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How the Sounion salvage 
exposed a fundamental 
gap in shipping’s crisis 
response capabilities

SEVERAL weeks after Houthi rebels had blown 20 separate holes in 
the deck of a fully laden tanker and the still burning vessel was being 
towed through the Red Sea amid missile fire in search of safe refuge to 
extinguish the flames, a question was asked. 

“It was on the daily call as we were getting in place the specialist 
equipment and the naval architect was asked directly, how long have 
we got before this blows up?” recalls Joshua Hutchinson, managing 
director of risk analytics and loss prevention at Ambrey.

“It might be three weeks, or it might be less than 24 hours” was the 
response that nobody wanted to hear.

The salvage operation to save the fire-ravaged suezmax Sounion (IMO: 
9312145) prevented a major international disaster.

Over the course of 135 days an Ambrey-led salvage team, more than 20 
governments and dozens of international agencies and naval 
operations battled a month-long firefighting operation, the threat of 
attack, tense diplomatic disputes and unprecedented technical and 
operational difficulties. They averted an environmental disaster that at 
one point threatened the supply of drinking water to more than 30m 
people and would have caused generational damage to ecosystems and 
economies, ultimately costing billions of dollars.
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But the operation also exposed the significant 
gaps in salvage, firefighting and oil spill response 
capability which do not match the intensity of the 
attacks currently being made on merchant ships. 
It also highlighted why a repeat occurrence risks a 
major disaster for which neither the private sector 
nor naval forces are prepared.

Today, the Greece-flagged Sounion has safely 
offloaded its cargo. And in spite of the damage meted 
out to it last year, remarkably it is being considered 
by its owners, Delta Tankers, as a candidate for 
repair with a shipyard in Türkiye understood to be 
the likely contractor. 

On August 23, 2024, as the stricken tanker burned 
58 miles off the Yemeni coast under close watch 
by a Houthi mothership in easy range of all their 
weapons systems, that outcome seemed unlikely. 

The journey of Sounion was always going to be 
highly risky. Delta Tankers had been fully briefed by 
their contracted security firm, Ambrey, in advance 
that they were a high-risk target.  

When the fully laden Sounion was hit on August 21 
by three direct strikes from anti-ship missiles the 
tanker lost propulsion and critical control system 
were destroyed. 

The crew and the four man security team on board 
were sitting ducks. 

By August 22, the ship’s master had little choice 
left. An urgent distress call summoned the nearby 
French frigate operating under the European naval 
forces operation Aspides, and the crew and security 
team abandoned ship. 

At that point a salvage operation would have been 
risky, but not unprecedented. What happened next 
changed the course of events dramatically. 

“What no one expected was the Houthis to then 
board the vessel and start planting explosive 
ordinances to create what I would only classify as a 
Hollywood spectacular,” Hutchinson recounts.

Explosive charges detonated on the main decks and 
bridge started 19 fires and breached Sounion’s cargo 
tank tops. The whole operation was filmed, later to 
be pushed out on social media as part of a Houthi 
propaganda campaign.

“Prior to that happening you had a damaged ship 
that was a sitting duck, but it was anchored, it wasn’t 

sinking and response was possible. Now, suddenly 
you’ve got a very large crude carrier that is on fire 
and it is immediately a level 10 response in terms 
of severity”.

The EU naval operation’s mandate extended only 
to rescuing the crew. Anything beyond that was 
deemed to be a commercial arrangement.

While Ambrey were on the scene given its 
involvement as security providers to the Sounion’s 
Greek owners, they were not the immediate obvious 
choice as salvors. 

Other “tier 1” salvage companies were immediately 
approached by insurers Brit, whose Keel Consortium 
holds a 100% line on war risk cover for Sounion. 
But the situation did not “fit their risk appetite”, 
explained Hutchinson.

Ambrey, meanwhile, already had two tugs on 
standby and were contracted to put together a first 
response to assess the vessel and the situation. 
Almost immediately the complexity of the operation 
ahead became apparent. 

“The Houthis, of course, knew who and where 
vessels are operating in the Red Sea, so as soon as 
the tugs approached Sounion they were making 
direct threats to target them if they did not turn 
around immediately. They had crew lists and all the 
details — they knew exactly what was happening,” 
said Hutchinson.

