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Daily Briefing
Leading maritime commerce since 1734

Why floating armouries are 
a dangerous problem that 
nobody wants to tackle

ON APRIL 12, OTS Yeoman (IMO: 7114197), a Timor-Leste-flagged 
shell of an offshore support vessel with no functioning engine, started 
taking on water in the Red Sea, where it had been moored off the 
Eritrean coast.

The 54-year-old vessel, which had not called at a port in over a year, 
was laden with firearms and unspecified security equipment.

As water started gushing into the rusting arsenal, the 16 personnel 
onboard began transferring first the guns, then themselves, to a 
converted Djibouti-flagged fishing vessel Gem I (IMO: 8687945).

At some point during that evacuation process an officer from the now 
sinking ship contacted nearby coalition forces via VHF radio and 
indicated that he was being held against his will on the fishing boat 
and someone “might be dying”.

That contact was swiftly followed up with a clarifying statement 
from the armed security firm which had chartered OTS Yeoman 
from its Egyptian owners, explaining that the officers’ claims were 
not true. All personnel had been safely evacuated and nobody was 
injured during the operation, a spokesperson confirmed. They 
invited the naval vessel to check in all the same. No firearms had 
been left onboard, they stressed in the e-mailed message sent to 
coalition forces.
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What happened next is still not clear. Several 
sources have told Lloyd’s List that OTS Yeoman 
sunk off Eritrea, but neither the owners nor flag 
officials are contactable to confirm that detail.

The armed security charterer, a Dubai-based 
operation called Pavarotti Shipping, later explained 
that it had ended its charter party agreement prior 
to “the incident” and had already transferred their 
personnel and equipment and were therefore unable 
to offer any insight into the events that may, or may 
not have resulted in the sinking of OTS Yeoman.

“We are not aware or responsible for whatever 
actions the owner has taken post our charter period 
nor the reasoning behind it,” explained Pavarotti 
director Darren Watts in an emailed statement.

OTS Yeoman was part of a small, opaquely run 
fleet of largely vintage vessels that have been 
converted into floating armouries. They supply 
the guns, ammunition and armed security 
personnel to the private maritime security 
companies widely used by shipping companies 
as they navigate known high-risk regions.

They are, in most cases, a service provider, 
one step removed from the security companies 
who use them, and insulated from the shipping 
companies who employ the security companies, 
but not the services of the armouries.

While many private maritime security companies 
tout various accreditation schemes and ISO 
standards, the reality is that there is very little 
regulation governing the activities of these 
companies and no formal recognised accreditation 
system to ensure minimum standards.

The f loating armouries, however, exist in 
an almost entirely unregulated, unwatched 
space riddled with dangerous practices, 
where competitors routinely accuse each 
other of everything from money laundering 
and sanctions evasion to serious safety 
failures and the circulation of thousands 
of unlicenced firearms and ammunition. 
Lloyd’s List has seen documented evidence 
of several of these accusations, but has 
been unable to verify much of the detail.

What is verifiably true is that the activities of 
the security companies and armed personnel 
who use their services daily, all take place on 
vessels with an average age north of 45 years, 
flagged by some of the most poorly performing 

and opaque registries in the world. Many of the 
vessels have not visited a port for several years.

It is also a sector defined by cut-throat competition 
where over a decade of price gouging and 
accusations of anti-competitive behaviour 
among a limited ecosystem of players has led 
a race to the bottom in terms of quality among 
some players, and a difficult market for those 
prepared to compete on higher standards.

When it comes to private security the 
phrase routinely used by insiders is 
that ‘you get what you pay for’.

To understand how the shipping industry has come 
to rely on the services of an unregulated series of 
floating arsenals, it is necessary to take a step back 
a few years to the formation of this opaque sector.

When Somali piracy reached its peak in 2011, 
costing the industry an estimated $7bn in 
economic losses with over 200 attacks a year, 
there was a gold rush of private armed security.

But as the threat waned in the wake of naval 
intervention, much of those companies 
either closed or went bankrupt.

What happened to the firearms in many cases 
where debt was attached to assets remains the 
subject of speculation within the industry.

Under end user licences, all firearms used by 
PMSCs should come with an auditable paper 
trail, but as companies collapsed, merged, and 
were ultimately bought out by other companies 
operating out of different domiciles, the paper 
trail for weapons circulating between floating 
armouries became difficult to track.

When MNG Maritime, a previously UK-
based operation, was ultimately bought out 
by Sinbad — now one of the three dominant 
providers of floating armouries — the 
situation became even more complex.

MNG Maritime’s licences to operate three of these 
seaborne armouries were suddenly withdrawn back 
in 2023 by the UK Department for Business and 
Trade. The reasons for this withdrawal still remain 
unclear but it is understood it followed a decision by 
MNG Maritime to voluntarily report that, without 
its knowledge, a non-UK security contractor using 
its storage facilities may have provided guards for 
a foreign vessel which is subject to UK sanctions. 
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The ultimate takeover of MNG by Sinbad was well 
documented, but the UK government has never 
established the ultimate destination of many of the 
firearms that were previously licensed to MNG.

In separate cases where PMSCs have collapsed, 
security insiders with direct knowledge of the 
operations have told Lloyd’s List that weapons 
were routinely seized by floating armouries.

Shipowners contracting PMSCs should be 
asking to see documented evidence of permits 
and licences to allow them to lawfully transport 
and carry weapons and many of the PMSCs 
are rigorous in their documentation.

However, rarely, if ever, do shipowners ask about 
the relationship with the floating armouries, 
which routinely provide the personnel and 
firearms for the PMSCs to fulfil their contract.

