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Gulf war risk premiums double 
but softening now expected

MIDDLE East Gulf marine war risk rates hardened significantly on 
Monday after the US strikes on Iran’s nuclear facilities over the 
weekend but are now expected to ease off if the current tentative 
ceasefire holds, according to market sources.

The developments effectively put the market in wait-and-see mode, 
with conditions volatile as underwriters come to terms with political 
events as they unfold.

Enquiries are said to be well down, which indicates that some 
owners are not prepared to take bookings to the region, given the 
military situation.

Meanwhile, many underwriters are not touching vessels with perceived 
US, UK or Israeli links at any price.

The initial response to Israel’s attacks on Iran earlier this month was 
muted. Rates did firm, as might be expected, but not dramatically so.

The Joint War Committee of Lloyd’s and London companies war risk 
underwriters met last Wednesday. The list of designated areas — for 
which underwriters have the discretion but not the obligation to levy 
additional premiums or APs — remained unchanged.

However, the gulf is generally taken to be part of the wider Indian Ocean 
listed area and links to the listed Red Sea. This means that in practice, 
shipowners must provide insurers with notification of transits.
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Markets were closed on Sunday, when the US joined the 
Israeli military effort, hitting three Iranian nuclear sites 
and using “bunker buster” bombs against the uranium 
enrichment plant at Fordow.

When underwriters returned to their desks on Monday 
morning, APs for the gulf still stood at 0.25% – 0.3% 
of hull value, which is pretty much where they were the 
previous week.

But by the end of the day, pricing had risen to 0.5% 
and up, and higher still for US-affiliated ships. 
Considerations included lack of appetite from Chinese 
ships and concerns over aggregation issues, including 
potential blocking and trapping scenarios.

Underwriters also cut the required notification period 
from 48 hours to 24 hours.

Norway’s Frontline, the world’s largest listed tanker 
operator, is among those developing cold feet and is not 
accepting new contracts that involve transits through 
the Strait of Hormuz.

Ironically, the company’s founder John Fredriksen 
made his reputation by his willingness to move 
Iranian crude exports even at the height of the Iran-
Iraq War of 1980-88.

“Not many real transits quoted in the last 24 hours, 
just people testing the market,” one underwriter said 
this morning.

Marcus Baker, head of marine at big league broker 
Marsh, commented: “Yesterday we saw Red Sea rates 
of between 0.25% and 0.45%, showing that there was a 
heightened sense of unease in the market.

“I suspect that after the announcement of a ceasefire, we 
shall see a measured response from market leaders to 
ratings at the lower end of what I mentioned above. The 
key to all of this will be, will the ceasefire hold?”

One of the biggest war risk underwriters on the Lloyd’s 
market, speaking unattributably, said that his team was 
maintaining its composure.

“What we try not to do is react too quickly, 
because things are changing not just day by day 
but hour by hour.

“We recognise there is a potential for heightened risk, 
but what we don’t want to be is a reactive market.”

Another broker said that quotes yesterday ran 
as high as 1%. But marine war risk insurance is 

almost a textbook perfectly competitive market 
and that may have been an outlier.

Meanwhile, Anders Hovelsrud, insurance director at 
Den Norske Krigsforsikring for Skib, confirmed that 
the Norwegian war risk mutual was going against the 
stream and keeping prices down.

“We have kept our rates steady at 0.16% per 30 days for 
an extended period, resisting any increases. While we 
believe our current position is appropriate, we anticipate 
a slight rate increase soon.

“Given the high volume of vessels in the gulf, even a 
modest rate increase will result in a significant rise in 
premium income. This contrasts with the situation in 
the Black Sea and Israeli ports, where both volume and 
values are lower.”

Red Sea rates seem stable at around 0.3%, with 
no indication that Yemen’s Houthi faction, widely 
regarded as a proxy force for Tehran, is planning to 
resume attacks on merchant ships.

The AP ranges cited above are indicative only. In 
practice, repeat business can secure no claims 
bonuses of up to 50% and major players qualify for 
volume discounts.

For others, the extra outlay amounts to hundreds 
of thousands of dollars per trip. But given that 
tanker hire rates have trebled, they will still be 
substantially in pocket.

But the world comes at marine insurers fast, with US 
President Donald Trump subsequently proclaiming a 
ceasefire on social media. Underwriters’ key task today 
is to calculate the chances of the ceasefire holding.

The premium for Israel port calls last week rose 
from 0.2% to about 0.7%. The reasoning is that some 
Israeli ports host naval facilities as well as handling 
commercial traffic, and merchant tonnage could 
therefore be caught out as collateral damage. That 
picture still holds.

The war risk niche has proved attractive to 
insurance capital over the last few years thanks to 
a flood of premiums seeking cover for trade in the 
Black Sea in the wake of Russia’s invasion of Ukraine 
in February 2022 and the Red Sea after the Hamas 
attack on Israel in October 2023.