“There were three other vessels attacked on the 
same day within five nautical miles of Sounion. 
So together with advice from Operation Aspides, 
we made the call that it was not the right time to 
continue with the salvage operation. It just wasn’t 
safe — if we had continued at that point in all 
likelihood the tugs would have been hit”.

Plans switched to preparing for a much broader 
worst case scenario oil spill response operation, and 
when a commercial salvage operation was launched 
by the vessel insurers it quickly became apparent 
that operations were going to be as diplomatically 
difficult as they were technically challenging. 

“Suddenly there was a lot of pressure from the 
regional governments and we were dealing with 
the Saudis, Djiboutians, Omanis, Egyptians, the 
Americans… the immediate question was where 
is this burning tanker going to end up,” said 
Hutchinson.
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Trying to extinguish the fires where it was deemed 
“suicidal”, “the decision [taken] was a world first 
— we had to tow a burning ship 150 nautical miles 
north to a safer anchoring location where we could 
tackle the fire more safely”.

Meanwhile, huge diplomatic efforts were underway 
in the background to start securing the necessary 
military, security, salvage and logistics expertise 
to rescue the vessel before structural integrity 
succumbed to the heat of the fires raging onboard, 
or the ship continued dragging its anchor and 
ran aground. 

On August 24, the US State Department issued a 
statement claiming the vessel risked an oil spill into 
the Red Sea “four times the size of the Exxon Valdez 
disaster”. But even as that statement was being 
made, disagreements were raging between what 
quickly grew to more than 20 governments 
engaging alongside an alphabet soup of local and 
international agencies.

No coastal state wanted to accept the burning ship 
entering its territorial waters. The Saudi Arabian 
administration was also making clear that there 
was no way it was going to allow the vessel to head 
north and risk an oil spill that would likely hit 
its desalination plants, responsible for supplying 
potable water to millions of people.  

While the international diplomacy continued behind 
the scenes, the technical challenge of how to get 
explosives experts on board to clear undetonated 
devices left by the Houthis was the first problem. 

Next was the availability of equipment. 

Ambrey had the only available two tugs in the 
vicinity on standby, but they were both subject 
to US sanctions. As a UK company that did not 
prevent Ambrey from engaging them, but it 
did require some swift negotiation with the US 
Treasury — a task made all the more difficult 
because all regional governments had already 
agreed that US involvement in any operation was a 
political blocker. 

The availability of advanced salvage and firefighting 
equipment within the southern Red Sea and Gulf of 
Aden is extremely limited. The scale and complexity 
of what had happened meant that specialist tugs 
were mobilised from Greece and firefighting 
equipment flown in on chartered aircraft, along with 
specialists from around the world. 

Circumventing normal customs lead times to enable 
critical equipment to reach Sounion in time took 
diplomatic engagement at the highest levels. The 
specialists required for the salvage, firefighting and 
oil spill response had to be prepared to conduct their 
already difficult and dangerous tasks in the middle 
of a war zone.

It took until mid-September to assemble a flotilla 
of seven salvage vessels supported by three 
Aspides naval assets and close air support to 
commence the perilous towing operation north 
where the plan was to extinguish the flames then 
proceed to an, as yet unagreed location to transfer 
what was left of the 1m barrels of oil that had not 
been consumed by the fires.

By this point the diplomatic machine behind the 
operation had sucked in more governments and 
agencies, all with a view on what happens next. 

“We had agencies like the International Maritime 
Organization obviously, but there was the UK, the 
US, the EU, Greece, Netherlands, the European 
External Action Service… I would say at this point 
we had around 30 state bodies involved very 
proactively in what was still a commercial response 
to what was still a burning ship in the middle of a 
high-risk area”.

The most significant issue, however, was the refusal 
of the Saudi Arabia navy to let Sounion be towed 
north. Up until this point any risk of a spill would 
have flowed south, but the further north Sounion 
headed, the more dangerous it became to the Saudi 
desalination plants which collective supply 70% of 
the kingdom’s potable water.

“We were consistently engaged by Saudi military 
vessels during that period of time and we had 
several shows of force,” said Hutchinson.

