
AN ‘ENDURANCE GUIDE’ 
FOR MEMBERS IN TOUGH 
MARKET CONDITIONS



The past few years have been some of the most challenging 
ever faced by many of our Members. On 18 February 2014 
the Baltic Dry Index reached an all time low. Many in the 
shipping industry were already suffering when the oil price 
began a record plunge. By 2016 the price of Brent Crude had 
dropped from its 2014 level by 70%. 
The declining state of the market has led to very difficult trading conditions for vessel operators. 
Record numbers of vessels are in layup with charterers slashing rates or terminating charterparties 
altogether. Unfortunately, many analysts predict the oil price will not increase significantly in the 
near future and, as some vessels approach the end of charter periods, owners are asking questions 
about layup or looking elsewhere for new business. 

As a result our Underwriters and Claims people have been inundated with common questions 
from Members, mainly regarding how they can endure current market conditions. Members want 
to know what to do about their Charterers threatening to cut rates, entering new contracts with 
unfamiliar entities and relocating tonnage or placing vessels into layup, amongst others. 

As always, the Club aims to assist Members wherever we can. Together with CTRL,  we have 
drawn up this guide answering recently received queries. Staff from the Club and CTRL bring their 
experience to bear in setting out tips and advice for Members in the current market, which we hope 
will be of assistance. 

If Members have any other queries, they can of course speak to their broker or one of our 
underwriting, claims or loss prevention team members directly. 
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GUIDE OVERVIEW
1. If I place my vessel in layup, will the vessel attract a lower premium rating?

Alexander Millar, Underwriting Assistant – Offshore (London)

2. What steps should a prudent shipowner take when placing vessels into layup? 

Joseph Maguire, Loss Prevention Executive (London)

3.  What steps should a prudent shipowner take when bringing their vessels 
back into service, after a long period of layup?

Captain Hari Subramaniam, Loss Prevention Manager (Singapore)

4.  Has the Club experienced any claims as a result of vessels being laid up? 
What type of claims are likely to arise?

Paul Smit, Head of Claims (Singapore) 
Ashwin Nair, Claims Handler (Singapore) 
Indu Chitran Claims Handler (Singapore)

5.  We are planning to undertake a charterparty with an unfamiliar entity.  
What steps can we take to ensure the charterer will pay their hire?

Daisy Rayner, LADC Manager (London)

6.  My charterer has threatened to cut my charter rate, despite the charterparty 
not allowing for this. What damages can I claim if I refuse their request and 
they walk away from the charter?

Helen McCormick, Associate Director – Claims & Legal (CTRL, London)
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The Club acknowledges that vessels entering into laid up 
status present a much lower risk. As a consequence, policies 
written by the Club can allow for a return of premium when  
a vessel is placed in layup. However, this will be subject 
to a number of factors:

i)  The first factor is the terms of entry for the vessel in 
question. Some policies will contain a condition stating 
‘Cancelling Returns Only’ (CRO). As this suggests, the  
only returns due to the Member will be as the result  
of cancelling the policy, either because the vessel  
has been sold or scrapped.

ii)  Secondly, the vessel must be laid up in excess of 30 
consecutive days without a full complement of crew or 
cargo onboard. This is calculated from the start of the 
lay up to the day of departure, but only inclusive of one  
of these days.

If the entered vessel is not CRO warranted and will be laid up  
in excess of 30 consecutive days, without cargo and only a 
watching or security crew onboard then Members will be 
eligible to apply for a return of premium. Returns will be 
calculated at 40% pro rata, except Legal Assistance and 
Defence Cover, which will only be due returns of 15% pro 
rata. Members may also apply to cancel any additional 
covers in place.

Does it matter if the vessel goes into hot  

or cold layup?

The Club does not differentiate and cover afforded by the Club 
or any returns of premium due to laid up vessels will not be 
affected by whether the vessel is in a hot or cold layup.

It is worth noting however that, although the vessel is in a laid 
up condition, Class and Flag state requirements will still apply.

