of our debt could be at higher interest rates than our
current debt and could require us to comply with more onerous covenants, which could further restrict our business
operations. The terms of existing or future debt instruments and the Indenture governing the notes could restrict
us from adopting some of these alternatives. In addition, any failure to make payments of interest or principal on
our outstanding indebtedness on a timely basis would likely result in a downgrade of our corporate credit rating,
which could harm our ability to incur additional indebtedness.

In the absence of operating results and resources sufficient to service our indebtedness, we could face
substantial liquidity problems and could be required to dispose of material assets or operations to meet our debt
service and other obligations. The terms of our indebtedness restrict our ability to transfer or sell assets and the
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use of proceeds from any such disposition. We may not be able to consummate certain dispositions or to obtain
the funds that we could have realized from the proceeds of such dispositions, and any proceeds we do realize from
asset dispositions may not be adequate to meet any of our debt service obligations then due. These alternative
measures may not be successful and may not permit us to meet our debt service obligations, and thus have a
material adverse effect on our business, results of operations and financial condition.

Despite our current level of indebtedness, we could still be able to incur substantially more debt in the future,
which could make it difficult for us to service our debt, including the notes.

We could incur substantial additional debt in the future. Any debt that we incur at our subsidiary level
would be structurally senior to the notes. Other debt could be secured or could mature prior to the notes.

Although the terms of our financing arrangements, including the Indenture governing the notes, contain
or will contain restrictions on the incurrence of additional indebtedness, these restrictions are subject to a number
of significant qualifications and exceptions, and under certain circumstances the amount of indebtedness that
could be incurred in compliance with these restrictions could be substantial. Under the Indenture governing the
notes, in addition to specified permitted indebtedness (including, without limitation, incurred amounts of
productive asset financings limited only to all or a portion of the value of the assets financed), we are able to incur
additional indebtedness so long as our fixed charge cover ratio is at least 2.00 to 1.00 and we anticipate also having
significant additional borrowing capacity pursuant to various baskets as of the Issue Date. Borrowings under debt
instruments that contain cross acceleration or cross default provisions, including the notes, could as a result also
be accelerated and become due and payable. We could be unable to pay the notes in full and these debts in such
circumstances. The incurrence of additional debt would increase the risks related to our level of indebtedness
described in this Offering Memorandum.

The terms of our indebtedness contain certain covenants that require us to meet certain financial tests and that
we have to take into consideration when operating our business. If we default under these covenants, we may

not be able to meet our payment obligations.

The instruments governing our indebtedness contain covenants which impose significant restrictions on
the way we can operate, including restrictions on our ability to:

e incur or guarantee additional debt and issue preferred stock;

e make certain payments, including dividends or other distributions;
e make certain investments or acquisitions;

e prepay or redeem subordinated debt;

e engage in certain transactions with affiliates;

e create unrestricted subsidiaries;

e enter into arrangements that restrict payments of dividends to us;

e sell assets, including stock of restricted subsidiaries, consolidate or merge with or into other
companies;

e permit our restricted subsidiaries to guarantee payment of debt;
e enter into unrelated businesses; and
e create or incur certain liens.

Our existing indebtedness also includes other covenants as set forth in “Description of Certain Financing
Arrangements.” These covenants could limit our ability to finance our future operations and capital needs, as well
as our ability to pursue acquisitions and other business activities that could be in our interest. Further, loan-to-
value ratio requirements provided for in some of our asset financings may prompt us, following a decline of the
value of the relevant security, to use available cash resources to (partially) prepay such financing or post additional
collateral as security thereof. Our ability to comply with these covenants and restrictions could be affected by
events beyond our control. These include prevailing economic, financial, political and industry conditions. If we
breach any of these covenants or restrictions, we could be in default under the terms of certain of our financing
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arrangements and trigger cross-defaults between our financing arrangements. If the debt under the notes or any
other material financing arrangement that we have entered into, or may enter into, were to be accelerated, our
assets could be insufficient to repay in full the notes and our other debt.

The Original Notes are, and the Additional Notes will be, unsecured obligations, and such notes are or will be
effectively subordinated to our secured indebtedness.

We are issuing the Additional Notes as senior unsecured obligations. The Original Notes are, and the
Additional Notes will be, effectively subordinated in right of payment to all our existing and future secured
indebtedness, to the extent of the value of the assets securing such debt. As of June 30, 2017, we had $5,847.3
million of secured indebtedness outstanding on a consolidated basis (a portion of which will be repaid through the
net proceeds of the Original Notes), with security principally consisting of mortgages granted over our vessels,
containers and assignments over related insurance and requisition compensation, as well as mortgages over our
headquarters. The terms of the Indenture governing the notes permit us to incur significant additional secured
indebtedness in the future, subject to certain limitations. Accordingly, in the event of a bankruptcy, insolvency,
liquidation, dissolution, reorganization or similar proceeding affecting the Issuer, your rights to receive payment
will be effectively subordinated to those of secured creditors up to the value of the collateral securing such
indebtedness. Holders of the notes will participate in our remaining assets ratably with all holders of our unsecured
indebtedness that is deemed to be of the same class as the notes, and potentially with all our other general creditors,
based on the respective amounts owed to each holder or creditor. In addition, if the secured lenders were to declare
a default with respect to their loans and enforce their rights with respect to their collateral, there can be no
assurance that our remaining assets would be sufficient to satisfy our other obligations, including our obligations
with respect to the notes. In any of the foregoing events, we cannot assure you that there will be sufficient assets
to pay amounts due on the notes. As a result, holders of the notes could receive less, ratably, than holders of
secured indebtedness.

Your right to receive payments under the notes will be structurally subordinated to claims of existing and future
creditors of our subsidiaries.

The Original Notes are not, and the Additional Notes will not be, guaranteed by any of our subsidiaries
on the Additional Notes Issue Date. Unless a subsidiary becomes a guarantor, it does not have any obligation to
pay amounts due on the notes or to make funds available for that purpose. Accordingly, the Original Notes are,
and the Additional Notes will be, structurally subordinated to existing and future obligations of our subsidiaries
for so long as they do not guarantee the notes. Our subsidiaries could incur debt in order to finance their operations.
Generally, claims of creditors of a subsidiary (including trade creditors) will have priority with respect to the
assets and earnings of such subsidiary over the claims of our creditors. As of June 30, 2017, our subsidiaries held
a significant portion of the group’s assets and had $5,901.0 million of indebtedness outstanding, including
$4,368.1 million of secured indebtedness (a portion of which will be repaid through the net proceeds of the
Original Notes) and $1,532.9 million of unsecured indebtedness. Our subsidiaries also generate a significant
portion of the group’s revenues and Adjusted EBITDA. See “Corporate and Financing Structure” for information
about the revenues and Adjusted EBITDA generated by our subsidiaries for the first half of 2017 and the twelve-
month period ended June 30, 2017. Although we are required under the Indenture to cause certain vessel financing
SPVs, our Main Operating Subsidiaries (as defined therein, namely CMA CGM Antilles-Guyane, ANL Singapore
Pte Ltd, Cheng Lie Navigation Co. Ltd, NOL, NOL Liner (Pte.) Ltd., APL Co. Ptd. Ltd. and American President
Lines, Ltd. and their respective successors) and certain of our wholly-owned shipping agencies to dividend or
distribute their distributable reserves to the Issuer on an annual basis, this requirement is subject to certain
exceptions. Such exceptions include where such distribution would be prohibited by law, would not be permitted
under existing or future agreements of the Group or could reasonably be expected to result in any significant cost,
expense, liability or obligation (including withholding or other taxes). Distributions of distributable benefits are
subject to withholding or other taxes in certain jurisdictions in which the Group currently operates and Restricted
Subsidiaries operating in such jurisdictions may not be required to distribute their respective distributable benefits
to the Issuer. See “Description of Notes—Certain Covenants—Distribution Requirements.” Any right we may
have to receive assets of any of our subsidiaries upon the liquidation or reorganization of any such subsidiary (and
the consequent right of holders of the notes to participate in the distribution of, or realize proceeds from, those
assets) will be structurally subordinated to the claims of the creditors of such subsidiary.

We may not be able to raise the funds necessary to finance a change of control offer required by the indentures
governing the 2021 Senior Notes, the 2022 Senior Notes and the notes and, if this occurs, we would be in
default under these indentures.

Under the terms of the Indenture governing the notes and the indentures governing the 2021 Senior Notes
and the 2022 Senior Notes, we are required to offer to repurchase all outstanding notes, all outstanding 2021
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Senior Notes and all outstanding 2022 Senior Notes at 101.0% of the principal amount, plus accrued and unpaid
interest, upon the occurrence of a change of control. We expect that we would require third-party financing to
make an offer to purchase the notes, the 2021 Senior Notes and the 2022 Senior Notes upon a change of control.
We cannot assure you that we would be able to obtain such financing on commercially reasonable terms, or at all.
Our failure to repurchase any or all of the notes, the 2021 Senior Notes or the 2022 Senior Notes, as applicable,
would be an event of default under the Indenture governing the notes and the indentures governing the 2021 Senior
Notes and the 2022 Senior Notes, respectively, and would cause a cross default under our financing arrangements.

Except as described under “Description of Notes,” the Indenture governing the notes does not contain
provisions that would require us to offer to repurchase or redeem the notes in the event of a reorganization,
restructuring, merger, recapitalization or similar transaction. The change of control provisions contained in the
Indenture governing the notes may not protect you in the event of highly leveraged transactions and other
important corporate events, including reorganizations, restructurings or mergers that may adversely affect you,
because these transactions may not involve a change in voting power or beneficial interest of the magnitude
required to trigger the change of control provisions. For a complete description of the events that would constitute
a “change of control,” you should read the section entitled “Description of Notes—Purchase of Notes upon a
Change of Control.”

Investors could have difficulty bringing actions or enforcing judgments for U.S. securities law liabilities.

We are a French company and all of the members of our Board of Directors and key management are
resident outside of the United States. In addition, the majority of our subsidiaries, the majority of our assets and
the source of the majority of our cash flow are located outside the United States. As a result, it may not be possible
for you to effect service of process within the United States upon these persons, us or any of our subsidiaries, or
to enforce, in U.S. courts or in courts outside the United States, judgments obtained against these persons, us or
any of our subsidiaries. In addition, judgments of U.S. courts, including those predicated on the civil liability
provisions of the federal securities laws of the United States, may not be enforceable in French courts. It may also
not be possible for you to effect service of process within the United States upon our officers and directors, us or
any of our subsidiaries to enforce judgments obtained in the U.S. courts predicated upon civil liability provisions
of the federal securities laws of the United States. Actions in the United States under the U.S. federal securities
laws could also be affected under certain circumstances by French law of July 16, 1980, which could preclude or
restrict the obtaining of evidence in France or from French persons in connection with these actions.

However, it may be possible for the holders of the notes to effect service of process within France upon
those persons or us, provided that The Hague Convention on the Service Abroad of Judicial and Extrajudicial
Documents in Civil or Commercial Matters of November 15, 1965 is complied with. The United States and France
are not parties to a treaty providing for the reciprocal recognition and enforcement of judgments, other than arbitral
awards rendered in civil and commercial matters. Accordingly, a judgment rendered by any U.S. federal or state
court based on civil liability, whether or not predicated solely upon U.S. federal or state securities laws, would
not directly be recognized or enforceable in France.

A party in whose favor such judgment was rendered could initiate enforcement proceedings (exequatur)
in France before the relevant civil court (7ribunal de Grande Instance) that has exclusive jurisdiction over such
matter.

Enforcement in France of such U.S. judgment could be obtained following proper (i.e., non ex parte)
proceedings if such U.S. judgment is enforceable in the United States and if the French civil court is satisfied that
certain conditions have been met.

Insolvency laws in France could impede your ability to enforce your rights under the notes.

The Issuer is incorporated under the laws of France. Accordingly, any insolvency proceedings with
respect to us or our French subsidiaries would likely proceed under the laws of France. French insolvency
proceedings affecting creditors include: (i) court-assisted pre-insolvency proceedings (mandat ad hoc proceedings
(procédure de mandat ad hoc) or conciliation proceedings (procédure de conciliation)), (ii) court-controlled
insolvency proceedings (safeguard proceedings (procédure de sauvegarde), (iii) accelerated safeguard
proceedings (procédure de sauvegarde accélerée), (iv) accelerated financial safeguard proceedings (procédure de
sauvegarde financiere accélérée) (“SFA proceedings”) and (v) reorganization or liquidation proceedings
(redressement ou liquidation judiciaire)). Certain provisions of insolvency laws in France are less favorable to
creditors than bankruptcy laws in the United States. In general, French insolvency legislation favors the
continuation of a business and protection of employment over the payment of creditors and could limit your ability
to enforce your rights under the notes.
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The following is a general discussion of insolvency proceedings governed by French law for
informational purposes only and does not address all the French legal considerations that may be relevant to
holders of the notes.

Grace periods

In addition to pre-insolvency and insolvency laws discussed below, you could, like any other creditor,
be subject to Article 1343-5 of the French Civil Code (Code civil). Pursuant to the provisions of this article, French
courts may, in any civil proceeding involving the debtor, whether initiated by the debtor or the creditor, taking
into account the debtor’s financial position and the creditor’s financial needs, defer or otherwise reschedule over
a maximum period of two years the payment dates of payment obligations. French courts may also decide that
any amounts, the payment date of which is thus deferred or rescheduled, will bear interest at a rate that is lower
than the contractual rate (but not lower than the legal rate, as published semi-annually by decree) or that payments
made shall first be allocated to repayment of principal. A court order made under Article1343-5 of the French
Civil Code will suspend any pending enforcement measures, and any contractual default interest or other penalty
for late payment will not accrue or be due during the period ordered by the court.

With respect to grace periods under Article 1343-5 of the French Civil Code (Code civil), pursuant to
Article L. 611-10-1 of the French Commercial Code (Code de commerce), the judge having commenced
conciliation proceedings may, during the execution period of a conciliation agreement, impose grace periods on
creditors having participated in the conciliation proceedings (other than the tax and social security administrations)
for their claims that were not dealt with in the conciliation agreement.

Insolvency test

Under French law, a debtor is considered to be insolvent (en état de cessation des paiements) when it is
unable to pay its due debts with its available assets taking into account available credit lines, existing debt
rescheduling agreements and moratoria.

Court-assisted pre-insolvency proceedings

Pre-insolvency proceedings (i.e. mandat ad hoc and conciliation proceedings) may only be initiated by
the debtor itself, in its sole discretion, provided that it experiences or anticipates any kind of difficulties (in
particular legal, economic or financial) while still being able to pay its debts as they fall due out of its available
assets (i.e., the company is not cash flow insolvent (en état de cessation des paiements)) in case of mandat ad hoc
or conciliation, or, in case of conciliation proceedings only; while being cash flow insolvent for less than 45 days.

Mandat ad hoc and conciliation proceedings are informal amicable proceedings carried out under the
supervision of the President of the competent commercial court, which do not involve any stay of enforcement
against the debtor. The President of the commercial court will appoint a trustee (as the case may be, a mandataire
ad hoc or a conciliateur) and will determine such person’s assignment, which usually is to assist the debtor to
negotiate on a purely consensual and voluntary basis with all or some of its creditors and/or trade partners with a
view to restructuring or rescheduling its indebtedness in order to end its difficulties. The debtor may propose, in
the filing for the commencement of the proceedings, the appointment of a particular person as trustee. Agreements
reached through such proceedings are not binding on third parties, and the mandataire ad hoc or the conciliateur,
although reporting to the court, has: (i) no legal coercive power over creditors; and (i) no authority to compel the
parties to accept an agreement. Two types of contractual provisions are deemed null and void in connection with
mandat ad hoc or conciliation proceedings: (i) any provision that modifies the conditions for the continuation of
an ongoing contract by reducing the debtors’ rights or increasing its obligations simply by reason of the
commencement of mandat ad hoc or conciliation proceedings or of a request submitted to this end and (ii) any
provision forcing the debtor to bear the fees of the professional advisors whom the creditor shall have retained in
connection with these proceedings for the portion exceeding three quarters of the fees of the professional advisors.

Pursuant to article L. 611-16 of the French Commercial Code (Code de commerce), any contractual
provisions that would (i) accelerate the payment of the debtor’s obligations as a direct result of the opening of
amicable proceedings (mandat ad hoc or conciliation), or (ii) provide that the debtor is obliged to pay creditor’s
counsel’s fee in such proceedings in excess of a proportion fixed by order of the Minister of Justice as a direct
result of such amicable proceedings, are deemed to be null and void.

Mandat ad hoc proceedings. Such proceedings are confidential (save for their disclosure to statutory
auditors if any) and the process is voluntary. Those creditors not willing to take part cannot be bound by the
agreement. Creditors are not barred from taking legal action against the debtor to recover their claims but the
debtor retains the right to petition the judge having jurisdiction for a grace period, as set forth above. The
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agreement reached, under the supervision of the mandataire ad hoc, between the debtor and all or some of its
creditors (if any) will be reviewed by the President of the court but, unlike in conciliation proceedings, French
law does not provide for any specific consequences of such review. There is no time limit for the duration of
mandat ad hoc proceedings except that mandat ad hoc proceedings cannot continue once the debtor has been cash
flow insolvent for 45 days.

Conciliation proceedings. Conciliation proceedings are also confidential (save for their disclosure to
statutory auditors if any) and may last up to five months. During the proceedings, creditors may continue to
individually claim payment of their claims but the debtor has the right to petition before the judge having
commenced conciliation proceedings for debt rescheduling for a maximum of two years pursuant to Article 1343-
5 of the French Civil Code. (see “—Grace periods” above)

If an agreement is reached, under the supervision of the conciliateur, between the debtor and all or some
of its creditors in the context of conciliation proceedings, such agreement may be either: (i) upon all parties’
request, acknowledged (constaté) by the President of the court, or; (ii) upon the debtor’s request (and provided
that certain conditions are satisfied), approved (homologué) by the court. The performance of the agreement stops
or forbids any action and pending individual proceedings by the creditors party to the agreement against the debtor
to obtain the payment of such claims.

In case of recognition (constatation) or approval (homologation) of the conciliation agreement, the court
can, at the request of the debtor, appoint the conciliator to monitor the implementation of the agreement
(mandataire a I’exécution de [’accord) during its execution.

The recognition (constatation) of the agreement by the President of the court gives immediately the
agreement the legal force of a final judgment, which means that it constitutes a judicial title (zitre exécutoire) that
can be immediately enforced by the parties without further recourse to a judge, but the conciliation proceedings
remain confidential.

The approval (homologation) of the agreement by the court will make the conciliation proceedings public
and has the following specific consequences, in addition to the agreement constituting a judicial title (titre
exécutoire):.

e creditors who, in the course of conciliation proceedings or as part of the conciliation agreement,
provide new money, goods or services in order to ensure the continuation of the business of the
debtor (other than shareholders who provide new equity) will enjoy priority status over all pre-
petition and post-petition claims (other than certain pre-petition employment claims and procedural
costs) in the event of subsequent safeguard proceedings (including accelerated financial safeguard
or SFA proceedings), judicial reorganization proceedings or judicial liquidation proceedings; in the
event of the adoption of a safeguard plan in the context of safeguard proceedings or of a
reorganization plan in the context of judicial reorganization proceedings, in either case commenced
subsequently to the approval of a conciliation agreement, claims benefiting from the above priority
of payment may not, without the creditor’s consent, be subject to a debt reduction or to a payment
deferral to a date later than the date on which the plan is adopted (whether such a debt reduction or
payment deferral may be imposed by the Bondholders General Meeting to bondholders having
provided new money is the subject of debate); and

e in the event of subsequent judicial reorganization proceedings or judicial liquidation proceedings,
the date on which the debtor became cash-flow insolvent (date de cessation des paiements) cannot
be determined by the court as having occurred earlier than the date of the approval (homologation)
of the agreement, except in the event of fraud.

Whether the conciliation agreement is acknowledged or approved, while it is in force:
e interest accruing on the claims that are the subject of the agreement may not be compounded;

e the debtor retains the right to petition the court that commenced the conciliation proceedings for a
grace period pursuant to Article 1343-5 of the French Civil Code (see “—Grace periods” above), in
relation to claims of creditors (other than public creditors) party to the conciliation proceedings that
are not already subject to the conciliation agreement, in which case the decision would be taken after
having heard the conciliator (provided that the terms of his or her appointment included monitoring
the implementation of the agreement); and

79



e a third party which had previously granted credit support (a guarantee or security interest) with
respect to the debtor’s obligations may benefit from the provisions of the conciliation agreement.

In case of breach of the conciliation agreement, whether such agreement has been acknowledged or
approved, the court (or the President of the court if the conciliation agreement has been recognized) will, at the
request of any party thereto, rescind the agreement. The Company retains the right to petition for debt rescheduling
pursuant to article 1343-5 of the French Civil Code as described above.

“Pre-pack” sales

At the request of the debtor and after the participating creditors have been consulted on the matter,
mandat ad hoc and conciliation proceedings may also be used to organize the partial or total sale of the debtor
which could be implemented, as applicable, in the context of subsequent safeguard, judicial reorganization or
liquidation proceedings; any offers received in this context by the mandataire ad hoc or conciliator may be directly
submitted to the court in the context of reorganization or liquidation proceedings after consultation of the public
prosecutor.

Court-controlled insolvency proceedings
The following French insolvency proceedings may be initiated by or against a company in France:

(a) safeguard proceedings (procédure de sauvegarde), if such company, while not being cash flow
insolvent (en état de cessation des paiements), is facing difficulties which it cannot overcome;

(b) accelerated safeguard proceedings (procédure de sauvegarde accélérée) (applicable to large
companies), if such company: (i) while not being cash flow insolvent, is facing difficulties which it
cannot overcome; and (ii) has already negotiated, in the context of conciliation proceedings, a draft
safeguard plan ensuring the continuation of its business as a going concern which is supported by a
sufficient number of its creditors so that its adoption by the creditors’ committees by a two-thirds
majority (see below) will be realistic within a maximum period of three months from the opening of
the accelerated safeguard proceedings;

(¢) SFA proceedings, under the same conditions as those provided for accelerated safeguard
proceedings above, except that in SFA proceedings the draft safeguard plan is only required to be
supported by two-thirds of its financial creditors and the maximum period in which such draft
safeguard plan may be adopted is one month (renewable once) from the opening of the proceedings;
or

(d) judicial reorganization (redressement judiciaire) or judicial liquidation (liquidation judiciaire)
proceedings if such company is cash flow insolvent (en état de cessation des paiements).

Court-administered proceedings—safeguard

A debtor which experiences difficulties that it is not able to overcome may, in its sole discretion, initiate
safeguard proceedings (procédure de sauvegarde) with respect to itself, provided that it is not insolvent (en état
de cessation des paiements). Creditors of the debtor do not attend the hearing before the court at which the
commencement of safeguard proceedings is requested. Following the commencement of safeguard proceedings,
a court-appointed administrator (administrateur judiciaire) is usually appointed to investigate the business of the
debtor during an observation period, which may last up to 18 months, and to help the debtor elaborate a draft
safeguard plan (projet de plan de sauvegarde) that it will propose to its creditors.

Creditors do not have effective control over the proceedings, which remain mainly in the hands of the
debtor, assisted by the court-appointed administrator who will, in accordance with the terms of the judgment,
either supervise the debtor’s management (“mission de surveillance™) or assist it (“mission d’assistance”) and, in
either case, assist the debtor in preparing a safeguard plan for the company, all under the supervision of the court.

However, in the case of large companies having creditors’ committees, creditors will have the
opportunity to propose alternative draft safeguard plans (see below).

Creditors must be consulted on the manner in which the debtor’s liabilities will be settled under the plan
(debt deferrals or write-offs) prior to the plan being approved by the court.

The rules governing consultation vary according to the size of the business.
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Standard consultation: for debtors (a) whose accounts are not certified by statutory auditors or prepared
by an independent accountant or (b) who have less than 150 employees and less than €20 million in revenue,
creditors are consulted individually or collectively on the debt deferrals and write-offs proposed by the debtor.

Creditors whose payment terms are not affected by the plan or who are paid in cash in full as soon as the
plan is approved do not need to be consulted.

The court that approves the safeguard plan (plan de sauvegarde) can impose uniform debt deferrals
(délais uniformes de paiement) for a maximum period of 10 years on non-consenting creditors, (subject to the
specific regime of claims benefiting from the new money priority —see “Conciliation Proceedings”), but the court
cannot impose debt write-offs or debt-for-equity swaps.

The first payment must be made within a year of the judgment adopting the plan and, from the third year
onwards, the amount of each annual installment must be of at least 5% of the amount of each claim. Specific rules
apply when the initial maturity of the claim is later than the date of the first anniversary of the adoption of the
plan.

Committee-based consultation: In the case of large companies (with more than 150 employees or revenue
greater than €20 million), or with the consent of the court in the case of debtors that do not exceed the
aforementioned thresholds, two creditors’ committees have to be established by the court-appointed administrator
on the basis of the debts that arose prior to the initial judgment:

e one for credit institutions or assimilated institutions and entities having granted credit or advances
in favor of the debtor; and

e the other one for suppliers having a claim that represents more than 3% of the total amount of the
claims of all the debtor’s suppliers, and other suppliers invited to participate in such committee by
the court-appointed administrator.

If there are any outstanding debt securities in the form of obligations (such as bonds or notes), a general
meeting of all holders of such debt securities will be established irrespective of whether or not there are different
issuances and of the governing law of those obligations (the “Bondholders’ General Meeting ).

The proposed plan:

e must take into account subordination agreements entered into by the creditors before the
commencement of the proceedings;

e may treat creditors differently if it is justified by their differences in situation; and

e may provide for debt rescheduling, debt deferrals and/or debt-for-equity swaps (debt-for-equity
swaps requiring the relevant shareholder consent).

The two creditors’ committees must vote on the safeguard plan within 20 to 30 days of its submission by
the debtor (this time period can be reduced or extended by the supervising judge, at the request of the debtor or
the judicial administrator, but not below 15 days). Approval of the plan by each committee requires the affirmative
vote of members representing at least two-thirds of the total amount of the claims held by members of such
committee expressing a vote.

Each creditor member of a creditors’ committee and each bondholder must, if applicable, inform the
judicial administrator of the existence of any agreement relating to the exercise of its vote or relating to the full or
total payment of its claim by a third party, as well as of any subordination agreement. The administrator shall then
submit to the creditor/bondholder a proposal for the computation of its voting rights in the creditors’
committee/Bondholders’ General Meeting. In the event of a disagreement, the creditor/bondholder or the
administrator may request that the matter be decided by the president of the commercial court in summary
proceedings.

The amounts of the claims secured by a trust (fiducie) constituted as a guarantee granted by the debtor
are not taken into account. In addition, creditors whose repayment schedule is not modified by the plan, or for
which the plan provides for a payment of their claims in cash in full as soon as the plan is adopted or as soon as
their claims are admitted, do not take part in the vote.
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Creditors which are members of the credit institutions’ committee or the suppliers’ committee may
prepare an alternative safeguard plan that will also be put to the vote of the committees and of the Bondholders’
General Meeting. Approval of these alternative plans is subject to the same two-thirds majority vote in each
committee and in the Bondholders’ General Meeting. Bondholders are not permitted to present their own
alternative plan.

Following the approval of the plan by the two creditors’ committees, the plan will be submitted for
approval to the Bondholders’ General Meeting at the same two-thirds majority vote. Following approval by the
creditors’ committees and the Bondholders’ General Meeting and determination of a rescheduling of the claim of
creditors that are not members of the committees or bondholders as discussed hereafter, the plan has to be
approved (arrété) by the court. In considering such approval, the court has to verify that the interests of all
creditors are sufficiently protected and that relevant shareholder consent, if any is required, has been obtained.
Once approved by the relevant court, the safeguard plan will be binding on all the members of the committees and
all bondholders (including those who did not vote or voted against the adoption of the plan).

With respect to creditors who are not members of the committees, the standard consultation rules
described above apply.

In the event that the committees and the Bondholders” General Meeting did not vote on the debtor’s
proposed plan within the first six months of the observation period, this six-month period may be extended by the
court at the request of the court-appointed administrator for a period not exceeding the duration of the observation
period, in order for the plan to be approved through the committee-based consultation process. Absent such
extension, the court can still adopt a safeguard plan in the time remaining until the end of the observation period.
In such a case, the standard consultation rules apply to the consultation of creditors. In particular, the court can
only impose a debt rescheduling over a maximum period of 10 years (see “Standard consultation” above).

If the court empowers the court-appointed administrator to convene a shareholders’ meeting in order to
take corporate resolutions with respect to the modification of the debtor’s by-laws (including modifications of its
share capital) required by a safeguard plan, the court may order that, under certain conditions, the shareholders’
decisions be adopted by a majority vote of the shareholders attending or represented, as long as such shareholders
own at least half of the shares with voting rights.

If no plan is adopted by the committees, the court may, at the request of the debtor, the administrator, the
creditors representative (mandataire judiciaire) or the public prosecutor, convert the safeguard proceedings into
judicial reorganization proceedings if it appears that the adoption of a safeguard plan is obviously impossible and
if the end of the safeguard proceedings would certainly lead to the debtor shortly becoming insolvent.

Specific case—Creditors that are public institutions: Public creditors (tax administrations and social
security bodies) may agree to grant debt write-offs under conditions that are similar to those that would be granted
under normal market conditions by a private economic operator placed in a similar position. Public creditors may
also decide to enter into subordination agreements for liens or mortgages, or relinquish these security interests.
Public creditors are consulted under specific conditions, within the framework of a local administrative committee
(Commission des Chefs de Services Financiers). The tax administrations may grant relief from all direct taxes. As
regards indirect taxes, relief may only be granted from default interest, adjustments, penalties or fines.

If safeguard (or judicial reorganization) proceedings are commenced against the Issuer, the holders of
the notes will not be members of the credit institutions’ committee but will vote on any proposed draft safeguard
plan as members of the Bondholders’ General Meeting.

The holders of the notes could, as members of the Bondholders” General Meeting, veto a draft safeguard
plan if they constitute a blocking minority (i.e., their claims represent more than one-third of the claims of those
creditors casting a vote in the Bondholders’ General Meeting).

Court-administered proceedings—accelerated safeguard and accelerated financial safeguard

A debtor in conciliation proceedings may request commencement of accelerated safeguard proceedings
(procédure de sauvegarde accélérée) or SFA proceedings (procédure de sauvegarde financiére accélérée).

The accelerated safeguard proceedings and SFA proceedings are very similar to safeguard proceedings
and have been designed to “fast-track” difficulties of large companies:

e who publish consolidated accounts; or
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e who publish accounts certified by an auditor or established by an independent accountant and have
(i) more than 20 employees or (ii) revenue exceeding €3 million or (iii) whose total balance sheet
exceeds €1.5 million.

The SFA proceedings apply only to “financial creditors” (i.e., creditors that belong to the credit
institutions committee and bondholders), the payment of whose debt is suspended until adoption of a plan through
the SFA proceedings. As to financial creditors, the debtor will be prohibited from paying any amounts (including
interests) relating to debts incurred (a) prior to the commencement of the proceedings or (b) after their
commencement if not incurred for the purposes of the proceedings or the observation period or the debtor’s
business activities during the observation period (post-commencement non-privileged debts) that fall due during
the observation period. Such amounts may be paid only after the judgment of the Commercial Court approving
the safeguard plan and in accordance with its terms. Creditors other than financial creditors (such as public
creditors, the tax or social security administration and suppliers) are not directly impacted by SFA proceedings.
Their debts will continue to be due and payable in the ordinary course of business according to their contractual
or legal terms.

As with traditional safeguard proceedings, the plan adopted in the context of accelerated safeguard
proceedings and SFA proceedings may notably provide for debt rescheduling, debt write-offs and debt-for-equity
swaps.

To be eligible to accelerated safeguard proceedings and SFA proceedings, the debtor must fulfill three
conditions:

e the debtor must be subject to ongoing conciliation proceedings when it applies for the
commencement of accelerated safeguard proceedings or SFA proceedings;

e  as is the case for regular safeguard proceedings, the debtor must face difficulties which it is not in a
position to overcome; and

e the debtor must have prepared a draft safeguard plan ensuring the continuation of its business as a
going concern supported by enough of its creditors to render likely its adoption by a two-thirds
majority of its creditors making up the creditors’ committees and of its bondholders within a
maximum of three months following the commencement of the proceedings in the case of
accelerated safeguard proceedings, and of one month following the commencement of the
proceedings in the case of SFA proceedings (that can be extended by a maximum of an additional
month).

If a plan is not adopted by the creditors and approved by the court within such deadlines, the court shall
terminate the proceedings. The court cannot reschedule amounts owed to the creditors outside of the committees
process.

The list of claims of creditors party to the conciliation proceeding shall be drawn up by the debtor and
certified by the statutory auditor and shall be deemed to constitute the filing of such claims for the purpose of the
accelerated safeguard proceedings or, as applicable, SFA proceedings (see below) unless the creditors otherwise
elect to make such a filing (see below).

Judicial reorganization or liquidation proceedings

Judicial reorganization (redressement judiciaire) or liquidation proceedings (/iquidation judiciaire) may
be initiated against or by a debtor only if it is insolvent (en cessation des paiements) and, with respect to liquidation
proceedings only, if the debtor’s recovery is manifestly impossible. The debtor is required to petition for
insolvency proceedings (or for conciliation proceedings, as discussed above) within 45 days of becoming
insolvent. If it does not, de jure managers (including directors) and, as the case may be, de facto managers are
exposed to civil liability.

Where the debtor requested the commencement of judicial reorganization proceedings and the court,
after having heard the debtor, considers that judicial liquidation proceedings would be more appropriate, it may
order the commencement of the proceedings which it determines to be most appropriate. The same would apply
if the debtor requested the commencement of judicial liquidation proceedings and the court considered that judicial
reorganization proceedings would be more appropriate.

In the event of judicial reorganization proceedings, an administrator is usually appointed by the court
(administrateur judiciaire) to assist the management and to investigate the business of the debtor during the
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observation period and make proposals for the reorganization of the debtor, which proposals may include a
reorganization plan and / or the sale of all or part of the debtor’s business to a third party. The court may also
decide that the administrator will take over the management and control of the debtor.