“The [shipping] industry has pretty much 
turned a blind eye to this — they only look 
at the PMSCs they employ,” explained 
one shipping sector security official.

In many cases the PMSC is merely acting 
as a broker between the two entities, thus 
providing insultation for the shipowner.

“They don’t own their own assets, they don’t 
own their own people, and then it’s up to them 
technically, who they want to use and who they want 
to bring in. And at that point, we enter a pretty dark 
area of this industry,” explained a private senior 
security insider speaking on condition of anonymity.

When the UN Office on Drugs and Crime 
examined the floating armouries sector their 
summary report delivered to criminal justice 
practitioners concluded that “few laws, if any, 
specifically deal with floating armouries”.

There is no separate legal status for the floating 
armouries, or distinctive legal classification 
of them, except as determined on a state-by-
state basis within flag state registries.

No centralised weapon registration system and 
no central registration of floating armouries 
themselves (beyond flag state registrations) exists.

And as for the flag states used, initially the notorious 
Mongolia flag was purposefully established to house 
floating armouries. The world’s largest landlocked 
country has since moved on to offer oversight to 

much of the dark fleet, but floating armouries 
continue to flag in jurisdictions that rarely make 
it off international port state control blacklists.

“Many of these vessels are unsafe and very, very 
old,” explained one company insider with direct 
experience aboard several of the armouries.

“Are there vessels that, if they went into port, 
should be seized immediately? 100% yes; these are 
floating hulls, they’re not floating vessels and the 
conditions on some of them are horrendous. The 
thing is though, that they just don’t get inspected 
by anyone. This is an unregulated sector.”

The absence of comprehensive laws and regulations 
at both national and international levels governing 
the operations of floating armouries presents a 
significant hurdle for regulators and policymakers.

For instance, the UN Monitoring Group on Somalia 
and Eritrea expressed concerns over eight years 
ago that the lack of monitoring and regulation 
creates opportunities for unscrupulous individuals 
to exploit the situation. Little has changed since.

The absence of a centralised, publicly accessible 
register of floating armouries complicates efforts 
to determine the exact number of armouries in 
operation and assess the challenges they pose.

Next month a conference being organised in Nairobi 
under the auspices of EU External Action agency, will 
discuss weapons networks in the Gulf of Aden and 
Red Sea. Experts will hear the findings of the security 
advisor to the Office of the European Union’s Special 
Representative for the Horn of Africa, who has recently 
been investigating the floating armoury sector.

Meanwhile, the sector has recently seen 
new entrants in response to growing 
demand for security operations.

Sinoguards, a China-based operation offering 
a full range of maritime security services 
for vessels during their transits has recently 
launched two floating armouries into the market, 
largely servicing their own guard operations 
and mainly Chinese shipping companies.

And then there is Pavarotti Shipping, also 
known as PSS, which is ultimately owned by 
the Dubai-registered Seagull Maritime, the 
charterer of the ill-fated OTS Yeoman, which was 
founded last year to “challenge the dominance 
of a select group of established companies”.
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“We seized this opportunity to create 
something truly unique — an organisation 
free from anti-competitive behaviour and 
committed to upholding the highest standards,” 
explains a brochure for the company.

The 54-year-old, suspected sunk OTS Yeoman 
is listed as part of their “best in class” vessels 
operating as floating armouries. Two more, Vladimir 
and Ray Donovan, which are both detailed without 
IMO identification numbers to identify them, 
were scheduled to be deployed late last year.

WHAT TO WATCH

Trump says Houthis will stop attacking ships 
in the Red Sea
US President Donald Trump dropped a bombshell 
on Tuesday, announcing that the Houthis said they 
will stop attacking ships in the Red Sea in return for 
the US stopping its aerial bombardment campaign.

While sitting alongside vice-president JD 
Vance, secretary of state Marco Rubio and 
newly elected Canadian Prime Minister Mark 
Carney in the White House, Trump told 
reporters that the Houthis have “capitulated” 
and “will not be blowing up ships anymore”.

“The Houthis have announced that they 
don’t want to fight anymore. They just don’t 
want to fight, and we will honour that, and 
we will stop the bombings,” said Trump.

The Omani Ministry of Foreign Affairs, which 
appears to have mediated the talks between 
the US and the Houthis, issued a statement 
shortly after Trump’s remarks confirming 
that the sides agreed to a ceasefire.

“Neither side will target the other, including American 
vessels, in the Red Sea and Bab al-Mandab Strait, 
ensuring freedom of navigation and the smooth flow of 
international commercial shipping,” foreign minister 
Badr Albusaidi said on social media platform X.

Rubio said, “This was always a freedom of 
navigation issue. “This is a band of individuals 
with advanced weaponry that was threatening 
global shipping, and the job was to get that to 
stop — and, if it’s going to stop, then we can 
stop,” said Rubio during the televised event.

The Houthis began their campaign against 
commercial shipping in late 2023 with attacks 
aimed at vessels they perceived as Israeli-linked. 
The Yemeni faction soon expanded its targets 
to include US- and UK-linked ships as the two 

nations began striking Houthi targets in Yemen.

The ceasefire announcement comes after more 
than a month of the US intensely bombing Houthi 
targets, including the key fuel import hub of Ras 
Isa. Israel also launched airstrikes against Houthi 
targets on Monday and Tuesday after a Houthi missile 
bypassed Israeli air defence systems on Sunday and 
landed near the country’s international airport.

The Houthis attacked dozens of merchant 
ships between November 2023 and December 
2024, but no new attacks have been reported 
since, as the militants turned their focus to 
launching missiles and drones at Israel.

