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Trump’s escort announcement 
met with scepticism as traffic 
trickles through Strait of Hormuz

THE prospect of US naval escorts and state-backed war risk insurance 
has been greeted across the shipping and insurance sectors with 
scepticism and confusion as traders await further details of US 
President Donald Trump’s plan to guarantee the free flow of energy 
shipments through the Strait of Hormuz.

In the absence of any detail, insurers remain unconvinced that Trump’s 
plan for the US Development Finance Corporation to provide 
guarantees “at a very reasonable price... for the Financial Security of 
ALL Maritime Trade, especially energy, traveling through the Gulf” 
offered any immediate change to the market. 

Despite several requests for information, London insurers remain 
unclear how the proposal might work in practice and whether it could 
help bring down prices, but as one senior figure described it “it is not 
currently being factored into the market”. 

Meanwhile, Trump’s announcement on Tuesday evening that “if 
necessary, the US Navy will begin escorting tankers through the Strait 
of Hormuz, as soon as possible” is yet to be followed up with any detail.

Initial conversations between shipping industry officials and 
operational naval personnel suggest that escorts would not be 
immediately available, despite Trump’s social media pledge.
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Two shipowners with tankers currently 
stuck inside the MEG told Lloyd’s List that 
escorts would not tempt them through while 
combat operations were still taking place. 

While naval escorts could help reduce the threat for 
the ships being protected, providing protection for 
all tankers operating in areas threatened by Iran is 
widely regarded by industry and insurance sources 
as unrealistic given that this would require a very 
high number of warships and other military assets.

Trump announced his escort plans in a social 
media post on Tuesday, less than 24 hours after 
industry officials were told by the US Navy that 
there was “no chance” of such escorts materialising.

Iranian anti-ship

According to Joshua Tallis, naval analyst at 
the Center for Naval Analyses, escorts are 
more likely to start after more damage is 
done to Iran’s capabilities to attack ships.

“I suspect that any concerted US escort operation 
probably would come only after the initial phase 
of major hostilities passes and likely following 
some additional strikes to further suppress Iranian 
anti-ship capabilities,” he told Lloyd’s List.

“Conditions will dictate that timeline, but seven 
to 10 days is probably a good initial estimate.” 
Iran’s capabilities to attack ships are not 
limited to missile and drones, Tallis said. 

The US said it had hit a dozen Iranian 
naval vessels, but Iran has small craft 
and the capability to mine the strait.

“Fast-attack craft armed with rockets and small 
missiles, a large stockpile of naval mines (some 
possibly laid clandestinely by dhows), and uncrewed 
surface systems are potent asymmetric threats to 
commercial traffic that are difficult for warships 
to counter from a safe distance as compared 
to aerial systems like drones and missiles.”

Even if Iran’s capabilities to harm ships 
are significantly degraded and escorts are 
deployed, prior experience in the Red Sea 
crisis indicates that may not be enough to 
adequately restore shipping’s confidence and 
spur a return to normal transit levels. 

“Over two years of attempts to incentivise a 
return to Red Sea traffic, the US relied on very 

effective missile defences by the navy but failed 
to account for or modify the market pressures 
exerted by insurance rates,” said Tallis. 

Analysis of Lloyd’s List Intelligence data 
shows four ships, equivalent to 346,037 dwt, 
transited the Strait of Hormuz on March 3. 

Half sailed eastbound towards the Gulf 
of Oman, while two Greek-owned ballast 
tankers headed into the Middle East Gulf.

Both tankers, a long range one and suezmax, 
disabled their Automatic Identification System data 
during the period they passed through the strait.

At least three Greek tanker owners are known to 
be actively discussing suezmax fixtures through 
the strait with the intention of transiting at night 
with AIS turned off, Lloyd’s List understands.

Since the start of the month some five tankers 
can be tracked entering the MEG, two suezmaxes, 
two long range one tankers, and one panamax.

Most traffic, about 75%, through the strait is 
heading eastbound away from the gulf where 
the situation remains unstable with six ships 
in the area hit over the last few days. It is 
not just tankers that are moving to position 
themselves within the MEG, though.

Since March 1, two bulk carriers, one general 
cargoship and a containership have all sailed 
westbound through the strait. One of the bulk 
carriers is berthed at a port in the United Arab 
Emirates while the other is still on route.

The general cargoship is anchoring off Iraq, 
while the containership — a sanctioned 
ship flagged with Iran — has made its 
way to the area off Bandar Abbas.