What forms do I have to fill in?

There is a form on the Club’s website that should be filled in 
and returned to the Club for our action. Simply search ‘laid 
up returns’. Please include all of the information requested 
on the form. Failing this, an underwriter will be happy to 
provide the form via email.

When do I have to declare it?

There is a cut off point by which returns must be declared 
to the Club; this is three months after the end of the year  
in question. In other words, three months after the expiry 
of the policy on which the returns are being requested.

N.B.

The aforementioned returns do not include overspill calls.

The vessel will not be considered as laid up if there is cargo 
onboard or if there are crew onboard, save for those persons 
who are necessary for the vessel’s security or maintenance.

If the vessel is laid up for more than six consecutive months 
then a reactivation survey will be required prior to the 
commencement of the vessel’s operation.

A comment from CTRL

Remember, owners will still have to comply with Class and 
Flag State requirements and maintain statutory certificates 
while the vessel is laid up. If the vessel is UK flagged or 
laid up in UK waters, CTRL’s technical and risk services 
can help navigate those requirements.

1 If I place my vessel in layup, will the vessel attract a lower premium rating?
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Alexander  
Millar
Underwriting Assistant
Offshore Syndicate, London

D +44 207 423 3419

E alexander.millar@shipownersclub.com

S alexander.millar.spl
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When taking the decision to layup a vessel, there are several 
considerations to make before this is carried out. Below are 
some of the elements which Members need to consider: 

Duration of layup

The first consideration is the duration of the intended layup 
period. This will help the Member in the decision to either 
place the vessel in hot or cold layup.

A hot layup means that machinery is kept in a state of operation 
and can be re-commissioned in a short time scale if there is 
a change in the employment of the vessel. It is typical if the 
vessel is to be idle for a period of 12 months or less, for it to 
be maintained in a hot layup state. 

Where a vessel is planned to be laid up for more than 12 months, 
cold layup is a viable option. This means that the machinery 
is taken out of service and the vessel made electrically ‘dead’. 
It is often the case where even the emergency power is turned 
off. In these instances shore power or deck generators can 
be used to supply power to the vessel to ensure that the 
navigational lights and appropriate deck lighting are 
operational during hours of darkness. 

Location

The next consideration is the layup location. The location 
should be sheltered and not exposed to strong winds, high 

currents, tidal streams or swell. Historical meteorological 
information available from weather services providers assists 
in evaluation. In a case of laying up at berth, it is important 
that the layup berth is safe, given the size of the vessel, and 
can adequately accommodate the vessel for the entire period 
of layup. In case of anchoring, apart from ample sea room being 
available, the seabed should have good holding characteristics 
and be free from obstructions or other hazards, along with 
adequate water depth for the vessel, so it can remain afloat 
at all states of the tide, with sufficient under keel clearance. 

Mooring arrangements 

The layup procedure, including mooring/anchoring 
configurations, should be planned and evaluated. This 
includes but is not limited to the method of mooring the 
vessel: is the vessel to be alongside or at anchor? On 
mooring buoys or moored alongside other vessels? 

When assessing mooring requirements it is important to ensure 
that the moorings are suitable to withstand the worst weather 
which can be expected at the layup location. 

If the vessel is to be laid up alongside, it is important that the 
bollards that are intended to be used for mooring to are of 
adequate strength and suitably positioned to allow for a good 
lead from the vessel.

Statutory and operational requirements

Members must ensure that the statutory certificates of the 
vessel remain valid throughout the period of layup as failure 
to do so could prejudice cover.

The vessel must be adequately manned as per the Flag 
Administration’s requirements. With approval from the vessel’s 
Flag Administration, the vessel may be able to make operational 
cost savings, such as a reduction in manning levels. However, 
it cannot be stressed more that this is strictly in accordance 
with the Flag state’s manning requirement.