Some have used the windfall to subsidise wider hull & 
machinery rates, in a bid to maintain market share in 
the current cut-throat competition prevailing in H&M.
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WHAT TO WATCH

Tanker stocks plunge after Trump’s 
ceasefire message
ASIAN shipping stocks, especially tanker shares, 
quickly retreated on Tuesday after news emerged that 
Iran and Israel have agreed to hold ceasefire talks.

Cosco Shipping Energy Transportation, one of 
the world’s largest tanker owners, led the decline 
with its Shanghai- and Hong Kong-listed shares 
tumbling 7% and 9.8% respectively, by the 
midday break.

Its domestic rival, Shanghai-listed China 
Merchants Energy Shipping, fell by nearly 7%. 
Together, the two Chinese state giants own more 
than 100 very large crude carriers.

This came after US President Donald Trump 
posted on social media on Monday that Tel Aviv 
and Tehran have agreed to “a complete and 
total ceasefire” to be phased in over 24 hours, 
although the situation remains unclear.

Iran’s Foreign Minister Abbas Araghchi denied 
any “agreement” was reached but said “we have 
no intention to continue our response afterwards” 
as long as Israel stops attacking before 0400 hrs 
Tehran time.

However, after the deadline, Israel reported 
detecting another barrage of missiles fired from 
Iran. Prime minister Netanyahu’s government has 
yet to publicly comment on the truce.

US-listed tanker stocks started falling yesterday 
after Iran launched a symbolic missile attack on 
an US military base in Qatar.

Previously, investors had been buoyed by 
escalating tensions in the Middle East and the 
growing risk of a closure of the Strait of Hormuz, 
following strikes by Israel and the US on key 
Iranian nuclear facilities.

The developments underscore, once again, 
how increasingly volatile geopolitics has become 
the biggest driver shaping shipping markets in 
recent years.

In its latest market report, Maritime Strategies 
International said VLCC spot earnings could retreat 
to $43,000 per day in the third quarter from more 

than $70,000 currently, if no substantial flare up 
occurs in the Middle East conflict.

Conversely, if escalation occurs — such as 
restricted passage through the Strait of Hormuz — 
VLCC spot rates could exceed $100,000 per day.

“This initial reaction would again be due to 
further shock, however, in the long-term, 
markets would likely fall again due to lower cargo 
volumes and weaker macroeconomic conditions.”

Pareto Shipbrokers said: “Spot rates surged 
further yesterday, with eco-scrubber VLCCs 
nearly reaching $100,000 per day. However, with 
the situation now seemingly completely changed, 
we should expect plenty of ‘failed’ spot cargoes, 
and rates should fall back again.”

That said, it expects that third-quarter revisions 
will remain positive, suggesting the brief conflict 
could prompt greater attention to supply chains 
and stockpiling.

The broker added that the key issue for VLCCs 
is the future of Iranian oil exports; if a deal is 
reached and sanctions are lifted, the roughly 135 
super-large tankers transporting these cargoes 
may face increased scrutiny.

Pareto said that the main investment narrative 
for crude tanker companies remains centred 
on increase in Opec+ output and potential 
cargo oversupply in the second half of the year. 
“[That’s] a story that probably is even more valid 
now if we avoid a full-scale Middle East war.”
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ANALYSIS

Pacific Basin chief calls for polluter penalties 
over green incentives
PACIFIC Basin chief executive Martin Fruergaard 
believes the International Maritime Organization’s 
new emission regulations should focus on penalising 
the polluters rather than rewarding early adopters of 
green technology.

He made the remarks at a recent industry 
seminar organised by Wista Hong Kong and the 
Nautical Institute.

“I don’t think we should spend a lot of money giving 
it to those who invest in the right ships, because we 
will do it anyway, because it’s the right thing to do,” 
said Fruergaard.

“They should penalise those who are actually 
polluting, and then, of course, it will be a level 
playing field.”

Fruergaard said his call for punitive measures rather 
than incentives stems from the harsh commercial 
reality in dry bulk shipping at least.

Pacific Basin ordered four methanol dual-fuel 
ultramaxes from Japan in late 2024, despite 
extraordinary uncertainty.

When justifying the newbuilding project to his 
board, Fruergaard said he was brutally honest. “I 
cannot tell you exactly where to get the fuel. I cannot 
tell you exactly what it’s going to cost. I can’t really 
tell you what the regulation would be, but I can tell 
you one thing: the customers will not pay.”

In the commoditised world of bulk shipping, 
individual customers will hardly voluntarily pay 
premiums for greener ships, he added.

That’s why regulatory intervention is essential, 
Fruergaard argued, adding cargo owners will naturally 
favour ships with lower emissions if costs are equal.

The remarks come as the IMO prepares to adopt its 
mid-term emissions reduction measures in October 
this year — including a two-tier carbon pricing system 
agreed in April — before entry into force in 2027.