Creditors’ committees and the Bondholders’ General Meeting are created in judicial reorganization
proceedings and vote under the same conditions as in safeguard proceedings (see above).

In judicial reorganization proceedings, in case a shareholders’ meeting needs to vote to bring the
shareholders’ equity to a level equal to at least one half of the share capital as required by Article L.626-3 of the
French Commercial Code, the administrator may appoint an agent (mandataire) to convene a shareholders’
meeting and to vote on behalf of the shareholders which refuse to vote in favor of such a resolution if the draft
restructuring plan provides for a modification of the share capital to the benefit of a third-party undertaking to
comply with the reorganization plan.

In addition, Law No. 2015-990 dated August 6, 2015 (known as “loi Macron™) has introduced a new
provision (Article L. 631-19-2 of the French Commercial Code) applicable to reorganization proceedings opened
on or after August 7, 2015 in the cases where (i) a debtor (a) employs more than 150 employees or (b) controls
one or more companies employing together 150 employees, (ii) the disappearance of such debtor is likely to cause
serious disturbance to the national or local economy and to local employment, (iii) a share capital modification
appears — after review of total or partial disposal plan solutions — the only credible solution to avoid such a
disturbance and to allow the debtor’s business activities to continue and (iv) at least 3 months have elapsed from
the court decision commencing the proceedings. In summary, if, in such event, a reorganization plan provides for
a modification of the share capital in favor of one or more person(s) who undertake to execute the plan (e.g., the
new majority shareholders) and the existing shareholders refuse to vote such share capital modification, the court
may, under certain procedural and substantial conditions and upon request of the court appointed administrator or
the public prosecutor, either (a) appoint an agent (mandataire de justice) to vote in favor of the share capital
increase in place of the dissenting shareholders or (b) order, in favor of the person(s) who have undertaken to
execute the plan, the transfer of all or part of the shares owned by the dissenting shareholders who own (directly
or indirectly and including as a result of an agreement with other shareholders) a majority of voting rights or hold
a blocking minority in the company. Any approval clause is deemed null and void. The minority shareholders
have the right to withdraw from the company and request that their shares be purchased by the transferees. In the
event of a sale ordered by the court, the price of the shares shall, failing agreement between the parties, be set by
a court-designated expert designated by the court in summary proceedings. In either (a) or (b) above, the
reorganization plan shall be subject to the undertaking of the subscribers or the transferees to hold their shares for
a certain time period set by the court which may not exceed the duration of the reorganization plan.

If the proposed reorganization plans are manifestly not likely to ensure that the company will recover or
if no reorganization plan is proposed, the court, upon the request of the administrator, can order the total or partial
sale of the business under a sale plan (plan de cession).

At any time during the observation period, the court can order the liquidation of the debtor if its recovery
has become obviously impossible.

If the court decides to order the judicial liquidation of the debtor, the court will appoint a liquidator, who
is generally the former creditors’ representative (mandataire judiciaire). There is no observation period in judicial
liquidation proceedings and no maximum time period is provided by law to limit the duration of the judicial
liquidation process. As a result of the judgment ordering judicial liquidation, the management of the debtor is
removed, and the liquidator is vested with the power to represent the debtor and perform the liquidation operations
(mainly liquidate the assets and settle the liabilities in accordance with the creditors’ ranking).

The outcome of such proceedings, which is decided by the court without a vote of the creditors, may be
a sale of the business (plan de cession) or a sale of the individual assets of the debtor. If a plan for the sale of the
business is considered, the court will usually authorize a temporary continuation of the business for a maximum
of three months (renewable once), and appoint an administrator (administrateur judiciaire) to manage the debtor
and organize such sale.

When either (i) no due liabilities remain, or (ii) the liquidator has sufficient funds to pay off all the
creditors (extinction du passif), or (iii) continuation of the liquidation process becomes impossible due to
insufficiency of assets (insuffisance d’actif), the court terminates the proceedings.

The court may also terminate the proceedings when the interest of the continuation of the liquidation
process is disproportionate compared to the difficulty of selling the assets. The court may also appoint a
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mandataire in charge of continuing ongoing lawsuits and allocating the amounts received from these lawsuits
between the remaining creditors.

Void or voidable transactions upon insolvency proceedings

The insolvency date (date de cessation des paiements) is deemed to be the date of the court decision
opening the judicial reorganization or judicial liquidation proceedings unless determined otherwise by the court
which may determine that the date when the debtor became insolvent occurred up to 18 months prior to the court
decision opening the proceedings. Except in the case of fraud, the date of insolvency may not be set at a date
earlier than the date of the final court decision that approved an agreement (homologation) in the context of
conciliation proceedings (see above). The date when the debtor became insolvent is important because it marks
the beginning of the “hardening period” (période suspecte), being the period between the date of insolvency and
the court decision commencing the proceedings. Certain transactions entered into by the debtor during the
hardening period are, by law, void or voidable.

Void transactions include transactions or payments entered into during the hardening period that may
constitute voluntary preferences for the benefit of some creditors to the detriment of other creditors. These include
notably transfers of assets for no, or nominal, consideration, contracts under which the reciprocal obligations of
the debtor significantly exceed those of the other party, payments of debts not due at the time of payment,
payments made in a manner which is not commonly used in the ordinary course of business, security granted for
debts previously incurred, and provisional measures, unless the right of attachment or seizure predates the date of
cash flow insolvency, share options granted or sold during the hardening period, the transfer of any assets or rights
to a trust estate (patrimoine fiduciaire) (unless such transfer is made as a security for debt incurred at the same
time), and any amendment to a trust arrangement relating to assets or rights already transferred to a trust estate
(patrimoine fiduciaire) as security for debts previously incurred. A declaration of non-seizability (déclaration
d’insaisissabilité) that occurred during the hardening period also qualifies as such a “void transaction.”

Voidable transactions include (i) transactions for consideration (actes a titre onéreux), (ii) payments
made on due debts or (iii) certain attachment measures (notices of attachments to third parties (avis a tiers
détenteur), seizures (saisie-attribution), and oppositions), in each case, if such actions are taken after the debtor
was insolvent and the party dealing with the debtor knew that the debtor was insolvent. Transactions relating to
the transfer of assets for no consideration are also voidable when carried out during the six-month period prior to
the beginning of the hardening period.

There is no hardening period prior to the opening of safeguard, accelerated safeguard or SFA proceedings.

Status of creditors during safeguard, accelerated safeguard, SFA proceedings, judicial reorganization or judicial
liquidation proceedings.

As a general rule, creditors domiciled in France whose debts arose prior to the commencement of
insolvency proceedings must file a proof of claim (déclaration de créances) with the creditors’ representative
within two months of the publication of the court decision in the Bulletin Officiel des annonces civiles et
commerciales; this period is extended to four months for creditors domiciled outside France. Creditors who have
not submitted their claims during the relevant period are, except with respect to very limited exceptions, precluded
from receiving distributions made in connection with the insolvency proceedings. Employees are not subject to
such limitations and are preferential creditors under French law. By exception, the proof of claim filing process
for the creditors that participated in the conciliation proceedings is simplified in accelerated safeguard and SFA
proceedings. The debtor draws a list of the claims of its creditors having participated in the conciliation
proceedings, which is certified by its statutory auditors (failing which, its accountant). Although such creditors
may file proofs of claims as part of the regular process, they may also avail themselves of this simplified alternative
and merely adjust the amounts of their claims as set forth in the list prepared by the debtor (within the above two
or four months’ time limit). Those creditors who did not take part in the conciliation proceedings (but who would
belong to the committee or the Bondholders’ General Meeting) would have to file their proofs of claims within
the aforementioned deadlines.

From the date of the court decision commencing the insolvency proceedings,
e accrual of interest is suspended, except in respect of loans for a term of at least one year, or of

contracts providing for a payment which is deferred by at least one year; interest resulting from the
latter can no longer be compounded;
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e the debtor is prohibited from paying debts which arose prior to this date, subject to specified
exceptions which essentially cover the set-off of related debts and payments authorized by the
supervising judge to recover assets that are necessary for the continued operation of the business;

e the debtor is prohibited from paying debts arising after the commencement of the proceedings and
which relate to expenses that are not necessary for the purposes of the proceedings or the observation
period or the debtor’s business activities during the observation period (post-commencement non-
privileged debts);

e creditors are prevented from initiating or continuing any individual legal action against the debtor
with respect to any pre-petition claim or post-petition non-privileged claim if the objective of such
legal action is:

o to obtain an order for payment of a sum of money by the debtor to the creditor (however, the
creditor may require that a court determine the amount due); or

o to terminate or cancel a contract for non-payment of amounts owed by the debtor;

e creditors are prohibited to initiate or to continue any action against the debtor’s assets, including
enforcing security interests except (i) in judicial liquidation proceedings, by way of judicial
foreclosure (attribution judiciaire) of the pledged assets or (ii) where such asset - whether tangible
or intangible, movable or immovable - is located in another Member State within the European
Union, in which case the rights in rem of creditors thereon, provided no secondary proceedings are
open in such Member State, would not be affected by the insolvency proceedings, in accordance
with the terms of article 5 of Council Regulation (EC) no. 1346/2000 dated May 29, 2000 on
insolvency proceedings or of article 8 of European Parliament and Council (EU) n°2015/848
Regulation on insolvency proceedings (recast) dated May 20, 2015, which became effective as of
June 26, 2015, and which will apply to insolvency proceedings commenced after June 26, 2017.

In the context of SFA proceedings, the above rules would only apply to the creditors that are subject to
the SFA proceedings (i.e., credit institutions and assimilated financial institutions and bondholders which are
eligible to vote on the draft safeguard plan). They would not apply to other creditors, such as suppliers, whose
claims, including those that arose prior to commencement of the proceedings, should be paid in the ordinary course
of business.

During safeguard, accelerated safeguard, SFA and judicial reorganization proceedings, contractual
provisions such as those contained in the indentures that would accelerate the payment of the debtor’s obligations
upon the occurrence of certain insolvency events are not enforceable under French law. The opening of liquidation
proceedings does, however, automatically accelerate the maturity of all of the debtor’s obligations, unless the
court allows the business to continue for a period of no more than three months (renewable once) if it considers
that a sale of part or all of the business is possible. In this case, the debtor’s obligations are deemed mature on the
day the court approves the sale of the business or terminates this temporary continuation of the business.

As from the court decision commencing the proceedings, accrued interest can no longer be compounded.

The administrator may also request the termination (except for employment contracts) or, provided that
the debtor fully performs its post-petition contractual obligations, continuation of on-going contracts (contrats en
cours). However, as from the court decision commencing the proceedings, in the context of reorganization or
liquidation proceedings only, absent consent to other terms of payment, immediate cash payment for services
rendered pursuant to an ongoing contract (contrat en cours) will be required.

If the court adopts a safeguard plan or a reorganization plan, claims of creditors included in the plan will
be paid according to the terms of the plan. The court can also set a time period (which cannot exceed the duration
of the plan) during which the assets that it deems to be essential to the continued business of the debtor may not
be sold without its consent.

As soon as insolvency proceedings are commenced, any unpaid amount of share capital of the debtor
becomes immediately due and payable.

If the court adopts a plan for the sale of the business (plan de cession), the court can set a time period
during which the assets that it deems necessary for the continuation of the business of the debtor may not be sold
without its consent. The proceeds of the sale will be allocated for the repayment of the creditors according to the
ranking of the claims. If the court decides to order the judicial liquidation of the debtor, the court will appoint a
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liquidator in charge of selling the assets of the company and settling the relevant debts in accordance with their
ranking.

French insolvency law assigns priority to the payment of certain preferential creditors, including
employees, post-petition legal costs (essentially fees of the officials appointed by the court), creditors who, as part
of'an approved conciliation agreement, would have provided new money or goods or services, certain pre-petition
secured creditors in the event of liquidation proceedings only, post-petition creditors, and the French Treasury,
over other pre-petition secured creditors and pre-petition unsecured creditors.

Creditors’ liability

Pursuant to article L. 650-1 of the French Commercial Code, where insolvency proceedings have been
commenced, creditors may only be held liable for the losses suffered as a result of facilities granted to the debtor
if the granting of such facilities was wrongful, in the case of (i) fraud; (ii) wrongful interference with the
management of the debtor; or (iii) the security or guarantees obtained for the facilities are disproportionate to such
facilities. In addition, any security or guarantees obtained for the facilities in respect of which a creditor is found
liable on any of these grounds can be cancelled or reduced by the court.

Fraudulent conveyance

French law contains specific, “action paulienne” provisions dealing with fraudulent conveyance both in
and outside insolvency proceedings. The action paulienne offers creditors protection against a decrease in their
means of recovery. A legal act performed by a debtor (including, without limitation, an agreement pursuant to
which such debtor guarantees the performance of the obligations of a third party or agrees to provide or provides
security for any of such debtor’s or a third party’s obligations, enters into additional agreements benefiting from
existing security or any other legal act having similar effect) can be challenged in or outside insolvency
proceedings of the relevant debtor by the creditors’ representative (mandataire judiciaire), the commissioner of
the safeguard or reorganization plan (commissaire a I’exécution du plan) insolvency proceedings of the relevant
debtor, or by any of the creditors of the relevant debtor outside the insolvency proceedings or any creditor who
was prejudiced in its means of recovery as a consequence of the act in or outside insolvency proceedings. Any
such legal act may be declared unenforceable against third parties if: (i) the debtor performed such act without an
obligation to do so; (ii) the relevant creditor or (in the case of the debtor’s insolvency proceedings) any creditor
was prejudiced in its means of recovery as a consequence of the act; and (iii) at the time the legal act was
performed, both the debtor and the counterparty to the transaction knew or should have known that one or more
of such debtor’s creditors (existing or future) would be prejudiced in their means of recovery (where the legal act
was entered into for no consideration (a titre gratuit), no such knowledge of the counterparty is necessary). If a
court found that the issuance of the notes or the grant of the security interests in the Senior Secured Security,
involved a fraudulent conveyance that did not qualify for any defense under applicable law, then the issuance of
the notes or the granting of the security interests in the Senior Secured Security could be declared unenforceable
against third parties or declared unenforceable against the creditor who lodged the claim in relation to the relevant
act. As a result of such successful challenges, holders of the notes may not enjoy the benefit of the notes or the
security interests in the Senior Secured Security and the value of any consideration that holders of the notes
received with respect to the notes or the security interests in the Senior Secured Security could also be subject to
recovery from the holders of the notes and, possibly, from subsequent transferees. In addition, under such
circumstances, holders of the notes might be held liable for any damages incurred by prejudiced creditors of the
Issuer as a result of the fraudulent conveyance.

A trading market for the notes may not develop, in which case you may not be able to resell the notes.

There is currently a very limited market history for the notes, and no such market history for the
Additional Notes, and a liquid trading market may not develop for the notes generally or the Additional Notes
specifically. Although the Additional Notes (which will constitute “Additional Notes™ as defined in the Indenture)
will be consolidated and form a single class with the Original Notes (which are currently listed on the Official
List of the Luxembourg Stock Exchange and admitted to trading on the Euro MTF market) for all purposes under
the Indenture, such Additional Notes will not be entirely fungible with the Original Notes as of the Additional
Notes Issue Date. The Additional Notes issued in reliance on Regulation S will temporarily have a different ISIN
and Common Code from the ISIN and Common Code for the Original Notes issued in reliance on Regulation S,
for a period from the Additional Notes Issue Date through (and including) the 40th day following the Additional
Notes Issue Date. After the 40th day following the Additional Notes Issue Date, the Additional Notes issued in
reliance on Regulation S will be indicated by the same ISIN and Common Code as the Original Notes issued in
reliance on Regulation S and the Additional Notes issued in reliance on Regulation S will be fully fungible
therewith. See “Plan of Distribution,” “Description of Notes—Form of Notes” and “Book Entry, Delivery and
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Form.” We have applied to list the Additional Notes on the Official List of the Luxembourg Stock Exchange and
for admission to trading on the Euro MTF market. We cannot guarantee that the application we made to the
Official List of the Luxembourg Stock Exchange for the Additional Notes to be listed and admitted to trading on
the Euro MTF market of the Luxembourg Stock Exchange will be approved as of the Additional Notes Issue Date
or at any time thereafter, or that the Original Notes will remain so listed and admitted, and settlement of the
Additional Notes is not conditioned upon obtaining or maintaining this admission to trading. The liquidity of any
market for the notes will depend upon the number of holders of the notes, our performance, the market for similar
securities, the interest of securities dealers in making a market in the notes and other factors. While the Initial
Purchasers have informed us that they currently intend to make a market in the notes, they have no obligation to
do so and could discontinue market-making activities in their sole discretion at any time without notice.

The trading price of the notes could be volatile.

Historically, the markets for non-investment grade debt securities such as the notes have been subject to
disruptions that have caused substantial price volatility. The market, if any, for the notes could be subject to similar
disruptions and volatility, and these disruptions could have an adverse effect on the holders of the notes. In
addition, subsequent to their initial issuance, the notes could trade at a discount from the initial offering price of
the notes depending on the prevailing interest rates, the market for similar notes, our performance and other factors,
many of which are beyond our control.

Changes in respect of the public debt ratings of the notes could materially and adversely affect the availability
and the cost and terms and conditions of our debt.

The notes will be, and any of our future debt instruments could be, publicly rated. These public debt
ratings affect our ability to raise debt. Any future downgrading of the rating of the notes or any other debt
instruments we could have at such time could affect the cost and terms and conditions of our financings and could
adversely affect the value and trading of the notes.

Credit ratings may not reflect all risks, are not recommendations to buy or hold securities and may be subject
to revision, suspension or withdrawal at any time.

The ratings may not reflect the potential impact of all risks related to the structure, market, additional
risk factors discussed above and other factors that may affect the value of the notes. A credit rating is not a
recommendation to buy, sell or hold securities and may be subject to revision, suspension or withdrawal by the
rating agency at any time. No assurance can be given that a credit rating will remain constant for any given period
of time or that a credit rating will not be lowered or withdrawn entirely by the credit rating agency if, in its
judgment, circumstances in the future so warrant.

If the notes are rated investment grade by at least two of Standard & Poor’s, Moody’s and Fitch, certain
covenants contained in the Indenture governing the notes will be suspended, and you will lose the protection
of these covenants unless or until the notes subsequently fall back below investment grade.

The Indenture governing the notes contains certain covenants that will be suspended for so long as the
notes are rated investment grade by at least two of Standard & Poor’s, Moody’s and Fitch. These covenants
include:

e  Limitation on Debt;

e Limitation on Restricted Payments;

e Limitation on Transactions with Affiliates;

e Limitation on Sale of Certain Assets;

e Limitation on Dividends and Other Payment Restrictions Affecting Restricted Subsidiaries;

e  Certain provisions on Designation of Unrestricted and Restricted Subsidiaries;

e Limitation on Lines of Business; and

e  Certain provisions on Consolidation, Merger and Sale of Assets.
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As a result, we will be able to incur additional indebtedness and consummate transactions that could
impair our ability to satisfy our obligations with respect to the notes. In addition, we will not have to make certain
offers to repurchase the notes. These covenants will only be restored if the credit ratings later assigned to the notes
later fall below investment grade. See “Description of Notes—Suspension of Covenants Following Achievement
of Investment Grade Rating.” Any actions taken during the period of suspension will remain in effect despite such
a restoration of the covenants.

The notes will be held in book-entry form and therefore you must rely on the procedures of Euroclear and
Clearstream to exercise any rights and remedies.

The Original Notes have been, and the Additional Notes will be, issued in fully registered form. The
Original Notes were issued under Global Notes that were deposited on the Original Notes Issue Date, and the
Additional Notes issued under Global Notes that will be deposited on the closing date, in each case with or on
behalf of a common depositary for the accounts of Euroclear and Clearstream and registered in the name of the
nominee of the common depositary. The Additional Notes issued in reliance on Regulation S will temporarily be
identified by a different Common Code and ISIN from the Common Code and ISIN for the Original Notes issued
in reliance on Regulation S and will temporarily not be fungible therewith, as described further in “Description of
Notes—Form of Notes” and “Book-Entry, Delivery and Form.”

Ownership of beneficial interests in the global notes (the “Book-Entry Interests”) will be limited to
persons that have accounts with Euroclear and/or Clearstream or persons that hold interests through such
participants. Book-Entry Interests will be shown on, and transfers thereof will be effected only through, records
maintained in book-entry form by Euroclear and Clearstream and their participants. Owners of beneficial interests
in the global notes will not be entitled to receive definitive notes in registered form, except under the limited
circumstances described in “Book-Entry, Delivery and Form—Issuance of Definitive Registered Notes.” So long
as the notes are held in global form, holders of Book-Entry Interests will not be considered the owners or “holders”
of global notes. The common depositary for Euroclear and/or Clearstream or its nominee will be considered the
sole holders of global notes.

Payments of any amounts owing in respect of the global notes (including principal, premium, interest
and additional amounts, if any) will be made by the Issuer to the Paying Agent. The Paying Agent will, in turn,
make such payments to the common depositary or its nominee for Euroclear and Clearstream. The common
depositary or its nominee will in turn distribute such payments to participants in accordance with its procedures.
After payment to the common depositary or its nominee for Euroclear and Clearstream, we will have no
responsibility or liability for the payment of interest, principal or other amounts to the holders of Book-Entry
Interests. Accordingly, if you hold a Book-Entry Interest, you must rely on the procedures of Euroclear or
Clearstream, and if you are not a participant in Euroclear or Clearstream, on the procedures of the participant
through which you hold your interest, to exercise any rights and obligations of a holder of notes under the
Indenture governing the notes.

Unlike the holders of the notes themselves, holders of Book-Entry Interests will not have the direct right
to act upon the Issuer’s solicitations for consents, requests for waivers or other actions from holders of the notes.
Instead, if you hold a Book-Entry Interest, you will be permitted to act only to the extent you have received
appropriate proxies to do so from Euroclear or Clearstream or, if applicable, from a participant. The procedures
implemented for the granting of such proxies may not be sufficient to enable you to vote on a timely basis.

Similarly, upon the occurrence of an event of default under the Indenture governing the notes, unless and
until definitive registered notes are issued in respect of all Book-Entry Interests, if you hold a Book-Entry Interest,
you will be restricted to acting through Euroclear or Clearstream. The procedures to be implemented through
Euroclear or Clearstream may not be adequate to ensure the timely exercise of rights under the notes.

You could face foreign exchange risks or adverse tax consequences by investing in the notes.

The Original Notes are, and the Additional Notes will be, denominated and payable in euros. If you
measure your investment returns by reference to a currency other than the currency in which your notes are
denominated, an investment in the notes will entail foreign exchange-related risks due to, among other factors,
possible significant changes in the value of the euro relative to the currency by reference to which you measure
the return on your investments because of economic, political and other factors over which we have no control.
Depreciation of the euro against the currency by reference to which you measure the return on your investments
could cause a decrease in the effective yield of the notes below their stated coupon rates and could result in a loss
to you when the return on the notes is translated into the currency by reference to which you measure the return
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on your investments. Investment in the notes could also have important tax consequences as a result of any foreign
currency exchange gains or losses. See “Certain Tax Considerations.”

Purchasers and sellers of the notes may be subject to taxation.

Potential purchasers and sellers of the notes should be aware that they may be required to pay taxes or
other documentary charges or duties in accordance with the laws and practices of the country where the notes are
transferred or other jurisdictions. In some jurisdictions, no official statements of the tax authorities or court
decisions may be available for the tax treatment of financial instruments such as the notes. Potential investors
cannot rely upon the tax summary contained in this offering memorandum but should ask for their own tax
adviser’s advice on their individual taxation with respect to the acquisition, holding, sale and redemption of the
notes. Only such adviser is in a position to duly consider the specific situation of the potential investor. This
investment consideration has to be read in connection with the taxation sections of this Prospectus.

Changes in tax laws or challenges to our tax position could adversely affect our results and financial condition.

As an international group operating in multiple jurisdictions, we are subject to complex tax laws in each
of the jurisdictions in which we operate. Changes in tax laws could adversely affect our tax position, including
our effective tax rate or tax payments. Since tax laws and regulations in the various jurisdictions in which our
companies are located or operate or may be located or operate may not always provide clear-cut or definitive
guidelines, the tax regime applied to our operations, intra-group transactions or reorganizations (past or future) is
or may sometimes be based on our interpretations of French or foreign tax laws and regulations. We cannot
guarantee that such interpretations will not be questioned by the relevant tax authorities. Furthermore, tax laws
and regulations may change, and there may be changes in their interpretation and application by the relevant
authorities, especially in the context of international and European initiatives (e.g., OECD, G-20, EU, including
the initiatives of the EU Commission and the OECD base erosion and profit shifting initiative). More generally,
any failure to comply with the tax laws or regulations of the countries in which our companies are located or
operate may result in reassessments, late payment interests, fines and penalties. The occurrence of any of the
foregoing factors may result in an increase in our tax burden and have a material adverse effect on our business,
results and / or financial condition.

Transactions in the notes could be subject to the European financial transaction tax, if adopted.

On February 14, 2013, the European Commission published a proposal for a Directive (the
“Commission’s Proposal”) for a common financial transaction tax (the “FTT”) in Austria, Belgium, Estonia,
France, Germany, Greece, Italy, Portugal, Slovenia, Slovakia and Spain (the “Participating Member States”).
Following the ECOFIN Council meeting of December 8, 2015, Estonia officially announced its withdrawal from
the negotiations and, on March 16, 2016, completed the formalities required to leave the enhanced cooperation on
FTT.

The Commission’s Proposal has a very broad scope and could, if introduced in its current form, apply to
certain dealings in notes (including secondary market transactions) in certain circumstances. Primary market
transactions referred to in Article 5(c) of Regulation (EC) No 1287/2006 are exempt. It would call for the
Participating Member States to impose a tax of generally at least 0.1% on all such transactions, generally
determined by reference to the amount of consideration paid. The mechanism by which the tax would be applied
and collected is not yet known, but if the proposed directive or any similar tax is adopted, transactions in the notes
would be subject to higher costs, and the liquidity of the market for the notes may be diminished.

Under the Commission’s Proposal, the FTT could apply in certain circumstances to persons both within
and outside of the Participating Member States. Generally, it would apply to certain dealings in notes where at
least one party is a financial institution, and at least one party is established in a Participating Member State. A
financial institution may be, or be deemed to be, “established” in a Participating Member State in a broad range
of circumstances, including (a) by transacting with a person established in a Participating Member State, or
(b) where the financial instrument which is subject to the dealings is issued in a Participating Member State.

The FTT proposal remains subject to negotiation between the Participating Member States and the scope
of any such tax is uncertain. It may therefore be altered prior to any implementation, the timing of which remains
unclear. Additional EU Member States may decide to participate and/or certain of the Participating Member States
may decide to withdraw.

Prospective holders of the notes are advised to seek their own professional advice in relation to the
consequences of the FTT associated with subscribing for, purchasing, holding and disposing of the notes.
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Transfer of the notes will be restricted, which could adversely affect the value of the notes.

The notes have not been and will not be registered under the Securities Act or any U.S. state securities
laws and we have not undertaken to effect any exchange offer for the notes in the future. You may not offer the
notes in the United States except pursuant to an exemption from, or a transaction not subject to, the registration
requirements of the Securities Act and applicable state securities laws, or pursuant to an effective registration
statement. The Original Notes and the Indenture contain, and the Additional Notes will contain, provisions that
will restrict the notes from being offered, sold or otherwise transferred except pursuant to the exemption available
pursuant to Rule 144A or other exceptions under the Securities Act, or in transactions not subject to the registration
requirements of the Securities Act pursuant to Regulation S. Moreover, the Additional Notes sold in reliance on
Regulation S temporarily will not be fungible with the Original Notes during the “distribution compliance period”
(as defined in Regulation S) from the Additional Notes Issue Date until after the 40th day following the Additional
Notes Issue Date, which will further restrict the transferability of such Additional Notes during this period.
Furthermore, we have not registered the notes under any other country’s securities laws. These restrictions may
limit your ability to resell the notes. It is your obligation to ensure that your offers and sales of the notes within
the United States and other countries comply with applicable securities laws. See “Notice to Investors” and “Plan
of Distribution.”
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DESCRIPTION OF THE ISSUER

The Issuer

The Issuer is a corporation (société anonyme) organized under the laws of France with its principal
executive registered offices at 4 Quai d’Arenc, 13002 Marseilles, France. The Issuer was registered on July 12,
1977 with the Trade and Companies Registry (Registre du Commerce et des Sociétés) of Marseille under number
562 024 422.

Pursuant to Article 3 of the Issuer’s bylaws, the Issuer’s corporate purpose is to carry out any activities
relating to any maritime transport, construction, purchasing, sales, repair, fitting out, vessel chartering, handling,
warehouse operations, purchasing and sales of goods, port and rail services, marine resources exploitation and
any tourist and hotel activities. The Issuer may also carry out maritime postal services, invest, by any means, in
any transactions relating to its corporate purpose, whether by incorporating new companies, subscribing to or
purchasing shares or securities, merging or otherwise, and carry out any transport activities of any kind and any
commercial, industrial, real estate, movable and financial activities relating to, directly or indirectly, its corporate
purpose, which may promote its extension or development.

Our main subsidiaries
CMA CGM Antilles-Guyane

CMA CGM Antilles-Guyane is a joint stock company (société par actions simplifiée) organized under
the laws of France with a share capital of €10.5 million and its principal executive registered offices at 4, Quai
d’Arenc, 13002 Marseille, France. CMA CGM Antilles-Guyane provides container shipping services on France-
Caribbean and France-West Indies trade lanes. CMA CGM Antilles-Guyane is a wholly-owned subsidiary of the
Issuer. For the year ended December 31, 2016, CMA CGM Antilles-Guyane recorded profits of €71.7 million and
remitted dividends of €71.4 million to the Issuer. As of June 30, 2017, the reserves of CMA CGM Antilles-Guyane
amounted to €3.7 million. As of June 30, 2017 the outstanding amount owed to CMA CGM Antilles-Guyane by
the Issuer was U.S.$99.9 million.

ANL Singapore Pte Ltd

ANL Singapore is a private limited company incorporated under the laws of Singapore with a share
capital of SG$0.2 million and its principal executive registered offices at 9, North Buona Vista Drive, #03-02,
The Metropolis (Tower 1), Singapore 138588, Singapore. ANL Singapore provides container shipping services
on certain trade lanes in Asia, Oceania and America. ANL Singapore is a wholly-owned subsidiary of ANL
Container Lines Pty Ltd, a proprietary limited private company organized under the laws of Australia with a share
capital of AU$15 million that is itself wholly-owned by the Issuer. For the year ended December 31, 2016, ANL
Singapore recorded profits of U.S.$52 million. As of June 30, 2017, the reserves of ANL Singapore amounted to
U.S.$174 million and the outstanding amount owed to ANL Singapore by the Issuer was U.S.$421 million.

Cheng Lie Navigation Co. Ltd

Cheng Lie Navigation is a company limited by shares incorporated in Taiwan and organized under the
laws of Taiwan with a share capital of $21.1 million and its principal executive registered offices at 13.14F, No 10
Minsheng E Road, Sec 3, Taipei 10480, Taiwan. Cheng Lie Navigation provides intra-Asia container shipping
services. Cheng Lie Navigation is indirectly 99.28% owned by the Issuer. For the year ended December 31, 2016,
Cheng Lie Navigation recorded U.S.$33 million of profit out of ordinary activities. As of June 30, 2017, the
reserves of Cheng Lie Navigation amounted to U.S.$50.0 million. As of June 30, 2017, the outstanding amount
owed to Cheng Lie Navigation by the Issuer was U.S.$86.7 million.

Neptune Orient Lines Limited

NOL is a public company limited by shares organized under the laws of Singapore with a share capital
of SG$3.1 billion and its principal executive registered offices at 9, North Buona Vista Drive, #14-01, The
Metropolis (Tower 1), Singapore 138588, Singapore. NOL’s principal activities are those of investment holding
and the ownership and charter of vessels, as well as participation in ventures related to such activities and the
principal activities of its subsidiaries. For the year ended December 30, 2016, NOL recorded U.S.$57.4 million
of loss arising out of ordinary activities. As of June 30, 2017, the reserves of NOL amounted to U.S.$1,870.3
million. As of June 30, 2017, the outstanding amount owed to NOL by the Issuer was U.S.$985.8 million.
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NOL Liner (Pte.) Ltd.

NOL Liner is a private company limited by shares organized under the laws of Singapore with a share
capital of U.S.$50,000 and its principal executive registered offices at 9, North Buona Vista Drive, #14-01, The
Metropolis (Tower 1), Singapore 138588, Singapore. NOL Liner owns and charters vessels operated by its related
entities and subsidiaries. NOL Liner is a wholly-owned subsidiary of NOL. For the year ended December 30,
2016, NOL Liner recorded U.S.$288.6 million of loss arising out of ordinary activities. As of June 30, 2017, the
reserves of NOL Liner amounted to U.S.$156.3 million. As of June 30, 2017, the outstanding amount owed by
NOL Liner to the Issuer was U.S.$4.3 million.

APL Co. Pte Ltd

APL Co is a private company limited by shares organized under the laws of Singapore with a share
capital of U.S.$250 million and its principal executive registered offices at 9, North Buona Vista Drive, #14-01,
The Metropolis (Tower 1), Singapore 138588, Singapore. APL Co. provides container shipping services. APL Co.
is a wholly-owned subsidiary of NOL Liner. For the year ended December 30, 2016, U.S.$741.1 million of loss
arising out of ordinary activities was recorded by APL Co. As of June 30, 2017, the negative reserves of APL Co
amounted to U.S.$4,548.4 million. As of June 30, 2017, the outstanding amount owed by the Issuer to APL Co.
was U.S.$79.4 million.

American President Lines, Ltd.