In the case of an unmanned vessel, such as a barge, it is 
important that the vessel’s position and the mooring/anchoring 
equipment are monitored regularly. Furthermore, regular 
inspections of the vessel must be undertaken to ensure that 
there is no breach of watertight integrity and the vessel is in 
a structurally seaworthy condition. Needless to say, all 
watertight and weathertight openings such as doors, hatch 
covers and manhole covers must be effectively battened 
down to prevent any ingress of water. 

During the course of the layup, weather reports must be 
monitored regularly (by the shore office in the case of an 
unmanned vessel) for early warning in case of any developing 
storms in the area. This allows Members to take additional 
steps to ensure safety of the vessel as appropriate.

2 What steps should a prudent shipowner take when placing 
vessels into layup?
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Navigational lights and shapes must be displayed in accordance 
with collision regulations to ensure that other vessels in the 
vicinity have no doubt with regards to the laid up status of 
the vessel.

Emergency towing arrangements, in the case of barges, must 
be available, facilitating the barge to be hooked up by a tug 
without delay and towed to safety in case of any emergencies.

Sufficient notice is to be given to the necessary authorities, 
such as the Flag administration and the vessel’s Classification 
Society, to ensure compliance with Class rules during the 
course of the layup. Although not in service, a laid up vessel 
will still be required to undertake class surveys which will 
cover such things as watertight integrity, bilge system, fire 
hazards and the equipment in use.

The vessel’s Flag Administration will also require notification 
of the vessel’s change in status, each having its own 
requirements. Please check with the vessel’s Flag Administration 
prior to layup for individual requirements. For guidance, this 
could include lay-up procedures, proposed manning levels, 
emergency response plans, navigational watch 
arrangements and security arrangements.

A comment from CTRL

In most circumstances owners will need to enter into a 
contract with the Yard or owner of the facility where the 
Vessel is to be laid up. The contract will need to state who 
will be responsible if, for example, any damage occurs  
to the vessel or the facilities while the vessel is laid up. 
CTRL can review these contracts for you and advise on 
your potential liabilities or recourse if anything goes wrong.

Joseph Maguire
Loss Prevention Executive, London

D +44 207 423 7188

E joseph.maguire@shipownersclub.com

M +44 7788 238696

S joseph.maguire.spl
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Layup reactivation is crucial given that the vessel may have 
been out of service for a number of months and hence the 
Club has a survey requirement when it comes to layup 
reactivations (Rule 35). 

The extent of re-commissioning work would depend on 
whether the vessel was under hot or cold layup, the length 
of time the vessel was laid up and the extent of maintenance 
carried out during the laid up period. There are many steps 
to be considered when preparing to re-commission the 
vessel after a layup. The following is a non-exhaustive guide 
for layup reactivations. The Class/Flag/Company procedures 
must be consulted prior to commencement of trading.  
In the event of a prolonged layup, due consideration must 
be given for the vessel to undergo sea trials, as appropriate, 
for a proper assessment of the vessel and its equipment. 

Manning

Even where the vessel was on reduced manning for the period 
of the layup, with the permission of the Flag administration, 
it is imperative that prior to reactivation the vessel is adequately 
manned by competent and experienced crew. This may not 
apply to vessels which are certified manned.

Survey and certification

In the event that the laid up status was endorsed by Flag 
and/or Class when the vessel went into lay-up, the intention  
of reactivation must be conveyed to them in advance.  
Any inspections required by Flag and/or Class for putting  
the vessel back into active service must be undertaken.  
It would be prudent to notify the local port authorities  
in case of any specific port requirements. A review of the 
vessel’s safety management system should be considered  
if the vessel has been laid up for a long period. The Club’s 
reactivation survey may also be required as per the Rules. 

Structural condition

This aspect may have been neglected during the period  
of layup and hence an assessment of the vessel’s hull and 
other structural components will have to be undertaken to 
ensure that the vessel is structurally sound to recommence 
trading. This should include examination of the vessel’s hull 
and the sea chests to ensure they are free from excessive 
marine fouling. 