It was not immediately clear which vessels still fall 
under the Houthis’ targeting criteria, but responses 
from Houthi officials unequivocally indicated 
that aggression against Israel will continue.

“Our military operations in support of Gaza 
will not cease until the aggression against Gaza 
stops and the blockade on its residents is lifted, 
allowing the entry of food, medicine and fuel,” 
Houthi official Mohammad Al Bahiti said on X.

“As for our attacks on the US, they fall within 
the context of the right to self-defence. If it 
halts its attacks on us, we will halt our attacks 
on it. This position also applies to Britain.”

He added, “If the US persists with its operations 
in support of the Zionist entity, even if they are 
immoral, the only way to stop the war and avoid 
escalation is for the US to pressure Netanyahu to 
respect the terms of the ceasefire agreement. At 
that point, we will halt all our military operations in 
the Red Sea and deep within the Zionist entity.”

The Houthis have been approached for comment.
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US-Houthi ceasefire not expected to spur 
imminent Red Sea return
THE US-Houthi ceasefire is not expected to 
usher in an immediate normalisation of Red 
Sea traffic as the security risk remains largely 
unchanged, shipping and security analysts said 
in the wake of Tuesday’s announcement.

BIMCO chief safety and security officer Jacob 
Larsen said the shipowner group was still 
reviewing the “various aspects” of the ceasefire 
deal but advised members to remain cautious.

“As a matter of precaution, shipowners 
are advised to maintain their current risk 
management measures until further notice,” 
Larsen told Lloyd’s List on Wednesday.

Analysts weighing in on the development said 
the Israel-Hamas ceasefire in January and 
subsequent announcement from the Houthis 
that they would lift their “ban” on most ships 
did not encourage a mass resumption of 
commercial traffic through the Red Sea.

While no commercial ships have reported being 
attacked since December, the industry remains wary 
of returning to the Red Sea. Some major owners and 
operators that have diverted away from the Red Sea 
have started testing the waters in recent months, 
but traffic levels are far from their pre-crisis levels.

EOS Risk Group head of advisory Martin 
Kelly said it would take “a while” before 
the Red Sea situation normalised.

“The Houthis announced a ceasefire earlier this year 
and reverted pretty quick,” Kelly told Lloyd’s List.

“During that time, trade wasn’t quick 
to return to the Red Sea.”

Vespucci Maritime chief executive Lars Jensen 
said: “It should also be kept in mind that at the 
beginning of 2025, the Houthis initiated a ceasefire 
with the argument that as long as there was a 
ceasefire between Hamas and Israel in Gaza, they 
would stop shooting at ships. When the ceasefire 
was broken, the Houthis also resumed action.

“Given the current situation there is not a high 
probability that large merchant vessels will be 
in a rush to go back through the Red Sea.”

The Houthis began their campaign against 
commercial shipping in late 2023 with attacks 
aimed at vessels they perceived as Israeli-linked. 
The Yemeni faction soon expanded its targets 
to include US- and UK-linked ships as the two 
nations began striking Houthi targets in Yemen.

US President Donald Trump surprised the world on 
Wednesday when he announced the truce, which 
came in the midst of an intensive American and 
Israeli bombing of Houthi targets. Despite some 
reports that the Houthis denied an agreement was 
reached, statement from Omani mediators later 
confirmed by the Yemeni faction confirmed the 
sides indeed agreed to stop attacking each other.

“Neither side will target the other, including 
American vessels, in the Red Sea and Bab 
al-Mandeb Strait, ensuring freedom of 
navigation and the smooth flow of international 
commercial shipping,” foreign minister Badr 
Albusaidi said on social media platform X.

However, statements from the Houthis suggest 
freedom of navigation is far from ensured.

The Humanitarian Operations Co-ordination Center, 
through which the Houthis communicate with 
merchant shipping, said in response to an enquiry 
from Lloyd’s List that Israeli ships will continue 
to be “banned” despite the US-Houthi ceasefire.

“Currently, the vessels that remain prohibited 
from transiting the Red Sea, the Gulf of Aden, 
and the Arabian Sea are those that are 100% 
owned by Israeli individuals or entities, as 
well as vessels sailing under the flag of the 
usurping Israeli entity,” the HOCC said.

The “ban” essentially echoes the militants’ targeting 
profile from the early days of the Red Sea crisis in 
late 2023, when their attacks on ships perceived to 
be Israeli-owned — while often having no links to 
Israel — spurred a mass exodus from the Red Sea.
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ANALYSIS

ITIC: marine liability cover for men in suits, 
not men in boilersuits
THE International Transport Intermediaries 
Club is another one of the many marine 
mutuals offering cost-price liability insurance 
to people working in the maritime industries.

But as the in-joke at its offices runs, the main 
difference is that it provides cover to the 
men in suits, not the men in boilersuits.

“We insure people that sit at a desk rather than the 
people that are operating a crane, driving a truck 
or sailing a ship,” said chief executive Tom Irving.

In practical terms, this means the shipbrokers that 
fix the charters between owners and charterers, or 
S&P transactions between buyer and seller, and the 
ship agents that look after cargoes, deal with port 
authorities and pilots and arrange crew changes.

The club now has 3,650 members, ranging from 
sole traders to substantial public limited companies, 
chiefly ranking among the arrangers, facilitators, 
managers and surveyors of the maritime world.

ITIC, or to be more exact, its main predecessor, 
was founded by the Institute of Chartered 
Shipbrokers in 1925 under the name of the 
Chartered Shipbrokers’ Protection Association.

The move came after a number of significant 
court cases centring on unpaid shipbrokers’ 
commissions. Litigation was expensive then 
as now, and the idea was to provide cost-
price legal expenses insurance to brokers.