American President Lines is a corporation organized under the laws of the State of Delaware, United
States of America with a share capital of U.S.$0.2 billion and its principal place of business at 16220 North
Scottsdale Road Suite 300, Scottsdale Arizona 85254, United States of America. American President Lines
provides container shipping services. American President Lines is a wholly-owned subsidiary of APL Limited, a
corporation organized under the laws of the State of Delaware, United States of America with a share capital of
U.S.$0.4 billion that is itself wholly-owned by NOL Liner. For the year ended December 30, 2016, American
President Lines recorded U.S.$100.8 million of profit arising out of ordinary activities. As of June 30, 2017, the
reserves of American President Lines amounted to U.S.$808.4 million. As of June 30, 2017, the outstanding
amount owed to American President Lines by the Issuer was U.S.$870.8 million.
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USE OF PROCEEDS

The aggregate gross proceeds from the offering of the Additional Notes will be $290.3 million.!" We

expect the net proceeds from the offering of the Additional Notes to be approximately $287.8 million, after
deducting the Initial Purchasers’ fees and the estimated offering expenses payable by us, and taking into account
the premium of the issue price of the Additional Notes over their par value. We expect to use the net proceeds
from the offering to redeem the NOL 2019 Senior Notes in advance of their maturity in November 2019, with the
remaining net proceeds to be held as cash and used for general corporate purposes. The amounts in the following
table may change depending on the actual amount of accrued interest payable with respect to the NOL 2019 Senior
Notes and the actual amount of offering expenses.

Sources of Funds Uses of Funds
(8 millions)" (8 millions)"
Additional Notes offered hereby® ....... 290.3  Redemption of NOL 2019 Senior Notes® 250.5
Accrued interest™® ..........c.ocoovviiiiiiin, 1.3
Estimated fees and expenses®................... 2.5
Group cash available®............................... 36.0
Total sources __290.3  Total uses 2903
(1) U.S. dollar equivalents of euro-denominated amounts are translated at an exchange rate of $1.1412=€1.00 (the exchange rate as of June 30, 2017

(3]
(3)

“)

(%)

(6)

used by the Company for its consolidated balance sheet as of such date).

This amount includes approximately $5.0 million in gross proceeds arising from the premium of the issue price of the Additional Notes over their
par value.

Assumes that all outstanding NOL 2019 Senior Notes are redeemed at a price of SG$1,022 per SG$1,000 principal amount of the NOL 2019
Senior Notes. This amount is greater than the amount of the outstanding NOL 2019 Senior Notes accounted for on our balance sheet as of June
30, 2017 and shown in “Capitalization” because, unlike such balance sheet value, this amount (i) takes into account (a) $4.8 million of early
redemption premium and (b) $32.7 million that we expect to pay in connection with the redemption of the Singapore dollar/U.S. dollar swap
related to the NOL 2019 Senior Notes on or about the time of their redemption, representing the change in the fair value of such swap as a result
of the appreciation of the U.S. dollar against the Singapore dollar since we entered into the swap and (ii) does not take into account (a) the negative
$9.4 million fair value adjustment that was recognized in connection with the purchase price allocation for the NOL Acquisition and (b) the
positive impact of $1.6 million reflecting a reversal of the non-cash charge that we recognized with respect to the ineffectiveness of the swap
related to the NOL 2019 Senior Notes.

Accrued interest with respect to the NOL 2019 Senior Notes from the latest interest payment date to the expected redemption date, assuming that
an early redemption notice for the NOL 2019 Senior Notes is sent on or about the pricing date for the Additional Notes offered hereby and that
the final redemption of the NOL 2019 Senior Notes will occur 30 days after such early redemption notice, in accordance with the terms and
conditions of the NOL 2019 Senior Notes. The NOL 2019 Senior Notes were issued on November 8, 2012 in an aggregate principal amount of
SG$300 million, accrue interest at a rate of 5.90% per annum (taking into account the 1.50% increase under the applicable change of control
provisions triggered as a result of our acquisition of NOL) and mature on November 8, 2019.

Represents agreed underwriting fees and our estimate of other fees and expenses in connection with or otherwise related to the offering of the
Additional Notes, including professional and legal fees, financial advisory and other transaction costs. Actual fees and expenses may differ from
these estimates.

Represents the remaining net proceeds from issuance of the Additional Notes, after taking into account the redemption of the NOL 2019 Senior
Notes and the related swap and the payment of related accrued interest, premiums, fees and expenses, as described herein. We expect to use these
remaining net proceeds for general corporate purposes.
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CAPITALIZATION

The following table sets forth our cash, cash equivalents, securities and LTV deposits and consolidated
capitalization as of June 30, 2017 on an actual basis and on an adjusted basis giving effect to (i) the issuance of
the 2022 Senior Notes and the use of net proceeds therefrom, (ii) the issuance of the Original Notes and the use
of the net proceeds therefrom, including the reimbursement of $500 million of certain of our or our subsidiaries’
secured indebtedness, in each case with a maturity equal to or shorter than the Original Notes, with the remaining
net proceeds to be held as cash pending their intended use to repay other debt and (iii) the issuance of the
Additional Notes offered hereby and the use of the net proceeds therefrom, including the redemption of the NOL
2019 Senior Notes in advance of their maturity in November 2019, with the remaining net proceeds to be held as
cash and used for general corporate purposes, in each case as if such events took place on June 30, 2017. The
indebtedness figures set forth below are based on the CMA CGM Unaudited Interim Condensed Consolidated
Financial Statements (as adjusted to give effect to the issuance of the 2022 Senior Notes, the Original Notes and
the Additional Notes offered hereby, and to the use of proceeds therefrom). As such, the figures reflect certain
accounting adjustments that will cause them to differ from the outstanding nominal amount of such indebtedness,
including in particular netting of certain transaction costs in accordance with IFRS, amortization, fair value
adjustments as part of the purchase price allocation in connection with the acquisition of NOL. You should read
this table in conjunction with the CMA CGM Unaudited Interim Condensed Consolidated Financial Statements
and the 2016 CMA CGM Audited Consolidated Financial Statements, together with the related notes thereto,
included elsewhere in this offering memorandum, as well as “Summary Financial and Operating Information,”
“Management’s Discussion and Analysis of Financial Condition and Results of Operations,” “Description of
Certain Financing Arrangements” and “Use of Proceeds.” U.S. dollar equivalents of euro-denominated and
Singapore-dollar-denominated amounts have been converted using the Company’s balance sheet exchange rates
of $1.1412=€1.00 and $1.00= SG$1.3766, respectively, as of June 30, 2017.

As of June 30, 2017
Actual As adjusted
(in 8 millions)

Cash, cash equivalents, securities and LTV

deposits 1,318.8® 1,418.3 @
Senior Notes
CMA CGM Senior Notes
CMA CGM 2018 Senior Notes 337.0 -
CMA CGM 2021 Senior Notes.............. 812.3 812.3
CMA CGM 2022 Senior Notes.............. — 732.6 @
Original NOtes.........ccovvveveerererenerennns — 563.4@
Additional Notes offered hereby................... — 287.8©
NOL Senior Notes
NOL 2019 Senior Notes..........c.coeeeee.. 205.3 —©®
NOL 2020 Senior Notes..........cceevveneene. 173.7 173.7
NOL 2021 Senior Notes..........cceevvenneene. 179.2 179.2
APL 2024 Senior Notes .......c.ccceervrenneene. 80.8 80.8
Bank debt
CMA sub-group (excluding NOL) ............... 1,664.9 7 1,1649®
NOL SUD-ZLOUP ..., 1,892.3© 1,513.8 10
Obligations under finance leases
CMA sub-group (excluding NOL) ............... 1,470.5 1D 1,470.5
NOL SUD-EIOUP «..eeveerrrererereeeeeececeeeeae, 217.202 217.2
Bank overdrafts........ccccoeoeiiiiniin 97.8 97.8
Securitization Program.........cc.ceceeeereerereeneenne
CMA CGM Securitization Program ............. 9353013 935.3
NOL Securitization Program......................... 400.0 14 400.0
Other financial debts..........cccooveviriieiieniecee 112.0 112.0
Bonds and preferred shares redeemable in
SRATES ..o 119.709 119.7
Total financial debt 8,698.0 8,861.1
Equity attributable to owners of the parent
COMPANY .....eceeveveeerereereseeeeeeseseeeeses s eeeseeseseseaena 5,209.0 19 5,175.2
Non-controlling interests ...........cooeeveeeereeiennnnns 67.2 67.2
Total equity 5,276.2 19 5,242.4
Total capitalization 13,974.2 14,103.5
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(1)  Composed of $1,243.2 million of cash and cash equivalents (of which $6.5 million was restricted cash and $668.1 million was cash
equivalents), $13.4 million of securities and $62.3 million of LTV deposits.

(2)  Reflects (i) $63.4 million of cash that was retained from the net proceeds of the Original Notes to be used to repay other debt to be
determined and (ii) $36.0 million of cash that will be retained from the net proceeds of the Additional Notes offered hereby and used
for general corporate purposes. See “Use of Proceeds.”

(3)  Reflects the net proceeds of the issuance of the 2022 Senior Notes, taking into account fees and expenses of $9.1 million.

(4)  Reflects the net proceeds of the issuance of the Original Notes, taking into account fees and expenses of $7.2 million.

(5)  Reflects the net proceeds of the issuance of the Additional Notes offered hereby 101.75% of their par value, taking into account
estimated fees and expenses of $2.5 million. Includes approximately $5.0 million in gross proceeds arising from the premium of the
issue price of the Additional Notes over their par value.

(6)  We expect to use the net proceeds of the Additional Notes offered hereby to redeem the NOL 2019 Senior Notes in advance of their
maturity, with the remaining net proceeds to be held as cash and used for general corporate purposes. See “Use of Proceeds.”

(7)  Represents the aggregate amount outstanding under the CMA sub-group’s bank borrowings. This includes mainly (i) $1,221.3 million
outstanding in respect of 31 vessels under mortgage loan facilities granted by financial institutions to wholly-owned special-purpose
vehicles incorporated to acquire these vessels (the Company acts as guarantor of the special-purpose vehicles’ obligations under these
facilities), (ii) $83.4 million outstanding in respect of the dual-tranche facilities granted to the Company in 2007 (as amended from time
to time) for the financing of containers, (iii) $135.5 million outstanding in respect of financing of CMA CGM'’s headquarters in
Marseille through SCI Tour d’Arenc, which acts as borrower under a mortgage-backed term loan facility granted by a consortium of
banks, (iv) $6.1 million outstanding in respect of unsecured revolving credit facilities granted to Cheng Lie Navigation, (v) $38.6
million outstanding in respect of a term loan facility granted to Cheng Lie Navigation to finance two handysize vessels (from 1,000 to
1,999 TEU), and (vi) $118.3 million outstanding in respect of the financing of the development of the Kingston container terminal.

(8)  Asadjusted to give effect to the repayment of $500.0 million in outstanding indebtedness under the CMA sub-group’s bank borrowings
using the net proceeds from the Original Notes.

(9)  Represents the aggregate amount outstanding under the NOL sub-group’s bank borrowings. This includes mainly (i) $907.2 million
outstanding in respect of 16 vessels under mortgage facility agreements entered into by NOL Liner as acceding borrower (obligations
under these facilities, including repayment obligations, are guaranteed by NOL), (ii) $239.0 million outstanding in respect of secured
revolving credit facilities granted to NOL Liner by financial institutions for general corporate purposes (repayment obligations under
these facilities are guaranteed by NOL), (iii) $594.4 million outstanding in respect of unsecured revolving credit facilities granted to
NOL for general corporate purposes; (iv) $81.7 million outstanding in respect of an uncommitted facility agreement entered into by
NOL in September 2014, and (v) $69.9 million outstanding in respect of the Murabahah facility agreement entered into by NOL in
April 2013 (see “Description of Certain Financing Arrangements—Bank Borrowings—Unsecured Financing—Islamic Financing
(NOL)™).

(10)  As adjusted to give effect to the repayment of $378.5 million in outstanding indebtedness under the NOL sub-group’s bank borrowings
using the proceeds from the 2022 Senior Notes.

(11) Represents the aggregate amount outstanding under CMA sub-group’s finance leases with respect to vessels, containers and IT. This
includes mainly (i) an aggregate of $1,228.4 million (net of $5.4 million of issuance costs not allocated to individual vessels) outstanding
in respect of the 52 vessels that we have financed through financing lease agreements, and (ii) an aggregate of $124.8 million outstanding
in respect of financing lease agreements with respect to containers.

(12) Represents the aggregate amount outstanding under NOL sub-group’s finance leases with respect to vessels and equipment. This
includes mainly (i) an aggregate of $208.7 million outstanding in respect of the 4 vessels that NOL Liner has financed through financing
lease agreements, and (ii) an aggregate of $8.5 million outstanding in respect of financing lease agreements with respect to equipment.

(13) Represents outstanding amount under CMA CGM securitization program pursuant to which certain receivables of the Company and
certain of its subsidiaries are assigned to CMA CGM & ANL Securities B.V., as securitization issuer.

(14) Represents outstanding amount under NOL securitization program, pursuant to which American President Lines, Ltd. and APL Co.
(Pte) Ltd., as originators, have agreed to sell, and APL Securities S.a r.1., an ad hoc SPV owned by NOL and acting as securitization
issuer, has agreed to purchase, eligible freight receivables.

(15) Represents the aggregate of $67.6 million outstanding in respect of the Yildirim Preferred Shares that is accounted for as financial debt
in the CMA CGM Unaudited Interim Condensed Consolidated Financial Statements and $52.1 million outstanding in respect of the
BPI ORA that are accounted for as financial debt in the CMA CGM Unaudited Interim Condensed Consolidated Financial Statements.

(16) Includes $56.5 million outstanding in respect of the BPI ORA that are accounted for as equity in the CMA CGM Unaudited Interim
Condensed Consolidated Financial Statements.

From June 30, 2017 to September 30, 2017, (i) we drew an additional $170 million under credit facilities
in connection with the delivery of two Super / Ultra Large vessels (14,000 TEU and above); (ii) we drew an
additional $14 million under a credit facility in connection with the keel-laying for one Super / Ultra Large vessel
(14,000 TEU and above) in our orderbook; (iii) through our wholly-owned subsidiary Kingston Freeport Terminal
Limited, we drew $30 million on the long term limited recourse project financing facility granted in connection
with the Kingston Container Terminal (see “Business—Operations—Terminal Facilities—Kingston Container
Terminal (“KCT”)” and “Description of Certain Financing Arrangements—Bank Borrowings—Secured
Financings——Kingston Container Terminal (“KCT”)”); and (iv) we drew an additional $46 million under the
CMA CGM securitization program. At the same time, excluding recurrent ordinary-course reimbursements of our
outstanding indebtedness, NOL reimbursed a combined net amount of $61.5 million outstanding under its secured
(for $4 million) and unsecured (for $57.5 million) revolving credit facilities (excluding $378.5 million of
repayment made by using the net proceeds from the 2022 Senior Notes, which is already reflected in the
capitalization table above).

We expect to use the bulk of the net proceeds from the GGS Disposal (estimated at $817 million in total,
excluding potential adjustments at closing) for reimbursement of amounts drawn under our and our subsidiaries’
unsecured revolving credit facilities, as well as for repayment of secured and unsecured debt (see Notes 4 and 6
above and “Summary—Recent Developments”).
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UNAUDITED PRO FORMA CONSOLIDATED FINANCIAL INFORMATION

Presentation of Unaudited Pro Forma Consolidated Financial Information

On June 14, 2016, which management determined was the date of the Company’s acquisition of NOL
(the “NOL Acquisition Date”), the Company had received valid tenders representing 83.06% of NOL’s share
capital. Subsequently, the Company acquired the remainder of NOL’s share capital to reach 100% ownership as
of September 2, 2016. The total consideration the Company paid for all of NOL’s share capital amounted to
$2,461 million.

The following tables set forth Unaudited Pro Forma Consolidated Financial Information, prepared as if
the NOL Acquisition had occurred on January 1, 2016. This Unaudited Pro Forma Consolidated Financial
Information has been prepared for illustrative purposes only and does not purport to represent what our actual
results of operations would have been if the NOL Acquisition had occurred as of this date, nor does it purport to
be indicative of our future results of operations or financial condition. The Unaudited Pro Forma Consolidated
Financial Information is based on available information and certain assumptions and estimates that we believe are
reasonable and may differ materially from what our actual results of operation would have been if the NOL
Acquisition had occurred on such date. The purchase price allocation taken into account to prepare the Unaudited
Pro Forma Consolidated Financial Information (the “Preliminary PPA”) is consistent with the preliminary
purchase price allocation presented in the consolidated financial statements as at and for the year ended December
31,2016. As of June 13, 2017, the end of the measurement period to adjust the purchase price allocation, the final
goodwill related to the NOL Acquisition was determined to be $705.9 million (of which $48.0 million was
presented in assets held for sale). See Note 3.1.1 to the CMA CGM Unaudited Interim Condensed Consolidated
Financial Statements. Due to the low magnitude of the adjustments made between the preliminary and the final
purchase price allocation in relation to the identifiable assets acquired, no additional pro forma adjustment in with
respect to the amortization expense is reflected in the Unaudited Pro Forma Consolidated Financial Information.

This Unaudited Pro Forma Consolidated Financial Information consists of the unaudited pro forma
condensed consolidated income statement for the year ended December 31, 2016 and the related notes thereto.

The Unaudited Pro Forma Consolidated Financial Information was not prepared and shall not be
construed as prepared in accordance with Article 11 of Regulation S-X under the Securities Act.
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Unaudited Pro Forma Condensed Consolidated Income Statement for the year ended December 31, 2016
Basis of preparation

The unaudited pro forma condensed consolidated income statement for the year ended December 31,
2016 (the “Unaudited Pro Forma Condensed Consolidated Income Statement for the year ended December 31,
2016) was prepared to reflect the NOL Acquisition as if it had occurred on January 1, 2016.

The Company’s consolidated statement of profit and loss for the year ended December 31, 2016 was
derived from the 2016 CMA CGM Audited Consolidated Financial Statements, a free English language translation
of which is included elsewhere in this Offering Memorandum.

The NOL contribution from January 1, 2016 to the NOL Acquisition Date is the difference between the
NOL consolidated statement of profit and loss for the year ended December 31, 2016 derived from the 2016 NOL
Audited Consolidated Financial Statements, which are included, together with the audit report thereon, elsewhere
in this offering memorandum, and the NOL contribution from the NOL Acquisition Date to December 31, 2016,
excluding any impact of the purchase price allocation. The NOL contribution to our consolidated results from the
NOL Acquisition Date to December 31,2016 was derived from the accounting records that were in the preparation
of the 2016 CMA CGM Audited Consolidated Financial Statements.

For the year ended December 31, 2016

Pro Forma
NOL adjustments
contribution from
CMA CGM from January January 1,
Consolidated 1,2016 to NOL 2016 to NOL Unaudited
Statement of Acquisition Acquisition Consolidated
Profit and Loss Date® Date Pro Forma
Revenue..........cccoovvvvveiiiiieiiiinnnnen.. 15,977.2 2,042.0 - 18,019.2
Operating expenses® .................... (15,442.4) (1,987.5) 20.0 (17,409.9)
EBITDA before gains / (losses) on
disposal of property and
equipment and subsidiaries ....... 534.9 54.5 20.0 609.3
Gains / (losses) on disposal of
property and equipment and
SUDSIAIATIS ..ovveveereeieeeeeieieeae 6.1) (14.5) - (20.6)
Depreciation and amortization of
NON-CUITENt aSSEtS ........ocovvvvnnnns (571.0) (154.6) 8.24 (717.4)
Other income and (expenses) .......... (81.6) (75.0) - (156.6)
Net present value (NPV) benefits
related to assets financed by tax
[@ASES ..o 46.2 0.1 - 46.3
Share of income / (loss) of
associates and joint ventures......... (22.3) (5.8) - (28.1)
EBIT ....coooiiiiiie 99.9) (195.4) 28.2 (267.1)
Core EBIT.........ccooiiiiie, 28.9 (105.8) 28.2 (48.7)
Interest expense on borrowings net
of interest income on cash and
cash equivalents.............c..coco....... (389.7) (47.0) (15.7)® (452.4)
Other net financial items ................. 127.6 (56.7) (5.9)© 64.9
INCOME tAXES......cvevrerereerrereerrereeeanas (65.4) (6.6) 1.6 (70.4)
Profit / (loss) for the period .......... (427.4) (305.7) 8.2 (725.0)
Profit / (loss) for the period for
the owners of the parent............. (452.2) (306.5) 8.2 (750.6)
Profit / (loss) for the period for the
non-controlling interests............... 24.8 0.8 - 25.6
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(1) Figures included in this column were determined as follows:

NOL
Consolidated NOL
Statement contribution
of Profit and from NOL NOL
Loss for the Acquisition contribution
year ended Date to from January 1,
December 31, December 31, 2016 to NOL
2016® 2016 Acquisition Date
A B A-B
ReVENUE ..o 4,663.0 2,621.0 2,042.0
Operating exXpenses ...........cccccceecveevveenveennennne. (4,608.0) (2,620.5) (1,987.5)
EBITDA before gains / (losses) on disposal of
property and equipment and subsidiaries.... 55.0 0.5 54.5
Gains / (losses) on disposal of property and
equipment and subsidiaries............c.ccceevenrnnne. (570.6) (556.1) (14.5)
Depreciation and amortization of non-current
ASSCES ettt (318.8) (164.2) (154.6)
Other income and (EXPenses) ........ccvevveeruveerueenns (217.7) (142.7) (75.0)
Net present value (NPV) benefits related to
assets financed by tax leases........c.cccccovereneeneee 1.1 1.0 0.1
Share of profit/(loss) of associates and joint
VENEUIES ©eevveeiireeniieenireenireenereeneeesseenseeesnneensneens (L.5) 4.3 (5.8)
EBIT ..o (1,052.5) (857.1) (195.4)
Core EBIT .......cooooiiiiieeeee (264.2) (158.3) (105.8)
Interest expense on borrowings net of interest
income on cash and cash equivalents ............... (103.4) (56.4) (47.0)
Other net financial items ..........cccccvveveeeieeennenne, (47.3) 9.5 (56.7)
INCOME tAXES..c.uvieiiieiiieieciie e 10.6 17.2 (6.6)
Profit / (loss) for the period ..................ccoceee (1,192.5) (886.8) (305.7)
Profit / (loss) for the period for the owners of
the parent (1,196.2) (889.7) (306.5)
Profit / (loss) for the period for the non-
controlling iNterests ........c.ocvvereereeecvereeneenenene 3.7 2.9 0.9
(a) The NOL consolidated statement of profit and loss for the year ended December 31, 2016 was
derived from the 2016 NOL Audited Consolidated Financial Statements, which are included,
together with the audit report thereon, elsewhere in this offering memorandum. Although the 2016
NOL Audited Consolidated Financial Statements were prepared based on FRS and the 2016 CMA
CGM Audited Consolidated Financial Statements were prepared based on IFRS, there has been no
normative restatement applied to the 2016 NOL Audited Consolidated Financial Statements because
FRS and IFRS are comparable. The NOL consolidated statement of profit and loss for the year ended
December 31, 2016 presented above, as well as the breakdown of operating expenses presented in
Note 2 below, were reclassified to conform to the presentation in the 2016 CMA CGM Audited
Consolidated Financial Statements. The reclassifications were made on the same basis as that applied
in the preparation of the 2016 CMA CGM Audited Consolidated Financial Statements.
(b) The NOL contribution to our consolidated results from the NOL Acquisition Date to December 31,

2016 was derived from the accounting records that were used in the preparation of the 2016 CMA
CGM Audited Consolidated Financial Statements, without giving effect to the Preliminary PPA.
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(2) Our operating expenses for the period are broken down as follows:
For the year ended December 31, 2016
NOL Pro Forma
contribution adjustments
from from
CMA CGM January 1,2016 January 1, 2016
Consolidated to NOL to NOL Unaudited
statement of Acquisition Acquisition Consolidated
Profit and Loss Date Date Pro Forma
Bunkers and consumables............cccocevervienieennnn. (1,702.7) (194.1) - (1,896.8)
Chartering and slot purchase............cccceeveriennene (1,986.6) (149.4) 20.0 (2,116.0)
Handling and stevedoring ............cccccoeeveveennenne. (4,457.4) (690.9) - (5,148.3)
Inland and feeder transportation...............cceeeenne (2,191.6) (312.1) - (2,503.7)
Port and canal (1,193.0) (108.2) - (1,301.3)
Container rentals and other logistic expenses ..... (1,521.8) (210.0) - (1,731.8)
Employee benefits.........ccoceveiiiiiiiienceeee (1,495.4) (176.6) - (1,671.9)
General and administrative other than employee
DENETILS. ..coveeieiiieieeeee e (595.8) (45.9) - (641.7)
Additions to provisions, net of reversals and
impairment of inventories and trade receivables. 14.3 (50.1) - (35.8)
Operating exchange losses / (gains), net ............. 37.9 35.0 - 72.9
Other operating expenses, Net ...........cc.ceeerveenene (350.3) (85.2) - (435.6)
Total operating expenses (15,442.4) (1,987.5) 20.0 (17,409.9)

As part of the Preliminary PPA, the value of NOL’s assets and liabilities were adjusted to fair value and new
intangible assets were recognized. The pro forma adjustments described in the notes below reflect the effects of
these adjustments on the statement of profit and loss for the period from January 1, 2016 to the NOL Acquisition
Date as if the Preliminary PPA occurred on January 1, 2016.

)

4)

)

(6)

This adjustment pertains to the reassessment of the deferred liability relating to the NOL vessel charter
contracts as part of the Preliminary PPA, in cases where market prices of charters were below contractual
prices. This liability is amortized to lease expense on a straight-line basis over the remaining term of the
operating lease. The adjustment corresponds to the amortization for the period from January 1, 2016 to the
NOL Acquisition Date.

This adjustment pertains to (i) the fair value adjustments to the NOL vessel fleet as part of the Preliminary
PPA and (ii) and the recognition of new intangible assets as part of the Preliminary PPA in relation to certain
customer relationships and terminal concession rights. Hence, this adjustment is the net effect of a (i) a $32.9
million decrease of the historical depreciation expense to reflect depreciation expense based on the vessels’
fair values and (ii) a $(24.7) million new depreciation expense related to the newly-recognized intangible
assets for the period from January 1, 2016 to the NOL Acquisition Date.

This adjustment pertains to the fair value adjustments to the NOL borrowings recognized as part of the
Preliminary PPA. This adjustment results in additional non-cash interest expenses, reflecting the lower fair
value of the borrowings compared to NOL historical data, for the period from January 1, 2016 to the NOL
Acquisition Date. There is no pro forma effect related to the financing of the NOL Acquisition because the
acquisition facility was repaid within a short period of time (see “Management’s Discussion and Analysis of
Financial Condition and Results of Operations—Acquisitions and Disposals—NOL Acquisition” and
“Description of Certain Financing Arrangements—QOverview of Financing Arrangements”), so the aggregate
cost of such financing would not have been materially different if the NOL Acquisition Date had been on
January 1, 2016.

This adjustment pertains to the discounting effect related to the NOL vessel charter contracts concluded for
a period longer than one year, as the liability recognized as part of the Preliminary PPA was determined based
on the discounted value of future charter payments in excess of market prices. This adjustment results in the
unwinding of the discount effect related to NOL charter contracts for the period from January 1, 2016 to the
NOL Acquisition Date.
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(7) This adjustment pertains to the deferred tax effect related to the fair value adjustments to the NOL borrowings
recognized as part of the Preliminary PPA. This adjustment results in a decrease in deferred tax liabilities as
a consequence of the additional interest expense described in Note 5 above. There are no deferred tax impacts
related to the other Preliminary PPA adjustments due to the existence of the tonnage tax regime.
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SELECTED HISTORICAL FINANCIAL INFORMATION

The following tables present selected consolidated financial information of the Company, at the dates
and for the periods indicated. The selected consolidated financial information as of and for the years ended
December 31, 2014, 2015 and 2016 is derived from the CMA CGM Audited Consolidated Financial Statements.
The selected consolidated financial information as of and for the six-month period ended June 30, 2016 and 2017
is derived from the CMA CGM Unaudited Interim Condensed Consolidated Financial Statements. Free English
language translations of the CMA CGM Audited Consolidated Financial Statements and a copy of the CMA CGM
Unaudited Interim Condensed Consolidated Financial Statements are included elsewhere in this offering
memorandum.

You should read the selected consolidated financial information along with “Management’s Discussion
and Analysis of Financial Condition and Results of Operations,” the CMA CGM Audited Consolidated Financial
Statements and the CMA CGM Unaudited Interim Condensed Consolidated Financial Statements.

For the six-month

For the year ended period
December 31, ended June 30,
2014 2015 2016 2016 2017

($ in millions)
Consolidated Income Statement Data

REVENUE ... 16,739.1 15,674.1 15,977.2 6,937.4 10,169.3
Operating EXPenSeS .......coeuerueruerrerreruereeeeeeeneneesreneennes (15,449.3)  (14,420.6) (15,442.4) (6,818.8) (9,175.4)
EBITDA before gains on disposal of property and

equipment and subsidiaries ..........ccceevevierienieniennenne 1,289.7 1,253.5 5349 118.6 993.9
Gains/(losses) on disposal of property and equipment

and SUbSIAIATICS .....cvveveeeeeiieeieie et 27.9 9.8 6.1) 5.2 10.8
Depreciation and amortization of non-current assets..... (401.1) (407.5) (571.0) (226.9) (303.9)
Other income and eXPenses .........cccceverveerveeiereeneenuennes (83.5) 5.1 (81.6) (16.3) (2.8)
Net present value (NPV) benefits related to assets

financed by tax 1€aSe .......cceevveviiveeiieieie e 78.9 50.4 46.2 23.2 23.0
Share of profit/(loss) of associates and joint ventures... 5.7 (5.8) (22.3) 7.5 11.3
EBIT.....oooiiie e 917.6 895.3 99.9) (88.6) 732.3
Interest expense on borrowings net of interest income

on cash and cash equivalents............ccccoeverieruierennenns (278.2) (252.1) (389.7) (125.8) (220.2)
Other net financial items(" 56.3 28.9 127.6 429 (162.6)
INCOME tAXES .veevveeeieeiieiie et (84.1) (85.4) (65.4) (45.7) (29.5)
Profit/(loss) for the period................c.cccocvinininne. 611.6 586.7 427.4) (217.3) 319.9

(1) “Other net financial items” primarily includes changes in fair value and settlement of derivative instruments that do not qualify for hedge
accounting as well as foreign currency exchange gains or losses. See Note 4.6 to the CMA CGM Audited Consolidated Financial Statements
included elsewhere in this offering memorandum.
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As of December 31, As of June 30,
2014 2015 2016 2017
($ in millions)

Consolidated Balance Sheet Data
Goodwill and other intangible assets" 512.1 559.9 2,091.1 2,100.5
VESSEIS. ..ttt ettt ettt et 5,974.4 6,496.3 8,087.3 8,300.1
CONLAINETS. ....veeuveieeiietieienieeeeneeeetesteeeeeseeseesesreesesseenneens 544.9 499.4 470.4 480.1
Land and buildings .........cccceveevienienienieieeieie e 540.2 482.6 479.7 490.5
Other properties and eqUIPMENt........cccuevveeveriereerieeiennenne 110.8 149.3 311.8 340.7
Other non-current assets® .........ccoovevieeeeeeeeeeeeeeeeeeeen. 1,380.6 1,215.0 1,509.7 1,594.4
INVENLOTIES .ottt e 384.4 250.9 347.6 387.0
Trade and other receivables... 2,382.7 2,059.2 2,619.5 3,186.9
INCOME taX ASSELS ..eevvieeieiieiiieriee et 15.6 18.5 16.2 28.5
Securities and other current financial assets ..................... 77.1 938.7 304.8 297.6
Cash and cash equivalents ...........ccooceevverievienenieniieieee 2,186.5 1,224.0 1,211.6 1,243.2
Other current assets® ............coovoveeiiieieeereeeeeee e 253.3 381.5 369.0 403.4
Assets classified as held-for-sale ..........ccoeeevivieniieiennnne 0.5 - 837.8 850.7
Total assets 14,363.1 14,275.3 18,656.4 19,703.5
Total equity 4,995.3 5,405.5 4,927.6 5,276.2
Non-current BOrroWings .........cceeeevereereriereenieeaeneseneennas 4,409.4 4,414.0 6,650.8 7,300.4
Other non-current liabilities™................c.ccocooveviiveierenn.. 442.9 4342 1,069.0 958.3
CUrrent DOITOWINGS .....c.eveverieieieeierieeterieeeeereeie e 1,070.7 733.6 1,627.4 1,397.6
Other current Habilities™ .........c.ccoovivioeeiieieeeieeeeeeeen 3,444.8 3,288.0 4,335.0 4,715.1
Liabilities associated with assets classified as held-for

SALC ..ttt - - 46.6 55.9
Total liabilities & equity 14,363.1 14,275.3 18,656.4 19,703.5

1

()
(3)
“)

(5

The amount as of December 31, 2016 includes the following items resulting from the preliminary purchase price allocation made in relation to
the NOL Acquisition: $695.8 million of goodwill (after taking into account the effect of a reclassification of $44.0 million of intangible assets
related to terminal activities as assets held for sale as of December 31, 2016), $391.7 million of customer relationships, $202.0 million relating to
the APL trademark, and $116.2 million related to terminal concession rights (after taking into account the reclassification of $633.0 million of
goodwill relating to terminal concession rights as assets held for sale as of December 31, 2016). See Notes 3.1, 5.1 and 5.5 to the 2016 CMA
CGM Audited Consolidated Financial Statements. The amount as of June 30, 2017 includes the following items resulting from the final purchase
price allocation made in relation to the NOL Acquisition: $657.9 million of goodwill (after taking into account the effect of a reclassification of
$48.0 million of intangible assets related to terminal activities as assets held for sale as of June 30, 2017), $416.3 million of customer relationships,
$203.0 million relating to the APL trademark, and $108.2 million related to terminal concession rights. See Note 3.1.1 to the CMA CGM
Unaudited Interim Condensed Consolidated Financial Statements.

“Other non-current assets” represents deferred tax assets, investments in associates and joint ventures and derivative financial instruments.
“Other current assets” represents derivative financial instruments and prepaid expenses.

“Other non-current liabilities” represents derivative financial instruments, deferred tax liabilities, provisions and retirement benefits obligations
and non-current deferred income.

“Other current liabilities” represents derivative financial instruments, current portions of provisions, trade and other payables, current income tax
liability and current deferred income.