The detail of what happened next remains shrouded 
in diplomatic records, but various envoys were 
dispatched in flights and the ultimate decision to 
allow the operation to proceed had to be escalated 
to the highest court in Saudi Arabia before approval 
was finally granted.

From there the process of towing a tanker that had 
at that point been burning for over a month away 
from the Saudi exclusive economic zone but north 
to a safe enough location to finally start firefighting, 
was relatively speaking less eventful.
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Over three challenging weeks, the fires were 
extinguished, cargo tanks patched and pressurised 
with inert gas, and the vessel declared safe. In early 
October, Sounion was towed north to Suez for cargo 
removal, which, as of January 3 this year, has now 
been successfully completed.

In the months since Sounion was rescued dozens of 
ships have been targeted by the Houthis, and while 
none have resulted in an operation as complex, the 
experience has left the industry and governments 
deeply concerned about the next incident.

While the technical and diplomatic challenges are 
evident, the larger concern is whether anyone in the 
private sector will be willing to engage in a repeat of 
the Sounion operation. 

The uncertainties that salvors may confront in 
responding to casualties as a result of violent attacks 
in the Red Sea were underlined long before Sounion 
was even targeted, when a Greek-controlled bulk 
carrier, Tutor (IMO: 9942627), was sunk in June.

Salvage firm Tsavliris group was engaged for the 
operation under a Lloyd’s Open Form with Scopic 
declared, but the vessel sank before tugs arrived.

The outcome was a $40m loss and a salvage claim 
likely to be more than $2m, but it is understood US 

insurer Travelers, which leads the slip, has so far 
failed to put up security for the salvage claim.

Ambrey is not talking about the financial costs 
involved in the Sounion salvage, but there is an 
acknowledgement across the industry that there 
is now a significant and worrying gap in response 
capability, insured risk and the willingness of 
companies to engage.

“We understood the risk and the exposure and we 
made a commercial decision to support that vessel,” 
said Hutchinson. 

“But I’m not sure the broker or the insurer did at the 
time. And the question for the industry as we look 
at an increasingly complex risk environment for 
shipping, is whether everyone really understands the 
risk in the same way? I don’t think they do”.

And then there’s the bigger issue of available 
capacity. Shipping is a private enterprise reliant 
largely on private assets to come to the rescue when 
major catastrophes like this happen. But they are 
happening more regularly in areas where assets are 
extremely limited.

“So who pays? How does the industry address this 
risk? I don’t think anyone’s got that exam question 
answered correctly just yet,” said Hutchison. 

WHAT TO WATCH 

Renewed US port strike averted as union and 
terminals reach deal
SHIPPERS had feared a renewed dockworker 
strike at US east and Gulf coast ports on January 
15. Investors in container shipping stocks had 
been rooting for disruption, given the possibility of 
increased freight rates because of snarled 
supply chains.

Good news for shippers, bad news for container 
shipping investors: The strike has been averted.

The International Longshoremen’s Association, 
representing dockworkers, and the United States 
Maritime Alliance (USMX), representing terminal 
employers, resumed contract talks on Tuesday. 
Late on Wednesday, they confirmed a tentative 
agreement had been reached on a new six-year 
contract.

“The two sides agree to continue to operate under 
the current contract until the union can meet 
with its full wage scale committee and schedule a 
ratification vote, and USMX members can ratify the 
terms of the final contract,” the two sides said in a 
joint statement.

The tentative agreement averts “any work stoppage 
on January 15”, the two sides said.

“This agreement protects current ILA jobs 
and establishes a framework for implementing 
technologies that will create more jobs while 
modernising east and Gulf coast ports, making them 
safer and more efficient, and creating the capacity 
they need to keep our supply chains strong,” said 
ILA and USMX.
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USMX had previously agreed to a 61.5% wage 
increase for ILA workers, contingent on a deal on 
port automation being reached by January 15. That 
wage increase proposal followed a three-day strike 
at US east and Gulf coast ports on October 1-3.

The two sides said on Wednesday that “details of 
the new tentative agreement will not be released 
to allow ILA rank-and-file members and USMX 
members to review and approve the final document”.