Deck machinery

All deck equipment, including anchoring, mooring and lifting 
(cranes, derricks, etc.) equipment must be tested for proper 
operation. The anchors must be checked to ensure that they 
aren’t fouled during the layup period or it may delay heaving 
up anchor. 

Engine room machinery

All machinery, including the main engines, must be tested  
for satisfactory operation. Lube oil analysis should be carried 
out as required. Emergency alarms and shut down systems 
should also be tested.  

Cargoworthiness

The cleanliness of the cargo spaces must be checked including 
the condition of coatings, as applicable. All pumping systems, 
cargo tank high level alarms and cargo hold bilge high level 
alarms must be checked for operation. In the case of barges, 
if sideboards are fitted, these must be checked for condition. 
Weather-tightness of cargo hatch covers must be checked 
and made good as required.

3 What steps should a prudent shipowner take when bringing their vessels 
back into service after a long period of layup?
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Life saving appliances (LSA)/Fire Fighting 

Equipment (FFA)

It should be verified that all fixed and portable LSA/FFA service 
checks are up to date and that they are in a good serviceable 
condition prior to reactivation. 

Navigation and communication equipment

All navigation equipment is to be tested as per the manufacturer’s 
instructions and serviced as required. Electronic systems are 
prone to deterioration when unused for prolonged periods. 
Hence, care must be taken to have them running for a sufficient 
time prior to being put into actual use.

Cover will be subject to the vessel undergoing a condition 
survey, under Rule 35, if laid up for a period of six months or 
more, whether the vessel has been entered in the Association 
for all or part of the period of lay-up. The inspection is to  
be carried out by a surveyor appointed by the Association. 
All associated costs are to be borne by the Member in full. 
The onus is on the Member to ensure that they give the 
Association notice that the vessel is to be reactivated not 
less than seven days before the vessel departs the place  
of lay-up. If any follow up surveys are required the cost  
of these are to be borne by the Member in full.

Captain Hari  
Subramaniam
Loss Prevention Manager, Singapore

D +65 6593 0437

E hari.subramaniam@shipownersclub.com

M +65 9320 8728

S capths
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When a vessel is out of service, there is an alluring tendency 
to think that the risk of incidents will correspondingly pause. 
This may be true to an extent, but it is not necessarily the case. 
The Club has seen claims (sometimes large claims) arising from 
vessels in layup involving pollution, wreck removals and collisions 
with other vessels as well as fixed and floating structures. 
There are potentially a number of causes of these types of 
incidents, but most of them occur in some degree because 
of a lack of reduced control and supervision of the vessel  
at the relevant time.

For example, if the vessel’s hull springs a leak and in the 
absence of regular sounding of the spaces, the water ingress 
may go unnoticed until the damage has already been done. 
Leaks may also cause flooding of the holds or engine 
compartments and, in drastic cases, this may cause the vessel 
to sink, eventually leading to Members being ordered to 
remove the wreck. Further, it is often the case that smaller 
vessels are tied up in banks of about three or four. In bad 
weather, mooring lines may part causing one or more of the 
vessels to drag anchor and drift into other vessels. Similarly, 
once freed of mooring lines and/or anchor, a vessel may come 
into contact with navigational markers/buoys, bridges or 
jetties and, in particularly rough seas or bad weather, the 
vessel can cause significant damage.

To illustrate, we draw Members’ attention to a particularly large 
claim arising from a vessel in layup. Our Member’s vessel was 
laid up in a layup anchorage facility in Indonesia. Our Member 
was assured that the anchorage was sheltered, safe, equipped 
with 24/7 control tower monitoring and that there were 
emergency response plans in place with employees that 
were fully trained to act proactively. 

While laid up, weather conditions deteriorated and caused 
our Member’s vessel to drift from her anchored position and 
strike a bridge about four nautical miles away. When the ebb 
tide caused the vessel to come away from the bridge, the 
maintenance crew onboard temporarily secured the vessel 
using her two anchors. Rescue tugs arrived and tried to make 
fast. However, in the course of doing so, the vessel struck the 
bridge a second time. It was not until nearly 36 hours after first 
coming into contact with the bridge that the vessel was finally 
towed away from the bridge and safely anchored. The bridge 
sustained significant damage and Members were presented 
with a claim in excess of US$ 3m in respect of damage to the 
bridge and alleged environmental damage.