For the six-month

For the year ended period
December 31, ended June 30,
2014 2015 2016 2016 2017
($ in millions)

Consolidated Cash Flow Statement Data
Cash inflow / (outflow) from:
Operating aCtiVities .......cccerveerirereieieeeeseieeeee e 1,100.6 1,381.8 3239 151.9 672.4
INVEStiNG ACtIVITIES ..ecuveuvieiieieeiieieeiieie et 155.6 (1,437.2) (236.0)  (1,595.5) (133.0)
Financing activities and effect of exchange rate changes

on cash and cash equivalents and bank overdrafts ....... (844.0) (635.4) 4.9) 1,606.8 (498.0)
Net increase (decrease) in cash, cash equivalents and

bank overdrafts........c.ccvevierieiieniieieeee e 412.2 (690.8) 83.0 163.2 414
Cash, cash equivalents and bank overdrafts at the end of

the PEriod .....c.eveveiiieiiciece e 1,741.7 1,050.9 1,133.9 1,214.1 1,175.3
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MANAGEMENT’S DISCUSSION AND ANALYSIS OF FINANCIAL CONDITION AND RESULTS OF
OPERATIONS

The following discussion and analysis should be read together with the free English language
translations of the CMA CGM Audited Consolidated Financial Statements and the copy of the CMA CGM
Unaudited Interim Condensed Consolidated Financial Statements, as well as the NOL Audited Financial
Statements, and in each case the related notes thereto, each of which are included elsewhere in this offering
memorandum.

Certain information contained in the following discussion and analysis and elsewhere in this offering
memorandum includes forward-looking statements that involve risks and uncertainties. See “Information
Regarding Forward-Looking Statements” and “Risk Factors” for a discussion of the important factors that could
cause actual results to differ materially from the results described or implied by the forward-looking statements
contained in this offering memorandum.

Overview

We are one of the leading and most profitable, based on Core EBIT, providers of global container
shipping services. In terms of capacity, we are the third largest provider of container shipping services in the world.
We offer our services through a global network of 292 lines, composed of 188 main lines and 104 short sea and
feeder lines, calling at 382 ports in 161 countries as of June 30, 2017, with the support of 193 shipping agencies
operating through more than 600 offices worldwide.

We operate our container shipping services globally but primarily in the principal Transpacific, Asia-
Europe, Australasia, Transatlantic, Latin America & Caribbean and Africa markets. We operate our container
shipping services through a variety of different lines encompassing East-West and North-South transcontinental
trades such as Asia-Europe, Asia-Middle East, Transatlantic (Europe-North America) and Transpacific (Asia-
Americas) as well as intra-zone trades.

As of June 30, 2017, our fleet consisted of 462 container ships, of which we chartered 59% and owned
or had under finance lease or equivalent arrangements 41% of them, in each case in terms of capacity. Our entire
fleet had a combined capacity of 2.357 million TEU and a weighted average age, based on total TEU, of 7.5 years.
As of June 30, 2017, we maintained a 3.686 million TEU fleet of containers, of which we leased 88.2% and owned
the remainder. As of June 30, 2017, the book value of our owned containers was $480.1 million. The market value
of our owned vessels is assessed every six months by calculating the average of four independent ship brokers’
valuation and was $4,673 million as of June 30, 2017.

To complement our container shipping services, we offer logistics services and inter-modal container
transportation services that allow us to provide door-to-door transportation of cargo. To provide these services,
we have established inland transportation systems, including by rail, road and waterway, to ensure reliable
connection to our shipping lines, particularly in France, Africa, Asia and India. We provide these services either
ourselves or through third-party contractors. We also invest in port terminal facilities through a broad portfolio of
36 terminals (either currently operated or under development) where we have significant operations. Through
these investments, we gain preferred access to berths and greater control over port activities.

We transported approximately 17.9 million TEU in the twelve months ended June 30, 2017 on behalf of
a globally diversified base of more than 100,000 customers. We generated revenues of $19,209.1 million, Core
EBIT of $830.6 million and EBITDA of $1,409.7 million in the twelve months ended June 30, 2017. Our cash
and cash equivalents (net of bank overdrafts) as of June 30, 2017 was $1,145.4 million.

Presentation of Financial Information; Comparability of Information

The CMA CGM Audited Consolidated Financial Statements have been prepared in accordance with
IFRS as adopted by the European Union and the CMA CGM Unaudited Interim Condensed Consolidated
Financial Statements have been prepared in accordance with IAS 34—the standard of IFRS as adopted by the
European Union applicable to interim financial statements.

Changes in accounting policies during the periods presented are disclosed in Note 2.2 to the 2016 CMA
CGM Audited Consolidated Financial Statements, the 2015 CMA CGM Audited Consolidated Financial
Statements and the CMA CGM Unaudited Interim Condensed Consolidated Financial Statements. None of these
changes materially affected our financial performance or positions during the period presented.
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In January 2016, the IASB published IFRS 16 regarding the accounting for leases, which will have a
significant impact on the Company’s Statement of Financial Position and Statement of Profit & Loss in the future.
This new standard will be applicable for annual periods beginning on or after January 1, 2019, with earlier
application being permitted, if it is endorsed by the European Union, which we currently expect to occur during
the course of 2017. See “—Significant Recently-Issued Accounting Pronouncements” for further discussion.

On June 14, 2016, we acquired NOL, which was Southeast Asia’s largest container shipping company
and the twelfth-largest liner globally in terms of transport capacity at the time and was listed on Singapore SGX.
NOL has been consolidated in the 2016 CMA CGM Audited Consolidated Financial Statements starting from
June 14, 2016, the NOL Acquisition Date. Given the date and the size of the NOL Acquisition and its substantial
impact on a variety of line items in the 2016 CMA CGM Audited Consolidated Financial Statements and the
CMA CGM Unaudited Interim Condensed Consolidated Financial Statements, respectively, our financial results
from 2016 are not directly comparable to our financial results in 2015 and our financial results from the six-month
period ended June 30, 2017 are not directly comparable to our financial results from the six-month period ended
June 30, 2016.

e To facilitate comparison of our results of operations for the years ending December 31, 2015 and
2016, for key line items in “—Year ended December 31, 2016 compared with year ended December
31, 2015” we have included a discussion of CMA CGM’s results in 2016 on a standalone basis
excluding the contribution of NOL compared with CMA CGM’s results in 2015. This CMA CGM
standalone information was derived by eliminating the contribution of NOL to our 2016 consolidated
financial results from the NOL Acquisition Date to December 31,2016 as set forth in the 2016 CMA
CGM Audited Consolidated Financial Statements (in particular Notes 3.1.1, 4.1, 4.2, 4.3, 4.6 and
4.7 thereof).

e To facilitate comparison of our results of operations for the six-month periods ending June 30, 2017
and 2016, for key line items in “—Six-month period ended June 30, 2017 compared with six-month
period ended June 30, 2016” we have included a discussion of CMA CGM’s results in each of the
respective six-month periods on a standalone basis excluding the contribution of NOL. This CMA
CGM standalone information was derived by eliminating the contribution of NOL to our
consolidated financial results for the six-month period ended June 30, 2017 from January 1, 2017 to
June 30, 2017, and by eliminating the contribution of NOL to our consolidated financial results for
the six-month period ended June 30, 2016 from the NOL Acquisition Date to June 30, 2016, in each
case as set forth in the CMA CGM Unaudited Interim Condensed Consolidated Financial Statements
(in particular Note 3.1 thereof).

e  We have also separately provided a comparison of NOL’s results on a standalone basis for the years
ending December 31,2016 and 2015 based on figures derived from the 2016 NOL Audited Financial
Statements in “—Year ended December 31, 2016 compared with year ended December 31, 2015—
NOL Standalone.”

e Finally, in “Unaudited Pro Forma Consolidated Financial Information” we have provided the
unaudited pro forma condensed consolidated income statement for the year ended December 31,
2016 and the related notes thereto, as if the NOL Acquisition had occurred on January 1, 2016. For
further discussion of the impact of the NOL Acquisition on our results of operations, see “—
Acquisitions and Disposals,” Note 3.1.1 to the 2016 CMA CGM Audited Consolidated Financial
Statements.

Transport Volumes and Freight Rates; Cyclical Nature of Supply and Demand

Freight rates are cyclical in nature as the container shipping industry is highly dependent on the balance
between demand for container shipping services and the supply of vessel and container capacity.

To the extent that the supply-demand balance shifts, freight rates are subject to volatility. The demand
for container shipping services is primarily driven by global and regional economic growth, geopolitical events,
the shift in manufacturing from higher-cost developed countries in North America, Europe and Japan to lower-
cost countries predominantly in Asia, including China and India, and changes in the regulatory regimes affecting
shipping. Changes in the demand for container shipping services (including in our main markets in the Americas,
Asia, Africa and Europe) are difficult to predict and generally beyond our control. Changes affecting regional
trades may also be unpredictable and may not correlate with the overall economic situation. The global supply of
vessel and container capacity is determined by the number and size of container ships in the world (including the
charter market), their deployment into trades and the level of idling, the way they are operated, the delivery of
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new ships, which typically involves considerable lead time, the conversion of containerships to other uses and the
scrapping of older ships as well as the availability of containers.

During the period from 2008 to 2011, the cyclical nature of our industry was particularly pronounced, in
large part due to the effect of the global economic and financial crisis that began at the end of 2008, compounded
by the fact that carriers then had a significant orderbook for vessels. The crisis exacerbated volatility in the
container shipping market, leading to severe supply-demand imbalances, increased volatility, downward pressure
on freight rates and significant overcapacity throughout the period under review. More recently carriers have
sought to order larger more efficient vessels in order to reduce unit costs, hence maintaining their profitability
even under low freight rates. These investments tend to lead to lower freight rates as newly-available vessel and
container capacity catches up with, and possibly exceeds, demand for container shipping services. However, this
has been mitigated by the trend towards slow steaming, which demands greater supply to provide the same service
levels, and cascading of larger vessels onto trades to replace smaller vessels. 2016 represented a turning point in
supply demand balances compared to the previous year, as the 3.0% growth in demand for shipping container
services outpaced the 1.2% growth in supply during the year, which should help bring the industry closer to
supply-demand balance (source: Drewry, October 2017).

In more recent years, global container shipping demand (measured in volumes transported) has increased
each year compared to the previous year, growing by 5.7% in 2014 compared to 2013, 1.8% in 2015 compared to
2014, 3.0% in 2016 compared to 2015 (source: Drewry, October 2017). During the same periods, global container
shipping transport supply also increased each year compared to the prior year, growing by 6.3% in 2014 compared
to 2013, 8.4% in 2015 compared to 2014 and 1.2% in 2016 compared to 2015 (source: Drewry, October 2017).
The strong growth in global container shipping transport demand observed in 2014 led many container shipping
companies to place new vessel orders and/or accelerate the delivery of their vessel order book in early 2015 in an
effort to anticipate and meet potential growth consistent with the trend observed in 2014, which resulted in a sharp
rise in supply during 2015. However, global demand growth was not as high as expected in 2015 and container
shipping companies adjusted their capacity, including by cancelling or delaying orders, increasing scrapping,
idling vessels and implementing other initiatives, which drove a decline in the supply growth rate in 2016 such
that growth in demand outpaced the growth in supply during in 2016 (3.0% demand growth compared to 1.2%
supply growth) (source: Drewry, October 2017). In particular, scrapping in 2016 was at a much higher level than
in 2014 or 2015, with 659,403 TEU total capacity scrapped, compared to 195,075 TEU in 2015 and 383,371 TEU
in 2014. The vessels scrapped in 2016 also tended to be larger and younger than historically. The average size of
ship being sent for demolition increased from 1,200 TEU in 2006 to 3,380 TEU in 2016, and overall average age
of scrapped vessels in 2016 was close to 19 years (as opposed to an overall average of 29 to 30 years over the last
decade). As of September 2017, close to 321,000 TEU of capacity has been scrapped for the year, compared to
364,000 TEU scrapped during the same period in 2016. The orderbook is currently at historically low levels,
representing only 14.8% of the current active fleet by capacity as of September 2017, including the recent orders
of nine 22,000 TEU vessels by CMA CGM (see “Summary—Recent Developments”) and eleven such vessels by
MSC (source: Drewry, October 2017).

In parallel, there has also been a trend towards consolidation in the container shipping industry. Small
and mid-scale players have been less profitable in the current depressed market conditions than larger scale players
due to cost control, enhanced diversification and scale effects, which has led to a number of completed and
ongoing acquisitions by large players in the industry, including, among others, our acquisition of NOL, Hapag
Lloyd’s merger with UASC, Maersk’s announced acquisition of Hamburg Siid, an announced implementation of
a joint venture in Japan among K Line, MOL and NYK and Cosco Shipping Holdings’ recently-announced
acquisition of OOCL.

Container shipping freight rates on different services and directions of transport are subject to varying
levels of volatility, primarily driven by the perception of market participants as to the balance between the demand
for container shipping services and the global and regional supply of vessel and container capacity as well as
shipping companies’ marketing strategies combined with their breakeven levels. Historically, freight rates on the
Transatlantic trade tended to be more stable compared to those on other trades, with freight rates on the
Transpacific and the Asia-Europe trades showing the highest levels of volatility. Structural constraints, such as
vessel draught and berth length, limit the ability of carriers, including us, to quickly redeploy vessels from one
trade to another in response to fluctuations in freight rates.

Freight rates may also be impacted by the evolution in fuel oil prices through the mechanism of a Bunker
Adjustment Factor (“BAF”) included in certain contracts and because freight rate negotiations, even when they
do not include any BAF mechanism, will not be immune to the impact of a strong change in fuel oil prices. See
“—Fluctuation in Bunker Fuel Rates and Efficiency in Bunker Fuel Consumption.” The average price of fuel oil
we consumed for the six-month period ended June 30, 2017 was $305 per ton, compared to $206 per ton for six-
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month period ended June 30, 2016. On a per TEU basis, our bunkers and consumables cost increased by $33 per
TEU from $100 for the six-month period ended June 30, 2016 to $134 ($140 on a standalone basis excluding
NOL) for the six-month period ended June 30, 2017. In comparison, our consolidated average shipping revenue
per TEU (calculated as shipping revenue divided by total carried TEU volumes) increased by $92.8 per TEU, or
9.3%, from $994.7 per TEU for the six-month period ended June 30, 2016 to $1,087.5 per TEU ($1,101.9 on a
standalone basis excluding NOL) for the six-month period ended June 30, 2017.

Since the beginning of 2015, freight rates have remained volatile, reaching record low levels in 2016 but
rebounding somewhat later in the year and continuing their recovery in the first half of 2017. In the first half of
2017, our average freight rate was $1,125 per TEU ($1,135 on a standalone basis excluding NOL) compared with
$1,031 per TEU ($1,035 on a standalone basis excluding NOL) in the first half of 2016, reflecting a sharp recovery
of spot freight rates across all lines compared with the low levels in 2016 as well as certain renegotiated contracts
on our Asia-Europe and Transpacific Lines. This recovery in freight rates helped to drive an increase in our
consolidated average container shipping revenue per TEU from $994.7 per TEU in the first half of 2016 to
$1,087.5 per TEU in the first half of 2017. On a standalone basis, average container shipping revenue per TEU
increased by 10.0% driven by freight rate rebounds across our lines and in particular the Asia—Europe and Asia—
Mediterranean trade lanes. The recovery in the first half of 2017 follows a decline in 2016, when our consolidated
average revenue per TEU transported in 2016 decreased by 15.3% to $1,021.5 per TEU, as compared to average
revenue per TEU of $1,206.2 in 2015, while on a CMA CGM standalone basis, it declined by 13.6% to $1,042.3
per TEU. The decline in 2016 followed a decline in 2015. Our average revenue per TEU transported in 2015
decreased by 11.9% to $1,206.2 as compared to average revenue per TEU of $1,369.4 in 2014.

Charter rates are also impacted by freight rates and, therefore, to the extent there is volatility or significant
shifts in freight rates, our costs may be affected. In 2016, for example, the record-low freight rates helped
contribute to a $16.0 per TEU decline in our charter rates on a CMA CGM standalone basis as compared to 2015,
which drove a 12.3% decrease in CMA CGM standalone charter expenses. In the first half of 2017, lower charter
rates compared to the first half of 2016 helped to drive a decrease in chartering expenses for the period.

The volatility of the industry during this period also had a significant impact on global container shipping
volumes and on our transported volumes. Global container shipping volume growth rates reached double digits in
the years 2000 until 2009. In 2009, they decreased by approximately 9%. Over the period 2010 to 2016, on average,
global container shipping transport volumes grew at a CAGR of 4.7%, but growth rates varied widely during that
period, with a high of 14.4% in 2010 and a low of 1.7% in 2015 (source: Drewry, October 2017).

In the first half of 2017, our volumes transported increased by 34.2% from 6,732 thousand TEU in the
first half of 2016 to 9,036 thousand TEU in the first half of 2017. The growth in our volumes was driven primarily
by the NOL Acquisition, and to a lesser extent by the 1.2% increase in volumes on a CMA CGM standalone basis.

In 2016, our volumes transported increased by 2,646 thousand TEU, or 20.4%, to 15,641 thousand TEU,
compared to global industry demand growth of 3.0% (source: Drewry, October 2017). The growth in our volumes
was a result of the NOL Acquisition; excluding the contribution of NOL, our volumes transported on a CMA
CGM standalone basis decreased by 171 thousand TEU or 1.3% to 12,824 thousand TEU in 2016.

In 2015, our volumes transported increased by approximately 6.3% as compared to 2014, while global
container shipping transport demand grew by approximately 0.8%.

See “Industry—Overview,” “Industry—Containership Demand,” and “Industry—Supply-Demand
Balance” for a more detailed discussion of the trends in transport volumes and freight rates.

Currency Fluctuations

We operate on a worldwide basis and are exposed to currency exchange rate fluctuations as a result of
differences in the currency mix of our revenue and operating expenses. For example, average revenue per TEU
will be impacted by currency fluctuation as not all of our ocean revenue is priced in U.S. dollars. We estimate that
10.7% of our revenue for the six-month period ended June 30, 2017 was invoiced in euros. As the average
exchange rate from euros to U.S. dollars declined from $1.12 in the six-month period ended June 30, 2016 to
$1.08 during the six-month period ended June 30, 2017, a 2.9% reduction, we can estimate that the weakening of
the euro negatively impacted average revenue per TEU by approximately $3.6 per TEU. Our EBITDA and EBIT
are typically positively impacted when the exchange rate of the euro against the dollar declines during a period,
while our financial results and our working capital needs are positively affected by declines in the period-end
exchange rate. Thus, in recent years our results have benefited from the general appreciation of the dollar against
the euro, but this trend has reversed with the euro’s appreciation in the first half of 2017. In line with industry
practice, we typically charge our customers currency surcharges in times of volatility in foreign exchange rates.
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However, there can be no guarantee that we will be in a position to enforce such surcharges going forward. See
“—Market-related risks—Foreign currency exchange rate risk.”

A portion of our financing arrangements are denominated in euro and may expose us to foreign exchange
risk. In addition, to the extent the proportion of revenue denominated in U.S. dollars, or euro differs from the
proportion of operating expenses denominated in U.S. dollars, or euro, our operating results are subject to foreign
exchange risk. At present, we incur a greater proportion of our operating expenses denominated in euro compared
to the proportion of our revenue denominated in euro and, as such, we are particularly sensitive to increases in the
value of the euro.

We are not exposed to material foreign exchange risks on our capital commitments, since vessel and
container financing arrangements are usually U.S. dollar-denominated and our vessels and containers are
principally purchased in U.S. dollars, including those vessels acquired under the terms of long-term capital leases
or other similar arrangements. Our terminal capital commitments are usually in local currencies and hence may
expose us to some foreign exchange risks.

Fluctuations in Bunker Fuel Rates and Efficiency in Bunker Fuel Consumption

The cost of marine or bunker fuel is one of our most significant operating costs, representing 10.0% and
8.7% of our revenue and 10.3% and 9.6% of our total operating costs in the year ended December 31, 2016 and
the six-month period ended June 30, 2017, respectively. The price of marine or bunker fuel fluctuates largely in
line with crude oil prices, which are subject to a number of economic and political factors.

The strong increase in shale oil production in recent years, along with the slow-down of the Chinese
economy and the desire of certain oil exporting countries not to lose market share have led to a strong reduction
in oil prices in recent years. Oil prices declined significantly during the course of 2015, reaching an extreme low
point at the end of 2015 and the beginning of 2016, with lows below $28 per barrel in January 2016. After this,
oil prices partially recovered over the course of 2016, including after the OPEC agreement to limit output in
November 2016, and were at $57 as of December 31, 2016. Prices continued to climb over the course of January
2017. Since then, prices have been volatile, with successive periods of decline and recovery through April and
May before a sharp decline in late May and June to close at $48 as of June 30, 2017. Our bunker fuel prices are
strongly correlated to the barrel price. In the Rotterdam barge market, the value of $47.79 per barrel as of June 30,
2017 translates into a value of $282.25 per Fuel Oil Ton (Fuel Oil 3.5%). It is generally considered by the industry
that the changes in 2016 and 2017 reflect not only various geopolitical risks but also the conflicting dynamics
between the recovery of U.S. oil production and the continuation of OPEC’s drive to reduce global inventories by
limiting oil production.

In order to mitigate the risk of fluctuation in bunker fuel prices, we seek to hedge our exposure to bunker
prices through physical forward purchases on a rolling twelve month basis. As of June 30, 2017, 18.1% of our
expected full year 2017 bunker fuel consumption was hedged through physical forward purchases.

On a CMA CGM standalone basis, we estimate that a $50 per ton increase in the spot purchase price of
bunker fuel would have negatively impacted our EBIT in 2016 and the first half of 2017 by approximately $295
million and $144.8 million, respectively (exclusive of the impact of any hedges), assuming we would have not
been able to pass any of the increase on to our customers.

We have sought to improve our efficiency in terms of bunker fuel consumption. This has been achieved
through a number of measures, including reducing the speed and optimizing route management for our ships via
a central real-time supervision center, increasing the size of our vessels where possible and retrofitting and
maintaining our ships with a view to minimizing bunker fuel consumption. These measures have reduced our
average consumption of bunker fuel from 491kg per transported TEU in 2014 to 479kg per transported TEU in
2015, 440kg per transported TEU (459kg per transported TEU in 2016 on a standalone basis excluding NOL) in
2016 and to 410kg per transported TEU (439kg per transported TEU on a standalone basis excluding NOL) in the
six-month period ended June 30, 2017. We will continue our efforts to further reduce bunker fuel consumption
and costs through these techniques.

Management of Vessel and Container Capacity

Our container shipping revenue is largely the product of market-driven base freight rates and transport
volumes over which we have relatively limited control. Accordingly, our profitability depends largely on our
ability to identify profitable business and services, maintain and manage our fleet in order to further improve our
productivity and effectively manage the cost of transportation and materials and other operating costs, in particular
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in respect of the positioning and transport of containers and the coordination of third-party services, such as inland
transportation services.

We have set up three ship operating centers in Marseille, Singapore and Miami operating 24 hours a day
and staffed by teams of experienced officers that oversee our entire fleet of 462 vessels. These centers monitor
speed and route requirements and have direct access to every officer on board of those vessels so that any deviation
from schedule may be immediately challenged and, if need be, rectified. The team is also in charge of improving
fuel efficiency and the punctuality of all our lines.

As is customary in the container shipping industry, to meet the demand for container shipping services
from our customers, we rely on a combination of owned vessels and chartered and leased vessels and a
combination of owned and leased containers. We seek to optimize the mix of owned, long-term chartered and
leased and short- and mid-term chartered vessels and containers to maintain a stable base capacity and to be able
to obtain additional capacity in response to demand peaks. As of June 30, 2017 our fleet consisted of 462 container
ships. The capacity of these 462 ships ranged from 120 TEU to 17,859 TEU. Of these 462 vessels, we owned or
had under finance lease or equivalent arrangements 131 vessels, or 41% of our fleet by capacity, chartered 53
vessels, or 23% of our fleet by capacity, with a remaining charter duration of more than five years, chartered 46
vessels, or 10% of our fleet by capacity, with a remaining charter duration ranging between one and five years,
and chartered 232 vessels, or 26% of our fleet by capacity, with a remaining charter duration of less than one year.
Short-term charters provide us with flexibility to adjust our capacity rapidly in response to changes in demand,
although we are exposed to increases in charter rates. Since short-term charter rates, in particular, tend to fluctuate
significantly in response to supply and demand in the market, we are able to reduce our costs on a significant part
of our fleet while maintaining operational flexibility to release ships in case of market deterioration. This has
allowed us to reduce our costs significantly in the past years. The effect of changes in charter rates on our operating
costs tends to lag behind the movements in charter rates as charter contracts are typically entered into at fixed
rates for specified periods of time.

As of June 30, 2017, we owned and leased a container fleet of 3.686 million TEU (of which 325,079
TEU were reefer containers). We owned 11.8% of such containers, which are recorded on our balance sheet, and
lease or rent the remaining part. In 2016, we undertook significant sale and leaseback operations, including an
operation whereby we sold almost the entire NOL container fleet for a sale price of $542.9 million (including a
gain on disposal of $12.8 million). The NOL containers were then leased back to us for a period of 2 to 8 years.
These arrangements enabled us to enhance the flexibility of our container fleet and allow NOL to integrate the
CMA CGM container fleet into its operations to take advantage of cost savings, as well as providing a portion of
the funds to repay the acquisition facility we incurred in connection with the NOL Acquisition (see “Description
of Certain Financing Arrangements—Overview of Financing Arrangements”).

Terminal and logistics management

As part of our strategy to manage our global shipping network and ensure sufficient port and storage
capacity at key locations in our logistics chain, we also invest in port terminal facilities in areas where we have
significant operations. Through these investments, we gain preferred access to berths and greater control over port
activities. In recent years, we have increased these operations as part of our growth and entered into several key
ventures to support our operations on various lines. See “Business—Operations—Terminal Facilities.” We will
continue to strategically evaluate opportunities to make investments in terminals and logistics to support the
growth and efficient operation of our global delivery network.

Agility Efficiency Program

On July 1, 2016, we began the roll-out of “Agility,” a global efficiency plan designed to improve our
operating results by improving our operations efficiency and leveraging our global presence, scale and resources
to generate significant cost savings.

Our announced targets for the Agility program are (i) to reduce our cost base by delivering a $1 billion
reduction in standalone operating expenses between July 2016 and the end of 2017 (excluding the effects of bunker
price variations since Q3 2015, exchange rate variations and the purchase price allocation in connection with the
NOL Acquisition) and (ii) to achieve an additional approximately $500 million in annual run-rate cost and revenue
synergies related to the NOL Acquisition by 2018.

We measure the achievement of these objectives by accumulating the quarterly savings based on a year-
over-year comparison of our operating expenses per TEU for each quarter from the third quarter of 2016 through
the fourth quarter of 2017 (using as the basis for comparison the arithmetically combined CMA CGM standalone
operating expenses and volumes and NOL standalone operating expenses and volumes for each comparative
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quarterly period prior to the NOL Acquisition). The cost savings calculated under this comparison, which
comprise both standalone cost savings and cost synergies related to the NOL Acquisition, are targeted to amount
to an overall cumulative cost reduction of $1,350 million by the end of 2017. This includes a targeted $350 million
in annual run rate cost synergies related to the NOL Acquisition between July 2016 and the end of 2017, out of
the total cost and revenue synergy target related to the NOL Acquisition of $500 million by the end of 2018.

We are pursuing the targets of our Agility program through four main pillars:

o  Contract renegotiation: renegotiating more favorable contract terms by leveraging the additional
volumes we gained as a result of the NOL Acquisition, aligning our contract terms across the group
based on the most favorable terms between CMA CGM’s and NOL’s contracts, and negotiating
new contract terms irrespective of the increase in volumes resulting from the NOL Acquisition. We
have already secured substantial savings on stevedoring, inland transportation and logistics
expenses through these contract renegotiations.

o Lean operations.: carefully challenging our current network on a daily basis to identify
inefficiencies and redundancies (e.g., unprofitable port calls, overlap of services), benchmarking
the comparative costs of third party operators against our in-house services and seeking to optimize
our overall system costs (including by reducing bunker, port and canal and chartering expenses), as
well as reducing stevedoring expenses through minimizing transshipments. In addition to this
network optimization discipline, we are also closely monitoring our daily operations to identify
opportunities for greater operational efficiency, including: ensuring strict observance of our sailing
and port call schedules, partnering with terminals to reduce stevedoring expenses (by avoiding extra
costs, including as a result of delays or off-schedule port calls) and bunker expenses (including by
ensuring that our vessels make assigned port call windows on schedule without the need to adjust
speed or alter routes, thus reducing bunker consumption and overtime), and also leveraging our
state-of-the-art fleet center to optimize routes, sailing speed and power to enable us to optimize our
bunker consumption.

o Asset optimization. identifying and capturing opportunities to leverage our assets in a more efficient
and profitable manner. For example, by completing an early merger of logistic operations with NOL
(which were fully integrated in Q3 2016), we were able to get the most out of our combined
container fleet, leading to reduced costs associated with container stock imbalances at different
ports and an ability to reduce the relative size of our container fleet through more efficient container
distribution and the overall impact of increased scale, which had a direct impact on our logistics
expenses. In addition to this, our vessel fleet optimization program (including vessel retrofits, hull
cleaning and trim optimization) allows us to benefit from increasing efficiency in terms of bunker
consumption, which directly impacts operating costs.

o  Efficient G&A: we achieved overhead savings through the rationalization of our agency network
by implementing core model alignment and eliminating redundant agencies within the network, as
well as improving the operating performance of SSCs through greater automation and transferring
certain functions. In addition, we continue to closely monitor our administrative expenses
(including travel, real estate, IT and insurance expenses) to identify and capture potential cost
savings.

Through our implementation of various initiatives under the four pillars noted above, we have already
secured a significant portion of our targeted savings. As of June 30, 2017, we have secured aggregate cost
reductions (including both standalone cost savings and those related to the NOL Acquisition) of approximately
$1,014 million under our Agility program, or almost 75% of our target by the end of 2017. These secured savings
were composed of approximately $639 million in reductions in standalone operating expenses and approximately
$375 million in annual run-rate cost synergies related to the NOL Acquisition, including approximately $150
million in cost synergies generated by integration efforts with respect to NOL in 2016, which was consistent with
our implementation plan and consistent with our objective of achieving the approximately $500 million in annual
run-rate cost and revenue synergies by 2018. The aggregate amount of reductions in standalone operating expenses
secured as of June 30, 2017 was lower than that as of March 31, 2017 due to, among other things, increases in
operating expenses commensurate with the increase in our volumes transported (reflecting, e.g., higher port
congestion and change in port mix). This higher volume/higher operating expenses dynamic continued in the third
quarter (see “Summary—Recent Developments”). The cost reductions as of June 30, 2017, including both
standalone operating expense reductions and cost synergies related to the NOL Acquisition, were generated across
a number of different cost categories, including approximately $423 million in chartering and slot purchase
expenses, approximately $364 million in handling and stevedoring expenses, approximately $156 million in port
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and canal expenses, approximately $125 million in bunkers and consumables expenses and approximately $131
million in inland and feeder transportation expenses. These savings were partially offset by cost increases of
approximately $127 million in logistics expenses and approximately $59 million in general and administrative
expenses. The combined effects of our efforts to reduce operating expenses contributed to overall reductions in
consolidated operating expenses per TEU of 11.1% in 2016 as compared with 2015 and 3.2% in the first half of
2017 as compared with the first half of 2016. As a complement to the overall calculation of our cost savings and
synergies based on operating expenses per TEU, as described above, we also closely monitor the success of our
cost reduction and synergies efforts on an initiative-by-initiative basis.

A portion of the targeted $500 million in synergies related to the NOL Acquisition noted above also
reflects revenue synergies, which we are pursuing through a variety of initiatives. The revenue synergies are
primarily driven by sharing best practices in the group with respect to invoicing clients for detention and
demurrage, tiered pricing models and increasing share of reefer volumes, as well as the implementation of our
profitability analysis methodology, which has allowed a substantial reduction in unprofitable cargoes. In addition,
freight levels on comparable trades between CMA CGM and NOL are benchmarked on a weekly basis to ensure
that the pricing strategies are in line.

Our ability to achieve our targets under the Agility program is subject to uncertainty; see “Risk Factors—
We could be unable to continue reducing costs sufficiently to support our profitability or achieve the benefits
targeted by our Agility cost savings program” and “Risk Factors—We may not succeed in smoothly and timely
integrating NOL into our existing business and we may fail to achieve the synergies targeted from the acquisition
of NOL.”

Cooperation Arrangements

We cooperate with other carriers in various ways with a view to increasing utilization levels of our vessel
and container fleet, thus decreasing slot costs, and extending the range and geographic scope of our services. We
are party to an array of cooperation agreements and also members of several operational alliances. We have placed
increased emphasis on such arrangements in recent years in order to better adjust our capacity and control our
costs in light of difficult market conditions. These arrangements cover only the operation of our vessels and related
assets. Under all of these arrangements, we continue to market and sell our services and to serve our customers
independently.