ILA president Harold Daggett credited US 
President-elect Donald Trump’s support as “key” to 

getting the deal done.

Harold Dagget and his son, ILA executive vice-
president Dennis Daggett, met with Trump on 
December 12. The ILA said in a statement on 
Wednesday that during that meeting, in the 
presence of Harold and Dennis Daggett, Trump 
“spoke on the telephone to USMX officials to express 
his support for the ILA”.

According to Harold Daggett, Trump’s “bold stance 
helped prevent a second coastwide strike”.

Carbon levy prospects surge as Liberia and 
Panama pledge support
PACIFIC nations pushing for a flat tax on shipping 
emissions have welcomed Liberia and Panama to 
their camp, in a sign of growing momentum for 
their plans.

The world’s two biggest flags by registration are 
among a large and growing cohort of countries to 
have joined forces to consolidate their levy plans in 
the form of a new chapter of the Marine Pollution 
Convention (Marpol).

Countries have proposed different mid-term 
measures, such as levies, emissions trading schemes 
and rebates for greener ships, since the International 
Maritime Organization agreed to cut its greenhouse 
gas emissions to net zero by or around 2050.

An IMO document submitted just before the 
Christmas holidays has co-sponsorship from 45 
countries and the European Union. Sources said 
it could reach more than 50 countries before filing 
deadline.

“The co-sponsors strongly believe that the economic 
element of the basket of mid-term measures should 
have at its heart a levy/contribution on the GHG 
emissions from ships,” the document said.

“Such a GHG levy/contribution will stimulate energy 
efficiency, reduce the price gap between fossil fuels 
and zero [to] near-zero GHG (ZNZ) fuels, as well as 
generate revenues to support uptake of ZNZ fuels, 
technologies and energy sources, and a just and 
equitable transition.”

Supporters of different levy proposals include 
developed and developing countries, small island 
states and least-developed countries, as well as 

the International Chamber of Shipping, which 
represents 80% of the world’s merchant fleet.

“The GHG levy is a defining moment for global 
maritime policy,” said Albon Ishoda, the Marshall 
Islands’ special envoy for maritime decarbonisation.

“This levy is not just an effective mechanism for 
reducing emissions but a vital tool to level the 
playing field, enabling the most vulnerable to not 
only survive but thrive in a rapidly changing world.

“The time to act is now, with a united global 
commitment that leaves no nation behind.”

The document is the result of work in September 
between the Pacific Island states, the EU and ICS to 
find compromise on their positions.

But it also leaves big questions unanswered.

Dr Tristan Smith, of the UCL Energy Institute, 
said: “The key points of disagreement — price and 
some of the revenue distribution detail — are now 
condensed into two options, so reserve some of the 
key disagreements for further debate.”

Liberia has backed a levy as cheap as $18.75 per 
tonne of CO2, while the Marshall Islands wants 
$150 per tonne.

China, Brazil and the US are prominent opponents 
of a levy, arguing such a cost would hurt 
maritime trade.

Other questions include how much revenue from 
an economic measure should be spent on greening 
shipping through technology research, and how 
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much to help poor countries adapt to the threats of 
climate change.

The 6PAC+ group of Pacific Island states separately 
submitted three detailed submissions on the IMO’s 
goal text, design of a fund for distributing revenue, 
and more detail on that revenue disbursement.

The IMO’s Marine Environment Protection 
Committee is due to agree on mid-term economic 
and technical measures at its next meeting 
(MEPC83) in April, and adopt them at the following 
meeting in October.

If agreed, the levy would be the world’s first global 
carbon price, and could form a blueprint for 
decarbonising heavy industry.

ANALYSIS 

Another year, another massive gain for 
container shipping king MSC 
THE container liner industry has undergone a 
significant transformation over the past half-decade, 
fuelled by the windfall profits of the Covid boom, 
and that sea change is not over yet.

No shipping line has used the upcycle to modify 
itself more than Switzerland’s MSC. The latest 
data from Alphaliner highlights MSC’s relentless 
drive for more tonnage. MSC is so large that it no 
longer needs alliance partners. Its scale dwarfs 
all but a few competitors and it continues to 
grow.