The system will charge non-compliant ships 
but also contains incentives for vessels using 
zero/near zero fuels.

Although many details remain to be finalised, a 
common concern raised by the draft regulations 
is that the proposed levy might be set too low — at 
least in the initial years — while incentives are also 
insufficient, making it unlikely to close the price gap 
between conventional fossil and green fuels.

The scale of the challenge was laid bare by 
another speaker, Kishore Rajvanshy, managing 
director emeritus of Fleet Management. 
He warned 80% of ships on order are still 
conventional fossil fuel vessels.

They and the 55,000-odd existing ships have limited 
options beyond efficiency retrofits and biofuels, 
Rajvanshy said.

Fruergaard’s position also reflects growing 
frustration with political paralysis on climate action. 
“I would also hate to be a politician today with all 
the things going on, it’s very hard to find money and 
focus on climate,” he said, warning climate impacts 
“will just be worse and worse” without quick action.

However, he said matters are moving in a positive 
direction, adding his recent visit to a green methanol 
plant in Inner Mongolia has made him “more and 
more positive” about fuel availability.

Christine Loh, chief development strategist at 
Hong Kong University of Science and Technology, 
emphasised China’s key role in green fuel 
production.

“We’ve met producers of these green fuels in China, 
who argue on methodology, who’s more green and 
sustaining production. We also met European 
shipowners who want to know more about what’s 
happening in China.”

Loh believes Hong Kong can uniquely connect 
China’s green fuel output with demand from global 
shipping given its role as a “super connector”.

“I feel strongly that we in Hong Kong should make 
an effort to see who’s doing what in China, because 
that’s our edge.”
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Gard not fooled by randomness, 
Roppestad insists
GARD had the best underwriting performance of 
any International Group affiliate last year. But things 
could easily have been different, its chief executive 
has admitted.

That said, while 2024 was a strong year for the 
marine mutual, it would have been profitable under 
any circumstances, Rolf Thore Roppestad added.

The industry veteran, who has risen to the top 
job after joining the Arendal-based P&I club in 
1997, also revealed himself to be an avid reader 
of Lebanese-American mathematician Nassim 
Nicholas Taleb, best known for his studies on the 
nature of uncertainty.

Taleb’s influential 2001 book Fooled by Randomness 
argued that humans typically underestimate the 
influence of chance and often misinterpret random 
events as meaningful patterns.

That contention can obviously be applied to the 
2024-2025 policy year, in which Gard recorded 
no pool claims, while similarly-sized UK player 
NorthStandard clocked up five.

That was largely the luck of the draw, and Gard 
could just have easily sustained a run of major 
losses that would have dented its $43m surplus on 
insurance, Roppestad acknowledged.

“I have Fooled by Randomness on my bookshelves, 
and when you avoid large claims, there is always an 
element of randomness. We were quite lucky not to 
have any major claims,” he said.

“We know this can change very rapidly. You can have 
no pool claims for one and a half years and then 
you can have three in four days. That is how this 
business works.”

Taleb’s 2007 follow-up title, Black Swan, looked at 
the impact of events considered highly improbable, 
the so-called ‘statistical outliers’, that were in fact 
perfectly predictable with hindsight.

The label might have been concocted to 
describe developments such as the Baltimore 
bridge collapse, which could yet leave the 
International Group with a bill running to 
billions of dollars, depending on the outcome 
of ongoing litigation in the US.

That spectacular casualty is one of the main reasons 
why the IG pool scheme looks to be heading for a 
deficit of at least $600m for last year, and maybe 
considerably more.

“It’s easy to imagine that things could have been 
more catastrophic than they were. The accident 
could have happened during the daytime, when the 
bridge was full of cars and people,” said Roppestad.

“But we should be aware that we have had the mutual 
system for 126 years and there has never been 
anything close to an overspill claim in that time.

“Obviously there’s a reason why this kind of 
insurance exists. But I think the likelihood of a 
Black Swan happening in shipping is very small.”

A comparison of Gard’s financial statements and 
those of its peers is not strictly like for like. Most 
clubs still use the policy year, which runs from 
February 20 each year to February 20 the next, 
as a financial reporting period. Gard switched to 
calendar year reporting a little while back.

Other club chief executives have pointed out that 
this policy means that the impact of casualties in 
January and early February, the worst months of the 
northern hemisphere winter, is deferred until the 
following annual report.

But on the metric of combined ratio, which measures 
dollars out in claims and operating expenses against 
dollars in premiums, Gard comes out top of the IG 
league table, at least this time round.

Its CoR of 96% shows that it is actually making 
money on underwriting. All but a handful of others 
are in the red, with Britannia losing almost $4 on 
every $10 that comes through the door.

Roppestad insists that the reporting period effect 
is overstated, and that Gard’s CoR would have 
come in well below 100% either way. No business 
line was “fantastic”, to use his choice of word, but 
everything was solid.