We operate most of our lines in varying degrees of cooperation with other carriers, such as CSG, Maersk,
UASC, MSC, Hapag-Lloyd and Hamburg Siid, pursuant to vessel-sharing agreements, swap agreements or slot
purchase agreements. Under these agreements, one carrier makes available to another a fixed number of slots per
voyage on specified trade routes, for an agreed period of time. We compensate the other carrier for slots made
available to us either by providing the carrier with slots on our vessels (vessel-sharing agreements and swap
agreements) or by purchasing the slots directly (slot purchase agreements). Our cooperation agreements consist
of the following:

e  Vessel-sharing agreements, whereby each carrier contributes vessels to a particular line, and each
carrier is entitled to a number of slots on each vessel traveling the line, proportionate to its vessel
contribution. In these cases, we record revenue related to the slots utilized by us on the other carrier’s
vessel, but we do not record revenue with respect to slots that are utilized by the other carrier on our
vessels. The costs of operating the vessel (e.g., vessel charter, capital lease or purchase expenses,
supply expenses and port costs and canal expenses) are borne by the operator of the vessel. Costs
associated with the shipment of the container (e.g., stevedoring expenses) are billed by the supplier
of the related services to each carrier individually. It is customary, however, for carriers to purchase
these services from the same service provider.

e Swap agreements, whereby carriers exchange slots on vessels traveling different trade routes, allow
each carrier to establish a line on a trade route where it does not operate vessels. Revenue received
and costs incurred are borne in the same manner as under vessel-sharing agreements.

e Slot purchase agreements, whereby carriers purchase slots on vessels of another carrier. When we
purchase slots under slot purchase agreements, our only costs are payments made to the other carrier
for the purchase of slots. We do not bear any of the costs associated with the vessel or shipment of
the container. These agreements are not necessarily reciprocal, unlike vessel-sharing and swap
agreements, and our slot purchases are not netted against our slot sales.
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Operational Alliances

Alliances are agreements that cover vessel-sharing and operational matters such as the use of certain
terminals, where carriers can take advantage of favorable terms for berthing. These alliances allow us to make
more frequent departures, reach more ports, improve slot utilization and increase reliability while reducing slot
costs, which helps us to drive revenue growth and control our costs on alliance lines. We are currently party to a
variety of alliances with different carriers, the principal one being the Ocean Alliance, composed of us, COSCO
Container Lines, Evergreen Line and Orient Overseas Container Line, which launched on April 1, 2017 and
replaced our prior Ocean 3 Alliance which had operated since January 2015. See “Business—Alliances with other
shipping companies.” We believe that these alliances will provide us with significant benefits in the future and
allow us to continue to grow and offer the best services to our customers while maintaining our financial position
and increasing efficiency.

Under the Ocean Alliance, we have agreed to make available for purchase by alliance partners a specified
number of slots on our ships that set out each week and our alliance partners have agreed to make available to us
an equivalent number of slots on their ships that set out each week. When we sell slots to an alliance partner, we
recognize revenue from the payment made by the partner for the slot. We bear the full hull-related costs associated
with the vessel and shipping the container. When we purchase slots from an alliance partner, our only costs for
the shipment are payments made to the other carrier for the purchase of slots. We do not bear any of the hull
related costs associated with the vessel but support the rest of the variable costs (such as handling and stevedoring
costs). Although the number of slots purchased and sold are intended to be generally equivalent, in practice there
is typically some variation between the two due to differences in the number of ships of each partner scheduled
to depart during a given week and failures of some ships to depart when originally scheduled. As a result, in any
given period, the amount we receive from alliance partners for slot purchases may exceed the amount we pay for
slot purchases on partner vessels, or vice versa.

Unlike the Ocean Alliance, our former Ocean 3 alliance operated on a vessel sharing basis. Under that
arrangement, each alliance partner contributed vessels to a particular line and was entitled in return to a number
of slots on each vessel travelling the line proportionate to its vessel contribution. We did not make payments to
Ocean 3 alliance partners for the use of allocated capacity on their vessels, and our only costs for shipping a
container on their vessels using allocated slots were handling charges (e.g., stevedoring expenses) separately billed
to us by the provider of those services. Similarly, we received no payments from Ocean 3 alliance partners for the
use of allocated slots on our vessels, and handling charges were billed separately to the alliance partner by the
provider of the handling services. We made payments for slots used on alliance ships only to the extent the net
number of slots used by us on alliance ships during a given period exceeded the number of slots allocated to us
on alliance ships during that period. Similarly, we received payments from for slots used by Ocean 3 alliance
members on our vessels only to the extent the net number of slots used on our vessels during a period by Ocean 3
alliance members exceeded the number of slots allocated to the Ocean 3 alliance for that period.

Because the Ocean Alliance is operated on a slot purchase basis rather than as a vessel sharing alliance,
we are recording significantly higher slot purchase revenue and expense than we did under the Ocean 3 alliance
for an equivalent number of slots. Theoretically, if each Ocean Alliance member uses all the slots we have agreed
to make available for purchase, and we purchase the total number of slots we are entitled to purchase from alliance
members each week, we would generate approximately $1 billion in additional slot purchase revenue each year,
and generate approximately $1 billion in additional slot purchase expense each year. However final revenues and
costs will depend on the actual number of slots used by each member compared to its initial entitlement. The
actual number of slots purchased from, or sold to, alliance members may be higher or lower than these amounts.
Although the change in approach results in higher revenues and expenses, if the amount received from sales of
slots to Ocean Alliance members is roughly equivalent to the amount paid to Ocean Alliance members for slots,
the revenues and expenses will roughly offset each other over time (although there could be marginal quarterly
period cut-off effects) and, accordingly, the overall impact on Core EBIT will be minimal. In the first half of 2017
(starting from the launch of operations of the Ocean Alliance on April 1, 2017), gross slot purchase revenues from
other Ocean Alliance members purchasing slots on our vessels totaled $238.0 million, and there was a
corresponding increase of a similar (although marginally higher) magnitude in our gross operating expenses for
the slots we purchased on our partners’ vessels.

Seasonal Fluctuations

We experience a number of factors that cause seasonal fluctuations in transport volumes, including
increased demand for shipping services in the third and beginning of fourth quarters of the year in advance of the
major western holidays and weaker demand beginning of the year, reflecting the decrease in consumer spending
in the western countries, as well as restrained manufacturing activities in China due to the Chinese New Year
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celebrations. As a result of these seasonal fluctuations, our cash flows from operations and revenue have
historically not been evenly distributed throughout the year.

Acquisitions and Disposals

From time to time we pursue strategic acquisitions and combinations with a view towards reinforcing
our position as one of the leaders in the container shipping market and capturing market opportunities in a volatile
environment. With the current trend in the industry towards consolidation and operating alliances (see “—
Transport Volumes and Freight Rates; Cyclical Nature of Supply and Demand,; Impact of the Global Financial
and Economic Crisis” and “—Operational Alliances™), our acquisition activities are intended to help us to
maintain our scale advantages to support an efficient cost base and to diversify our service offerings both
geographically and through expansions into new service areas as well as reinforcing our asset base, while at the
same time maintaining a strong financial profile and a sustainable liquidity position. We expect to continue to
consider acquisitions, both regional “bolt-on” ones and larger “transformational” ones while maintaining financial
discipline and a strong liquidity position.

NOL Acquisition

On December 7, 2015, we announced a conditional voluntary general cash tender offer for NOL, which
was Southeast Asia’s largest container shipping company in terms of capacity at the time and was listed on
Singapore SGX. Prior to announcement of the offer, Temasek Holdings and its affiliates, NOL’s majority
shareholders (the “Majority Shareholders™), had agreed to tender all of their shares (approximately 67% of NOL
share capital) in the offer subject to it obtaining the necessary regulatory approvals.

Following receipt of regulatory approvals from the European Commission on April 29, 2016 and from
the Anti-monopoly Bureau of the Chinese Ministry of Commerce (MOFCOM) on May 25, 2016, we announced
on May 30, 2016 the launch of a voluntary general cash tender offer at a price of SG$1.30 per share, representing
a total consideration of approximately $2.5 billion. The offer opened on June 6, 2016 and the Majority
Shareholders tendered their shares on June 9, 2016, at which point the offer became unconditional. We determined
the official acquisition date to be June 14, 2016 (the “NOL Acquisition Date”). At such date, we had received
valid acceptances representing 83.06% of NOL share capital, and our ownership including valid acceptances
reached 97.83% at the time the offer closed on July 18, 2016. We subsequently launched a process for the
compulsory acquisition of all remaining NOL shares at a price equal to the original offer price per share, and we
obtained 100% of the share capital as of September 2, 2016. NOL was delisted from the Singapore SGX on
September 6, 2016.

The transaction was financed using a combination of (i) a $1,652 million dedicated acquisition facility
previously committed by a syndicate of international banks on December 5, 2015 (see Note 6.6.7 to the 2016
CMA CGM Audited Consolidated Financial Statements) and (ii) our own cash on hand, including approximately
$772 million that had been deposited in escrow accounts since December 2015. As of December 31, 2016, the
dedicated acquisition facility had been fully refinanced through various financing operations, in particular sale
and lease back operations involving our and NOL’s containers and vessels (see Note 6.6.7 to the 2016 CMA CGM
Audited Consolidated Financial Statements). The total consideration paid for NOL was $2,461 million, and the
transaction had a negative effect of $2,329.9 million on our cash flow from investing activities including
transaction fees and net of cash and cash equivalents acquired from NOL. As of December 31, 2016, we
recognized provisional goodwill of $739.8 million on the acquisition. The period to adjust this provisional
goodwill to reflect any new information obtained about facts and circumstances that existed as of the NOL
Acquisition Date ended June 13, 2017 (one year after the NOL Acquisition Date). Based on the final information
as of such date, we recognized a final goodwill with respect to the NOL acquisition of $705.9 million (of which
$48.0 million was classified as assets held for sale). See Note 3.1.1 to the CMA CGM Unaudited Interim
Condensed Consolidated Financial Statements.

NOL and its subsidiaries have been consolidated in the CMA CGM Audited Consolidated Financial
Statements since the NOL Acquisition Date. The table below provides a summary of the impact of the NOL
Acquisition on certain key line items in the statement of profit and loss in the CMA CGM Audited Consolidated
Financial Statements.
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(8 millions)

Revenue........................
o/w container

shipping segment .........
o/w other revenue.........

Operating expenses........
CMA CGM - NOL

Intercompany operations....

EBITDA before gains /
(losses) on disposal of

For the year ended December 31,

property and
equipment and

subsidiaries.............

Margin® ...

Margin® ...
Core EBIT .......
Margin®.......
Financial result ....

Income Tax...............
Profit / (loss) for the

2014 2015 2016
CMA CGM NOL
Consolidated)  Consolidated" Standalone Contribution Consolidated®
16,739.1 15,674.1 13,365.9 2,611.4 15,977.3
16,370.0 15,241.7 12,893.3 2,479.8 15,373.1
778.4 804.5 900.8 145.2 1,046.0
(15,449 3) (14,420.6) (13,056.2) (2,386.2) (15,442.4)
- ; 135.6 (135.6) -
1,289.7 1,253.5 445.3 89.6 534.9
7.7% 8.0% 3.3% 3.4% 3.3%
917.6 895.3 (33.8) (66.1) (99.9)
5.5% 5.7% (0.3)% (2.5)% (0.6)%
973.2 910.6 70.0 41.1 28.9
5.8% 5.8% 0.5% n.m. 0.2%
(221.9) (223.3) (184.7) (77.5) (262.2)
(84.1) (85.4) (84.8) 19.4 (65.4)
611.6 586.7 (303.3) (124.2) (427.4)

(1)  These figures represent our consolidated results for the years in question, and as such do not take into account the NOL Acquisition in 2016.

(2) These figures are taken from the 2016 CMA Audited Consolidated Financial Statements and do not represent the pro forma impact of the NOL

Acquisition as if it had occurred on January 1, 2016. See “Unaudited Pro Forma Financial Information” for a consolidated income statement
taking into account the NOL Acquisition as if it occurred on January 1, 2016.

(3) Margin is calculated as a percentage of relevant revenue (i.e., CMA CGM standalone margins are expressed as a percentage of CMA CGM
standalone revenue, etc.).

(8 millions)

Revenue.............cccceeeene
o/w container
shipping segment .......
o/w other revenue......

Operating expenses ..........

CMA CGM - NOL

Intercompany operations..

EBITDA before gains /

(losses) on disposal of

property and

equipment and

subsidiaries.....................
Margin®...............

Margin®....
Core EBIT.......

Margin®.......
Financial result....
Income TaX.........ccceuvveene..
Profit / (loss) for the

For the six-month period ended June 30,

2016 2017
CMA CGM NOL CMA CGM NOL
Standalone Contribution’  Consolidated Standalone Contribution Consolidated
6,746.3 191.1 6,937.4 7,483.7 2,685.6 10,169.3
6,524.7 171.8 6,696.5 7,266.7 2,559.8 9,826.5
401.0 19.3 420.3 514.4 218.7 733.1
(6,621.8) (197.0) (6,818.8) (7,123.3) (2,052.0) (9,175.4)
) ] ; 368.9 (368.9) -
124.6 5.9) 118.6 729.3 264.6 993.9
1.8% 3.1)% 1.7% 9.7% 9.9% 9.8%
(73.3) (15.3) (88.6) 532.3 200.0 732.3
(1.1)% (8.0)% (1.3)% 7.1% 7.4% 7.2%
(62.2) (15.3) (77.5) 531.4 192.9 724.3
0.9% (8.0)% (1.1)% 7.1% 7.2% 7.1%
(81.9) (12) (83.0) (300.9) (82.0) (382.9)
(41.1) (4.6) (45.7) (27.3) 2.2) (29.5)
(196.3) (21.0) (217.3) 204.1 115.8 319.9

(1) NOL contribution from NOL Acquisition Date to June 30, 2017.

(2) Margin is calculated as a percentage of relevant revenue (i.e., CMA CGM standalone margins are expressed as a percentage of CMA CGM standalone

revenue, etc.).
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As described above, we believe the acquisition of NOL provides an opportunity to realize significant
synergies in the context of our Agility cost efficiency program. See “—Agility Cost Efficiency Program.” For
further discussion of the impact of the NOL Acquisition on our results of operations and a presentation of
unaudited pro forma condensed consolidated income statements for the year ended December 31, 2016, prepared
as if the NOL Acquisition had occurred on January 1, 2016, see Note 3.1.1 to the 2016 CMA CGM Audited
Consolidated Financial Statements and the CMA CGM Unaudited Interim Condensed Consolidated Financial
Statements and “Unaudited Pro Forma Consolidated Financial Information.”

Other acquisitions during previous periods

LCL Logistix. On April 29, 2015, we finalized the acquisition through our wholly-owned subsidiary
CMA CGM Logistics France of a 60% stake in LCL Logistix, one of India’s independent third-party logistics
leaders. The acquisition’s aims were to help us reinforce our position in India and to leverage LCL Logistix’s
networks in India, Canada, the United States and in East Africa to accelerate our development. We recorded $8.4
million in goodwill related to this acquisition. As part of the transaction, we entered into certain option agreements
with non-controlling interests allowing us to acquire their shares, and granted a put option to the non-controlling
interests. These options may be exercised in 3 to 5 years from the acquisition date. The put option resulted in the
recognition of a liability at its fair value, which is not material at our Group level.

OPDR. On July 1, 2015, we finalized the acquisition of 100% of OPDR GmbH (“OPDR”), a sea carrier
specialized in short sea maritime services and door to door logistics solutions between Northern Europe, the
Canary Islands, the Iberian Peninsula and Morocco. We recognized $15.4 million in goodwill related to this
acquisition.

Sale of the GGS Terminal

The GGS terminal is located in the twin ports of Los Angeles/Long Beach, California, which are
respectively the first- and second-largest ports in the United States in terms of volumes and the tenth-largest
worldwide on an aggregated basis. The twin ports are the main gateway for imports entering into the U.S. West
Coast and are a central part of all key Transpacific routes. GGS is the third-largest terminal in Los Angeles/Long
Beach, with a capacity of 2.4 million TEU in a total area of 291 acres. It features a 1,219 meter berth length with
a 15.2 meter depth, allowing it to handle the largest vessels (up to 18,000 TEU) through the use of 12 post-
Panamax and 4 super post-Panamax cranes. The terminal benefits from a unique and proprietary rail facility
offering a direct link to the U.S. freight network and premium connectivity options countrywide.

The GGS terminal facility is currently fully owned by Eagle Marine Services, Ltd. (historically a wholly-
owned subsidiary of American President Lines, Ltd.), which is the tenant of a 26-year lease granted by the City
of Los Angeles to operate the concession.

As of June 30, 2017, NOL Liner signed a stock purchase agreement with a consortium composed of the
infrastructure fund EQT Infrastructure and the port operator PS5 Infrastructure, pursuant to which the consortium
will acquire a 90% interest in APL Ltd. (which indirectly holds the GGS terminal), with CMA CGM remaining a
minority shareholder holding (directly or indirectly) 10% of the share capital. The consideration to be paid at
closing to NOL Liner amounts to $817 million (excluding potential adjustments at closing). Moreover, additional
earn-outs estimated at up to approximately $200 million would be payable from 2020 subject to (i) certain
conditions of volumes of usage of the facility by the group, (ii) the purchasers’ ability to refinance the transaction
and (iii) the pricing conditions of any future exit by the purchasers. The enterprise value of APL Ltd. is estimated
to be approximately $875 million. Concurrently, CMA CGM and its subsidiaries entered into a long term volume
and call commitment agreement to remain a major user of the facility. Closing of the transaction is subject to anti-
trust and regulatory (including CFIUS) approvals, and is expected to occur in the fourth quarter of 2017. Prior to
the closing of the transaction, a series of reorganization transactions will have occurred, resulting in APL Ltd.
being the sole direct owner of Eagle Marine Services Ltd., which currently fully owns GGS. The reorganization
transactions included the transfer of all liabilities under the APL 2024 Senior Notes to APL Investments America
LLC, a subsidiary of NOL Liner, on July 31, 2017. As from such date, the APL 2024 Senior Notes have been
guaranteed by CMA CGM. In addition, all shares of APL Ltd. will be transferred to APL Investments America
LLC prior to closing. The bulk of the net proceeds of the disposal will be allocated to reimburse drawings under
our and our subsidiaries’ unsecured credit facilities, as well as for repayment of secured and unsecured debt. The
GGS terminal was accounted for as a held-for-sale asset in the 2016 CMA CGM Audited Consolidated Financial
Statements and the CMA CGM Unaudited Interim Condensed Consolidated Financial Statements.
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Acquisition of Mercosul Line

On June 12, 2017 we announced that our irrevocable binding offer to purchase 100% of the share capital
of Mercosul Line was accepted by Maersk. Mercosul Line is one of the leading players in Brazil’s domestic
container shipping market, operating four vessels in Brazil and South America. The proposed acquisition would
help us to strengthen our overall presence in South America and in particular our service offerings in Brazil, which
we believe is a market with a strong potential for development, especially on intermodal and door-to-door shipping
services. It would further support our core strategy to develop intra-regional sea transportation links and
complementary services such as logistics. The acquisition is subject to Brazilian regulatory approval and to the
closing of Maersk’s announced acquisition of Hamburg Siid. Closing of the transaction is not expected to occur
before late 2017.

Acquisition of majority stake in Sofrana Unilines

On October 31, 2017, we acquired, through our subsidiary, ANL, the majority of the shares in Sofrana
Unilines, a small niche player in the Pacific Islands regional maritime trade. Sofrana Unilines operates, either
directly or in partnership, a fleet of 10 vessels on eight trade-lanes, servicing 21 ports in Australia, New Zealand,
Papua New Guinea and the Pacific islands. With successful operations in the South Pacific region for almost 50
years, Sofrana Unilines will provide enhanced port coverage to ANL and CMA CGM in this area. The
consideration paid for the acquisition was less than $20 million.

Explanation of Key IFRS Income Statement Line Items

The following explanation of our key income statement line items is based upon and relates solely to our
consolidated financial statements prepared in accordance with IFRS.

Revenue
Revenue includes revenue from container shipping revenue and revenue from other activities.

Container Shipping Revenue. Container shipping revenue includes all revenue related to maritime
transportation of containers, and is principally driven by freight rates and shipped volumes, but also includes
revenue from other activities related to maritime container transportation, such as sales of slots, demurrage and
storage (the fees we charge an importer for making use of our containers on our terminals or container yards
beyond the customary grace period), as well as revenue related to the handling of containers and to the coverage
of bunker fuel or currency valuation. Container shipping revenue constitutes the largest proportion of our revenue
and represented 95.5%, 97.2%, 96.2% and 96.6% of total consolidated revenue in 2014, 2015, 2016 and six-month
period ended June 30, 2017, respectively. See “—Year ended December 31, 2016 compared with the year ended
December 31, 2015 and “Six-month period ended June 30, 2017 compared with the six-month period ended June
30, 2016.”

Freight rates are market-driven, and carriers have limited flexibility to establish rates independently of
the freight market. Our rates for freight shipping services are generally based upon a group-wide pricing structure
tailored for the origin and destination points selected by the shipper, the volume being shipped and any applicable
surcharges. Most of the ports at which we call on a regular basis are “base ports,” or ports that have been defined
by the applicable liner conference as primary ports of call. We generally charge a higher freight rate for shipments
to or from ports that are not considered base ports. We also charge higher freight rates for more complex journeys,
as the costs related to these journeys are generally greater. Base freight rates differ depending upon whether the
container utilized is a standard container or a specialized container, such as a reefer. Base freight rates also increase
in certain circumstances due to company-determined surcharges for shipments of dangerous cargo, special
equipment, overweight containers, break bulk and open-top cargo, as these containers require more complex
handling and services and are generally subject to greater risk of damage.

We establish base freight rates on a line-by-line basis and these rates vary widely depending upon the
line and the direction of the voyage. For example, in 2016, our average freight rate on our Asia-Europe eastbound
voyages was $254 per TEU, while our average freight rate on our Asia-Europe westbound voyages was $368
per TEU. The level of base freight rates for a particular line, however, does not necessarily have a direct relation
to the contribution of that line to our EBIT, as line-specific EBIT is affected by fixed and variable costs, as well
as the capacity utilization of vessels deployed, all of which differ among lines. Because freight rates can vary
significantly from line to line, the mix of our lines in any given period can have a significant effect on the average
freight rate (and revenue and profitability) during that period.
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We also charge our customers various surcharges to reduce our exposure to certain market-related risks
and extraordinary events. We periodically establish surcharges to our base rates in accordance with certain
adjustment factors consistent with industry practice. In connection therewith, we review bunker fuel rates,
currency exchange rates, port congestions, and war risks and other extraordinary risks, and determine the related
applicable rate-adjustment factors. Our ability to achieve profitable freight rates depends largely on general market
conditions on a particular trade route, on the perceptions of market participants with regard to the level of structural
imbalance between the dominant and non-dominant legs and on the service offered. Typically, the freight rates
for special and individualized services are comparatively higher and we negotiate on an ad hoc basis cargo-specific
charges related to shipments of hazardous cargo, shipments requiring special equipment (such as reefers) or
overweight or oversized containers requiring special handling. Beyond a certain allowance, we also charge our
clients for the number of days they retain our containers outside or within their premises.

We generally have greater pricing power on the dominant legs of a trade than on the non-dominant legs.
Our ability to select profitable cargoes and our ability to rely on contracted volumes at a pre-agreed rate, combined
with our diversified geographical mix of trades, are critical to allow us to reduce the impact of freight rate volatility.

Revenue from Other Activities. Revenue from other activities primarily consists of revenue from land
and river transportation and port terminal operations. A typical container delivery includes both ocean shipment
and inland transport legs. Beyond our primary activity of port-to-port container shipping services, we also provide
door-to-door transportation services to our customers. In these cases, we either provide for the inland
transportation of the container via our own rail and barge operations, or, as is more common, we sub-contract for
rail, barge or trucking services from other companies. Revenue from other activities also includes logistics revenue,
which is primarily derived from the transfer of containers from ships to other transport or storage facilities in port
at our owned or jointly-owned terminal operations.

Revenue from other activities represented 4.5%, 5.1%, 6.5% and 7.2% of total consolidated revenue in
2014, 2015, 2016 and the six-month period ended June 30, 2017, respectively. See “—Year ended December 31,
2016 compared with year ended December 31, 2015 and “Six-month period ended June 30, 2017 compared with
the six-month period ended June 30, 2016.”

Operating Expenses
The principal components of our operating expenses under IFRS are described below.

Bunkers and consumables. Bunkers and consumables expenses consist of the costs of purchasing bunker
fuel and costs of other supplies, such as lashing material for on-board containers, fuel for on-board diesel
generators and auxiliary motors, and paint for our vessels. Bunkers and consumables expenses represented 20.9%,
13.5%, 10.7% and 11.9% of our consolidated revenue in 2014, 2015, 2016 and the six-month period ended June
30, 2017, respectively. The primary component of bunkers and consumables during the period under review was
the purchase of bunker fuel, which amounted to $1,139.7 million, or 94.2% of our bunkers and consumables
expenses, in the six-month period ended June 30, 2017, $1,597.1 million, or 93.8% of our bunkers and
consumables expenses, in 2016, $2,052.1 million, or 96.8% of our bunkers and consumables expenses, in 2015
and $3,424.2 million, or 98% of our bunkers and consumables expenses in 2014. The principal factors that
determine the amount of bunker fuel we purchase during a given period are the number, size and speed of our
vessels. In 2016, we consumed 6,883 kilotons of bunker fuel at an average price of $232 per ton. In the first half
of 2017, we consumed 3,704 kilotons of bunker fuel at an average price of $308 per ton. The price we pay for
bunker fuel has historically been volatile (see “—Increases in crude oil and bunker fuel prices could significantly
increase our costs of operations”). Because bunker fuel accounts for a significant portion of our operating
expenses, the bunker fuel expense reductions that we have been able to realize have significantly contributed to
the overall reduction of our operating expenses during the periods in question.

Chartering and slot purchases. Chartering and slot purchases expenses represented 10.8%, 13.2%, 12.4%
and 12.2% of our consolidated revenue in 2014, 2015, 2016 and the six-month period ended June 30, 2017,
respectively. Chartering expenses consist of costs of chartering our vessels from third parties. Slot purchases
consist of the costs associated with slot purchasing resulting from some of our cooperation agreements. As a result
of the different accounting treatment applicable to our current Ocean Alliance as compared to our prior Ocean 3
alliance, our slot purchases expenses (as well as slot sale revenues) are expected to be higher going forward (see
“—Operational Alliances”). The cost of chartering our vessels is the primary component of chartering expenses.
Our chartering expenses are principally driven by a combination of three factors: market charter rates, changes in
the size and composition of our fleet and the time at which and duration for which a given charter rate is set. Ship
charter rates have historically fluctuated significantly. We generally seek to own or charter on a long-term basis
strategic vessels, i.e., larger (post-Panamax) or specially designed vessels, which are difficult to obtain at cost-
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effective rates in the charter market, and to charter on a short-term basis our smaller vessels, i.e., with capacity
exceeding 5,000 TEU or less, which are more readily available. As of June 30, 2017, we chartered 331 vessels,
or 59% of our fleet by capacity, of which we chartered 53 vessels with a remaining charter duration of more than
five years, or 23% of our fleet by capacity, 46 vessels with charter duration of less than five years and more than
one year, or 10% of our fleet by capacity, and 232 vessels with a remaining charter duration of less than one year,
or 26% of our fleet by capacity, and owned or had under finance lease or equivalent arrangements 131 vessels, or
41% of our fleet by capacity. We do not incur additional costs for crew provisioning, maintenance, repair or hull
insurance with respect to vessels we charter. Chartering expenses do not include the costs of our owned vessels.
In certain circumstances, we purchase slots on vessels of other carriers in order to establish a line where we are
not present and where we do not believe it is cost-effective to deploy our own vessels. We generally do not
purchase more than approximately 500 TEU per scheduled sailing, as we believe that above this volume level it
is likely to be cost-effective to deploy our own vessel.

Handling and stevedoring. Handling and stevedoring expenses, which are charges by terminal operators
for the loading and unloading of containers and related services, represented 23.2%, 25.3%, 27.9% and 25.3% of
our consolidated revenue in 2014, 2015, 2016 and the six-month period ended June 30, 2017, respectively.

We contract stevedoring services principally from third-parties. We generally hire these services under
two-to three-year contracts on a port-by-port basis. Where possible, we attempt to lower stevedoring costs per
TEU by negotiating volume discounts, by leveraging our size in our negotiations with port service providers and
by increasingly utilizing 40 and 45-foot containers. These larger containers permit us to ship cargo with fewer
container movements, resulting in lower stevedoring expenses.

Inland and feeder transportation. Inland and feeder transportation expenses relate to on-carriage or pre-
carriage of full containers loaded on our vessels. Containers can be loaded on trucks, barges or rail. Inland and
feeder transportation expenses represented 10.8%, 12.1%, 13.7% and 13.2% of our consolidated revenue in 2014,
2015, 2016 and the six-month period ended June 30, 2017, respectively.

Port and canal. Port and canal expenses consist of charges we pay to ports, on a per-call basis, for a
variety of services, including: berthing, tug services, sanitary services and utilities, and payments made to canal
operators, on a per-passage basis, for use of the canal. Canal expenses are primarily attributable to passages
through the Suez Canal and the Panama Canal. Port and canal expenses represented 7.1%, 7.5%, 7.5% and 6.0%
of our consolidated revenue in 2014, 2015, 2016 and the six-month period ended June 30, 2017, respectively.

Container rentals and other logistic expenses. These expenses relate mainly to the cost of our fleet of
containers and include such items as container and chassis rental, container and chassis maintenance and repairs
as well handling in depots, empty container transportation and storage. Container rentals and other logistic
expenses represented 7.7%, 8.3%, 9.5% and 8.8% of our consolidated revenue in 2014, 2015, 2016 and the six-
month period ended June 30, 2017, respectively.

Employee benefits. Employee benefits expenses consist of the salaries and other employee benefits,
including social security payments, of our administrative personnel, our navigating staff, the personnel of our
consolidated shipping agencies and stevedores at our port terminal operations. Employee benefits represented
7.2%, 7.4%, 9.4% and 8.2% of our consolidated revenue in 2014, 2015, 2016 and the six-month period ended
June 30, 2017, respectively. Our employee benefit costs related to our owned vessels that are staffed by French
officers and French crew are generally higher than our personnel costs related to vessels where we hire officers
and crew from a third-party employment agency. Our employee benefits do not include the costs of the crew of
our chartered vessels as those crew are provided for by the chartering party and their resulting costs included in
the charter rates.

General and administrative expenses. General and administrative expenses other than employee benefits
include third party agency and forwarder commissions, auditor fees, legal, consultancy, IT and other professional
services, rental and non-operating lease expenses, other taxes, communication costs, insurance and other
miscellaneous costs. General and administrative expenses other than employee benefits represented 3.6%, 3.6%,
3.7% and 3.1% of our consolidated revenue in 2014, 2015, 2016 and the six-month period ended June 30, 2017,
respectively.

Other Expenses

Amortization of NPV benefit related to assets. We frequently use capital lease financings to acquire our
vessels. We record any ship leased pursuant to these financings at its cost as of the date of purchase as an asset on
our consolidated balance sheet. The net present value of future lease payments due to the lessor under the lease
agreement with respect to such ship is recorded as a liability on our consolidated balance sheet under “Financial
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debt.” Several of our subsidiaries have entered into capital lease financing structures designed to take advantage
of certain benefits under the tax laws of the United Kingdom, France or Singapore. Under these leveraged tax
leases, a tax benefit is granted to the lessor, but also passed on in part by the lessor to our subsidiaries that are
parties to the lease agreements, either at inception, or over the lease term through lower lease payments, or at the
end of the lease term through the recovery of a cash amount (or a more favorable final purchase price). In such
cases, we recognize the tax benefits as follows:

e when we receive a tax benefit from such financings either upfront or through lower lease payments,
the excess of the amount recorded as an asset with respect to the ship to which these payments relate
over the net present value of the corresponding lease payments is recorded as a liability on our
balance sheet under the heading “Deferred income” (allocated between current and non-current
portion depending on twelve month maturity). This benefit is then credited to the consolidated
statement of profit & loss on a vessel-by-vessel basis over the tax financing period, which ranges
from 5 to 8 years, under the heading “NPV benefit related to assets”. This income is presented within
EBIT because we consider this benefit as, in effect, a reduction of the operational running cost of
the vessel; and

e when we benefit from the tax advantage at the end of the lease term, a financial asset is recognized
within “Other financial assets” progressively over the tax financing period and the corresponding
income is recorded under the heading “NPV benefit related to assets.”

The lease payments we make to the lessor with respect to a ship are recorded according to the character
of the payment. Principal payments on capital leases are recorded as a cash outflow on our cash flow statement
under the heading “Principal repayments on finance leases.” Interest payments on capital leases are recorded as
a cash expense item on our income statement and allocated under the heading “Interest expense on borrowings.”

Cost of borrowings net of interest income on cash and cash equivalents. Cost of borrowings net of
interest income on cash and cash equivalents includes interest expense on borrowings and interest income on cash
and cash equivalents.

Other net financial items. Other financial items consist of changes in the fair value of derivative
instruments that do not qualify for hedge accounting, changes in fair value of securities and foreign currency
exchange gains and losses on financial debt as well as restructuring fees paid to our banks.

Income tax. We are subject to the French tonnage-based taxation scheme (the “tonnage tax regime”)
pursuant to Article 209-0 B of the French Tax Code. Comparable tax regimes exist in several other European
countries. The French regime was approved by the European Commission on May 13, 2003. For French corporate
income tax purposes, our taxable income in respect of our container shipping activities is calculated by reference
to the net tonnage of our operated container vessels (subject to the application of some specific adjustments),
irrespective of actual income earned, as long as at least 75% of our turnover is derived from the operation of our
vessels while our taxable income in respect of our other operations is determined as per standard French corporate
income tax rules. We made an initial election in 2004 to participate in this regime. The election is made for an
irrevocable ten-year period and is renewable at the term of such period. We reelected to participate in the tonnage
tax regime in 2013. In order to remain within the tonnage tax regime, the vessels we operate must be strategically
and commercially managed in France pursuant to the FTA guidelines (BOI-IS-BASE-60-40-10, § 170). In
addition, these vessels must be (i) owned, jointly owned or leased by the company (with the exception of vessels
that we bareboat chartered to non-related companies or to related companies that have not opted for the tonnage
tax regime) or (ii) bareboat or time chartered by us. Moreover, we had to commit ourselves to increasing or at
least maintaining under flags of EU Member States a specified proportion of tonnage. Should we fail to respect
that last requirement, we will have to exclude from the tonnage tax regime the proportion of the non-EU flagged
vessels we operate that cause us to fall below the minimum, save for the application of an exception. More
generally, failure to comply with the other requirements of the tonnage tax regime may result in this regime being
terminated, in which case we would have to add-back to our taxable income of the fiscal year during which the
regime is so terminated an amount equal to the sum of our taxable incomes (before any adjustment) of the previous
fiscal years determined as per the tonnage tax regime rules.