By the 1930s, the CSPA began to offer a second class 
of insurance, providing indemnity for professional 
negligence claims. The parallels with what P&I 
clubs do for shipowners should be obvious.

A merger with the International Ship Brokers 
& Agents P&I Club came in 1983, before 
ITIC reached its current form after another 
merger in 1992, this time with Transport 
Intermediaries Mutual Insurance Association.

This process has meant a diversification 
into similar niches in sectors adjacent to 
maritime, such as aviation, but shipping still 
accounts for 95% of those signing up.

Companies usually become members out of 
sober recognition that nobody’s perfect. We all 
make bungles from time to time, and sometimes 
those that lose out in consequence are entitled 
to seek compensation. ITIC’s policies, as Irving 
sees it, insure primarily against human error.

“We cover mistakes that an individual makes 
doing their job, where the company is being sued 
for loss that their customer or client has suffered.

“That is to say, third party liabilities arising 
from the negligence of the member.

“You think you’ve seen it all when it comes to claims, 
and then something else lands across your desk.”

For example, ship agents may face a claim for 
relying on out-of-date information on available 
draft, creating difficulties in berthing a ship.

A shipbroker may make too optimistic 
assumptions based on previous transactions 
and then miss something that has changed, 
making mistakes in recaps and negotiations.

Shipmanagers may not exercise the right degree 
of oversight on a refit or drydocking, leading 
to a major cost over-run for the owners.

ITIC will meet the cost of investigating a 
claim and defending where necessary. Often 
an early resolution can be achieved. Where 
arbitration or court decision results in an 
award, it will pick up the tab for that too.

Yet compared to $2bn-plus cover provided 
by the International Group pool scheme, 
ITIC can only write up to a maximum of 
$30m, and doesn’t even always do that.

This is probably about right, given the 
nature of what it insures. There is little 
degree of aggregation risk, for instance.

“We obviously go through scenario planning 
and look at if there is one event that could 
cause multiple claims. With our type of 
insurance, it’s difficult to see that.”
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In the hypothetical situation in which a claim 
topped the $30m ceiling, ITIC is backstopped 
by $280m in reserves, a pot that could take the 
strain were there to be no other alternative.

Members can pick upper limits 
appropriate to their needs, in terms of 
the kind of business they are doing.

Most of ITIC’s business — around 85% of it, in 
fact — comes via brokers, who will often guide 
their clients appropriately on the topic.

If $1m is appropriate for a sole trader, that is the 
level he or she will be advised to select. According 
to Irving, ITIC eschews so-called upselling.

“We say, let’s just look at what service you’re 
providing, what could go wrong, whether you 
are using standard terms and conditions to limit 
your liability. Do you really need a huge limit?”

Irving also pointed out that P&I cover for 
shipowners is effectively compulsory. Without 
the ticket to trade provided by a blue card, 
most ships won’t get into most ports.

“We’re different in that respect. If 
you’re a marine surveyor, you don’t 
have to buy our type of insurance.

“We would say, you shouldn’t be doing that. 
We can point to decades of claims we’ve 
paid on behalf of surveyors, but no, we’re 
not part of the International Group.”

ITIC prides itself on being member-owned, 
with a non-executive board of directors.

Management services are provided by Thomas 
Miller, which also manages the UK P&I Club, the 
UK Defence Club, the UK War Risks Club, the 
Hellenic War Risks Club and the TT Club, and 
other mutual insurers outside the marine classes.

But most of ITIC’s competition comes from 
commercial insurers providing liability cover, 
especially in local domestic markets.

“We’ve been doing this for 100 years and 
we have seen competitors dip in and out 
of the market. It will be all the rage to 
come in and do this kind of business.

“And then maybe fortunes change a bit and it’s not 
making the kind of money they thought it would 

make, and someone else will come in and have a go.

“Our philosophy is steady pricing of the risk 
and being there to pay claims. For us, there are 
no third-party shareholders to provide a profit 
to, and we’re only as good as the last claim 
we’ve paid or the last claim we’ve settled.”

Interestingly, ITIC’s combined ratio — the 
ratio of payouts and operating expenses 
against payouts, widely used as a yardstick 
of underwriting performance — is on the 
high side, not just for a mutual but even by 
the standards of commercial insurers.

While most mutuals aim to land fractionally 
either side of the 100% breakeven mark, ITIC’s 
figure is frequently of the order of 70%.

Irving defends this, on the grounds that ITIC 
has to be more commercially minded than a 
P&I club, as it does not have access to a pool 
scheme as a reinsurance mechanism.

Moreover, it has for the last 31 years in 
succession provided generous continuity credits, 
effectively a cashback to renewing members.

This time round the continuity credit will be 
35% for those renewing for one year, and 45% on 
the first year for those renewing for two, with a 
guaranteed minimum of 30% in the second year.

Irving stressed that the level of the credit has 
moved both up and down over the decades, 
as suits ITIC’s financial situation.

“I always describe it as a tap we can turn 
on or off quite quickly. We like the ability to 
give a 45% continuity credit, which is higher 
than it has been in recent years, but that’s 
a response to a strong combined ratio.”

ITIC’s most important recent project has been the 
establishment of a Brexit workaround subsidiary, 
in the shape of Cyprus-based International 
Transport Intermediaries Insurance Co (Europe).

Many UK-based marine mutuals have had 
to set up such affiliates simply to be able to 
keep selling to European clients after Britain’s 
departure from the European Union.

The new subsidiaries have risen to the task of 
fulfilling this function. Publicly, P&I club executives 
are wont to declare them a success; privately, 
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they will sometimes gripe the additional expense 
and bureaucracy the mechanism entails.