“The 2024 year was a very strong year, that’s for 
sure. We had a very good technical result and we 
also had investment returns ahead of the market 
benchmark. We saw a fairly even distribution of 
good results across business lines.”
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Indeed, at $124m, investment income was almost 
three times Gard’s insurance surplus.

“We had randomness on our side last year. We 
shouldn’t be too self-confident, but I think we did 
a systematically good job when it comes to risk 
selection and underwriting.

“We also have a very good claims team, with core 
specialists in all areas, settling claims at sensible 
cost levels.

“We focus a lot on fundamentals. If you do 
disciplined underwriting, if you are quick on the 
trigger and responsive when there is a claim, then 
there are definitely dollars to be saved.”

That, combined with diversification into hull, 
offshore and renewables — is how to navigate the 
P&I business cycle, Roppestad feels.

Gard recently announced a major internal shake-
up, with the introduction of five new sector-
specific units and a raft of promotions in 
senior roles.

Four of the syndicates, as the units will be styled, 
will have a geographical focus. Three will cover 
the Nordic countries, continental Europe and 
Asia, while the fourth will sweep up Greece, the 
Americas, Middle East and UK. The fifth will 
handle specialty work.

Roppestad insisted that the changes were more 
than cosmetic and would not come with any major 
downsides, despite the inevitable disruption that all 
companies see in these circumstances.

“By dividing the business functions into five rather 
than one, we will have a tighter grip on each 
and every market and become even closer to our 
members,” he said.

“By putting claims and underwriting into the same 
market teams, we will get even better co-operation 
internally as well.”

While such changes always brought a degree of pain, 
they also offered the opportunity to look at things 
with fresh eyes, he added.

Gard is known for the diversity of its portfolio, first 
diverging from pure play monoline P&I on ships 
as long ago as 1972, when it began insuring the 
Norwegian offshore sector.

Roppestad admits the learning curve was steep, 
and it probably took the first 20 years to get 
things exactly right.

Nor was the move motivated by undue deference 
to patriotism. In the late 1990s, roughly halve 
of Gard’s overall book was Norwegian. Now that 
figure is about 15%.

More recently, Gard last year purchased the marine 
and energy portfolio of Denmark’s Codan from Alm. 
Brand for $163m.

Some UK clubs are keen to emulate Gard’s lead, while 
others insist P&I clubs should stick to their traditional 
knitting and not dabble in unfamiliar products.

But Roppestad makes a sporting analogy; some 
athletes prefer 5,000 m races, others the decathlon. 
Gard likes both.

That said, some 75% of its current premium 
income is generated from shipping, where it leads 
the market in both P&I and H&M, and around 
25% from energy, which is roughly where things 
were in 2000.

There was strong growth in P&I and hull between 
2018 and 2022, but the boom, if that’s the right 
word for it, is now over. Roppestad remains 
committed to a longer-term perspective and he 
concedes that any growth in the next period will 
not be dramatic.

“Honestly, we don’t foresee any big growth in the 
next couple of years. The hard market has levelled 
out, particularly for commercial lines.”

One focus might be international expansion, he 
hinted. When he first joined Gard in 1997, the club 
had its head office in Arendal and smaller offices in 
Bergen, Oslo, London and Tokyo.

Since then, Bermuda, Piraeus, Singapore, Hong 
Kong, Imabari and New York have followed. There 
may be more to come.
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MARKETS

Hormuz disruption could unplug Gulf ports 
from global trade
THE Strait of Hormuz is often framed as an 
energy chokepoint, handling about 20% of the 
world’s oil and a significant share of LNG 
trade, but its closure would also severely 
disrupt global container shipping routes, 
according to analysts.

As it stands, a blockade of the strait is unlikely 
but it cannot be ruled out, particularly if 
Iran considers further response to the US’s 
military action at its nuclear sites during the 
weekend. Disrupting the region’s vast oil f lows 
is one option on the table, even if the economic 
damage could bring equal harm to Iran. Over 
the weekend, the Iranian parliament reportedly 
approved such action.

For container shipping, a blockade or restricted 
access through the strait would deliver a “double 
blow” to regional and global networks, according to 
MDS Transmodal senior analyst Antonella Teodoro, 
who told Lloyd’s List that it would force carriers into 
a complicated reconfiguration of Middle East Gulf 
services as the industry still grapples an already 
disrupted Red Sea corridor.

Faced with the scenario of simultaneous disruption 
this would effectively isolate the gulf from global 
container trade, halting the movement of everything 
from consumer goods and machinery to industrial 
components and humanitarian supplies, she said.

“This scenario would expose the fragility of gulf 
port-centric supply chains and may prompt a 
fundamental reassessment of logistics strategies, 
diversification of routes and the geopolitical risks 
embedded in maritime trade.”

As a consequence of the “closure”, mainline 
container services to the gulf would likely be 
suspended or rerouted, with a possible pivot to 
feeder-based strategies via alternative hubs outside 
of the strait, added Teodoro. Although even these 
hubs would be constrained by the elevated security 
risks across both chokepoints.