In 2013, the European Commission opened an in-depth investigation to examine whether French rules
giving favorable tax benefits to certain vessels sailing under non-EU flags would run against the objectives of EU
maritime transport policy. The Commission closed this investigation on February 4, 2015 after the Second
Amending Finance Law for 2014 introduced a threshold to ensure that French tonnage tax payers flag at least 25%
of their tonnage in the EEA. This new 25% threshold applies to companies who have opted for the tonnage tax
regime in respect of a financial year ending since November 27, 2014. The threshold is appraised at tax group
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level, if the companies have elected to such regime. Since we reelected to participate in the tonnage tax regime in
2013, such threshold will not apply until the next reelection.
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Six-month period ended June 30, 2017 compared with six-month period ended June 30, 2016

Revenue

The components of revenue during the periods under review are set out below:

For the six-month period ended June 30,

2016 2017
CMA CGM CMA CGM
Standalone NOL Contribution Consolidated Standalone NOL Contribution Consolidated
($ millions) Percentage ($ millions) Percentage Percentage" ($ millions) Percentage' ($ millions) Percentage " ($ millions) Percentage"”

Container
shipping....... 6,524.7 91.7% 171.8 2.4% 94.1% 7,266.7 68.8% 2,559.8 24.2% 9,826.5 93.1%
Other
activities ...... 401.0 5.6% 19.3 0.3% 5.9% 514.4 4.9% 218.7 2.1% 733.1 6.9%
Reconciling
items &
eliminations.  (179.4) n/a - n/a n/a (297.4) n/a (93.0) n/a (390.4) n/a
Total
revenue....... 6,746.3 94.8% 191.1 2.7% 97.5% 7,483.7 70.9% 2,685.6 25.4% 10,169.3 96.3%

(1) Expressed as a percentage of total consolidated revenue excluding reconciling items and eliminations (as set forth in Note 4.1 to the CMA CGM Unaudited

Interim Condensed Consolidated Financial Statements).

Consolidated revenue increased by $3,231.8 million, or 46.6%, from $6,937.4 million for the six-month
period ended June 30, 2016 to $10,169.3 million for the six-month period ended June 30, 2017, primarily
reflecting the impact of the NOL Acquisition, which contributed $2,685.6 million to consolidated revenue in the
first half of 2017 (compared to $191.1 million in the first half of 2016), as well as to the $238.0 million increase
in revenues as a result of slot purchases by our partners in the Ocean Alliance (see “—Operational Alliances™).
Excluding the contribution from NOL, CMA CGM standalone revenue increased by $737.4 million, or 10.9%,
from $6,746.3 million for the six-month period ended June 30, 2016 to $7,483.7 million for the six-month period
ended June 30, 2017.

Container shipping revenue

Consolidated. Consolidated container shipping revenue increased by $3,130.0 million, or 46.7%, from
$6,696.5 million in the first half of 2016 (94.1% of consolidated revenues excluding reconciling items and
eliminations) to $9,826.5 million in the first half of 2017 (93.1% of consolidated revenues excluding reconciling
items and eliminations). The increase primarily reflected a 34.2%, or 2,304 thousand TEU, increase in
consolidated container shipping volumes compared to the first half of 2016, which was driven by the NOL
Acquisition. The increase in volumes at the consolidated level was driven primarily by a 2,105 thousand TEU, or
52.3%, increase in volumes loaded on our East-West lines and a 198 thousand TEU, or 7.3%, increase in volumes
loaded on our North-South lines. NOL contributed 2,441 thousand TEU of container shipping volumes in the first
half of 2017, compared to 219 thousand TEU from the NOL Acquisition Date to June 30, 2017. This increase in
volumes from the NOL Acquisition was mainly reflected in increased volumes on our Transpacific and Asia-Gulf
lines. Excluding NOL’s contribution, container shipping volumes increased by 1.2% on a CMA CGM standalone
basis during the period.

The positive effect of the increase in consolidated volumes was reinforced by a $92.8 per TEU, or 9.3%,
increase in average container shipping revenue per TEU, from $994.7 per TEU in the first half of 2016 to $1,087.5
per TEU in the first half of 2017. The increase in average container shipping revenue per TEU on a consolidated
basis primarily reflected a 10.0% increase in average container shipping revenue per TEU for CMA CGM on a
standalone basis. The extent of the increase in average container revenue per TEU was partially offset by the effect
of consolidating NOL, which had lower average revenue per TEU than CMA CGM on a standalone basis
($1,101.9 million per TEU for CMA CGM on a standalone basis compared to $1,048.7 million per TEU for NOL
in the first half of 2017). The lower average revenue per TEU for NOL reflects its lower level of diversification
in terms of the geographical mix of its lines and services (including its higher proportion of volumes from the
Inter-Asia Trades, which typically have relatively lower average freight rates per TEU).

CMA CGM Standalone. On a standalone basis excluding the $171.8 million and $2,559.8 million of
container shipping revenue contributed by NOL in the first half of 2016 and the first half of 2017, respectively,
CMA CGM container shipping revenue increased by $742.0 million, or 11.4%, from $6,524.7 million in the first
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half of 2016 to $7,266.7 million in the first half of 2017. The increase in CMA CGM standalone container shipping
revenue reflects the impact of higher standalone average container shipping revenue per TEU, as well as a slight
increase in standalone transported volumes. Standalone average container shipping revenue per TEU increased
by $100.5 per TEU, or 10.0%, from $1,001.3 per TEU in the first half of 2016 to $1,101.8 per TEU in the first
half of 2017, primarily as a result of a clear increase in average industry freight rates across all lines compared to
the low levels experienced in 2016, in particular our Asia-Europe and Mediterranean lines, a positive effect from
renegotiation of certain contracts in the U.S. and our continued cargo selection efforts. Standalone container
shipping volumes also increased by 79 thousand TEU, or 1.2%, from 6,516 thousand TEU in the first half of 2016
to 6,595 thousand TEU in the first half of 2017. The increase was driven in particular by strong growth of our
Asia-Europe, Latin America including West Indies & Guyana, Africa and Intraregional lines, which was offset
by reductions in standalone volumes on the Asia-Gulf, Transpacific and Indian Ocean lines due to cargo selection
efforts focusing on the most profitable transported volumes, as well as by a decline in our feedering activities as
a result of the strategic decision to outsource certain feedering activities to third parties.

Other activities revenue

Other activities revenue increased by 74.4%, or $312.8 million, from $420.3 million in the first half of
2016 to $733.1 million in the first half of 2017. Of this amount, NOL accounted for $19.3 million from the NOL
Acquisition Date to June 30, 2016 and $218.7 million in the first half of 2017, primarily corresponding to handling
and stevedoring revenues from the NOL terminals (see “Business—Operations—Terminals”). Excluding the
contribution from NOL, CMA CGM'’s standalone revenue from other activities increased by $113.4 million, or
28.3%, to $514.4 million in the first half of 2017. This increase on a CMA CGM standalone basis was primarily
due to an $81.0 million increase from changes in scope, primarily related to the revenues generated by our
terminals in Kingston and in La Réunion, as well as the increased revenues generated by our logistics subsidiaries.

Operating Expenses

Operating expenses during the periods under review are broken down as follows:

For the six-month period ended June 30,

2016 2017
CMA CGM CMA CGM
Standalone NOL Contribution Consolidated Standalone NOL Contribution Consolidated
Percentage Percentage of Percentage Percentage Percentage of
of NOL of of Percentage of
standalone contribution consolidated standalone contribution consolidated
(8 millions) revenue” (8 millions) to revenue' (8 millions) revenue" (8 millions) revenue” (8 millions) to revenue™ (8 millions) revenue"

Bunkers and
consumables...... 654.5 9.7% 20.1 10.5% 674.6 9.7% 921.3 12.3% 289.2 10.8% 1,210.5 11.9%
Chartering and
slot purchases ... 981.5 14.5% 9.8 5.1% 991.3 14.3% 1,095.1 14.6% 147.3 5.5% 1,242.4 12.2%
Handling  and
stevedoring........ 1,881.3 27.9% 51.5 26.9% 1,932.8 27.9% 1,836.3 24.5% 736.2 27.4% 2,572.5 25.3%
Inland and
feeder
transportation.... 908.5 13.5% 30.5 16.0% 938.9 13.5% 958.1 12.8% 381.0 14.2% 1,339.1 13.2%
Port and Canal .. 563.3 8.3% 12.2 6.4% 575.5 8.3% 513.8 6.9% 93.9 3.5% 607.7 6.0%
Container rentals
and other logistic
€XPenses ........... 642.6 9.5% 20.6 10.8% 663.2 9.6% 835.5 11.2% 59.8 2.2% 895.4 8.8%
Employee
benefits............. 627.3 9.3% 22.0 11.5% 649.3 9.4% 648.7 8.7% 183.6 6.8% 832.3 8.2%
General and
administrative
other than
employee
benefits............. 252.1 3.7% 224 11.7% 274.4 4.0% 267.2 3.6% 51.8 1.9% 319.0 3.1%
Additions to
provisions, net
of reversals and
impairment  of
inventories and
trade receivables 7.4 0.1% - 0.0% 7.4 0.1% (5.0) 0.1)% 4.1) (0.2)% 9.2) 0.1)%
Other exchange
losses/(gains),
Net oo 9.2 0.1% - 0.0% 9.2 0.1% (33.2) (0.4)% (11.7) (0.4)% (44.9) 0.4)%
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Other operating
expenses/(incom

¢), net 94.0 1.4% 8.0 4.2% 102.0 1.5% 85.5 1.1% 125.0 4.7% 210.5 2.1%

Operating
expenses........... 6,621.8 98.2% 197.0 103.1% 6,818.8 98.3% 7,123.3 95.2% 2,052.0 76.4% 9,175.4 90.2%

CMA CGM-
NOL

intercompany
operations n/a n/a n/a n/a n/a n/a (368.9) n/a 368.9 n/a - n/a

Total
consolidated
operating

€XPEnSes.......un.. 6,621.8  98.2% 197.0  103.1%  6,818.8 98.3% 6,754.4 90.2% 2,420.9 90.1% 9,175.4 90.2%

(1) As apercentage of consolidated revenue.

General

Total consolidated operating expenses excluding depreciation increased by $2,356.6 million, or 34.6%,
from $6,818.8 million in the first half of 2016 (98.3% of consolidated revenue) to $9,175.4 million in the first half
of 2017 (90.2% of consolidated revenue). The increase was driven primarily by the NOL Acquisition, which
contributed total consolidated operating expenses of $2,052.0 million in the first half of 2017, compared with
$197.0 million from the NOL Acquisition Date to June 30, 2016.

On a CMA CGM standalone basis, operating expenses increased by $501.5 million, or 7.6%, from
$6,621.8 million in the first half of 2016 to $7,123.3 million in the first half of 2017. The increase in operating
expenses for CMA CGM on a standalone basis was driven primarily by a $266.8 million, or 40.8%, increase in
bunkers and consumables, a $192.9 million, or 30.0%, increase in container rentals and other logistic expenses, a
$113.6 million, or 11.6%, increase in chartering expenses and slot purchases, a $49.7 million, or 5.5%, increase
in inland and feeder transportation, a $21.4 million, or 3.4%, increase in employee benefits and a $15.1 million,
or 6.0%, increase in general and administrative expenses. These increases were partially offset by a $49.5 million,
or 8.8%, decrease in port and canal expenses, a $45.0, or 2.4%, decrease in handling and stevedoring expenses, a
$42.4 million change in operating exchange gains from a loss of $9.2 million in the first half of 2016 to a gain of
$33.2 million in the first half of 2017, and to a lesser extent by decreases in expenses related to additions to
provisions, net of reversals and impairment of inventories and trade receivables and other expenses. These effects
combined to produce a 6.3% decline in operating expenses per TEU carried for CMA CGM on a standalone basis.

Bunkers and consumables

Consolidated bunkers and consumables expenses increased by 79.4%, or $535.9 million, from $674.6
million in the first half of 2016 (9.7% of consolidated revenue) to $1,210.5 million in the first half of 2017 (11.9%
of consolidated revenue). The increase was driven primarily by NOL’s contribution of $289.2 million in bunkers
and consumables expenses in the first half of 2017, as compared to its $20.1 million contribution from the NOL
Acquisition Date to June 30, 2016, as well as a substantial increase in CMA CGM standalone bunkers and
consumables expenses relating primarily to substantially increased bunkering costs. CMA CGM standalone
bunkers and consumables expense increased by 40.8%, or $266.8 million, from $654.5 million in the first half of
2016 (9.7% of standalone revenue) to $921.3 million in the first half of 2017 (12.3% of standalone revenue).

Bunkering costs. On a consolidated basis, bunkering costs increased by $502.8 million, or 79.0%, from
$636.8 million in the first half of 2016 (9.2% of consolidated revenue) to $1,139.7 million (11.2% of consolidated
revenue) in the first half of 2017. NOL contributed $255.8 million in bunkering costs in the first half of 2017, as
compared to $17.6 million from the NOL Acquisition Date to June 30, 2016. Excluding the contribution of NOL
for both periods, CMA CGM standalone bunkering costs increased by $264.7 million, or 42.7%, from $619.2
million in the first half of 2016 (9.2% of standalone revenue) to $883.9 million in the first half of 2017 (11.8% of
standalone revenue). This increase was primarily driven by a 48.2%, or $99 per ton, increase in the average bunker
rate for CMA CGM on a standalone basis from $206 per ton in the first half of 2016 to $305 per ton in the first
half of 2017. This reflected the effect of the recovery of market prices for oil from the depressed prices at the
beginning of 2016. This increase was partially offset by a 111 thousand tons, or 3.7%, decrease in our standalone
consumption of bunker fuel from 3,006 thousand tons in the first half of 2016 to 2,895 thousand tons in the first
half of 2017. On a per-carried TEU basis, CMA CGM standalone bunker consumption decreased by 4.8% from
461kg per TEU in the first half of 2016 to 439kg per TEU in the first half of 2017, reflecting our deployment of
an increasingly fuel-efficient fleet and continuing initiatives to reduce bunker consumption.
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NOL’s contribution of $255.8 million in bunkering costs during the first half of 2017 reflected NOL
bunker consumption of 809 thousand tons at an average bunker rate of $316 per ton. This generated a consumption
per carried TEU of 332kg per TEU.

Consumables. On a consolidated basis, consumables expenses increased by $33.1 million, or 87.6%,
from $37.8 million in the first half of 2016 (0.5% of consolidated revenue) to $70.9 million in the first half of
2017 (0.7% of consolidated revenue). The increase in absolute terms was driven primarily by the increase in the
NOL contribution from $2.5 million in consumables expenses in the first half of 2016 to $33.4 million in
consumables expenses in the first half of 2017, as well as by the $2.1 million, or 6.1%, increase in CMA CGM
standalone consumables expenses to $37.4 million in the first half of 2017. The increase in CMA CGM standalone
consumables expenses primarily reflected the increase in prices of bunker-related consumables in connection with
the overall increase in bunker price.

Chartering and slot purchases

Consolidated chartering and slot purchases increased by $251.1 million, or 25.3%, from $991.3 million
in the first half of 2016 (14.3% of consolidated revenue) to $1,242.4 million in the first half of 2017 (12.2% of
consolidated revenue). The increase was driven primarily by the acquisition of NOL, which accounted for $147.3
million in chartering and slot purchases in the first half of 2017 and $9.8 million from the NOL Acquisition Date
to June 30, 2016. On a CMA CGM standalone basis, chartering and slot purchases increased by $113.6 million.

Chartering. On a consolidated basis, chartering expenses decreased by $91.7 million, or 10.9%, from
$844.8 million in the first half of 2016 (12.2% of consolidated revenue) to $753.1 million in the first half of 2017
(7.4% of consolidated revenue). NOL contributed $92.6 million in chartering expenses in the first half of 2017,
representing increased chartering costs following NOL’s sale and leaseback transactions with respect to 13 vessels,
as compared to $5.4 million from the NOL Acquisition Date to June 30, 2016. On a standalone basis excluding
the impact of NOL, CMA CGM’s chartering expenses decreased by $178.9 million, or 21.3%, from $839.4 million
in the first half of 2016 to $660.5 million in the first half of 2017. The decline on a CMA CGM standalone basis
was primarily driven by a $13 per TEU decrease in standalone charter rates in first half of 2017 as compared to
the first half of 2016, primarily due to lower market charter rates. This decrease was partially offset by:

e a 7.4% increase in the size of the standalone chartered fleet from 1,204 thousand TEU in the first
half of 2016 to 1,293 thousand TEU in the first half of 2017, in line with growth in volumes, partially
offset by the strategic reduction in our feeder activities, including the redelivery of 50 chartered
vessels under 1,700 TEUs that were used in such activities prior to their redelivery; and

e an $8 per TEU increase in the allocation effect corresponding to the suboptimal allocation of the
static capacity of our chartered fleet, mainly driven by changes in rotation durations or void sailings
due to line reorganization and our fleet deployment in connection with the Ocean Alliance.

Slot purchase. On a consolidated basis, slot purchase expenses increased by $342.8 million, or 234.0%,
from $146.5 million in the first half of 2016 (2.1% of consolidated revenue) to $489.3 million in the first half of
2017 (4.8% of consolidated revenue). This increase was driven primarily by the substantial increase in standalone
slot purchase costs in connection with the launch of Ocean Alliance in April 2017, as well as the impact of the
acquisition of NOL, which contributed $4.5 million in the first half of 2016 and $54.7 million in the first half of
2017. Excluding the impact of NOL, slot purchase expenses for CMA CGM on a standalone basis increased by
$292.6 million, or 206.0%, from $142.0 million in the first half of 2016 (2.1% of standalone revenue) to $434.6
million in the first half of 2017 (5.8% of standalone revenue). This increase was attributable in large part to the
difference in the accounting effect of the Ocean Alliance compared to the Ocean 3 alliance it replaced. Under the
Ocean Alliance, when we purchase slots on our partners’ vessels we recognize a corresponding slot purchase
expense, and when our partners purchase slots on our vessels we recognize corresponding revenue. In contrast,
the Ocean 3 alliance functioned as a vessel sharing alliance, in which members exchanged slots without
recognizing corresponding expenses or revenues except in the event of an imbalance in the numbers of slots used
and provided by a partner. During the second quarter of 2017, which was the first quarter of operations for the
Ocean Alliance, we recorded $238.0 million of container shipping revenues from slot sales to our Ocean Alliance
partners and a corresponding (although marginally larger, due to quarterly cut-off effects) gross expense for the
slots we purchased on our partners’ vessels. The final revenues and costs generated by the Ocean Alliance for a
given period will depend on the actual number of slots used by each member compared to its initial entitlement,
which may vary somewhat from period to period. Over time, however, the additional revenues and expenses from
the Ocean Alliance are intended to be approximately equivalent and offset. See “—Operational Alliances.”
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Handling and stevedoring

On a consolidated basis, handling and stevedoring increased by $639.7 million, or 33.1%, from $1,932.8
million in the first half of 2016 (27.9% of consolidated revenue) to $2,572.5 million in the first half of 2017 (25.3%
of consolidated revenue). The increase primarily reflects the impact of the acquisition of NOL, which contributed
$51.5 million in handling and stevedoring expenses from the NOL Acquisition Date to June 30, 2016 and $736.2
million in the first half of 2017. This increase more than offset a $45.0 million, or 2.4%, decrease in CMA CGM
handling and stevedoring expenses on a standalone basis, from $1,881.3 million in the first half of 2016 (27.9%
of standalone revenue) to $1,836.3 million in the first half of 2017 (24.5% of standalone revenue).

The decline in handling and stevedoring expenses for CMA CGM on a standalone basis was primarily
due to:

e ashift in the terminals used for certain of our Transpacific lines, in particular the Pearl River Express
line between China and the west coast of the United States that formerly made berth at third-party
terminals in Los Angeles and switched to making berth at the GGS terminal that we acquired in
connection with the NOL Acquisition; this resulted in a $6 per TEU decrease in handling and
stevedoring expenses in the first half of 2017 as compared to the first half of 2016;

e adecrease in extra costs (accounting for a $3 per TEU decrease in handling and stevedoring expenses
in the first half of 2017 as compared to the first half of 2016), which was driven in part by one-off
expenses related to strikes and delays in U.S. ports during the first half of 2016;

e the effect of beneficial changes in exchange rates, in particular the exchange rate between the U.S.
dollar and the Chinese Yuan, which collectively accounted for a $2 per TEU decrease in handling
and stevedoring expenses between the first half of 2016 and the first half of 2017; and

e a decrease in average handling and stevedoring prices (accounting for a $4 per TEU decrease
between the first half of 2016 and the first half of 2017), primarily as a result of our transfer of
certain stevedoring costs to feedering companies in connection with our outsourcing of certain
feedering activities, as well as the increase in our volumes in certain lower-cost jurisdictions in Asia
and India and the decrease in our volumes in higher-cost areas such as North America.

On a CMA CGM standalone basis, stevedoring of full containers decreased by 5.3%, or $84.1 million,
from $1,577.1 million in the first half of 2016 to $1,492.9 million in the first half of 2017, while stevedoring of
empty containers increased by 12.8%, or $39.1 million, from $304.3 million in the first half of 2016 to $343.3
million in the first half of 2017.

Inland and feeder transportation

Inland and feeder transportation expenses increased by $400.2 million, or 42.6%, from $938.9 million in
the first half of 2016 (13.5% of consolidated revenue) to $1,339.1 million in the first half of 2017 (13.2% of
consolidated revenue), primarily as a result of the NOL Acquisition. The operations of NOL generated $381.0
million in inland and feeder transportation expenses in the first half of 2017, as compared to $30.5 million from
the NOL Acquisition Date to June 30, 2016. On a standalone basis excluding the contribution of NOL, inland and
feeder transportation expenses increased by $49.7 million, or 5.5%, to $958.1 million in the first half of 2017
(12.8% of standalone revenue). This increase was primarily due to an increase in costs for third party feeders in
connection with the strategic decision to outsource certain feedering activities, which generated a $11 per TEU
increase between the first half of 2016 and the first half of 2017, partially offset by a reduction in tariffs following
contract renegotiations with vendors.

Port and canal

Port and canal expenses increased by $32.2 million, or 5.6%, from $575.5 million in the first half of 2016
(8.3% of consolidated revenue) to $607.7 million in the first half of 2017 (6.0% of consolidated revenue). NOL
accounted for $93.9 million in port and canal expenses in the first half of 2017, as compared to $12.2 million from
the NOL Acquisition Date to June 30, 2016. On a standalone basis excluding the contribution of NOL, port and
canal expenses decreased by $49.5 million, or 8.8%, from $563.3 million in the first half of 2016 (8.4% of
standalone revenue) to $513.8 million in the first half of 2017 (6.9% of standalone revenue). The decline on a
standalone basis primarily reflects:

e a $30.5 million, or 8.9%, decrease in standalone port costs from $340.7 million in the first half of
2016 to $310.2 million in the first half of 2017, which was mainly attributable to (i) a decrease in
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total port calls due to the reduction in our feedering activities and (ii) a positive vessel mix effect
driven by the increase in our average vessel size, including the effect of our use of newer extra-large
vessels, which reduced our number of separate port calls; and

e a$19.0 million, or 8.6%, decrease in standalone canal expenses from $222.6 million in the first half
0f 2016 to $203.6 million in the first half of 2017, which was primarily attributable to a decrease in
our feedering activities (including, e.g., limiting our use of the Kiel canal in Germany) and the
optimization of our lines, which helped us to reduce our use of the Panama Canal.

Container rentals and other logistic expenses

Our consolidated container rentals and other logistic expenses increased by $232.2 million, or 35.0%,
from $663.2 million in the first half of 2016 (9.6% of consolidated revenue) to $895.4 million in first half of 2017
(8.8% of consolidated revenue). NOL generated container rentals and other logistic expenses of $59.8 million in
the first half of 2017, as compared to $20.6 million from the NOL Acquisition Date to June 30, 2016. On a
standalone basis excluding the contribution of NOL, container rentals and other logistic expenses increased by
$192.9 million, or 30.0%, from $642.6 million in the first half of 2016 (9.5% of standalone revenue) to $835.5
million in the first half of 2017 (11.2% of standalone revenue). The increase on a standalone basis primarily
reflected the transfer of most of NOL’s logistics contracts to CMA CGM, which drove:

e a$94.9 million, or 27.9%, increase in standalone expenses for rental of containers and chassis, from
$339.9 million in the first half of 2016 to $434.8 million in the first half of 2017; this increase
resulted mainly from the new expenses related to the rental of NOL containers following the sale &
lease back operations realized during the third quarter of 2016 (see “Liquidity and Capital
Resources—Net cash (used for)/ provided by investing activities™); and

e a $23.7 million, or 43.5%, increase in standalone expenses for container maintenance and repairs
from $54.6 million in the first half of 2016 to $78.3 million in the first half of 2017 and a $74.2
million, or 29.9%, increase in handling in standalone expenses for depots, empty container
transportation and storage, from $248.2 million in the first half of 2016 to $322.4 million in the first
half of 2017, in each case primarily due to the increase in the overall size of our container fleet and
the increase in the proportion of our fleet composed of reefer containers.

Employee benefits

Employee benefits expenses on a consolidated basis increased by $183.0 million, or 28.2%, from $649.3
million in the first half of 2016 (9.4% of consolidated revenue) to $832.3 million in the first half of 2017 (8.2%
of consolidated revenue). NOL generated $22.0 million in employee benefits expenses from the NOL Acquisition
Date to June 30, 2016 and $183.6 million of such expenses in the first half of 2017. On a standalone basis
excluding the contribution of NOL, employee benefits expenses increased by $21.4 million, or 3.4%, from $627.3
million in the first half of 2016 (9.3% of standalone revenue) to $648.7 million in the first half of 2017 (8.7% of
standalone revenue).

General and administrative expenses

Consolidated general and administrative expenses other than employee benefits increased by $44.6
million, or 16.3%, from $274.4 million in the first half of 2016 (4.0% of consolidated revenue) to $319.0 million
in the first half of 2017 (3.1% of consolidated revenue). This increase was primarily due to the $51.8 million in
general and administrative expenses generated by NOL in the first half of 2017, an increase from the contribution
of $22.4 million from the NOL Acquisition Date to June 30, 2016. On a standalone basis excluding the
contribution of NOL, general and administrative expenses increased by $15.1 million, or 6.0%, from $252.1
million in the first half of 2016 (3.7% of standalone revenue) to $267.2 million in the first half of 2017 (3.6% of
standalone revenue).

The increase in standalone general and administrative expenses was driven by a $12.2 million increase
in fees, from $62.5 million for the first half of 2016 to $74.7 million for the first half of 2017, mainly resulting
from IT expenses, and an $18.3 million increase in other expenses, from $71.2 million for the first half of 2016 to
$89.5 million for the first half of 2017. The increase in other expenses was mainly due to the creation of a general
and administrative crewing account previously recorded in employee benefits. Other expenses mainly consisted
of communication expenses, real estate rentals, bank expenses, taxes not related to income and fines and penalties.

The effect of these increases was partially offset by lower commissions, which decreased by $13.9
million from $85.7 million in the first half of 2016 to $71.8 million in the first half of 2017, reflecting the increased
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proportion of our agency network under our control and a corresponding decrease in our use of third party agents.
We also recognized a slight decrease in our insurance expenses, which decreased by $1.6 million to $31.2 million
in the first half of 2017.

Additions to provisions, net of reversals and impairment of inventories and trade receivables

Additions to provisions, net of reversals and impairment of inventories and trade receivables represented
a net loss of $7.4 million in the first half of 2016 and a net gain of $9.2 million in the first half of 2017. NOL
made no contribution to this line item in the first half of 2016, but had a positive net contribution of $4.1 million
in the first half of 2017. On a standalone basis, CMA CGM recognized a net gain of $5.1 million from additions
to provisions, net of reversals and impairment of inventories and trade receivables in the first half of 2017.

Operating exchange gains/(losses), net

Operating exchange gains/(losses) amounted to a gain of $44.9 million in the first half of 2017, compared
to a net loss of $9.2 million in the first half of 2016. NOL generated a gain of $11.7 million in the first half of
2017 after making no contribution to this line item in the first half of 2016. Excluding the gain from NOL,
operating exchange gains/(losses) of CMA CGM on a standalone basis amounted to a net gain of $33.2 million in
the first half of 2017 (0.4% of standalone revenue) compared to a net loss of $9.2 million in the first half of 2016
(-0.1% of standalone revenue). The improvement was primarily due to the positive impact of currency fluctuations,
in particular the appreciation of the euro against the U.S. dollar, on our working capital.

Other operating expenses

Other operating expenses increased by $108.5 million, or 106.3%, from a loss of $102.0 million in the
first half of 2016 to a loss of $210.5 million in the first half of 2017, primarily due to the increase in NOL’s
contribution to other operating expenses from $8.0 million in the first half of 2016 to $125.0 million in the first
half of 2017. On a standalone basis excluding the contribution of NOL, other operating expenses decreased by
$8.5 million, or 9.0%, from $94.0 million in the first half of 2016 (1.4% of standalone revenue) to $85.5 million
in the first half of 2017 (1.1% of standalone revenue).

EBITDA before gains on disposal of property and equipment and subsidiaries

Reflecting the above-mentioned items, EBITDA before gains on disposal of property and equipment and
subsidiaries increased by $875.3 million from $118.6 million in the first half of 2016 (1.7% of consolidated
revenue) to $993.9 million in the first half of 2017 (9.8% of consolidated revenue). NOL made a negative
contribution of $5.9 million in the first half of 2016 and positive contribution of $264.6 million in the first half of
2017. On a standalone basis excluding the contribution from NOL, this line item increased by $604.7 million from
$124.6 million in the first half of 2016 (1.8% of standalone revenue) to $729.3 million in the first half of 2017
(9.7% of standalone revenue).

Gains on disposal of property and equipment and subsidiaries

Gains and losses on disposal of property and equipment and subsidiaries generated a net gain of $10.8
million in the first half of 2017, as compared to a net gain of $5.2 million in the first half of 2016. This
improvement was primarily due to the $7.1 million contribution from NOL in the first half of 2017, primarily
resulting from vessel scrapping transactions. On a standalone basis excluding the contribution of NOL, this line
item decreased by $1.5 million from a net gain of $5.2 million in the first half of 2016 to a net gain of $3.7 million
in the first half of 2017.

Depreciation and amortization of non-current assets

Depreciation and amortization of non-current assets increased by $77.0 million, or 33.9%, from $226.9
million in the first half of 2016 to $303.9 million in the first half of 2017. The increase mainly reflects $78.9
million in depreciation and amortization charges attributable to NOL in the first half of 2017, an increase from
$8.9 million in depreciation and amortization charges attributable to NOL from the NOL Acquisition Date to June
30, 2016. On a standalone basis excluding the contribution of NOL, depreciation and amortization of non-current
assets increased by $7.0 million, or 3.2%, from $218.0 million in the first half of 2016 (3.2% of standalone revenue)
to $225.0 million in the first half of 2017 (3.0% of standalone revenue). The increase in CMA CGM standalone
depreciation and amortization of non-current assets was primarily driven by higher depreciation of vessels, which
increased by $14.0 million from $150.2 million in the first half of 2016 to $164.1 million in the first half of 2017.
This increase was partially offset by lower depreciation of software, handling equipment and real estate, which
decreased by $5.5 million from $48.3 million in the first half of 2016 to $42.8 million in the first half of 2017,
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primarily due to certain historical IT equipment reaching full depreciation, and to a lesser extent by the $1.4
million decrease in depreciation of containers, from $19.6 million in the first half of 2016 to $18.1 million in the
first half of 2017.

Other income and expenses

Other income or expense generated a net expense of $16.3 million in the first half of 2016 compared to
a net expense of $2.8 million in the first half of 2017. NOL did not contribute any other income or expenses to
this line item during either period.

Net Present Value (NPV) benefit related to assets financed by tax lease

The NPV benefit related to assets financed by tax lease decreased by $0.2 million from $23.2 million in
the first half of 2016 to $23.0 million in the first half of 2017, of which $6.2 million was attributable to NOL.
Excluding the contribution of NOL, NPV benefit related to assets financed by tax lease decreased by $6.4 million,
or 27.9%, from $23.2 million in the first half of 2016 to $16.8 million in the first half of 2017. The lower NPV
benefit in the first half of 2017 reflects the smaller number of vessels financed under these arrangements in the
first half of 2017 following the exercise of purchase options on certain vessels.

Share of profit/(loss) of associates and joint ventures

Share of profit/(loss) of associates and joint ventures increased by $3.8 million from a net profit of $7.5
million in the first half of 2016 to a net profit of $11.3 million in the first half of 2017. Excluding a $0.4 million
net loss attributable to NOL in the first half of 2016 and the $1.0 million net gain attributable to NOL in the first
half of 2017, respectively, share of profit/(loss) of associates and joint ventures amounted to a net gain of $10.3
million in the first half of 2017, an increase of $2.4 million. compared to the first half of 2016.

EBIT

As a result of the factors described above, our EBIT increased by $820.9 million from a negative EBIT
of $88.6 million (1.3% of consolidated revenues) in the first half of 2016 to a positive EBIT of $732.3 million in
the first half of 2017 (7.2% of consolidated revenues). NOL accounted for negative EBIT of $15.3 million in the
first half of 2016 and positive EBIT of $200.0 million in the first half of 2017. Excluding the effect of NOL, EBIT
for CMA CGM on a standalone basis increased by $605.6 million to an positive EBIT of $532.3 million in the
first half of 2017 (7.1% of standalone revenues) from negative EBIT of $73.3 million in the first half of 2016.

Container shipping segment. Consolidated container shipping segment EBIT increased by $793.1 million
from a negative EBIT of $96.8 million in the first half of 2016 to a positive EBIT of $696.3 million in the first
half of 2017 (7.1% of segment revenue). NOL accounted for negative EBIT of $17.6 million in the first half of
2016 and positive EBIT of $197.1 million in the first half of 2017. The improvement on a consolidated basis was
driven primarily by a 9.3% increase in average container shipping revenue per TEU, a 34.2% increase in
transported volume and a 0.1% decrease in unit cost per TEU. On a standalone basis excluding NOL, container
shipping segment EBIT increased by $578.9 million to $499.7 million for the first half of 2017 (6.7% of standalone
segment revenues). The improvement in container shipping segment EBIT on a standalone basis was driven
primarily by the 11.4% increase in container shipping revenues and the 28.3% increase in other revenues, in each
case on a standalone basis. This increase in revenues was further supported by an 8.8% decrease in port and canal
expenses, a 2.4% decrease in handling and stevedoring expenses, a $42.4 million positive change in operating
exchange gains, and to a lesser extent by decreases in expenses related to additions to provisions, net of reversals
and impairment of inventories and trade receivables and other expenses. The positive impact of these increases in
revenues and declines in operating expenses was partially offset by a 40.8% increase in bunkers and consumables
expenses, a 30.0% increase in container rentals and other logistic expenses, a 11.6% increase in chartering
expenses and slot purchases, a 5.5% increase in inland and feeder transportation, a 3.4% increase in employee
benefits and a 6.0%, increase in general and administrative expenses.