Between November 2019 and the launch 
of International Transport Intermediaries 
Insurance Co (Europe) in February 2024, ITIC 
served Europe through UKNV, a Netherlands-
based affiliate of the UK P&I Club and thus 
part of the extended Thomas Miller family.

That set-up, known in insurance jargon as a 
fronting arrangement, worked well enough and 
could have continued, Irving insisted. But ITIC’s 

board felt that its longer-term best interests 
were best served by an independent EU entity.

“They felt quite strongly that was the better 
strategic model, to be a bit more self-sufficient. 
That led us to Cyprus, a big shipping hub, 
especially for third-party ship management, where 
ITIC has had business for around 30 years.

“We were very conscious of going somewhere that 
had that strong maritime community. Cyprus 
was slightly more cost-effective for us as well.”

Getting to Zero Coalition report finds mixed 
progress on green goals
THE Getting to Zero Coalition has produced 
a scoring system to measure progress on 
decarbonisation across different shipping sectors.

Its first ‘action framework’ report had 76 
companies (just under half the group’s 
members) across 25 countries report progress 
on 26 action areas, expressed as a percentage 
and grouped into five categories.

The Global Maritime Forum initiative found 
higher scores for the early jobs in the green 
transition: progress reporting (63%), policy 
engagement (49%), transparency in ship 
finance (67%) and port incentives (57%).

Pilot and demonstration projects were at a healthy 
56%. But procuring zero-emission shipping services 
came in at just 20%, as did book-and-claim systems.

There was predictably little progress on 
the thornier, more expensive problems of 
decarbonisation, including green corridors (17%), 
green loans (17%) and zero-emission retrofits 
(8%). The holy grail of commercialising zero-
emission shipping services came in at only 6%.

GMF decarbonisation director Jesse Fahnestock 
told Lloyd’s List the results of the Getting to 
Zero Coalition members in aggregate looked 
quite similar to those of the broader industry, 
“which might indicate that okay, maybe there 
is more to be done from the leaders”.

But he said they also reflected the “structural” 
problems in the way of decarbonisation, chiefly 
lack of emissions regulation from the International 
Maritime Organization and future fuel uncertainty.

Fahnestock said the real value of the action 
framework would be to show progress on green 
goals year to year, rather than as a single snapshot.

But there also were some positive surprises. Some 
companies had come up with detailed plans for 
fleet turnover: phasing out fossil-fuel ships as 
well as ordering new green ones. This helped 
assuage fears that uncertainty over the IMO’s 
new rules would hamper proactive investment. 

“That kind of thing is super useful,” Fahnestock 
said. “Even if they have to adjust it when 
they get more clarity on MEPC, it means 
they won’t have to be as reactive overall.”

The GMF report said its results showed room to 
improve across the coalition’s membership.

“Coalition members are grappling with sector-wide 
challenges, including uncertainty around IMO 
mid-term measures, fuel pathway competitiveness, 
and connecting fuel supply and demand for 
zero-emission solutions,” the report said.

Members were setting the conditions for 
decarbonisation by setting targets and advocating 
for strong green policies, and by reporting their 
emissions. Some were developing and deploying 
zero-emission assets, signalling early progress.

But activities in green premium markets and green 
shipping corridors “remain largely exploratory, 
with more work needed to scale these first-
mover initiatives”. The scores below 50% partly 
reflected the early stage of shipping’s transition; 
it could be that average scores of 48% and 28% 
represented leading practice in the sector.
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But not all inaction could be blamed 
on the lack of IMO regulation.

“For many action areas, the spread between 
stakeholders acting at a moderate or high 
level of ambition was offset by a number of 
companies not taking any action at all or lagging 
significantly behind their peers,” the report said.

The areas with the most progress were those 
that did not require risky capital investments 
or other commercial commitments.

The GMF urged the industry to prioritise 
transition planning for 2035 and beyond, share 
knowledge, and try innovative commercial 
agreements to spread the costs and risks. 

Green hydrogen groups say EU must succeed 
where IMO failed
GREEN hydrogen lobbyists are taking their 
fight to Brussels in the wake of “disappointing” 
regulations agreed at the International 
Maritime Organization last month.

Six industry and non-profit groups have penned an 
open letter to the European Commission calling 
for financial aid for e-fuel producers from 2025.

They called on the EU to extend its emissions 
trading system to ships smaller than 5,000 gt, 
and to strengthen the perks for e-fuels in the 
FuelEU Maritime fuel standard from 2027.

E-fuels, made from renewable power, are seen 
as the greenest but most expensive way to 
decarbonise shipping. Advocates worry the 
IMO’s new net zero framework is too weak to 
narrow their price gap with cheap fossil fuels.

“The EU must deliver the policy support that 
the shipping industry is crying out for and 
that the IMO failed to secure,” said Aurelia 
Leeuw, EU policy director at the Skies and 
Seas Hydrogen-fuels Accelerator Coalition.

“There is only one credible path to net zero 

shipping, and that is using green hydrogen fuels.

“But without EU support, the maritime 
sector will not be able to access and adopt 
these fuels, in turn failing to deliver the 
potential for industrial competitiveness these 
innovative sectors promise Europe.”

Shipowners have said the EU should now scrap 
its curbs on shipping emissions because of the 
IMO rules, arguing double taxation is unfair.

The commission has said it could fall in line with 
the IMO, but only if it deems the global measures 
strong enough. Policy wonks think it unlikely that 
EU member states will want to give up the revenue.