This case starkly illustrates how things can go wrong even 
when a vessel is laid up with a maintenance crew onboard.

A comment from CTRL

As well as contractual claims between owners and the 
lay-up facility, owners may be exposed to non-contractual 
claims from third parties such as other vessel owners, 
local authorities, etc. In the event of an incident, owners 
should seek local legal advice as well as advice on their 
contractual position. CTRL can assist by instructing local 
lawyers on your behalf.

4 Has the Club experienced any claims as a result of vessels being laid up? 
What type of claims are likely to arise?
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Indu Chitran
Claims Handler, Singapore

D +65 6593 0436

E indu.chitran@shipownersclub.com

M +65 8444 6212

S indu.chitran.smpsb

Ashwin Nair
Claims Handler, Singapore

D +65 6593 6723

E ashwin.nair@shipownersclub.com

M +65 8858 6301

S ashwin.nair.smpsb

Paul Smit
Head of Claims, Singapore

D +65 6593 0440

E paul.smit@shipownersclub.com

M +65 8500 9532

S paul.smit09
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Due to the difficult conditions currently existing in the shipping 
market, particularly in the offshore sector, Members are 
increasingly contacting the Club regarding claims against 
Charterers for unpaid hire. Unfortunately, in some cases 
there is little prospect of successfully enforcing any judgment 
or award against Charterers, as they have few or no assets 
against which to enforce. In such a situation, the Club’s Legal 
Assistance and Defence Cover, regardless of the strength of 
a Member’s claim against the charterer, is unlikely to respond 
as there is no realistic prospect of recovering the hire.

Although there are other ways in which Members can pursue 
Charterers for unpaid hire, the most straightforward and 
effective solution is for Members to carry out thorough  
due diligence (also known as KYC or ‘know your client’) on 
potential Charterers before entering into any charterparty. 

Due diligence is an investigation of a potential charterer to 
determine whether any problems could arise from entering 
into a charterparty with them. Most importantly, this involves 
investigating the financial solvency and assets of a potential 
charterer so that:

a)  Members can satisfy themselves that Charterers will be 
able to pay hire as it falls due.

b)  If problems do arise, Members will be able to obtain 
security for any claim for unpaid hire.

Although the level of appropriate due diligence will vary in each 
case, the following are steps which the Club would expect a 
Member, as a prudent insured, to take:

i.  Make enquiries regarding the potential 

charterer’s reputation

The potential charterer’s reputation within the industry will 
be a useful guide to the likelihood of any potential problems. 
For example:

a)  The potential charterer may have a reputation for not paying 
hire or other behaviour which would be detrimental to a 
Member’s interests, such as forcing a vessel to wait long 
periods before loading cargo or sending vessels to ports 
where loading is not possible. 

b)  The potential charterer may have been involved in previous 
litigation or arbitration with vessel owners regarding hire 
payment or other issues.

c)  As a result of such behaviour the potential charterer might 
have been blacklisted by various parties within the shipping 
market, which would indicate that Members might be 
advised not to contract with them.

d)  The potential charterer may be subject to economic 
sanctions.

Aside from any specific contacts a Member may have, the Club 
recommends approaching BIMCO, or other trade-specific 
entities such as Intertanko or Intercargo, in order to conduct 
enquiries in relation to the aforementioned issues. Brokers, 
P&I clubs and Correspondents can also be good sources of 
information regarding potential Charterers, and basic internet 
searches are also be helpful. If more detail is needed then 
specialist investigation companies such as Infospectrum, 
Gray Page, Dynamar, Marine Forensics or Lloyd’s Maritime 
Intelligence unit can be employed to conduct further  
checks for an agreed fee.