Other activities. Consolidated other activities segment EBIT increased by $8.7 million from $19.3
million in the first half of 2016 (4.6% of segment revenue) to $28.0 million in the first half of 2017 (3.8% of
segment revenue). The consolidated figure in the first half of 2016 includes a positive EBIT contribution of $2.4
million attributable to NOL and the consolidated figure in the first half of 2017 includes a negative EBIT
contribution of $3.7 million attributable to NOL. On a standalone basis excluding the contribution of NOL, EBIT
increased by $14.8 million from $16.9 million in the first half of 2016 (4.2% of standalone segment revenue) to
$31.7 million in the first half of 2017 (6.2% of standalone segment revenue).
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Interest expense on borrowings net of interest income on cash and cash equivalents.

Interest expense on borrowings net of interest income on cash and cash equivalents increased by $94.3
million, or 75.0%, from $125.9 million in the first half of 2016 to $220.2 million in the first half of 2017. Interest
expenses on borrowings increased by $95.7 million, or 68.9%, from $138.8 million in the first half of 2016 to
$234.5 million in the first half of 2017, primarily reflecting the integration of NOL’s cost of borrowings since its
acquisition. The higher borrowing costs were partially offset by a $1.3 million, or 10.0%, increase in interest
income on cash and cash equivalents from $13.0 million in the first half of 2016 to $14.3 million in the first half
of2017.

Other net financial items.

Other net financial items represented a loss of $162.6 million in the first half of 2017, a negative change
of $205.5 million from a gain of $42.9 million in the first half of 2016. The change from a net gain to a net loss
primarily reflected:

e a$146.4 million increase in net foreign currency expenses from $2.2 million in the first half of 2016
to $148.6 million in the first half of 2017; in both six-month periods, this resulted mainly from the
negative impact of the appreciation of the euro on the euro-denominated portion of our debts; in the
first half of 2017, the loss was also partly explained by the revaluation of certain NOL debts
denominated in Singapore dollars and the negative impact of the evolution of the pound sterling on
the financing arrangements of our United Kingdom subsidiaries;

e 2 $19.3 million negative change in the settlement and change in fair value of derivative instruments
that do not qualify to hedge accounting from a gain of $11.0 million in the first half of 2016 to a loss
of $8.3 million in the first half of 2017, mainly reflecting the effect of credit risk on the valuation of
our portfolio of derivatives; and

e a $39.8 million increase in net other financial expenses net from a gain of $34.1 million in the first
half of 2016 to a loss of $5.7 million in the first half of 2017.

Financial Result

As a result of the factors described above, the net financial charge increased by $299.9 million from a
net charge of $82.9 million in the first half of 2016 to a net charge of $382.8 million in the first half of 2017. This
included a $1.1 million net charge attributable to NOL in the first half of 2016 and a $82.0 million net charge
attributable to NOL in the first half of 2017. On a standalone basis excluding the contribution of NOL, the net
financial charge increased by $218.8 million from a charge of $81.9 million in the first half of 2016 to a charge
0f $300.7 million in the first half of 2017.

Income tax

Income tax expense decreased by $16.2 million, or 35.4%, from $45.7 million in the first half of 2016 to
$29.5 million in the first half of 2017. The consolidated decrease resulted from a $8.5 million decrease in current
income tax from $46.6 million in the first half of 2016 to $38.1 million in the first half of 2017 and a $7.7 million
increase in deferred tax income, from $0.8 million in the first half of 2016 to $8.6 million in the first half of 2017.
These changes primarily reflected the recognition of certain U.S. foreign tax credits claimed February 2017. These
tax credits had historically been deducted from the taxable basis by one of our U.S. subsidiaries, but in the first
half of 2017 they were fully recognized as deferred tax assets based on managements’ expectations for the
subsidiary’s future financial performance. Excluding the contribution of NOL, income tax for CMA CGM on a
standalone basis decreased by $13.8 million, or 33.6%, to $27.3 million in the first half of 2017 (0.4% of
standalone revenues).

Profit / (loss) for the period

As a consequence of the above items, profit / (loss) for the period increased by $537.2 million from a net
loss of $217.3 million in the first half of 2016 to a net profit of $319.9 million in the first half of 2017. Of the net
loss in the first half of 2016, $21.0 million was attributable to NOL; of the net profit in 2017, $115.8 million was
attributable to NOL. Excluding the contribution of NOL, the net profit of CMA CGM on a standalone basis
increased by $400.4 million from a net loss of $196.3 million in the first half of 2016 to a net profit of $204.1
million in the first half of 2017.
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Non-controlling interests

Non-controlling interests increased by $3.2 million from $11.1 million in the first half of 2016, including
a negative contribution of $1.4 million attributable to NOL, to $14.3 million in the first half of 2017, including a
positive contribution of $0.6 million attributable to NOL. Excluding the contribution of NOL, non-controlling
interests on a CMA CGM standalone basis increased by $1.2 million to $13.7 million in the first half of 2017.

Profit / (loss) for the period attributable to the owners of the parent company

Profit / (loss) for the period attributable to the owners of the parent company amounted to a net profit of
$305.6 million in the first half of 2017, an increase of $534.1 million from a net loss of $228.5 million in the first
half of 2016. Of the net loss in the first half of 2016, $19.7 million was attributable to NOL; of the net profit in
the first half of 2017, $115.2 million was attributable to NOL. Excluding the contribution of NOL, CMA CGM
standalone profit for the period attributable to owners of the parent company amounted to $190.4 million (2.5%
of standalone revenues) in the first half of 2017 compared to a net loss of $208.8 million (3.1% of standalone
revenues) in the first half of 2016.
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Year ended December 31, 2016 compared with year ended December 31, 2015
Revenue
The components of revenue during the periods under review are set out below:

For the year ended December 31,

2015 2016
CMA CGM
Consolidated Standalone NOL Contribution Consolidated

(8 millions) Percentage'’ ($ millions) Percentage'V ($ millions) Percentage!V ($ millions) Percentage')
Container shipping 15,241.7 95.0% 12,893.3 78.5% 2,479.8 15.1% 15,373.1 93.6%
Other activities ...... 804.5 5.0% 900.8 5.5% 145.2 0.9% 1,046.0 6.4%
Reconciling
items &
eliminations........... (372.1) n/a (428.2) n/a (13.6) n/a (441.8) n/a
Total revenue........ 15,674.1 97.7% 13,365.9 81.4% 2,611.4 16.0% 15,977.3 97.3%

(1) Expressed as a percentage of total consolidated revenue excluding reconciling items and eliminations (as set forth in Note 4.1 to the 2016 CMA
CGM Audited Consolidated Financial Statements).

Consolidated revenue increased by $303.1 million, or 1.9%, from $15,674.1 million in 2015 to $15,977.3
million in 2016, primarily reflecting the impact of the NOL Acquisition, which contributed $2,611.4 million to
consolidated revenue in 2016. Excluding the contribution from NOL, consolidated revenue for CMA CGM on a
standalone basis declined by $2,308.2 million, driven primarily by a $2,348.4 million, or 15.4%, decline in
container shipping revenue. The decline in standalone container shipping revenue was slightly offset by a $96.3
million, or 12.0%, increase in standalone revenue from other activities.

Container shipping revenue

Consolidated. Consolidated container shipping revenue increased by $131.4 million, or 0.9%, from
$15,241.7 million in 2015 to $15,373.1 million in 2016. The increase primarily reflects a 20.4% increase in
consolidated container shipping volumes due to the NOL Acquisition, the impact of which was more than offset
by a slight volume decline on a CMA CGM standalone basis. The increase in volumes at the consolidated level
was driven principally by a 25.3% increase in volumes loaded on our East-West lines and a 12.6% increase in
volumes loaded on our North-South lines in each case principally due to the NOL Acquisition and a 16.9%
increase in volumes loaded on our subsidiaries and regional lines. The increase in volumes from subsidiaries and
regional lines primarily reflects the contribution from NOL on Intra-Asia trades and the acquisition of OPDR.

The higher volumes more than offset the impact of a 16.2% decline in consolidated average container
shipping revenue per TEU. On a consolidated basis, the lower average container shipping revenue per TEU
reflected both the impact of a decline in the average revenue per TEU of CMA CGM on a standalone basis
compared to the prior year and the effect of consolidating NOL, which had lower average revenue per TEU than
CMA CGM on a standalone basis ($1,005 per TEU for CMA CGM on a standalone basis compared to $880 per
TEU for NOL). The lower average revenue per TEU for NOL reflects its lower diversification in terms of the
geographical mix of its lines and services (including its higher proportion of volumes from the Inter-Asia Trades,
which typically have relatively lower average freight rates per TEU).

CMA CGM Standalone. On a standalone basis excluding the $2,479.8 million of container shipping
revenue contributed by NOL in 2016, CMA CGM container shipping revenue declined by $2,348.4 million, or
15.4%, to $12,893.3 million in 2016 compared to $15,241.7 million in 2015. The decline of CMA CGM container
shipping revenue on a standalone basis was primarily due to:

e adecline in standalone volumes, which decreased by 171,000 TEU, or 1.3%, from 12,995,000 TEU
in 2015 to 12,824,000 TEU in 2016. This decline was primarily driven by reduced volumes on the
Asia-Europe and African lines, as well as a decline in our feedering activities as a result of our
capacity management and cargo selection policies targeting the most profitable trades, particularly
in the second half of the year; and

e lower average container shipping revenue per TEU, which decreased by $201 per TEU, or 16.6%,

for CMA CGM on a standalone basis, from $1,206.2 per TEU in 2015 to $1,005.5 per TEU in 2016.
The decline in revenue per TEU primarily reflects the effect of lower average industry spot freight
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rates, offset in part by cargo selection efforts in the second half of the year. The decrease during the
period was primarily driven by a strong decrease in the freight rates for our U.S. trades at the end of
2015, when many of our long term contracts were renegotiated and reflected these lower rates. The
second largest contributor to the decrease was our Asia-Europe trade routes due to a continuous
decline in freight rates on that trade during the year.

Other activities revenue

Other activities revenue increased by $241.5 million, or 30.0%, from $804.5 million in 2015 to $1,046.0
million in 2016. Of this amount, NOL accounted for $145.2 million in 2016, corresponding mostly to handling
and stevedoring revenue. Excluding the contribution from NOL, CMA CGM’s standalone revenue from other
activities increased by $96.3 million, or 12.0%, to $900.8 million. This increase on a CMA CGM standalone basis

was primarily due to the increase in terminal and intermodal revenues.

Operating Expenses

Operating expenses during the periods under review are broken down as follows:

Bunkers and
consumables.................
Chartering and slot
purchases...........cccc.....
Handling and
stevedoring ..................
Inland and feeder
transportation...............
Port and canal..............
Container rentals and
other logistic expenses.
Employee benefits........
General and
administrative other
than employee benefits
Additions to
provisions, net of
reversals and
impairment of
inventories and trade
receivables...........c.......
Other exchange
losses/(gains), net ........
Other operating
expenses/(income), net
Operating expenses....
CMA CGM-NOL
intercompany
operations ....................
Total consolidated
operating expenses.....

For the year ended December 31,

(1)  As apercentage of consolidated revenue.

General

2015 2016
CMA CGM
Consolidated Standalone NOL Contribution Consolidated

Percentage Percentage

Percentage of NOLg of ¢
of Standalone contribution consolidated

(8 millions) Percentage™ ($ millions) revenue'" ($ millions) to revenue" (8 millions) revenue'”
2,119.1 13.5% 1,411.9 10.6% 290.8 11.1% 1,702.7 10.7%
2,073.8 13.2% 1,875.0 14.0% 111.6 43%  1,986.6 12.4%
3,959.7 25.3% 3,594.6 26.9% 862.8 33.0% 4,457.4 27.9%
1,895.1 12.1% 1,794.5 13.4% 397.1 152%  2,191.6 13.7%
1,171.1 7.5% 1,069.8 8.0% 123.2 4.7%  1,193.0 7.5%
1,295.3 8.3% 1,359.9 10.2% 161.9 6.2%  1,521.8 9.5%
1,159.1 7.4% 1,242.8 9.3% 252.6 9.7%  1,4954 9.4%
571.5 3.6% 530.4 4.0% 65.4 2.5% 595.8 3.7%
17.1 0.1% 0.7 0.0% (13.6) (0.5)% (14.3) 0.1)%
(66.8) (0.4)% (36.9) 0.3% (1.0) (0.0)% (37.9) 0.2)%
225.6 1.4% 215.0 1.6% 1353 5.2% 350.3 2.2%
14,420.6 92.0%  13,056.2 97.7%  2,386.2 91.4% 15,4424 96.7%
-- - (135.6) 1.0% 135.6 5.2% - -

14,420.6 92.0% 12,920.6 96.7%  2,521.8 96.6% 15,442.4 96.7%

Consolidated operating expenses excluding depreciation increased by $1,021.7 million, or 7.1%, from
$14,420.7 million in 2015 (92.0% of revenue) to $15,442.4 million in 2016 (96.7% of revenue). The increase was
driven primarily by the NOL Acquisition, which contributed total operating expenses of $2,386.2 million, partially
offset by the elimination of CMA CGM — NOL intercompany transactions of $135.6 million.
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On a standalone basis, CMA CGM’s operating expenses declined by $1,500.1 million, or 10.4%, from
$14,420.6 million in 2015 (13.5% of standalone revenue) to $12,920.6 million in 2016 (10.6% of standalone
operating revenue). The decline in operating expenses for CMA CGM on a standalone basis was driven primarily
by a 33.4% decrease in bunkers and consumables, a 9.6% decrease in chartering expenses and slot purchases and
a 9.2% decrease in handling and stevedoring, and to a lesser extent by a 5.3% decrease in inland and feeder
transportation, a 8.6% decrease in port and canal expenses, a 7.2% decrease in general and administrative expenses
and a decrease in additions to provisions and allowances, exchange rate impact and other operating expenses.
These decreases were offset to a small extent by a 5.0% increase in logistic expenses and a 7.2% increase in
employee benefits. A significant portion of the reduction in costs for bunkers and consumables, chartering,
handling and stevedoring and logistics was attributable to our Agility cost savings program. These effects
combined to produce an 8.3% decline in operating expenses per TEU carried for CMA CGM on a standalone
basis.

Bunkers and consumables

Consolidated bunkers and consumables decreased by 19.6%, or $416.4 million, from $2,119.1 million
in 2015 (13.5% of revenue) to $1,702.7 million in 2016 (10.7% of revenue). The reduction was driven by a 33.4%
decrease in bunkers and consumables for CMA CGM on a standalone basis, which was partially offset by NOL’s
contribution of $290.8 million in bunkers and consumables expenses.

Bunkering costs. On a consolidated basis, bunkering costs decreased by $455 million, or 22.2%, from
$2,052.1 million in 2015 (13.1% of consolidated revenue) to $1,597.1 million (9.9% of consolidated revenue) in
2016. NOL contributed $251.5 million in bunkering costs in 2016. Excluding the contribution of NOL, bunkering
costs on a standalone basis decreased from $2,052.1 million in 2015 (13.1% of revenue) to $1,345.6 million in
2016 (10.1% of standalone revenue), a decrease of $706.5 million, or 34.4%. The CMA CGM standalone decrease
was primarily driven by:

e A 335,000 ton, or 5.4%, decrease in standalone consumption of bunker fuel from 6,218,000 tons in
2015 to 5,883,000 tons in 2016. On a per-carried-TEU basis, standalone bunker consumption
decreased by 4.1% from 478kg per TEU in 2015 to 459kg per TEU in 2016, reflecting our
improvements in fleet efficiency and continuing initiatives to reduce bunker consumption; and

e  The decrease in average bunker rate for CMA CGM on a standalone basis of $101 per ton, or 30.7%,
from $330 per ton in 2015 to $229 per ton in 2016.

NOL’s contribution of $251.5 million in bunkering costs reflected consumption of 1,000,000 tons of
bunker, corresponding to an average consumption per carried TEU of 355 kg/TEU, at an average bunker rate of
$252 per ton.

Consumables. On a consolidated basis, consumables expenses increased by $38.6 million, or 57.6%,
from $67.0 million in 2015 (0.4% of consolidated revenue) to $105.6 million in 2016 (0.7% of consolidated
revenue), driven primarily by a $39.3 million contribution from NOL. Excluding the impact of NOL, consumables
expenses for CMA CGM on a standalone basis declined by $0.8 million, or 1.2%, from $67.0 million in 2015
(0.4% of revenue) to $66.2 million (0.5% of standalone revenue) in 2016, which reflected the corresponding
decrease in volume carried for CMA CGM on a standalone basis as well as our cost control measures implemented
during the year.

Chartering and slot purchases

Consolidated chartering and slot purchases decreased by $87.2 million, or 4.2%, from $2,073.8 million
in 2015 (13.2% of revenue) to $1,986.6 million in 2016 (12.4% of revenue). The reduction was driven by a 9.6%
decrease in chartering and slot purchases for CMA CGM on a standalone basis, which was partially offset by
NOL’s contribution of $111.6 million in chartering and slot purchases.

Chartering. On a consolidated basis, chartering expenses declined by $146.4 million, or 8.2%, from
$1,791.7 million in 2015 (11.5% of consolidated revenue) to $1,645.3 million in 2016 (10.3% of consolidated
revenue). NOL contributed $74.0 million in chartering expenses in 2016. On a standalone basis excluding the
impact of NOL, CMA CGM'’s chartering expenses decreased by $220.4 million, or 12.3%, from $1,791.7 million
in 2015 (11.5% of standalone revenue) to $1,571.3 million in 2016 (11.8% of standalone revenue). The decline
on a CMA CGM standalone basis was primarily driven by:

e a 15.2% decrease in the size of our standalone chartered fleet from 1,232,000 TEU in 2015 to
1,045,000 TEU in 2016, primarily as a result of a strategic reduction in our feeder line activities,
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which are typically less profitable than our main lines, including the redelivery of 50 ships under
1,700 TEUs used in such activities; and

e a$16.0 per TEU decrease in standalone charter rates in 2016 as compared to 2015. This decrease in
charter rates on a standalone basis was partially offset by an increase of $8 per TEU in the allocation
effect corresponding to the suboptimal allocation of the static capacity of our chartered fleet mainly
driven by changes in rotation durations or void sailings due to line reorganization from 2015 to 2016.

Slot purchase. On a consolidated basis, slot purchase expenses increased by $59.4 million, or 21.1%,
from $282.0 million in 2015 (1.8% of consolidated revenue) to $341.4 million in 2016, driven primarily by the
contribution from NOL of $37.7 million in 2016. Excluding the impact of NOL, slot purchase expenses for CMA
CGM on a standalone basis increased by $21.7 million, or 7.7%, from $282.0 million in 2015 (1.8% of standalone
revenue) to $303.7 million in 2016.

Handling and stevedoring

Handling and stevedoring increased by $497.7 million, or 12.6%, from $3,959.7 million in 2015 (25.3%
of consolidated revenue) to $4,457.4 million in 2016 (27.9% of consolidated revenue). The increase reflects the
contribution of $862.8 million in handling and stevedoring expenses from NOL in 2016, which more than offset
a $365.1 million, or 9.2%, decrease in CMA CGM handling and stevedoring expenses on a standalone basis, from
$3,959.7 million in 2015 (25.3% of standalone revenue) to $3,594.6 million in 2016 (26.9% of standalone
revenue).

The decline in handling and stevedoring expenses for CMA CGM on a standalone basis amounted to $24
per carried TEU and was primarily due to:

e a decrease in extra costs from 2015 to 2016, which primarily related to one-off expenses that we
incurred in 2015 in connection with strikes, delays and congestion in U.S. ports; and

e adecrease in the ratio of container moves to gross carried volume, which resulted from a 10% decline
in transshipments (containers being shipped through an intermediate port and transferred to another
vessel).

On a CMA CGM standalone basis, stevedoring of full containers decreased by $274.5 million, or 8.4%,
from $3,278.0 million in 2015 to $3,003.5 million in 2016, while stevedoring of empty containers decreased by
$90.5 million, or 13.3%, from $681.7 million in 2015 to $591.2 million in 2016. This primarily reflected
renegotiation of certain stevedoring tariffs in 2016 as a result of our increased scale following the NOL Acquisition.

Inland and feeder transportation

Inland and feeder transportation increased by $296.5 million, or 15.6%, from $1,895.1 million in 2015
(12.1% of consolidated revenue) to $2,191.6 million in 2016 (13.7% of consolidated revenue). The operations of
NOL generated $397.1 million in inland and feeder transportation expenses in 2016. On a standalone basis
excluding the contribution of NOL, inland and feeder transportation expenses decreased by $100.7 million, or
5.3%, from $1,895.1 million in 2015 (12.1% of standalone revenue) to $1,794.4 million in 2016 (13.4% of
standalone revenue). This decline is primarily due to a decrease in per-unit transportation cost of $6 per TEU from
2015 to 2016, in particular in Europe and North America where fuel surcharges declined significantly, which was
partially offset by a $9.7 million, or 3.9%, increase in costs for third party feeders from $249.6 million in 2015 to
$259.3 million in 2016.

Port and canal

Port and canal expenses increased by $21.9 million, or 1.9%, from $1,171.1 million in 2015 (7.5% of
consolidated revenue) to $1,193.0 million in 2016 (7.5% of consolidated revenue). NOL accounted for $123.2
million in port and canal expenses in 2016. On a standalone basis excluding the contribution of NOL, port and
canal expenses decreased by $101.3 million, or 8.6%, from $1,171.1 million in 2015 (7.5% of standalone revenue)
to $1,069.8 million in 2016 (8.0% of standalone revenue). The decline on a standalone basis reflects a $72.0
million, or 10.0%, decrease in standalone port costs from $719.6 million in 2015 to $647.6 million in 2016 and a
$29.3 million, or 6.5%, decrease in standalone canal expenses from $451.5 million in 2015 to $422.2 million in
2016. The decrease in port costs primarily resulted from a reduction in the number of port calls due to the decline
in feeder activities as well as a positive port mix effect from making an increasing proportion of our port calls in
locations where rates are low such as North America and Oceania. The decrease in canal expenses primarily
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reflected the decrease in our feedering activities (including, e.g., limiting our use of the Kiel canal in Germany)
and the optimization of our lines, which helped us to reduce our use of both Panama and Suez canals.

Container rentals and other logistic expenses

Container rentals and other logistic expenses increased by $226.5 million, or 17.5%, from $1,295.3
million in 2015 (8.3% of consolidated revenue) to $1,521.8 million in 2016 (9.5% of consolidated revenue). NOL
generated container rentals and other logistic expenses of $161.9 million in 2016. On a standalone basis excluding
the contribution of NOL, container rentals and other logistic expenses increased by $64.6 million, or 5.0%, from
$1,295.3 million in 2015 (8.3% of revenue) to $1,359.9 million in 2016 (10.2% of standalone revenue). The
increase on a standalone basis primarily reflected an increase of $56.9 million, or 8.4%, in expenses related to the
rental of containers and chassis from $676.0 million in 2015 to $732.9 million in 2016. This increase was driven
by the new rental cost related to NOL containers following the sale & lease back operations realized during the
third quarter of 2016 (see “Liquidity and Capital Resources—Net cash (used for/ provided by investing activities™),
and the increased proportion of our total rented container fleet made up of rented reefer containers, which incur
greater expenses than typical containers. Expenses related to maintenance and repairs of containers also increased
in the period by $6.5 million, or 5.7%, from $113.8 million in 2015 to $120.3 million in 2016. Finally, we
recognized a slight increase in expenses related to handling in depots, empty container transportation and storage,
which increased by $1.0 million or 0.2%, from $505.6 million in 2015 to $506.6 million in 2016.

Employee benefits

Employee benefits increased by $336.3 million, or 29.0%, from $1,159.1 million in 2015 (7.4% of
consolidated revenue) to $1,495.4 million in 2016 (9.4% of consolidated revenue). NOL generated $252.6 million
in employee benefits expenses in 2016. On a standalone basis excluding the contribution of NOL, employee
benefits expenses increased by $83.7 million, or 7.2%, from $1,159.1 million in 2015 (7.4% of revenue) to
$1,242.8 million in 2016 (9.3% of standalone revenue). This standalone increase was primarily due to (i) a
reclassification of expenses relating to CMA Systems’ personnel from general and administrative expenses to
employee benefits expenses as a result of CMA Systems (of which we had previously held 50% of the share
capital) being fully integrated into the group following our acquisition of the remaining 50% stake and (ii) other
scope effects including integration of our terminals in Kingston and La Réunion.

General and administrative expenses

General and administrative expenses increased by $24.3 million, or 4.3%, from $571.5 million in 2015
(3.6% of consolidated revenue) to $595.8 million in 2016 (3.5% of consolidated revenue). This included general
and administrative expenses generated by NOL in the amount of $65.4 million in 2016. On a standalone basis
excluding the contribution of NOL, general and administrative expenses decreased by $41.1 million, or 7.2%,
from $571.5 million in 2015 (3.6% of revenue) to $530.4 million in 2016 (4.0% of standalone revenue).

The decrease in general and administrative expenses of CMA CGM on a standalone basis reflects:

e Lower fees, which decreased by $45.2 million from $180.6 million in 2015 to $135.4 million in
2016, primarily as a result of the integration of CMA System into the group and the resulting transfer
of expenses relating to CMA System’s personnel from general and administrative expenses to
employee benefits expenses;

e Lower commissions, which decreased by $7.1 million from $179.7 million in 2015 to $172.6 million
in 2016;

e Lower insurance costs, which decreased by $0.6 million from $68.2 million in 2015 to $67.6 million
in 2016; and

e Higher other expenses, which increased by $11.8 million from $143.0 million in 2015 to $154.8
million in 2016. Other expenses mainly consisted of communication expenses, real estate rentals,
bank expenses, taxes not related to income and fines and penalties.

Additions to provisions, net of reversals and impairment of inventories and trade receivables

Additions to provisions, net of reversals and impairment of inventories and trade receivables represented
a loss of $17.1 million in 2015, as compared to a gain of $14.3 million in 2016. NOL contributed $13.6 million
of this gain in 2016. On a standalone basis, additions to provisions, net of reversals and impairment of inventories
and trade receivables amounted to a net gain of $0.7 million in 2016.

135



Operating exchange gains/losses, net

Operating exchange gains/losses amounted to a gain of $37.9 million in 2016, a decrease of $28.9 million,
or 43.3%, from a gain of $66.8 million in 2015. NOL generated a gain of $1.0 million in 2016. Excluding the gain
from NOL, operating exchange gains/losses of CMA CGM on a standalone basis amounted to a net gain of $36.9
million in 2016 (0.2% of standalone revenue), a decrease of 44.8% compared to 2015, primarily as a result of the
appreciation of the euro against the U.S. dollar.

Other operating expenses

Other operating expenses increased by $124.7 million, or 55.3%, from $225.6 million in 2015 (1.4% of
consolidated revenue) to $350.3 million in 2016 (2.2% of consolidated revenue), driven by the $135.3 million in
other operating expenses contributed by NOL. On a standalone basis excluding the contribution of NOL, other
operating expenses decreased by $10.6 million, or 4.7%, from $225.6 million in 2015 (1.4% of revenue) to
$215.0 million in 2016 (1.6% of standalone revenue).

EBITDA before gains on disposal of property and equipment and subsidiaries

Reflecting the above, EBITDA before gains on disposal of property and equipment and subsidiaries
decreased by $718.6 million, or 57.3%, from $1,253.5 million in 2015 (8.0% of consolidated revenue) to $534.9
million in 2016 (3.4% of consolidated revenue), of which $89.6 million was attributable to NOL. On a standalone
basis excluding the contribution from NOL, this line item decreased by $808.2 million, or 64.5%, from $1,253.5
million in 2015 (8.0% of revenue) to $445.3 million in 2016 (3.3% of standalone revenue).

Gains on disposal of property and equipment and subsidiaries

Gains and losses on disposal of property and equipment and subsidiaries generated a net loss of $6.1
million in 2016 (which included a net loss attributable to NOL of $8.4 million), compared to a net gain of $9.8
million in 2015. On a standalone basis excluding the contribution of NOL, this line item decreased by $7.4 million
from a net gain of $9.8 million in 2015 to a net gain of $2.4 million in 2016. The lower gain in 2016 primarily
reflected a loss recognized in connection with sale and operating leaseback transactions involving 13 ships and
the scrapping of 8 ships in 2016, which partially offset gains recognized in connection with sale and operating
leaseback transactions involving our containers.

Depreciation and amortization of non-current assets

Depreciation and amortization of non-current assets increased by $163.5 million, or 40.1%, from $407.5
million in 2015 to $571.0 million in 2016. The increase mainly reflects $136.0 million in depreciation and
amortization charges attributable to NOL in 2016. On a standalone basis excluding the contribution of NOL,
depreciation and amortization of non-current assets increased by $27.5 million, or 6.7%, from $407.5 million in
2015 (2.6% of revenue) to $435.0 million in 2016 (3.3% of standalone revenue). The increase in standalone
depreciation and amortization of non-current assets reflects:

e Higher depreciation charges for vessels, which increased by $17.5 million, or 6.1%, from $285.2
million in 2015 to $302.7 million in 2016, primarily as a result of an increase in the number of
vessels we own;

e Lower depreciation charges for containers, which decreased by $1.0 million, or 2.7%, from $38.3
million in 2015 to $37.3 million in 2016, primarily reflecting the higher proportion of our container
fleet that was under operating leases in 2016; and

e Higher depreciation and amortization charges for other assets including software, handling
equipment and real estate, which increased by $11.0 million, or 13.1%, from $83.9 million in 2015
to $95.0 million in 2016, primarily as a result of new depreciation expenses related to Kingston
Freeport Terminal Limited and to the new corporate business jet purchased by the company in 2015.

Other income and expense

Other income or expense generated a net loss of $81.6 million in 2016 compared to a net loss of $5.1
million in 2015. The net loss in 2016 reflects in part a net loss attributable to NOL of $16.6 million. Excluding
the contribution from NOL, other income or expenses amounted to a net loss of $65.0 million in 2016 (0.4% of
standalone revenue). The higher net loss in 2016 primarily reflected the losses related to the sale of two vessels
for scrapping in 2016 and one vessel to be sold in early 2017, as well as advisory and consultancy fees incurred
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as part of the NOL Acquisition and a reassessment of the value of the dividend guarantee we incurred in
connection with the sale of a 49% interest in Terminal Link to CMHI in June 2013.

Net Present Value (NPV) benefit related to assets financed by tax lease

The NPV benefit related to assets financed by tax lease decreased by $4.2 million from $50.4 million in
2015 to $46.2 million in 2016, which included a $1.0 million NPV benefit attributable to NOL. Excluding the
contribution of NOL, NPV benefit related to assets financed by tax lease decreased by $5.2 million, or 10.3%,
from $50.4 million in 2015 to $45.2 million in 2016. The lower NPV benefit in 2016 reflected a smaller number
of vessels financed under this arrangement in 2016.

Share of profit/(loss) of associates and joint ventures

Share of profit/(loss) of associates and joint ventures amounted to a net loss of $22.3 million in 2016
compared to a net loss of $5.8 million in 2015. Excluding a $4.3 million net gain attributable to NOL, share of
profit/(loss) of associates and joint ventures amounted to a net loss of $26.6 million in 2016. The higher net loss
in 2016 relates primarily to impairment charges booked by Global Ship Lease, a related party in which we hold a
minority stake, with respect to (i) two vessels it holds under a charter agreement for which the charter agreements
were amended, and (ii) a reassessment of the value-in-use of Global Ship Lease’s vessel fleet, which was below
its carrying value.

EBIT

As a result of the factors described above, our EBIT decreased by $995.2 million from a positive EBIT
of $895.3 million in 2015 to a negative EBIT of $99.9 million in 2016, which included a $66.1 million operating
loss attributable to NOL. Excluding the effect of NOL, EBIT for CMA CGM on a standalone basis decreased by
$929.1 million to an operating loss of $33.8 million in 2016.

Container shipping segment. Consolidated container shipping segment EBIT decreased from $874.2
million in 2015 (5.7% of segment revenue) to $6.4 million in 2016 (0.04% of segment revenue), driven principally
by lower segment revenue on a standalone basis excluding NOL, and the impact of a negative $28.5 million
contribution from NOL. On a standalone basis excluding NOL, container shipping segment EBIT declined by
$839.3 million from $874.2 million in 2015 to $34.9 million in 2016 (0.2% of segment revenue). The decline in
container shipping segment EBIT on a standalone basis was driven by the 15.4% decrease in standalone container
segment revenue discussed above under “—Revenue” as well as an increase in overall operating expenses as a
percentage of revenue due to a smaller revenue base over which to spread costs, despite significant declines in
bunkering expenses and the effects of the Agility cost savings program.

Other activities. Consolidated other activities segment EBIT declined by $13.9 million from $36.4
million in 2015 (4.5% of segment revenue) to $22.5 million in 2016 (2.2% of segment revenue). The consolidated
figure for 2016 includes a negative EBIT of $12.6 million from NOL. On a standalone basis excluding the
contribution of NOL, EBIT declined from $36.4 million in 2015 (4.5% of segment revenue) to $35.1 million in
2016 (3.9% of standalone segment revenue), a reduction of $1.3 million.

Interest expense on borrowings net of interest income on cash and cash equivalents.

Interest expense on borrowings net of interest income on cash and cash equivalents increased by $137.6
million, or 54.6%, from $252.1 million in 2015 to $389.7 million in 2016. Interest expenses on borrowings
increased by $142.8 million, or 51.4%, from $277.7 million in 2015 to $420.5 million in 2016, primarily reflecting
the integration of NOL’s cost of borrowings and the cost of our NOL acquisition facility. The higher borrowing
costs were partially offset by a $5.2 million increase in interest income from cash and cash equivalents, from
$25.6 million in 2015 to $30.8 million in 2016.