Nature and Biodiversity Conservation Union 
transport policy officer Lukas Leppert said: “The 
IMO’s limited successes marked a major missed 
opportunity to cut emissions and accelerate 
the green maritime industry of the future, but 
one that the EU is well poised to correct.”

The SASHA Coalition has made similar calls 
to the UK government, which is adopting an 
ETS for its domestic shipping industry.

MARKETS

New bookings data points to US import plunge 
in May and June
US FALLOUT from tariffs will play out with a 
delayed effect. By the time that impact is severe 
enough to elicit a political response — when US 
shelves start emptying and retail prices rise — the 
US will have already lost a huge chunk of imports.

New bookings data from Vizion reveals 
the extent of the import plunge to come, 

confirming volumes from China are set to 
fall precipitously versus pre-tariff levels.

Vizion data sources cover 35%-65% of US import 
bookings overall, and 50%-60% of US imports 
from China. Bookings occur, on average, about 
two weeks prior to loadings, and Chinese exports 
take three to five weeks to arrive in the US. Thus, 



Lloyd’s List | Daily Briefing  Thursday, 8 May 2025 Page 10

bookings in the latest week are a bellwether of 
the trend in US imports in June and early July.

Bookings for US imports from China tracked 
by Vizion in the latest week (April 28-May 4) 
collapsed by 43% versus the previous week.

This is in part due to May Day holiday and next 
week could see a moderate rebound. However, 
Chinese bookings to the US over the past 
three weeks were down 42% from pre-tariff 
averages (in mid-February through March).

US import bookings tracked by Vizion from 
all origins were down 26% in the latest week 
versus the week before. Total US import 
bookings in the past three weeks were 
down 23% versus the pre-tariff average.

Bookings data is an early indicator but 
bookings are subject to change or cancellation. 
A more immediate indicator of US imports 
is data on confirmed departure loadings.

Vizion data on confirmed departure 

loadings from China to the US shows 
volumes are now reapproaching lows seen 
during the Chinese New Year holiday.

Departing cargo volumes from China in the 
past three weeks were down 34% versus 
levels seen in the weeks prior to the 145% 
US tariffs and after Chinese New Year.

Vizion also uses its data to estimate future 
imports at US ports, based on cargo booked in 
the system with estimated dates of arrival.

It currently estimates that import volumes 
to the port of New York and New Jersey will 
be down 27% year on year in May and June 
combined, with volumes predicted to fall by 
28% to Los Angeles and Houston, by 31% to 
Long Beach, and by 32% to Savannah.

“This is not looking good,” said Vizion chief 
executive Kyle Henderson in an online presentation 
on Tuesday. “The next knock-on we’re going 
to start seeing is things just aren’t going to be 
arriving in the ports the way they used to.”

Container futures rally as US-China trade 
hopes outweigh Red Sea ceasefire
SHANGHAI’S container freight futures staged 
a rebound on news of resumed China-US trade 
talks, largely ignoring prospects of an earlier 
end to Red Sea rerouting after Washington 
reached a ceasefire deal with the Houthis.

The main August 2025 Shanghai–Europe contract 
(EC2508) jumped more than 7% at one point on 
Wednesday, but pared gains to close up 3.7%.

The October contract showed a similar pattern, 
with gains retreating from around 4% to end at 
1.2%. Longer-dated contracts closed nearly flat.

Before the Labour Day holiday that started May 
1, the value of open EC contracts had dropped 
to $829m, nearing 18-month lows. There was a 
minor recovery when trading resumed on May 6.

“The main increases were in the August and 
October contracts, as the market expects US trade 
volumes to recover after the talks, which would be 
positive for Asia-Europe routes,” Haitong Futures 
shipping analyst Lei Yue told Lloyd’s List.

Sentiment-driven rally

Beijing has confirmed its vice-premier He Lifeng 
will hold meetings with US Treasury Secretary Scott 
Bessent during his May 9-12 visit to Switzerland, 
echoing an earlier White House statement.

“After fully considering global expectations, China’s 
interests, and appeals from the US industry and 
consumers, China has decided to agree to contact 
with the US side,” China’s Commerce Ministry said.

The exorbitant tariffs both countries have imposed 
on each other have severely disrupted bilateral trade.

Latest data from Vizion, a container shipment 
tracking firm, shows US import bookings in 
the last three weeks were down 23% compared 
to pre-tariff averages from mid-February to 
March. Bookings from China plunged 42%.

This will likely cause a noticeable slide in US import 
volumes over May-June given shipping times, 
triggering price hikes and shortages of goods.
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Carriers adapted by cutting transpacific 
sailings, with some withdrawn capacity 
redeployed on Asia-Europe, where rates 
already face pressure from overcapacity.

If the trade talks did lead to a recovery in China’s 
exports to the US, some of the additional ships 
might be removed, but this would not impact 
Asia-Europe cargo volumes, Lei pointed out.

According to the current sailing schedules, weekly 
capacity on the Asia-Europe trade in August 
has already reached 280,000 teu, flat compared 
with May — but that’s without factoring in 
redeployed tonnage or newbuilding deliveries.

Even if demand picks up during the traditional 
summer peak season, achieving the spot rates 
currently implied by the futures index — around 
$2,100 per teu — will still be a challenge.

“The core issue on the Europe route remains that 
cargo demand cannot absorb the rather abundant 
vessel capacity,” Lei said. “So Wednesday’s 
futures jump was more sentimental.”

She added that the narrowing of futures gains 
toward the close was also linked to market 
speculation that some major carriers are set to cut 
Asia-Europe rates again to below $1,500 per feu.

Muted view of the Red Sea ceasefire

Meanwhile, hopes for progress in trade negotiations 
seem to have made investors shrug off, or at 
least downplay, a major negative development.