MSC now boasts 6.3m teu of capacity (excluding 
newbuildings). It increased its on-the-water fleet size 
by 12% last year, 22% in 2023, 8% in 2022 and 11% 
in 2021, according to Alphaliner.

Its market-leading gain of 691,743 teu in 2024 was 
driven by the delivery of 50 newbuildings totalling 
548,500 teu, plus secondhand acquisitions and 
charters.

The top 10 container lines continue to control just 
over 80% of global capacity, as they have for the past 
half-decade. However, the market-share mix within 
the top 10 has changed, particularly when it comes 
to MSC.

Comparisons to early 2020, just prior to the 
pandemic, show the enormity of MSC’s gains over 
this period.

In January 2020, MSC’s fleet capacity was 3.8m teu, 
trailing then number-one Maersk. Since then, MSC’s 
fleet has ballooned by 2.5m teu or 67%, leaving 
Maersk far behind.

Maersk’s fleet capacity was 426,693 teu or 11% 
higher than MSC’s in January 2020. As of January 
this year, MSC’s capacity is 1.9m teu or 43% higher 
than Maersk’s.

France’s CMA CGM has also been a big gainer over 
the past half-decade, but at less than half the scale 
of MSC.

Between January 2020 and this month, CMA CGM 
increased its fleet size by 1.1m teu or 42%. Given 
its newbuilding orderbook, CMA CGM looks likely 
to overtake Maersk to become the world’s second-
largest liner company.

MSC and CMA CGM alone accounted for more than 
half of the incremental tonnage added by top-10 
liner companies in the past five years.

The former number one, Maersk, increased its fleet 
capacity by 299,126 teu last year or 7%, largely due 
to the delivery of 23 newbuildings and chartering-in 
of additional tonnage, according to Alphaliner.

However, since January 2020, Maersk has posted 
several years of minimal or negative growth. It has 
increased its fleet size by just 5% over the past five 
years — the lowest percentage gain of any carrier 
in the top 10. Maersk has focused on becoming an 
integrated logistics provider and capturing revenue 
across the value chain at the expense of ocean 
shipping capacity.

China’s Cosco, the world’s fourth-largest carrier, 
hiked capacity by 9% in 2024 and by 13% since 
January 2020.
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Germany’s Hapag-Lloyd, the fifth-largest carrier, 
added 367,009 teu in capacity in 2024, second only 
to MSC’s gain. “The Hamburg-based carrier only 
received seven large newbuildings [totalling 158,000 
teu], which means that the majority of its fleet 
increase came from the charter market,” 
said Alphaliner.

Hapag-Lloyd has increased its fleet size by 613,054 
teu or 36% since January 2020.

At the lower end of the top-10 rankings, two carriers 
have posted huge percentage gains over the past 
half-decade, with the caveat that those gains are 
from a smaller base.

South Korea’s HMM, the ninth-largest carrier, 
increased capacity by 131% since January 2020, to 
896,089 teu this January.

Israel’s Zim, in tenth place, hiked capacity by 167% 
to 780,172 teu — the highest percentage of any 
top-10 carrier over the past half-decade.

Last year, Zim added 214,500 teu in newbuilding 
capacity, but grew its fleet by a smaller amount, 
160,765 teu. “Net fleet growth could have been 
even higher but Zim took the opportunity to 
terminate many charters that were fixed at 
elevated rates during the Covid-19 pandemic,” said 
Alphaliner.

More newbuildings to come

Liner operators have used cash earned during the 
supply chain crisis to renew their fleets. They’re 
still booking profits today, courtesy of Red Sea 
reroutings and strong demand, so they’ve ordered 
even more tonnage.

The 4.4m teu of capacity ordered last year was 
second only to the 4.5m teu ordered in 2021, 
according to Clarksons data. The scale of the 
orderbook at the end of last year, at 8.3m teu, topped 
the previous high of 7.8m teu reached in early 2023, 
according to BIMCO.

Unsurprisingly, MSC and CMA CGM, the companies 
that grew their on-the-water fleets the most in the 
past five years, lead the current orderbook rankings. 
These two companies, more than any other, are 
funneling profits toward fleet growth.

According to Alphaliner, MSC has 2.1m teu on order, 
representing 33% of its on-the-water capacity. CMA 
CGM has 1.1m teu due for delivery, equating to an 
orderbook-to-fleet ratio of 30%.