Our consolidated interest expense on borrowings net of interest income included $78.4 million in net
expenses attributable to NOL in 2016, composed of $80.3 million in interest expense on borrowings and $1.9
million in interest income on cash and cash equivalents. On a standalone basis excluding the contribution of NOL,
interest expense on borrowings net of interest income increased by $59.2 million, or 23.5%, to $311.3 million in
2016, reflecting a $62.5 million increase in cost of borrowings, slightly offset by a $3.3 million increase in interest
income on cash and cash equivalents. The higher interest expense on borrowings mainly reflects the costs
associated with the NOL acquisition facility. The increase in income on cash and cash equivalents primarily
reflected improved interest rates.
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Other net financial items.

Other net financial items increased by $98.7 million from a gain of $28.9 million in 2015 to a gain of
$127.6 million in 2016. Excluding the $0.9 million net gain attributable to NOL in 2016, other net financial items
for CMA CGM on a standalone basis amounted to a net gain of $126.7 million in 2016.

The higher net gain in 2016 on a standalone basis primarily reflected:

e A $22.2 million decrease in standalone net losses from settlement and change in fair value of
derivative instruments that do not qualify for hedge accounting from a standalone loss of $28.6
million in 2015 to a standalone loss of $6.4 million in 2016;

e a $15.6 million decrease in standalone net gains from foreign currency income and expenses, net,
from a standalone gain of $86.1 million in 2015 to a standalone gain of $70.5 million in 2016. This
resulted primarily from the impact of the revaluation of the euro-denominated portion of our
indebtedness, which had a positive impact on this line item in 2015, partially offset by the impact of
the depreciation of the pound sterling, which had a smaller positive effect on this line item in 2016;
and

e A $91.2 million net increase in standalone other financial income and expenses, net, from a
standalone loss of $28.7 million in 2015 (resulting mainly from the early repayment of senior notes
issued in 2011), to a gain of $62.5 million in 2016 (mainly due to a financial income resulting from
the exercise of a purchase option on two vessels).

Financial Result

As aresult of the factors described above, the financial result decreased by $38.9 million, or 17.4% from
a loss of $223.3 million in 2015 to a loss of $262.2 million in 2016. This included a $77.5 million loss generated
by NOL in 2016. On a standalone basis excluding the contribution of NOL, the financial result improved by $38.6
million from a loss of $223.3 million in 2015 to a loss of $184.7 million in 2016.

Income tax

Income tax decreased by $20.0 million from $85.4 million in 2015 to $65.4 million in 2016, which
included a positive contribution from NOL of $19.4 million related to the settlement of certain tax litigation
following an exchange with tax authorities after the NOL Acquisition Date. Excluding the contribution of NOL,
income tax for CMA CGM on a standalone basis increased by $0.6 million, or 0.7%, to $84.8 million in 2016.

On a standalone basis excluding a $29.2 million positive impact attributable to NOL, current tax
decreased by $15.3 million, or 17.2%, from $89.2 million in 2015 to $73.9 million in 2016. The standalone
decrease primarily reflected reductions in income tax expenses at our shipping agencies, as well as the effect of a
non-recurring tax expense we incurred in 2015 related to the early redemption of senior notes due 2017 that were
issued by CMA CGM UK Shipping, our subsidiary in the United Kingdom.

On a standalone basis excluding $9.8 million in deferred tax expense attributable to NOL, standalone
deferred tax expense was $10.9 million in 2016 compared to a standalone gain of $3.9 million in 2015. The
variation can be explained primarily by deferred tax liabilities that we recognized in 2016 in relation to
undistributed profits of our subsidiaries to cover tax leakages that would be triggered in the case of future dividend
distributions from such subsidiaries.

Profit / loss for the year

As a consequence of the above items, we recorded a net loss of $427.4 million in 2016, compared to a
net profit of $586.7 million in 2015. Of the net loss, $124.2 million was attributable to NOL in 2016. Excluding
the contribution of NOL, the net loss for the year would have been $303.3 million in 2016.

Non-controlling interests

Non-controlling interests increased by $4.9 million from $19.9 million in 2015 to $24.8 million in 2016,
including $2.9 million attributable to NOL. Excluding the contribution of NOL, non-controlling interests
increased by $1.9 million to $21.9 million in 2016, primarily due to changes in ownership structure and variations
in scope of consolidation.
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Profit / loss for the year attributable to the owners of the parent company

Profit/ loss for the year attributable to the owners of the parent company amounted to a net loss of $452.2
million in 2016, compared to net profit of $566.7 million in 2015. Of the net loss in 2016, $127.1 million was
attributable to NOL. Excluding NOL, the profit/ loss for the year attributable to the owners of the parent company
in 2016 was $325.1 million.

Year ended December 31, 2015 compared with year ended December 31, 2014
The components of revenue during the periods under review are set out below:

For the year ended December 31,

2014 2015
(8 millions) Percentage') ($ millions) PercentageV
Container shipping .................... 16,370.0 95.5% 15,241.7 95.0%
Other activities .........ccccvervenne.. 778.4 4.5% 804.5 5.0%
Reconciling items &
Eliminations...........cccccooevennnnn (409.3) n.a. (372.1) n.a.
Total revenue............................ 16,739.1 97.6% 15,674.1 97.7%

(1) Expressed as a percentage of consolidated revenue excluding reconciling items and eliminations (as set forth in Note 4.1 to the 2015 CMA
CGM Audited Consolidated Financial Statements).

Revenue

Consolidated revenue decreased by $1,065.0 million, or 6.4%, from $16,739.1 million in 2014 to
$15,674.1 million in 2015 primarily due to a 6.9% decrease in container shipping revenue, which was partially
offset by a 3.4% increase in other activities revenue.

Container shipping revenue

Container shipping revenue decreased by $1,128.3 million, or 6.9% from $16,370.0 million in 2014 to
$15,241.7 million in 2015. This decrease was primarily due to sharply lower freight rates in 2015 than in 2014,
as we continued to experience freight rate volatility. Our average freight rates decreased by $163 per TEU, or
11.9% or from $1,369.4 per TEU in 2014 to $1,206.2 per TEU in 2015. The effect of the decline in freight rates
was partially offset by a 6.3% increase in transported volumes, from 12,223.7 thousand TEU in 2014 to 12,995.0
thousand TEU in 2015. This 771.3 thousand TEU increase in volumes was mainly attributable to:

e a355.3 thousand TEU, or 5.3%, increase in volumes loaded on our main East-West lines, of which
(i) 146.8 thousand TEU related to volume decreases on our Asia / Europe (Northern Europe and
Mediterranean) lines, driven in part by the effects of our Ocean 3 Alliance with CSG and UASC,
which was launched in January 2015 and (ii) 534.6 thousand related to volume increases on our
lines calling the United States, primarily due to our robust expansion of operations in the United
States, which anticipated the market’s growth there;

e a 150.5 thousand, or 4.6%, increase in volumes loaded on our main North-South lines (including
our Delmas lines), of which 101.9 thousand TEU related to our Latin America lines; and

e a265.5 thousand TEU increase in volumes loaded on our subsidiaries, with most of this increase
being attributable to the acquisition of OPDR, which experienced an increase in volumes following
its acquisition (see “—Acquisitions and Disposals™).

Other activities revenue

Other activities’ revenue increased by $26.1 million, or 3.4%, from $778.4 million in 2014 to $804.5
million in 2015. This increase was driven by the changes in our scope of consolidation for the year (primarily the
integration of LCL Logistix), which generated an increase of $93.5 million, which were partially offset by lower
revenue generated by our subsidiaries operating in logistics and intermodal activities in 2015.
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Operating Expenses
Operating expenses during the periods under review are broken down as follows:

For the year ended December 31,

2014 2015

($ millions) Percentage’” ($ millions) Percentage'”
Bunkers and consumables ....................... 3,493.9 20.9% 2,119.1 13.5%
Chartering and slot purchases.................. 1,805.0 10.8% 2,073.8 13.2%
Handling and stevedoring............ccc.c....... 3,879.4 23.2% 3,959.7 25.3%
Inland and feeder transportation.............. 1,802.7 10.8% 1,895.1 12.1%
Portand Canal ...........ccooovviiiiiiiiiiiinen. 1,183.5 7.1% 1,171.1 7.5%
Container rentals and other logistic
EXPENSES .evveerierereeereerireeieeeereeseeeseennnees 1,296.4 7.7% 1,295.3 8.3%
Employee benefits ........c.cccooeveenviiinnene 1,201.9 7.2% 1,159.1 7.4%
General and administrative other than
employee benefits..........ccoevevveriiiiennnnne. 602.0 3.6% 571.5 3.6%
Additions to provisions, net of reversals
and impairment of inventories and trade
1eCeIVabIeS ..vveiieiieieee e 11.1 0.1% 17.1 0.1%
Other exchange losses/(gains), net .......... (53.4) (0.3)% (66.8) (0.4)%
Other operating expenses/(income), net .. 226.8 1.4% 225.6 1.4%
Total consolidated operating expenses. 15,449.3 92.3% 14,420.6 92.0%

(1) As apercentage of consolidated revenue.

General

Consolidated operating expenses excluding depreciation decreased by $1,028.7 million, or 6.7%, from
$15,449.3 million in 2014 (92.3% of revenue) to $14,420.6 million in 2015 (92.0% of revenue), primarily due to
a $1,374.8 million, or 39.3%, decrease in bunkers and consumables expenses, and to a lesser extent by a 1.1%
decrease in port and canal expenses, a 0.1% decrease in logistic expenses, a 3.6% decrease in employee benefits
expenses, a 5.1% decrease in general and administrative expenses, and a 4.6% decrease in addition to provision
and allowances, exchange rate impact and other operating expenses. The effect of these declines was partially
offset by a 14.9% increase in chartering expenses and slot purchases, a 2.1% increase in handling and stevedoring
expenses, a 5.1% increase in inland and feeder transportation expenses. The depreciation of the euro during the
period favorably impacted the change in certain expenses in which we recognize significant amounts denominated
in euros, in particular handling and stevedoring, inland and feeder transportation, employee benefits expenses and
general and administrative expenses.

Bunkers and consumables

Bunkers and consumables expenses decreased by $1,374.8 million, or 39.3%, from $3,493.9 million in
2014 (20.9% of revenue) to $2,119.1 million in 2015 (13.5% of revenue). This was primarily driven by the
significant decline in our bunkering costs, which decreased by $1,372.2 million, or 40.1%, from $3,424.2 million
in 2014 to $2,052.1 million in 2015. The decrease in bunkering costs was primarily the result of a 42.1% decrease
in our average bunker rate from $570.1 per ton in 2014 to $330.0 per ton in 2015, due to declines in global oil
prices in 2015. The effect of this price decrease was partially offset by an increase of 3.5%, or 211.8 thousand
tons, in our consumption of bunker fuel from 6,006.3 thousand tons in 2014 to 6,218.1 thousand tons in 2015 due
to our increase in carried volumes. The 6.3% increase in carried volumes combined with our greater bunker
consumption led to a decrease in average bunker consumption per carried TEU, which declined by 2.6% from
491.4 kg per TEU in 2014 to 478.5 kg per TEU in 2015.

Despite an increase in carried volumes during 2015, our consumables expenses (stores and lubricating
oil) decreased by $2.7 million, or 3.9%, from $69.7 million in 2014 to $67.0 million in 2015.

Chartering and slot purchases

Chartering and slot purchases expenses increased by $268.8 million, or 14.9%, from $1,805.0 million in
2014 (10.8% of revenue) to $2,073.8 million in 2015 (13.2% of revenue). This was driven by increases in both
chartering and slot purchases during the year. Chartering increased by $222.9 million in 2015, from $1,568.9
million in 2014 to $1,791.7 million in 2015. This increase was primarily due to the increase of the size of our
chartered fleet, which grew from 1,123 thousand slots in December 2014 to 1,289 thousand slots in December
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2015 (a 16.3% increase). In addition to this, the average cost per chartered slot increased by 2% between 2014
and 2015 due to increases in market rates for charters. Slot purchase and other fixed expenses increased by $45.9
million, or 19.5%, from $236.1 million in 2014 to $282.0 million in 2015.

Handling and stevedoring

Handling and stevedoring expenses increased by $80.3 million, or 2.1%, from $3,879.4 million in 2014
(23.2% of revenue) to $3,959.7 million in 2015 (25.3% of revenue), primarily reflecting the 6.3% increase in
carried volumes and increased expenses incurred in connection with strikes, delays and congestion in U.S. ports,
offset by the effects of a positive foreign exchange impact on the portion of handling and stevedoring expenses
incurred in euros due to the depreciation of the euro. Stevedoring of full containers increased by $44.9 million, or
1.4%, from $3,233.1 million in 2014 to $3,278.0 million in 2015. At the same time, stevedoring of empty
containers increased by 5.5% or $35.4 million from $646.3 million in 2014 to $681.7 million in 2015.

Inland and feeder transportation

Inland and feeder transportation expenses increased by $92.4 million, or 5.1%, from $1,802.7 million in
2014 (10.8% of revenue) to $1,895.1 million in 2015 (12.1% of revenue). Transportation expenses accounted for
12.1% of the revenue in 2015, up from 10.8% in 2014. This increase was mainly due to a $81.1 million, or 5.5%,
increase in land transportation costs from $1,468.2 million in 2014 to $1,549.3 million in 2015, primarily as a
result of:

e 2a10.1% increase in volumes transported inland, driven by an increase in our shipped volumes and
an increasing proportion of customers utilizing our on-shipping services; and

e an $11.4 million, or 3.4%, increase in third party feeder expenses from $334.5 million in 2014 to
$345.8 million in 2015, in line with the increase in our shipping volumes for the year (+6.3%
compared to 2014).

Port and canal

Port and canal expenses decreased slightly by 1.1% from $1,183.5 million in 2014 (7.1% of revenue) to
$1,171.1 million in 2015 (7.5% of revenue). The overall decrease in port and canal expenses was driven by a $9.6
million, or 1.3%, decrease in port expenses from $729.2 million in 2014 to $719.6 million in 2015. Canal costs
also decreased during the period by 0.6% from $454.3 million in 2014 to $451.5 million in 2015, as the effect of
an increase in the number of passages was more than offset by lower canal prices during the period.

Container rentals and other logistic expenses

Container rentals and other logistic expenses remained relatively steady during the period, decreasing by
$1.1 million, or 0.1%, from $1,296.4 million in 2014 (7.7% of revenue) to $1,295.3 million in 2015 (8.3% of
revenue). The decrease was primarily due to:

e a $13.5 million, or 10.6%, decrease in containers maintenance and repairs from $127.3 million in
2014 to $113.8 million in 2015, primarily resulting from the impact of changes in the rate of
exchange between the euro and the U.S. dollar; and

e a$18.8 million, or 3.6%, decrease in handling in depots, empty container transportation and storage,
from $524.4 million in 2014 to $505.6 million in 2015. The decrease was driven primarily by lower
storage expenses in Malta (where our storage expenses decreased by $2.1 million compared with the
prior year), in Africa (where our storage expenses decreased by $6 million compared with the prior
year) and in Central America (where our storage expenses decreased by $2 million compared with
the prior year).

These decreases were almost entirely offset by a $31.3 million, or 4.9%, increase in expenses related to
the rental of containers and chassis, from $644.7 million in 2014 to $676.0 million in 2015, driven by a 48.2
thousand TEU (2.3%) increase in the fleet of rented containers from 2,057.0 thousand TEU in December 2014 to
2,105.2 thousand TEU in December 2015.

Employee benefits

Employee benefits expenses decreased by $42.8 million, or 3.6%, from $1,201.9 million in 2014 (7.2%
of revenue) to $1,159.1 million in 2015 (7.4% of revenue). The variation during 2015 resulted from:
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e an 11.8% increase in the number of employees from 18,249 in 2014 to 20,411 in 2015, which
primarily reflected an increase of our Asia-Oceania-based staff as we developed our shared service
centers in the region and completed the majority acquisition of LCL Logistix in India, as well as due
to the integration the operations of OPDR (see “—Acquisitions and Disposals ”); and

e the benefit from a positive foreign exchange impact of approximately $120 million because a portion
of our employee benefits expenses were incurred in euros and the euro depreciated against the U.S.
dollar during the period.

General and administrative expenses

General and administrative expenses decreased by $30.5 million, or 5.1%, from $602.0 million in 2014
(3.6% of revenue) to $571.5 million in 2015 (3.6% of revenue). Our general and administrative expenses during
the periods were composed of:

e Lower fees, which decreased by $12.9 million from $193.5 million in 2014 to $180.6 million in
2015;

e Lower commissions, which decreased by $10.5 million from $190.2 million in 2014 to $179.7
million in 2015;

e Higher insurance costs, which increased by $3.1 million from $65.1 million in 2014 to $68.2 million
in 2015; and

e Lower other expenses, which decreased by $10.2 million from $153.2 million in 2014 to $143.0
million in 2015 and mainly consisted of communication expenses, real estate rentals, bank expenses,
taxes not related to income and fines and penalties.

Additions to provisions, net of reversals and impairment of inventories and trade receivables

Addition to provisions and allowance, net of reversals increased by $6.0 million from $11.1 million in
2014 to $17.1 million in 2015, primarily due to provisions for risk and bad debt impairment.

Operating exchange gain/losses

Operating exchange gains / losses increased from a gain of $53.4 million in 2014 to a gain of $66.8
million in 2015 as a result of the higher exchange rate of the U.S. dollar against the euro, which positively impacted
the exchange rate relating to our working capital positions.

Other income or expenses, net

Other operating expenses decreased by $1.2 million, or 0.5%, from $226.8 million in 2014 to $225.6
million in 2015.

EBITDA before gains on disposal of property and equipment and subsidiaries

Reflecting the above items, EBITDA before gains on disposal of property and equipment and subsidiaries
decreased by $36.2 million, or 2.8%, from $1,289.7 million in 2014 to $1,253.5 million in 2015.

Gains/losses on disposal of property and equipment and subsidiaries.

Gains and losses on property and equipment and subsidiaries decreased by $18.1 million from a $27.9
million gain in 2014 to a $9.8 million gain in 2015. The decline mainly reflected a decrease in the disposal of
containers between 2014 and 2015, which resulted in a $26.0 million gain in 2014 as compared to a $10.0 million
gain in 2015.

Depreciation and amortization of non-current assets

Depreciation and amortization of non-current assets increased by $6.4 million from $401.1 million in
2014 to $407.5 million in 2015. This was composed of:

e depreciation of vessels, which increased by 6.2% from $268.5 million in 2014 to $285.3 million in

2015, mainly due to the increase of the average vessel size of our owned fleet and the resulting
higher book values for depreciation;
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e depreciation of containers, which decreased by 15.3% from $45.2 million in 2014 to $38.3 million
in 2015 as a result of a decrease in the portion of our container fleet that we own; and

e depreciation of other assets including intangibles, handling equipment and real estate, which
decreased by 4.1% from $87.5 million in 2014 to $83.9 million in 2015, primarily as a result of the
favorable foreign exchange impact on the portion of our assets held in euros, including in particular
our headquarters building. See “Business—Properties.”

Other income or expenses, net

Other income or expenses decreased by $78.4 million from an expense of $83.5 million in 2014 to a
expense of $5.1 million in 2015. In 2015, this line item did not include any individually significant items. In 2014,
the other expenses included $35.1 million in impairments of individual specific intangible and tangible assets as
well as a $42.2 million increase in the provision related to the dividend guarantee granted to CMHI in connection
with our disposal of 49% of Terminal Link in June 2013.

Net Present Value (NPV) benefit related to assets financed by tax lease

The Net Present Value (NPV) benefit related to assets financed by tax lease decreased by $28.5 million
from $78.9 million in 2014 to $50.4 million in 2015. The decrease is mainly due to the termination of certain tax
leases between 2014 and 2015 and a negative foreign exchange impact, as these NPV benefits are denominated
in euros.

Share of profit/(loss) of associates and joint ventures

Share of profit (or loss) of the associates and joint ventures decreased by $11.5 million from a gain of
$5.7 million in 2014 to a loss of $5.8 million in 2015. This line item primarily relates to the stakes we hold in
terminals (Terminal Link, CMA Terminals), Global Ship Lease and certain agencies. The decrease in 2015 mainly
resulted from a $15.9 million decline in the performance of the Global Ship Lease as compared to 2014, which
was impacted in 2015 by an impairment charge related to 2 vessels of which the amount corresponding to CMA
CGM’s percentage holding in Global Ship Lease was $20.0 million.

EBIT

As a result of the factors described above, our EBIT decreased by 2.4% from $917.6 million in 2014 to
$895.3 million in 2015.

Container shipping segment. Consolidated container shipping segment EBIT decreased by $61.3 million,
or 6.4%, from $955.5 million in 2014 (5.8% of segment revenue) to $894.2 million in 2015 (5.9% of segment
revenue), driven principally by lower segment revenues, which decreased by $1,128.3 million to $15,241.7 million
in 2015. The decline was primarily due to the 12.4% decrease in average revenue per TEU, offset by a 6.3%
increase in transported volume and a 12.2% decrease in unit cost per TEU.

Other Activities. Consolidated other activities EBIT decreased by $1.2 million from $17.6 million in
2014 (2.3% of segment revenues) to $16.4 million in 2015 (2.0% of segment revenues), mainly due to the negative
effect of the impairment charge at Global Ship Lease discussed above, which was partially offset by the improved
performance of our subsidiaries operating in logistics and intermodal business, which contributed to the $26.1
million increase in segment revenues in 2015 as compared to 2014.

Interest expense on borrowings net of interest income on cash and cash equivalents

Interest expense on borrowings net of interest income on cash and cash equivalents decreased by $26.1
million, or 9.4%. from $278.2 million in 2014 to $252.1 million in 2015, primarily as a result of:

e 2a10.5% decrease in interest expenses on borrowings from $310.2 million in 2014 to $277.7 million
in 2015, which was driven by (i) an overall reduction in interest expense of our senior notes
following the redemption of the senior notes issued in 2011 using the proceeds of the issuance of the
2021 Senior Notes (see “Description of Certain Financing Arrangements—Senior Notes™) and (ii)
the decrease in the interest portion of bonds redeemable in shares. Interest expenses were also
positively affected by a positive foreign exchange impact on the portion of the interest expenses
incurred in euros; and

143



e a $6.4 million decrease in interest income on cash and cash equivalents from $32.0 million in 2014
to $25.6 million in 2015.

Other net financial items

Other net financial items decreased by $27.4 million from a gain of $56.3 million in 2014 to a gain of
$28.9 million in 2015, primarily as a result of:

e a $43.5 million decrease in other financial income and expense, net from a gain of $14.8 million in
2014 to a loss of $28.7 million in 2015, mainly as a result of non-recurring financial expenses,
including tender and call premiums and non-cash amortization of past issuance costs, incurred in
connection with the early repayment of 2011 Senior Notes and the early redemption of certain vessel
financings;

e a $15.8 million increase in foreign currency income and expense, net from a gain of $70.3 million
in 2014 to a gain of $86.1 million in 2015, mainly reflecting in both periods the foreign currency
exchange gain resulting from the weakening of the euro against U.S. dollar throughout 2014 and
2015; and

e a $0.2 million decrease in the settlements and change in fair value of derivative instruments from a
cost of $28.8 million in 2014 to a cost of $28.6 million in 2015;

Financial Result

As a result of the factors described above, the financial result decreased slightly by $1.4 million, or 0.6%
from a loss of $221.9 million in 2014 to a loss of $223.3 million in 2015.

Income tax

Income taxes increased by 1.5% from $84.1 million in 2014 to $85.4 million in 2015. This was primarily
due to the offsetting effects of a $14.0 million increase in current tax expense from $75.2 million in 2014 to $89.2
million in 2015 and the $12.7 million decrease in deferred tax expense from an expense of $8.9 million in 2014
to a gain of $3.9 million in 2015. The increase in current tax mainly resulted from the increased withholding taxes
incurred as a consequence of dividend distributions within our group. The decrease in deferred tax resulted
primarily from the depreciation of deferred tax assets in an amount of $11.1 million in 2014 due to a reassessment
of our business plan for activities that are not eligible for the tonnage tax regime (see “—Explanation of Key IFRS
Income Statement Line Items—Income tax”).

Profit for the year

As a consequence of the factors described above, profit for the year decreased by $24.9 million, or 4.1%,
from $611.6 million in 2014 to $586.7 million in 2015. The profit for the year remained steady at 3.7% of revenue
in both 2014 and 2015.

Non-controlling interests

Our income related to non-controlling interests decreased by $8.1 million from $28.0 million in 2014 to
$19.9 million in 2015, mainly due to weaker results of certain shipping agencies and terminals joint ventures in
which we do not own the entire capital of the entity.

Profit for the year attributable to the owners of the parent company

Reflecting the factors described above, profit for the year attributable to the owners of the parent
company decreased by $16.9 million from $583.6 million in 2014 to $566.7 million in 2015.
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Liquidity and Capital Resources

Historically, our principal sources of liquidity have been our operating cash flow, secured vessel and
container financing activities, securitizations of vessels, other borrowings such as under our revolving credit
facilities and bond issuances. During the period under review, we also generated cash from borrowings under the
acquisition facility for the NOL Acquisition and from the sale of assets. In the ordinary course of business, our
primary needs for liquidity are to fund purchases of vessels and containers. In 2016, our liquidity needs also
included the financing of the NOL Acquisition, which we financed primarily through borrowings under our
acquisition facility.

Cash Flows
Cash flow from operating activities (net of tax)

Cash flow from operating activities (net of tax) amounted to $1,100.6 million, $1,381.8 million, $323.9
million and $672.4 million in 2014, 2015 and 2016 and in the six-month period ended June 30, 2017, respectively.

For the six-
month period
For the year ended December 31, ended June 30,
2014 2015 2016 2017
(8 millions)
Profit / (loss) for the period.......... 611.6 586.7 427.4) 319.9
Depreciation and amortization........ 401.1 407.5 571.0 303.9
Net present value (NPV)
benefits related to assets
financed by tax leases................. (78.9) (50.4) (46.2) (23.0)
Other income and expense 83.5 5.1 81.6 2.8
Increase/(Decrease) in
PIOVISIONS .eevvveeniieeiieeiieeieeeneeen 9.9 13.9 (7.3) 2.8
Loss/(Gains) on disposals of
property and equipment and
SubsSidiaries .......coovveevveeeereeeneenne. (27.9) (9.8) 6.1 (10.8)
Share of (Income) / loss from
associates and joint ventures....... (5.7) 5.8 22.3 (11.3)
Interest expenses on net
DOITOWINGS ...ceveviviiieiicieiciee 292.7 278.0 416.0 229.8
Income tax ......cccoeceeeriiiniiiniiinicen, 84.1 85.4 65.4 29.5
Other non-cash items...................... (42.0) 32.9 (130.1) 52.4
Change in working capital .............. (159.0) 122.7 (151.7) (162.7)
Cash flow from operating
activities before tax......ccceueeeeee. 1,169.4 1,477.8 399.6 733.4
Income tax paid .......ccoccevverrrenennen. (68.8) (96.0) (75.7) (61.1)
Cash flow from operating
activities net of tax .....ccccceeeccuneee 1,100.6 1,381.8 323.9 672.4

Cash from operating activities net of tax in the first half of 2017. In the first half of 2017, we generated
cash flow from operating activities (net of tax) of $672.4 million. The level of net cash generated primarily
reflected our profit of $319.9 million in the first half of 2017, plus depreciation and amortization of $303.9 million,
less $23.0 million of NPV benefits related to assets financed by tax leases, plus $2.8 million of other income and
expenses, plus an increase in provisions of $2.8 million, less $10.8 million in gains on disposals of property and
equipment and subsidiaries, less $11.3 million in income from associates and joint ventures, plus $229.8 million
of interest expenses on net borrowings, plus $29.5 million in income tax expenses recognized, plus other non-
cash items for $52.4 million, less a negative change in working capital of $162.7 million and less $61.1 million
in income taxes paid. The change in working capital for the period primarily reflected an increase in trade
receivables during the first half of 2017 due to increases in our volumes and freight rates, and to a lesser extent
increases in prepayments, other receivables and inventories. These uses of working capital were partially offset
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by an increase in trade and other payables, primarily due to volume increases. The $52.4 million in other non-
cash items was comprised primarily of unrealized foreign exchange impacts.

Cash from operating activities net of tax in 2016. In 2016, we generated net cash from operating activities
of $323.9 million. The level of net cash generated primarily reflected our net loss of $427.4 million in 2016, plus
depreciation and amortization of $571.0 million, less NPV benefits related to assets financed by tax leases of
$46.2 million, plus other income and expenses of $81.6 million, less a decrease in provisions of $7.3 million, plus
gains on disposals of property and equipment and subsidiaries of $6.1 million, plus share of loss of income from
associates and joint ventures for $22.3 million, plus interest expenses on net borrowings of $416 million, plus
income tax of $65.4 million, less other non-cash items of $130.1 million, less a negative change in working capital
of $151.7 million and less income tax paid of $75.7 million. The negative change in working capital of $151.7
million primarily reflected the increase of trade and account receivables that resulted when freight rates began to
recover in late 2016. The negative $130.1 million from other non-cash items primarily relates to non-cash income
resulting from unrealized exchange rate gains and other non-cash income.

Cash from operating activities net of tax in 2015. In 2015, we generated net cash from operating activities
of $1,381.8 million. The level of net cash generated primarily reflected our net profit of $586.7 million for the
year, plus depreciation and amortization of $407.5 million, less NPV benefits related to assets financed by tax
leases of $50.4 million, plus other income and expenses of $5.1 million, plus increase in provisions of $13.9
million, less gains on disposals of property and equipment and subsidiaries of $9.8 million, plus share of loss from
associates and joint ventures for $5.8 million, plus interest expenses on net borrowings of $278.0 million, plus
income tax of $85.4 million, plus other non-cash items of $32.9 million, plus a positive change in working capital
of $122.7 million and less income tax paid of $96.0 million. The positive change in working capital of $122.7
million primarily reflected the decrease in value of our inventories of bunker fuel caused by the decrease in bunker
prices.

Cash from operating activities net of tax in 2014. In 2014, we generated net cash from operating activities
of $1,100.6 million. The level of net cash generated primarily reflected our net profit of $611.6 million for the
year, plus depreciation and amortization of $401.1 million, less NPV benefits related to assets financed by tax
leases of $78.9 million, plus other income and expenses of $83.5 million, plus increase in provisions of $9.9
million, less gains on disposals of property and equipment and subsidiaries of $27.9 million, less share of income
from associates and joint ventures for $5.7 million, plus interest expenses on net borrowings of $292.7 million,
plus income tax of $84.1 million, less other non-cash items of $42.0 million, plus a negative change in working
capital of $159.0 million and less income tax paid of $68.8 million. The negative change in working capital of
$159.0 million primarily reflected increasing account receivables in line with rising volume and decreasing
accounts payables in line with the evolution of unit costs.
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Net cash (used for) / provided by investing activities

Net cash (used for) / provided by investing activities was $155.6 million, $(1,437.2) million, $(236.0)
million and $(133.0) million in 2014, 2015, 2016 and in the six-month period ended June 30, 2017, respectively.

For the six-
month
period

ended June

For the year ended December 31, 30,

2014 2015 2016 2017

($ millions)

Purchases of intangible assets.............cc.cccen..... (53.2) (55.6) (56.0) (33.9)
Purchase of NOL, net of cash acquired and
including transaction COStS.........ccveevveerveerneenns -- -- (2,323.9) --
Purchase/ disposals of subsidiaries, net of cash
acquired/divested........ccccveeriieiiiinieeie e 5.4 (48.7) (63.2) (8.2)
Purchases of property and equipment................ (314.5) (507.6) (257.8) (207.6)
Proceeds from disposal of property and
EQUIPINENL ..veeneieeiieeiee et eieeeseeeeiaeeeee e 193.9 92.5 1,769.3 89.8
Proceeds from disposal of assets classified as
held-for-sale........cccoooeriiniiiiiiiniicc 50.0 -- -- --
Dividends received from associates and joint-
VENEUTES. ..eeveeeeieiiiiiiieeeeeeiieeeeeeeeeninieeeeeaeeennnees 13.5 24.4 19.7 5.2
Cash flow resulting from other financial
ASSCES ettt ettt 50.9 (952.0) 687.8 21.6
Variation in SECUritieS........covurrrveerireerveenireenenns 209.6 9.8 (12.0) 0.2
Net cash (used for) / provided by investing
activities 155.6 (1,437.2) (236.0) (133.0)

Net cash used for investing activities in the first half of 2017. In the first half of 2017, net cash used for
investing activities was $133.0 million. This primarily reflected $591.0 million in purchases of property and
equipment for in the first half of 2017, the main component of which was purchases of vessels for $488.7 million.
This vessel purchase expense was elevated during the period primarily because of the delivery of three 14,000
TEU vessels (see “Business—Operations—Vessel Fleet”) during the period and prepayments to shipyards in
connection with the vessels in our orderbook, and also included approximately $26 million in investments in
vessel upgrades and retrofits, such as installation of bulbous bows and reefer capacity. Purchases of property and
equipment during the period also included purchases of containers for $37.5 million, purchases of land and
buildings for $1.0 million and purchases of other properties and equipment for $63.8 million, which mainly
reflected investments in terminal equipment for the Kingston Container Terminal. Of the total of $591.0 million
in purchases of property and equipment for in the first half of 2017, $383.4 million of the purchases did not result
in a cash outflow during the period (primarily because the relevant assets were acquired under finance leases, like
the three 14,000 TEU vessels, or because the purchase price was settled directly between the bank through which
we financed the acquisition and the shipyard), resulting in net cash used for purchases of property and equipment
of $207.6 million. We also made purchases of intangible assets totaling $33.9 million, relating mainly to the
implementation of the SAPHIR project (see “Business—Information Systems and Logistical Processes™), and
purchases of subsidiaries net of cash acquired for $8.2 million. Our disposals of property and equipment during
the period generated $89.8 million in net cash proceeds. This primarily reflected the cash we received from pa