US president Donald Trump told reporters on 
Tuesday that the Houthis had “capitulated” 
and “will not be blowing up ships anymore” 

in exchange for the US stopping its 
bombing campaign against them.

The Omani Foreign Ministry, which appears 
to have mediated the US-Houthi talks, 
confirmed shortly after Trump’s remarks 
that both sides agreed a ceasefire.

“Probably the traders still do not believe in 
an imminent return to Red Sea transits,” said 
Linerlytica co-founder Johnson Leung.

But he added that markets can be wrong 
sometimes. “I think the futures market should 
be more concerned about the Houthis deal.”

Lei said the likelihood of a Gaza ceasefire and the 
resulting resumptions in the Red Sea had been 
so heavily traded on previously that the futures 
market had become less sensitive to the news.

“Expectations on the Sino-US trade talks 
outweighed Red Sea reopening, especially in 
the short term,” she said. “Only when there is 
substantial progress in the Gaza truce would it be 
reflected in the October and December contracts.”

Earlier this week Hamas said it was no longer 
interested in ceasefire talks with Israel, which 
had announced a new “intensified” offensive in 
Gaza involving its troops holding seized territory 
and significant displacement of the population.

Following Trump’s remarks, Houthi official 
Mohammad Al-Bahiti suggested on X that the 
ceasefire would apply only between the militia 
and the US, while it would not fully halt military 
operations in the Red Sea and against Israel until 
the Netanyahu government stopped its attacks 
on Gaza and returned to the negotiating table.

Capesize owners hope Simandou tonne-miles 
will offset drop in Chinese ore demand
GUINEA’S Simandou project is key to the capesize 
sector’s mid-term future, with owners and operators 
expecting an increase in tonne-miles next year.

The project, which boasts one of the richest 
deposits of iron ore in the world, is expected to 
begin exporting cargoes this year, although any 
significant volumes are only expected in 2026.

Simandou’s ore is of significant quality, around 
65%-66% iron content, which puts it on par 
with much of the ore mined from Brazil and 

slightly ahead of most Australian exports.

Star Bulk commercial director Milena Pappas 
said she expected much of the ore exported 
from Simandou to head to China, due to its high 
quality and significant Chinese investment in 
the project. Chinese-owned companies have 
stakes in all four mining blocks of the project.

She told Lloyd’s List that China’s self-imposed 
climate targets, including a goal to record its peak-
carbon emissions in 2030 and be net zero by 2060, 
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meant it would seek higher-quality ore from abroad 
at the expense of often lower-quality domestic ore.

Ore with higher iron content contains 
fewer impurities and therefore 
requires less energy to process.

Its quality advantage, as well as Chinese interest, 
means Guinean exports will likely replace some 
Australian imports into China, which would see 
a welcome increase in tonne-mile demand.

The voyage from Morebaya — the new port being 
constructed in Guinea to export Simandou’s 
ore — to Qingdao is nearly three times as long 
as the journey from Port Hedland to Qingdao.

Australia’s proximity to China means that despite 
outstripping Brazil in terms of iron ore exports by 
nearly 500m tonnes in 2024, the South American 
country came out on top in terms of tonne-miles 
generated last year, according to TradeViews data.

With Chinese iron ore imports already beginning 
to drop, Pappas’ theory that China will focus 
on higher grades will give capesize owners 
hope that increased tonne-miles courtesy of 
Simandou will outweigh any drop in volumes.

Himalaya Shipping and 2020 Bulkers chief 
executive Lars-Christian Svensen said that 
if Simandou volumes were “in addition to” 
Brazilian and Australian exports, then larger 
vessel sizes would have “a field day”. But even if 
those tonnes turn out to replace some Australian 
exports, things would still be very good for 
the capesize and newcastlemax segments.

The new volumes of ore out of West Africa are 
part of the reason Western Bulk chief executive 
Torbjorn Gjervik thinks 2026 and 2027 “will be 
a capes story”, combined with “tight” supply in 
the largest segment and a muted orderbook.

Splitting is of course the concern, especially 
with a glut of new panamaxes and ultramaxes 
set to hit the water in the next 12-18 months.

But with a burgeoning bauxite trade 
developing out of Guinea too, capesize 
owners now have options, Svensen said, and 
will be more resilient to cargo splitting.

“Six years ago, when we passed the Cape of 
Good Hope in ballast from China, we were 
praying that the Brazilian miners wouldn’t 
take us for too much of a ride,” he said.

But now owners can load bauxite and, soon, iron 
ore from West Africa, reducing their reliance on 
cargoes from the east coast of South America.

Pappas said that ultimately, if smaller size 
rates remained poor moving into 2026, 
then the sector could see some splitting.

But decarbonisation regulations, combined 
with tariffs and even the new US Trade 
Representative port fees plan, could all 
make capesizes more attractive.

Put simply, capesizes are still the most efficient way 
to move large volumes of iron ore and bauxite.

New deliveries add to Navios Partners’ 
contracted revenue backlog
NAVIOS Maritime Partners has been continuing 
to renew its diversified fleet while keeping a 
watchful eye on geopolitics in what the company 
sees as a “particularly uncertain” period.

Chief executive Angeliki Frangou noted that 
market sentiment had “turned bearish” in response 
to the “unprecedented” and oft-changing tariff 
proclamations by the Trump administration.

“As the US administration manoeuvres toward a 
tariff regime furthering its policy aspirations, a 
faint outline is starting to emerge,” Frangou said.

“It appears the potential impact on maritime 
transportation may be more muted than feared, 
although extreme outcomes are still possible.”