Vespucci Maritime chief executive Lars Jensen 
agreed a similar scenario would play out to that of 
the Red Sea; if the major carriers deemed the risk 
level too high to transit the Strait of Hormuz then 

regional players would likely pick up the slack to 
ensure regional coverage.

“The pure import/export cargo from the region 
eventually would find its way in there. But that 
might be quite a transition period.

“But if you’re not sending the big vessels in there, 
the ramification would also be an increase in 
transhipment cargo outside of the gulf similar to 
what you saw a bit over a year ago, when you had 
suddenly had congestion in some of the Asian hubs, 
as a result of the Red Sea crisis, for exactly the same 
reason,” he said.

A halt to mainline trade into the gulf would also 
have significant implications for the major hubs west 
of the strait, such as Jebel Ali and Abu Dhabi that 
are heavily reliant on continental cargoes traversing 
the trade artery.

“The position of Jebel Ali as the region’s primary 
transhipment and logistics hub would come under 
significant pressure,” said Teodoro.  

“With both Hormuz and the Red Sea compromised, 
its connectivity to Asia, Africa, and Europe would 
deteriorate — raising questions about the port’s 
resilience and long-term role.”

She also noted that the reorientation of regional trade 
flows toward the Red Sea and East Mediterranean 
would no longer be a viable contingency.

“Ports like Jeddah, Aqaba or Damietta, which 
previously offered alternatives to gulf gateways, 
are themselves facing reduced reliability and 
heightened risk due to attacks and delays on the 
Red Sea route.”

This overlapping chokepoint crisis, she said, 
would likely accelerate investment in overland 
connectivity, such as the Gulf Railway, inland 
distribution networks, and multimodal corridors 
linking gulf states to the Levant, Türkiye and 
even Central Asia.

“However, these long-term solutions will not 
resolve the acute short-term supply chain 
disruptions,” said Teodoro.
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Domestic ramifications

If Iran did choose to enforce the closure of the key 
maritime chokepoint this would, of course, have 
domestic ramifications as it would effectively cut off 
cargo supplies to its principal ports in the Middle 
East Gulf, including its largest Bandar Abbas.

Analyst Linerlytica noted how in addition to the 
container shipping services operated by IRISL and 
several smaller Iranian carriers that call directly at 
Iranian ports, a significant part of Iranian container 
traffic was also transhipped through other gulf 
ports. This, it said, accounted for more than 35% of 
the 2.5m teu handled at Iranian ports in 2024.

Lloyd’s List Intelligence’s Seasearcher platform 
shows that container vessels have continued to move 
as usual through Bandar Abbas over the past week.

Containership passing data through the Strait of 
Hormuz also shows trading conditions continuing as 
usual despite the conflict. In the week ending June 
22, Lloyd’s List Intelligence tracked 143 box ships 
(10,000+ dwt) passing east and west through the 
shipping artery. This compares to 124 ships making 
the journey in the corresponding week of 2024.

Linerlytica noted that container vessel capacity operated 
on services that passes the strait stands at 3.2m teu, or 
equivalent to  8.4% of the total global fleet.

CMA CGM, which operates the largest number 
of scheduled services passing the strait (15), said 
earlier this week said that its shipping activities are 
proceeding as normal in the area, with operations 
and logistics chains unchanged.

“We continue to ensure full service coverage across 
all routes and ports of call,” it said.

On Tuesday morning, Hapag-Lloyd also said 
that while it continues to closely monitor the 
current developments in the region, the German 
carrier’s ships “continue to transit the Strait 
of Hormuz”.

“The safety and well-being of our crews and 
ships remain our highest priority. We are actively 
evaluating potential risks and stand ready to 
adjust our operations should conditions change,” 
it said.

No Israeli- or American-owned ships are currently 
deployed on this route, according to Linerlytica.

Although the trading situation through the Strait of 
Hormuz is relatively unchanged, spot freight rates 
have jumped slightly since the conflict begun.

The Shanghai Containerized Freight Index shows 
spot rates up 10% over the past two weeks from 
$1,929 per feu to $2,122 per feu, representing its 
highest value since August last year. However, on 
a year-on-year comparison rates are still down 
nearly 27% on the SCFI, when the industry was at 
the height of the Red Sea crisis.

If Iran were to enforce a blockade of the Strait of 
Hormuz, the likelihood is that rates would climb 
sharply and quickly.

Jensen added that of course this would cause yet 
more operational challenges for carriers, but if to 
take a “slightly cynical view” this would not be all 
bad for the region’s operators.

“As we have seen time and time again over the past five 
years, these kinds of operational headaches temporarily 
lead to capacity shortages, which temporarily actually 
turns out profitable for the carriers.