Assuming a potential charterer has a consistent trading pattern 
then it should not be too difficult to obtain information regarding 
their reputation using the above sources. If information 
regarding a potential charterer is hard to find then this is a 
potentially worrying sign, as it suggests that the potential 
charterer may not have any assets against which to secure 
or enforce any subsequent claim for unpaid hire.

ii.  Ensure that Members are protected  

by the terms of the charterparty

It is important that the terms of the charterparty negotiated 
between the Member and the potential charterer are clear 
and unambiguous regarding Charterers’ obligations to pay 
hire. In this regard, the Club suggests seeking legal advice from 
lawyers regarding any confusing or otherwise potentially 

5 We are planning to undertake a charterparty with an unfamiliar entity. 
What steps can we take to ensure the charterer will pay their hire?
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ambiguous terms of a draft charterparty (whether relating  
to the payment of hire or otherwise).

Further, where possible Members should ensure that the terms 
of the charterparty give them a lien over the cargo that is 
carried, as this may help protect their position in the event 
that charterers do not pay hire.

iii. Obtain guarantees
Where possible Members should also obtain guarantees from 
a party whose financial position is stronger than that of the 
potential charterer (in practice this is usually the parent 
company of the potential charterer). This should reduce the 
risk of non-payment of hire by providing a Member with a 
more substantial entity to pursue in the event that a charterer 
fails to pay hire. However, we appreciate this won’t always be 
possible, especially given the relative bargaining power 
when negotiating a lot of offshore contracts.

A comment from CTRL

It is crucial to carry out proper due diligence on your 
charterers. You may have a very strong legal case for 
payment, but if your charterers have no assets which 
you can attach or arrest in order to enforce a judgment 
or award in your favour, then there is often no point in 
throwing good money after bad by pursuing them in 
court or arbitration.

Daisy Rayner
LADC Manager, London

D +44 207 423 7165

E daisy.rayner@shipownersclub.com

M +44 7788 318401

S daisy.rayner.spl

CASE STUDY
In 2014, the Club was asked to assist a Member who was 
owed large sums of unpaid hire by a charterer based in 
Nigeria. The charterparty was subject to English law and 
arbitration and the Member eventually obtained an English 
arbitration award requiring the charterer to pay the unpaid 
hire to the Member. 

An expert asset investigation company report revealed 
that the charterer’s only discoverable assets were located 
in Nigeria. Attempts to enforce the arbitration award against 
those assets were consistently opposed by the charterer 
by a series of appeals in the Nigerian Courts, on the basis 
that the Nigerian Courts should not recognise the English 
arbitration award. Those appeal proceedings are likely to 
take a number of years, during which time our Member is 
unable to enforce the arbitration award. 

This case shows the importance of carrying out due 
diligence when entering into a new charterparty. If Members 
had been aware that the charterer’s only assets were in 
Nigeria, they might have been more aware to the likely 
difficulties of enforcing an award for unpaid hire. They 
could therefore have insisted on the charterer providing 
some security for the performance of their obligations 
under the charterparty and/or a guarantee from a more 
substantial entity with assets that were more accessible. 
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The usual ‘rule of thumb’ measure of damages for a charterer’s 
repudiatory breach of a charterparty is the difference between 
the hire that you would have earned under the charterparty 
and the hire that you would earn from a reasonably similar 
replacement fixture on an available market, for the balance 
of the period.

So, for example, say you entered into a charterparty for a period 
of two years plus or minus 15 days at charterers’ option at a 
rate of US$ 10,000 a day, and you delivered the vessel into 
charterparty service on 1 January 2016. The earliest date on 
which charterers could redeliver would be 17 December 2017. 
If they redeliver before that date, that would be a repudiatory 
breach of the charterparty.

Let’s say charterers redeliver your vessel on 1 October 2016. 
The balance of the charterparty at that date would be one year 
three months (plus or minus 15 days in charterers’ option). 
Suppose that the market rate for a charterparty for your 
vessel for one year three months (plus or minus 15 days in 
charterers’ option) was by that point US$ 7,500 per day. 