The New York Stock Exchange-listed owner, which 
controls a fleet of 171 vessels across the dry bulk, 
tanker and containership sectors, including 21 on 
order, has the cushion of a $3.4bn backlog of charter 
revenues with revenues rising slightly into next year.

It has fixed 66% of its capacity for the 
past nine months of 2025 and more than 
43% for the 2026 calendar year.
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That equated to contracted revenues of 
$714m for the last three-quarters of this 
year, at an average time charter equivalent 
rate per vessel per day of $25,703.

For next year, Navios has already 
contracted $719m of revenues, at an 
average day-rate of $28,407 per vessel.

New additions to the fleet are contributing 
to the strong revenue projections.

So far this year, the owner has taken delivery of 
two aframax/long range one tanker newbuildings 
that have been chartered out at an average net 
daily rate of $26,349 for five years, and two 

liquefied natural gas dual-fuel containerships 
of 7,700 teu that have been chartered out at 
an average of $41,753 per day for 12 years.

Meanwhile, it has sold two panamax bulkers 
and agreed to sell a 2,741 teu containership, 
for aggregate sale proceeds of $34.7m.

The average age of the outgoing vessels was 19 years.

First-quarter revenues dipped by 4.6% to 
$304.1m, mainly due to decreased charter rates.

Adjusted net income for the quarter 
amounted to $47.7m, lower by one-third 
than the first-quarter profit last year.

Evalend inks deal for two suezmaxes at 
HD Hyundai Samho
EVALEND Shipping has signed contracts with 
HD Korea Shipbuilding & Offshore Engineering 
for two suezmax tankers, extending a small flurry 
of suezmax ordering by Greece-based owners.

The 157,000 dwt tankers are scheduled for delivery 
in the first half of 2027 and will cost about $85m 
each, a source with knowledge of the deal said.

Both tankers will be constructed by the HD Hyundai 
Samho yard to run on conventional fuel and will 
be fitted with exhaust gas cleaning systems.

KSOE announced such a deal on Wednesday but 
put a slightly higher value on the ships and did 
not identify the shipowner behind the orders.

The move brings Evalend’s newbuilding 
orderbook to about 30 vessels of various types.

The diversified owner has invested in a wide 
range of tonnage, from very large crude carriers 
and large versatile gas carriers to liquefied 
natural gas carriers and LNG bunkering units.

Meanwhile, the Kriton Lendoudis-led 
company is not the only Greek player to puts 
its money on suezmax tankers of late.

Some 10 days ago, George Prokopiou-led Dynacom 
Tankers contracted two suezmaxes from preferred 
tanker builder New Times Shipbuilding in China.

No price has been given for the order but 
industry sources say they generally expected a 
differential of about $5m between South Korean 

and Chinese yard quotes for suezmaxes.

The new pair extends a huge Dynacom 
orderbook that now runs close to 50 tankers.

Centrofin Management, led by brother 
Dimitris Prokopiou, last month was reported 
to have placed orders for four suezmaxes 
with Samsung Heavy Industries.

While details of the order could not immediately 
be confirmed, Samsung has said it plans to 
deliver the tankers by the end of 2028.
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IN OTHER NEWS

Record premiums at 
Shipowners’ Club
P&I insurer Shipowners’ Club 
saw gross earned premiums 
top $300m in the year to 
December 31 2024, taking the 
benchmark to an all-time high.

The period saw the International 
Group affiliate generate 
an underwriting surplus 
of $3.2m, down on $4.1m 
seen last time round.

Its combined ratio (the ratio 
of payouts and operational 
expenses to premium income) 
came in at 98.8%, in line with the 
usual target for mutual entities.

British rotor sail designer 
Anemoi gears up for growth
BRITISH bulk carrier rotor 
sail designer Anemoi Marine 
Technologies is set to expand as 
increasing emissions regulations 
prove the business case for 
its rotor sail technology.

London-headquartered Anemoi 
deployed its first set of sails, 
with four rail-mounted rotor sails, 
in 2018 aboard the ultramax 
bulk carrier newbuilding Afros 
(IMO: 9746803) for Greek 
shipowner Blue Planet Shipping.

Since then, it has completed 
installation of 12 rotor sails 
on board two very large ore 
carriers and one kamsarmax 
bulker via retrofits undertaken 
during scheduled drydocking in 
China. A further seven bulkers 
comprising one ultramax, one 
newcastlemax, two VLOCs and 
three handysize ships are booked 
to be fitted with Anemoi sails.

Orca AI to advance autonomous 
shipping plans as it wins 
new investment
LONDON-headquartered digital 
maritime technology business 
Orca AI confirmed it has 

closed investment funding to 
develop its existing platform 
further towards the automation 
of vessel operations.

The new funding of $72.5m 
will also be used to expand 
Orca AI’s business in the 
defence and security sectors.

Orca AI said the completion of 
its latest funding round brings 
the total raised to $111m. US-
based private equity business 
Brighton Park Capital led the 
round with participation from 
existing investors Ankona 
Capital and Hyperlink Ventures.

Gothenburg port trials 
hydrogen for shore power
SWEDEN’s Port of Gothenburg 
is trialling using hydrogen 
for shore power.

The port connected a mobile 
hydrogen generator to the grid 
power supply at Stena Line’s 
Germany terminal, then on 
to ro-paxes Stena Germanica 
(IMO: 9145176) and Stena 
Scandinavica (IMO: 9235517).

Gothenburg first installed 
onshore power supply systems 
for its Germany and Denmark 
terminals in the early 2000s. 
But many other ports lack 
such capabilities, and they are 
complex and costly to build.
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