Cosco has the third-largest orderbook, 883,862 teu 
(26% orderbook-to-fleet), followed by Maersk with 
774,572 teu (18%) and ONE with 616,572 teu (31%).

Zim, which had the highest fleet percentage gain 
in 2020-2024, has already received most of its 
newbuildings and has fallen off the orderbook 
rankings. According to Alphaliner, “2024 will, for 
the time being, be the last year of bullish growth 
for Zim.”

MARKETS 

Chinese owners surge to top spot for 
secondhand acquisitions in 2024
CHINESE shipowners ramped up both newbuilding 
orders and secondhand acquisitions last year, 
coming top in both markets, according to Allied 
Shipbroking’s records.

Greek owners, the most active nationality for new 
orders and secondhand buys in 2023, were in 
second place on both counts last year, the 
figures showed.

In secondhand buying, the scale of the Chinese lead 
over Greek shipowners, the perennial kings of S&P, 
was unexpectedly large.

Chinese owners were tied to a total of 293 purchases 
during the year, compared with 195 acquisitions by 
Greek buyers.

Allied’s records for the last 12 months identified 
Turkish, Norwegian and South Korean owners as 
rounding out the top five buyers.



Lloyd’s List | Daily Briefing  Friday, 10 January 2025 Page 8

But so far ahead are the Chinese and Greeks in S&P 
activity that the aggregate of all the acquisitions by 
the three next most acquisitive buyers fell below 
the number of buys attributed to the second-placed 
Greeks.

Chinese owners were most dominant in the dry bulk 
sector where they purchased 189 vessels compared 
with 124 bulkers bought by Greeks.

But China also led in secondhand acquisitions of 
tankers and containerships, while coming second 
behind Norwegian owners in acquisitions of 
gas carriers.

While the statistics hint at expansion of the Chinese-
owned fleet, for Greeks it seemed to be a year of fleet 
renewal coupled with cashing in on sought-after 
assets.

They emerged as the year’s main sellers of tonnage, 
selling 241 out of the 1,661 ships that changed hands, 
comfortably ahead of Japanese and Chinese owners 
in second and third place, respectively.

In the dry bulk sector, Greeks sold an almost 
identical number of vessels to the number of bulkers 
they bought.

Notably, the sales included 72 tankers, significantly 
more than from any other nationality.

Greeks also came second to German owners in 
terms of disposing of containerships.

When it came to newbuildings, Chinese interests 
also secured top spot with a total of 214 orders, 
followed by Greek, Singaporean, German and 
Japanese owners, Allied’s records showed.

However, limited to the mainstream dry bulk, 
tanker, container and gas carrier sectors, the two 
nationalities were effectively neck-and-neck in 
contracting with just over 160 vessels ordered apiece 
last year.

Globally, Allied recorded a total of 2,504 orders of 
all types of vessel, more than 2,420 orders in 2023, 
but less than the 2,677 vessels contracted in the 
previous year.

The main focus among the main cargo trades 
last year was tanker tonnage, with 588 tankers 
contracted, versus 398 bulkers, 275 boxships and 
210 gas carriers.

Greeks were behind 104 of the tanker orders, the 
biggest commitment to a specific sector by any one 
nationality.

The shipbroker’s research division, Allied 
QuantumSea, said that 2024 overall was another 
year of “very strong earnings”, partly thanks to 
geopolitical developments.

However, declining earnings as the year progressed 
suggested that “the market has adapted well to the 
new normal, which is perhaps a slightly worrying 
sign heading into 2025.”

Blue cards can be issued prior to completion 
of renewal, P&I sources confirm
P&I CLUBS have the ability to issue provisional 
blue cards if delays to renewal round quotes leave 
deals unclinched in the run-up to the hard deadline 
of February 20, senior sources in the niche have 
confirmed.

The development comes after claims that the 
potential record pool scheme deficit and the need 
to keep ratings agencies happy have left P&I 
underwriters on the backfoot, sometimes gumming 
up what should be a smooth renewal process.

In some instances, past underwriting performance 
dictates having to ask for substantial increases, 
which is naturally unpopular with shipowner clients.