You would calculate your damages as follows:

US$ 10,000 x 441 days left to run = US$ 4,410,000

LESS

US$ 7,500 x 441 days left to run = US$ 3,307,500

= US$ 1,102,500

You would also need to deduct any commissions which 
might apply.

This method depends on owners being able to show:

i)  That there is an ‘available market’ for this type of vessel 
for the balance of the charter period

ii)  What the available market rate is.

This usually requires expert evidence. An ‘available market’ is 
one where there are sufficient potential charterers to evidence 
a market in which the owner could charter out the vessel for 
the balance of the period if he wished to. If there is an available 
market, whether owners decide to take advantage of it or 
not is usually viewed by the courts as an independent business 
decision and therefore irrelevant for the purposes of calculating 
owners’ damages.

If there is no available market (which might be the case for very 
specialised trades or vessels, or a very long charterparty period) 
then it becomes necessary to compare what you would have 
earned under the charterparty, and what you have actually 
earned during the balance of the period, for example, by 
chartering the vessel on the spot market. If it is not possible 
to do this straight away because, for example, the balance of 
the period has not yet ended, the courts will accept evidence 
of what owners would be likely to earn, on a balance of 
probabilities.

But remember, if charterers walk away from a charter and 
commit a repudiatory breach, owners might also have the 
option of affirming the charter and claiming hire, instead of 
damages. Owners can do this unless it is ‘wholly unreasonable’ 
to do so. This is likely to depend on factors such as the duration 
of the balance of the charterparty and the prevailing state  
of the charter market.

The advantage of this course of action is that a claim for hire 
does not require any expert evidence on available markets 
or the appropriate rate. This could make litigation to recover 
sums owed quicker and cheaper. However, owners will have 
to continue to perform the charterparty and keep the vessel 
available for charterers until the contractual redelivery date. 
In circumstances where your ability to recover outstanding 
hire looks doubtful, you might consider it more commercially 
sensible to accept the early redelivery, seek alternative 
employment, and claim damages on the basis set out above.

Remember, when faced with a charterer who is refusing to pay 
hire, you must be careful when exercising any rights to withdraw 
the vessel or terminate for their repudiatory breach. If you 
end the contract prematurely, you could be on the receiving 
end of a claim for damages from your charterers. Always seek 
legal advice first.

6 My charterer has threatened to cut my charter rate, despite the charterparty 
not allowing for this. What damages can I claim if I refuse their request and 
they walk away from the charter?



Helen  
McCormick
Associate Director
Claims & Legal (CTRL), London

D +44 207 423 3424
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M +44 7469 856990

S helen.mccormick.ctrl

Endurance Guide for Members | 15



www.shipownersclub.com  @ShipownersClub  The Shipowners’ Club

London
St. Clare House 
30–33 Minories  
London EC3N 1BP 

T +44 207 488 0911

F +44 207 480 5806 

E info@shipownersclub.com 

The Shipowners’ Mutual Protection and Indemnity Association 
(Luxembourg) | 16, Rue Notre-Dame | L–2240 Luxembourg | 
Incorporated in Luxembourg | RC Luxembourg B14288
1016

Singapore 
6 Temasek Boulevard 
#36–05 Suntec Tower 4 
Singapore 038986

T +65 6593 0420

F +65 6593 0449 

E info@shipownersclub.com.sg

The Shipowners’ Mutual Protection and Indemnity Association 
(Luxembourg) | Singapore Branch | Company No. T08FC7268A

Hong Kong 
Suite 1612 Lippo Centre 
Tower 2 
89 Queensway Admiralty 
Hong Kong

T +852 2522 2118

F +852 2522 0977

E info.hk@shipownersclub.com

The Shipowners’ Mutual Protection and Indemnity Association 
(Luxembourg) | Registration No. F12456

http://www.shipownersclub.com
https://twitter.com/ShipownersClub
https://www.linkedin.com/company/the-shipowners-club