Box carriers maintain Israeli port calls 
amid escalating Iran tensions
CONTAINER lines continue to call at Israeli ports 
despite the heightened risk because of the country’s 
conflict with Iran, however, some key carriers have 
scaled back operations.

When the clash started last weekend, oil-related 
infrastructure was caught in the crossfire 
of several missile attacks conducted by Israel 
and Iran. This included damage to the Haifa 
refinery in Israel, which supplies about 60% of 
domestic consumption.

On June 20, Israel Defence Forces said the port 
Haifa was the target of a daytime attack when 23 
missiles were launched from Iran.

Haifa, which is majority-owned by India’s Adani 
Ports, is Israel’s second-busiest box port, reporting 
throughput close to 1.2m teu last year.

This afternoon, Lloyd’s List Intelligence’s vessel-tracking 
platform Seasearcher showed two ships owned by 
Israeli carrier Zim berthed in Haifa, Zim Topaz (IMO: 
9968023) and Zim Vietnam (IMO: 9244922).
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In a customer advisory last week, Zim said its 
domestic operations were continuing as usual, 
despite the security threat. Operational teams were 
also closely monitoring the situation.

A spokesperson for the Israeli line told Lloyd’s List 
on Tuesday this advisory remains unchanged, with 
vessels continuing to call at ports as scheduled and 
cargo bookings into the country still being accepted.

Zim has also launched a new service, “Zim on Air”, 
a combined air and ocean service, as a solution to 
restrictions on air freight in the country to ensure 
business continuity.

While Zim’s services have continued uninterrupted, 
other lines have moved to limit port callings.

On June 20, shortly before Iran’s attack on Haifa, 
Maersk informed customers that after analysing 
“threat risk reports” it had made the decision to 
temporarily suspend vessel calls and suspend cargo 
acceptance at the port.

“The safety and security of our seafarers and 
operations are our top priorities. We have taken this 
proactive measure to safeguard our people, assets, 
and customers’ cargo in light of increased regional 
instability,” a statement from the Danish carrier read.

However, Maersk is still calling the Israeli port of 
Ashdod, located approximately 150 km south of 
Haifa, which at the time of writing, had not been 
targeted by Iranian missiles. The state-owned 
port of Ashdod is the country’s largest box facility, 
handling nearly 1.9m teu in 2024.

A spokesperson for Maersk told Lloyd’s List on 
Tuesday that services into Ashdod were continuing 

as scheduled, while revised port rotations are being 
made on a case by case basis for vessels previously 
due to call at Haifa.

On Tuesday afternoon, two of the four vessels 
docked in Ashdod were Maersk-owned.

Following Maersk’s lead, Hamburg-based carrier 
Hapag-Lloyd also has issued a temporary reduction 
of services to Haifa.

The company notified customers that it had 
temporarily suspended cargo acceptance for Haifa-
bound shipments following “a careful assessment of 
the current security environment” on its East Med 
Shuttle 3, or EM3.

“We are closely monitoring the ongoing geopolitical 
developments in the Middle East. As always, the 
safety of our seafarers, vessels and your cargo, as 
well as the reliability of our service, remain our top 
priorities,” said Hapag-Lloyd.

However, the carrier’s Atlantic Loop 7 (AL7) service, 
operated by Israeli carrier Zim, will continue to call 
at Haifa.

A spokesperson for Hapag-Lloyd told Lloyd’s List on 
Tuesday that the line is still offering no direct calls 
into Israel but added that this “could change by the 
hour”.

CMA CGM also said this week that its shipping 
activities in the Middle East were proceeding as 
normal, and that its operations and logistics chains 
remain unchanged.

Mediterranean Shipping Co declined to comment on 
how its Israeli operations had been affected.

Boxship tonnage providers seek longer 
periods as tonnage famine continues
PROVIDERS of containerships for the charter 
market are gaining premium rates for more modern, 
fuel-efficient vessels, while charterers are having to 
commit to longer periods to obtain tonnage.

The Hamburg and Bremen Shipbrokers’ Association 
(VHBS) reported the market for feeder and sub-
panamax containerships saw a firming up of charter 
rates in the past week, as demand in these segments 
remained particularly buoyant.

“Six-month charter rates across the 1,100 teu, 1,700 
teu and 1,800 teu segments reveals a broad-based 

yet nuanced upward trajectory, driven by a 
convergence of operational and structural market 
factors,” said VHBS.

It said the steady rise in charter rates in these 
segments hinted at prolonged limited availability, 
in particular for ships with eco profiles and high 
refrigerated container intake.

“Operators are willing to pay premiums for 
flexibility and moderate fuel consumption, with 
charterers increasingly seeking two-year charter 
coverage to shield themselves from ongoing 
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geopolitical uncertainty and cascading supply chain 
realignments,” added VHBS.

Shipbroker Braemar reported that despite 
heightened geopolitical and macroeconomic risks, 
the container time charter market remained 
“robust” as availability across most segments was 
nearly exhausted.