There may also be some reticence to quote as a 
result of potential unfavourable comparison to clubs 

such as Gard, Britannia or Steamship, which are in a 
position to offer capital redistributions.

“Clubs that are having to ask for big increases don’t 
send offers out early, because all that does is prolong 
the agony,” said one high level P&I source.

“If you’re under that kind of pressure, you think to 
yourself, I don’t want this negotiation to go on for six 
weeks, I’d much prefer it to be shorter.

“You compress the negotiation. Sometimes that 
has the desired effect, sometimes it just annoys the 
brokers and the members so much that they get 
angry about it.”

Initial feedback suggests a widespread variation 
in progress in the current iteration of the annual 
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renewal talks. Leading brokers such as Lockton PL 
Ferrari’s Stephen Hawke say they are finding that 
quotes that would normally be expected before 
Christmas have still not materialised.

A number of other brokers directly contradict 
that assertion, and all are agreed that virtually 
all renewals should come in on time. But some 
International Group affiliates privately admit that 
external pressures are holding them up.

However, the extent of such issues vary from club 
to club and the problems are not being seen as 
insurmountable.

Protection & indemnity is a mandatory cover for 
shipping. Most ports do not allow access to vessels 
without a so-called blue card, testifying that such a 
policy is in place.

The renewal of IG policies, which cover 90% of the 
world fleet, must be achieved to a hard deadline of 
February 20. Most clubs are bound by their own 
rules to come up with quotes by January 20 at the 
latest.

P&I sources pointed out that there are incentives 
to get deals done as soon as possible. Not least, this 
frees up underwriters to quote on new rather than 
incumbent business.

But if things get uncomfortably close to deadline 
— perhaps because offers come in late — there is 
scope for blue cards to be issued anyway to facilitate 
continued trading.

Shipowners would have to commit to renewing P&I 
with an IG affiliate, although not necessarily their 
existing one.

“While issued by individual clubs, they are generic in 
the sense that any IG blue card would be acceptable 
to the flag state,” said a senior club figure.

“If you happen to move clubs with your holding club 
having given the blue card, you can substitute.

“Most clubs will release their blue cards on the back 
of an undertaking that [a shipowner] to renew with 
either the holding club or another club within the 
IG.”

Among the factors making for delayed quotes is 
the current claims experience. Broker Gallagher is 
predicting that the deficit on the pool scheme will 
top $650m in the current policy, a loss beyond all 
previous experience.

This has caused some clubs to limit discussions 
until they have a clear picture of reserves and claims 
developments, taking the current year on risk into 
account, according to another senior club source.

Some clubs are also mindful of the need to keep 
ratings agencies sweet. Among those at the sharp 
end are West of England and Swedish Club, who in 
October 2022 saw Standard & Poor’s downgrade 
their Insurer Financial Strength Ratings from A- to 
BBB+.

More recently, S&P last month downgraded 
Britannia from A to A-, citing “continued poor 
operating performance” by way of justification.

This is the fifth year in succession that clubs are 
asking for fairly hefty general or target increases. 
Modal average increases came in at 7.5% in 2020, 
10% in 2021, 12.5% in 2022 and 10% in 2023.

With the solitary exception of small craft specialist 
Shipowners’ Club, which is freezing premiums, the 
headline price hikes this time round have been in 
the 4% to 7.5% range.

But these are by way of opening bids. Underwriters 
are normally ready to make concessions for 
members with superior claims records, substantial 
fleets or new tonnage to offer.

Additionally, brokers exist to act as intermediaries 
and seek to get the best terms possible for smaller 
owners with less market clout.

Baltic Dry Index dips below 1,000 points for 
second time in a month 
THE DRY bulk market’s poor start to 2025 has 
continued, with the Baltic Dry Index dipping below 
the symbolic 1,000-point mark for the second time 
in a month.

The BDI fell below 1,000 points on December 19, 
when the index closed at 976 points. A modest 
improvement followed, but on January 8 the index 
again sank below the 1,000-point line, hitting 
966 points.
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The capesize timecharter average index fell $1,000 
to $9,123 per day on January 8 from $10,102 per day 
on January 7.