“The past week saw limited fixing activity, as 
negotiations between owners and charterers 
continue to be protracted due to divergent views on 
market valuations,” said Braemar.

But it reported that container line operators 
were exploring forward charter opportunities, 

particularly for larger vessels of post-panamax and 
larger segments, extending far into next year.

They include a rare fixture in the panamax segment, 
with a 4,250 teu ship being extended in Asia for 
two years at a daily rate of $27,500 from the second 
quarter of 2026.

In the regional feeder segment, Zim secured the 1,702 
teu San Pedro (IMO: 9625281) from Greek shipowner 
Eastmed for two years for $24,000 per day.

Small feeders being fixed in the past week included 
the 908 teu Jasper Wind (IMO: 9368041), which 
was extended by CMA CGM for a short period at a 
daily rate of €10,500.

VLCC rates shoot higher but tanker stocks 
retreat after restrained Iranian response
SPOT rates for very large crude carriers continued 
their ascent in the wake of US strikes on Iranian 
nuclear sites, adding to gains since Israel began 
military action against Iran on June 12. But the 
performance of tanker stocks tell a very different — 
and far less bullish — story.

On Monday, the Baltic Exchange’s weighted average 
of time-charter equivalent VLCC spot rates rose to 
$60,560 per day, up 15% from Friday and up 133% 
versus June 11, just prior to the Israeli attacks on 
Iran. The global average is now at its highest level 
since February 2024.

The Baltic’s VLCC TCE index for the Middle East 
Gulf to China closed at $75,941 per day on Monday, 
jumping 18% versus Friday. This index is now more 
than triple its level on June 11 and also at its highest 
point since February 2024.

A few individual fixtures are much higher than the 
index average.

On Friday, the Tankers International pool reported 
the fixture of the Sea Leopard (IMO: 9422615) on 
subjects for a voyage from the Middle East Gulf 
to Korea at $92,081 per day. That was topped on 
Monday, when TI reported the fixture on subs for 
the Zourva (IMO: 9679593) for a Middle East Gulf-
China voyage at $107,052 per day.

Atlantic Basin VLCC rates are rising as well.

The Baltic Exchange’s West Africa-China VLCC 
TCE index is at $62,385 per day, up 122% versus 
June 11 to its highest level since February 2024. The 

US Gulf-China index is at $43,353 per day, up 69% 
versus June 11.

The caveat to the higher index numbers is that they 
include voyage rates that are on subjects, which can 
prove illusory. Deals on subjects have often failed in 
past periods of geopolitical unrest.

Thus, the recent surge in the indexes may not 
be indicative of a sustainable upward move, 
particularly going into the typically slow summer 
period for VLCCs.

“Whenever we have these dramatic moves higher, 
there’s been a fixing-and-failing element that takes 
place,” said Jefferies analyst Omar Nokta during the 
Marine Money conference in New York last week.

Lois Zabrocky, chief executive of International 
Seaways, said at the conference, “The charterer, to a 
degree, essentially has a free option.

“As an owner, you can control that to a degree. When 
the market gets tighter, instead of having subjects 
including receivers, suppliers and everybody under the 
sun, you can limit that down. You need a high level of 
awareness that your negotiating position has changed, 
and you need to put timing on your side and to put 
more factors on the side of the owner,” said Zabrocky.

Stocks tell a very different story than indexes

The geopolitical unrest centred on Iran, which 
could potentially impact VLCC transits via the 
Strait of Hormuz, has pushed up share pricing of 
listed VLCC owners.
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However, tanker shares are up only single digits 
since the attacks on Iran began, implying that 
the stock market questions whether the military 
action will translate into a severe disruption for 
crude flows and a sustainable impact on tanker 
rates and earnings.

Iran launched retaliatory strikes against a US 
military base in Qatar on Monday. VLCC owner 
stocks that had been up earlier on Monday declined 
in the trading hours after that news broke, given 
that the retaliation was deemed to be restrained and 
symbolic, with no casualties.

The price of Brent crude collapsed by 9% on 
Monday and the Dow surged by over 350 points, 
based on the assumption that Iran will not attempt 
to close the Strait of Hormuz and the conflict will 
not expand into a wider war.

Tanker stocks have recently behaved very 
differently than the Breakwave Tanker Shipping 
exchange-traded fund (BWET) that buys near-
dated forward freight agreements to mimic spot 
rates, with a heavy emphasis on Middle East 
Gulf-China FFAs.

Since June 11, VLCC owner stocks have not risen at 
anywhere close to the pace of BWET, or the Baltic 
Exchange indexes. The equity market appears to be 
saying that the high-priced fixtures on subs will fail 
and that indexes and FFAs will come back down.

At the closing bell on Monday, shares of DHT were 
up only 2% since June 11, with Frontline up just 3%, 
International Seaways 5% and Okeanis Eco Tankers 
7%. In sharp contrast, BWET has jumped 37% over 
the same timeframe.