The first quarter is, of course, traditionally weak for 
the capesize market, but this year it is starting from 
a particularly low base after a weaker-than-expected 
fourth quarter.

Signal market analyst Maria Bertzeletou highlighted 
the spike in South Atlantic ballasters and the 
continued weakness of the C3 Tubarao to Qingdao 
iron ore route as demonstrative of the segment’s 
struggles.

“The Chinese economic environment is still facing 
substantial headwinds, as evidenced by the failure 
of iron ore prices to rally in December, and steel 
demand in China continues to soften,” she said.

“Iron ore prices for cargoes with 62% iron content 
dropped below $98 per tonne in early January, 
marking their lowest point in over three months.”

The decline is largely driven by weakening steel 
demand in China. While the country’s output has 
improved in the past few months, World Steel 
Association figures show 2024 is likely to be 
significantly weaker in terms of output than 2023. 
Bertzeletou said she expects 2025 to follow last 
year’s downward trajectory in terms of steel output 
too.

The Baltic Exchange’s daily report pointed to 
“decent” Pacific volumes, including increased coal 
cargoes, but oversupply of tonnage continues to put 
pressure on freight rates.

There’s no respite to be found in the smaller sizes 
either. In the Panamax segment, all basins are facing 
pressure, the Baltic Exchange said, while sentiment 
in the supramax segment “generally remained poor”.

IN OTHER NEWS  

False-flagging doubles in under two 
years
THE number of falsely flagged 
ships has doubled since March 
2023, with more than 220 vessels 
designated as false flagged 
in the International Maritime 
Organization’s  Global Integrated 
Shipping Information System.

That same database in March 
2023 showed 110 vessels as false 
flagged, versus 223 as of January 
9, 2025. That’s an increase of 
more than 100% in just 
22 months.

A correspondence group of 22 
countries, led by the UK, has 
submitted a paper to the IMO’s 
Legal Committee, which attempts 
to uncover the loopholes being 
exploited by fraudsters.

South Korean shipyard unions 
protest migrant worker quota and 
urge structural reforms
SOUTH Korean shipyard 
unions are protesting at the 
government’s plan to maintain 
the 30% migrant worker quota, 
arguing it should instead reform 
the multi-layered subcontracting 
structure to increase the labour 
supply locally.

The request was made by the 
South Korean Shipbuilding 
Industry Solidarity Union, 
consisting of eight key shipyard 
unions, and the Shipbuilding 
Department of the Korean 
Metalworkers’ Union (KMWU) 
during a joint press conference.

The Ministry of Justice, which 
oversees visa issuance, had 
previously raised the E-7 (Foreign 
National of Special Ability) visa 
quota from 20% to 30% of the full-
time domestic workforce in 2023 
to address a labour shortage, with 
the temporary measure set to 
expire in 2024.

Bulker grounds in Delaware river 
A SUPRAMAX ran aground in 
a section of the Delaware river 
off Philadelphia on Wednesday 
evening.

The Bahamas-flagged, 50,165 dwt 
Algoma Verity (IMO: 9183776) 
was approximately a mile 
north of the Benjamin Franklin 
Bridge when US Coast Guard 
watchstanders received a report 
from the pilot at about 1830 hrs 
local time that the ship had run 
aground.

No pollution or injuries were 
reported, the agency said in a 
statement on Thursday.
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Looking to publish a judicial sale, public notice,  
court orders and recruitment? 

 
Please contact: marketingservices@lloydslistintelligence.com

Classified notices follow
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Container Tracker

Save time. Stay compliant.

Track containers,
not just ships

Complete checks in
minutes, not hours 

Save time, with all the data you 
need in one interface, supported
by tracking intelligence from over 

600 Lloyd’s agents worldwide.

Download 
the evidence 

Downloadable reports ensure you have 
the necessary documentation to prove 

compliance, including specific end-to-end 
transhipment reports and more.

Request a demo:
America Tel: +1 212-520-2747
EMEA Tel: +44 20 7017 5392
APAC Tel: +65 6505 2084
lloydslistintelligence.com/containertracker

Simplify transhipment tracking 
with end-to-end downloadable data 

trails on containers – by container 
number or Bill of Lading. 