Despite the US attacks on Iran over the weekend 
and Iran’s retaliation on Monday, tanker stocks lost 
ground on Monday — and not just crude tanker 
owners. Product tanker stocks also pulled back, 
given the importance of the security situation in the 
Middle East to long-range product carrier rates.

Among the crude tanker owners, shares of DHT 
and Okeanis declined 1% on Monday versus Friday, 
Frontline fell 2% and Teekay Tankers 3%. On the 
products side, Scorpio Tankers and Hafnia fell 1%, 
Ardmore 3% and Torm 4%. International Seaways, 
which operates both crude and product tankers, 
declined 3% on Monday versus Friday. 

OTHER NEWS

Morning Midas sinks in Pacific
ZODIAC Maritime has confirmed 
its vehicle carrier Morning Midas 
(IMO: 9289910) has foundered in 
the Pacific Ocean despite attempts 
to save the vessel following the 
outbreak of a fire in early June that 
spread from a ro-ro deck in the 
upper aft part of the ship.

“The salvors, Resolve Marine, 
have reported that Morning Midas 
sank in international waters in the 
North Pacific, following the fire 
that broke out on board on June 
3,” stated Zodiac Maritime.

The London-headquartered 
shipowner said damage caused 
by the fire, compounded by heavy 
weather and subsequent water 
ingress, caused the vessel to sink at 
around 1635 hrs local time (UTC -9) 
on June 23, in waters with a depth 
of 5,000 metres and some 360 
nautical miles from nearest land.

How to insure nuclear ships?
NUCLEAR power for maritime 
has a path to being insurable, 
but faces challenges to 
acceptance, supporters have 
told the International Maritime 
Organization.

Backers, such as Core Power, 
hope next-generation small 
modular reactors could one 
day provide zero-emissions 
shipping without the need for 
frequent, or even any refuelling.

The technology is still far 
off. But the IMO’s Maritime 
Safety Committee is 
considering starting work 
to revise the safety code 
for nuclear merchant ships 
under the Safety of Life at Sea 
Convention, to regulate its 
introduction.

CSSC completes world’s first ship-to-
ship LCO2 transfer at Shanghai
A TECH unit of China State 
Shipbuilding Corp has achieved 
a global first by successfully 
executing a ship-to-ship transfer 
of liquefied carbon dioxide (LCO2) 
at Yangjiang port, Shanghai.

The move marks the 
establishment of a closed-loop 
carbon ecosystem in China, 
encompassing onboard capture, 
liquefaction, transfer and eventual 
reuse, said the company in a 
statement.

A total of 25.4 tonnes of LCO2, 
captured on board Evergreen’s 
13,808 teu containership Ever Top 
(IMO: 9665619), was transferred 
to transport ship De Jin 26.
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RSGT awarded four terminal 
concessions on Red Sea coast
TERMINAL operator Red Sea 
Gateway Terminal has been 
awarded concessions to operate 
four terminals on Saudi Arabia’s 
Red Sea coastline.

RSGT’s flagship terminal at Jeddah 
already handled more than 3m teu 
in 2024 (it has borne the brunt of 
Red Sea rerouting), but now the 
operator is adding other terminal 
types to its portfolio through this 
latest deal with the Saudi Ports 
Authority (Mawani).

That deal includes general cargo 
and ro-ro terminals at Jeddah 
(which will be combined into a 
single terminal), a new container 
terminal at King Fahd Industrial 
Port at Yanbu, plus dry bulk and 
general cargo terminals at Yanbu 
and Jazan.

Flex LNG confirms Oslo delisting
JOHN Fredriksen-owned Flex 
LNG has confirmed its delisting 
on the Oslo Stock Exchange, 
as the majority of trading of its 
shares is done in New York.

The decision was made at the 
company’s annual general 
meeting in May, but a filing on the 
OSE on June 23 confirmed the 
decision, with the delisting set 
to be completed on September 
16. The last day of trading will 
therefore be September 15.

Flex LNG said a sole listing on 
the New York Stock Exchange 
was in its best interests and 
eliminates the “costs and 
regulatory burden associated 
with a dual listing”.

South Korea and US deepen 
shipbuilding ties with launch of 
education exchange programme
SOUTH Korea and the US are 
strengthening their partnership in 
the shipbuilding sector with the 
launch of a new education and 
research exchange programme, 
aiming to foster talent and 
innovation in both countries.

This move comes as Washington 
is seeking to leverage its allies to 
challenge China’s dominance in 
the global shipbuilding industry 
and revive a sector that has long 
declined domestically.

Beginning in 2026, the annual 
manpower exchange will bring 
20 to 30 shipbuilding engineering 
students and faculty from 
important US universities to 
South Korea for short-term 
educational sessions at Seoul 
National University.
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court orders and recruitment? 

 
Please contact: marketingservices@lloydslistintelligence.com

Classified notices follow
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