Passages through the strait are challenging to 
ascertain given widespread GNSS interference 
and potential dark transits by vessels.

Lloyd’s List has identified six dark transits 
through the Strait of Hormuz over the past 
three days. This number could increase 
as more data becomes available.

There are a handful of other vessels that disappeared 
while actively sailing towards the strait that have yet 
to reappear. AIS data shows several vessels heading 
in the direction of the chokepoint on Wednesday.
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WHAT TO WATCH

Panama-Liberia revised NZF proposal 
suggests US deal is possible
ONE year ago, the IMO Net-Zero Framework 
represented the floor level of ambition that 
countries of the International Maritime 
Organization were prepared to accept.

It was the uneasy combination of the $150 
carbon levy sought by greener-minded 
governments, and the credit-trading 
system pushed by China and others.

Now countries fighting against a global carbon 
price are seeking to reframe that compromise as 
the upper limit of what is politically possible.

The “Panlibarg” proposal by Panama, 
Liberia and Argentina has been pitched as 
a pragmatic alternative that removes the 
NZF’s most contentious elements: the IMO 
Fund and the price on carbon emissions.

It would replace the NZF with a different 
regime featuring no mandatory carbon price, 
and with unclear means of enforcement.

The proposal, first reported by Lloyd’s List, removes 
nearly all mention of net zero. It is already drawing 
fire from the Pacific Islands and greens, who say 
it would do nothing to decarbonise the industry.

The proposal’s GFImin and GFImax measures 
would disqualify any alternative that costs 
more than 15% above the current price of 
VLSFO, and any alternative without at least a 
5% share of the current marine fuel market.

“It would permanently lock in fossil LNG as the 
only ‘alternative fuel’, lock out emergent, real long-
term clean fuels, and readjusts any climate goals 
towards the status quo,” Transport & Environment 
shipping policy officer Felix Klann said.

“This is not a credible proposal to 
reduce shipping’s climate impact by any 
meaningful amount, let alone net zero.”

The plan would suit the US, which is bringing vast 
new LNG export capacity to market in coming 
years, and Greece, which hopes to import and resell 
it to Europe to replace lost Russian gas. Owners 
with heavy investments in dual-fuel LNG ships, 

including several major Greek shipowners, also 
stand to benefit, as would big oil and gas exporters.

But it would leave green investments, such as 
methanol- and ammonia-ready engines, without 
a business case. Zero-emission fuels made from 
green hydrogen in particular would lose out.

Nearly 90 maritime and green tech companies, 
many of them members of the Green Hydrogen 
Organisation (GH2), penned an open letter today 
urging governments to stick with the NZF instead.

Sources told Lloyd’s List the Panama 
proposal looked like an attempt to win over 
the US, which has so far stood by its blanket 
objection to any UN carbon price.

The US has sway over Panama and Liberia through 
their US-based international flag registries. 
US President Trump has also threatened to 
annex the Panama Canal in recent months.

“One would assume that this has been vetted 
by the Americans,” a source said of the Panama 
proposal. But they said the plan — whether 
drafted with the US’ co-operation, or merely 
to avoid its wrath — was a clever tactic.

“It’s a smart move in the sense they show 
‘we’re here and we do want something that’s 
realistic’,” a European delegate said.

But he said there was still broad support for 
the goals of the Net-Zero Framework among 
countries, and willingness to stand by its 
climate ambition, despite the EU not yet 
having a formal stance to bring to MEPC.

“We’re not going to allow the US to define our 
negotiation space,” he said. “It’s fine we listen 
to them... but they cannot decide for us.”

Another source noted that the Panama 
plan at least suggested recognition that 
there should be some kind of IMO climate 
agreement, rather than no agreement at all. 

The US, rather than taking part in the 
legal drafting, could simply repeat its 
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performance from October and block any 
plan from being adopted, if it chooses to. 

Time is precious at MEPC; the new proposal 
may simply help the US to run down the 
clock. Next month’s MEPC84 talks will 

shed light on how seriously the IMO plenary 
takes the Panama-Liberia plan.

But the circumstances suggest a classic 
Trumpian pivot, from threats to deal-
making, is a real possibility.

No, P&I clubs have not ‘cancelled war  
risk cover’
IF SOME of the world’s most respected 
news agencies, broadcasters and business 
newspapers are to be believed, ships transiting 
the Middle East had their war risk insurance 
policies pulled at short notice last weekend.

What a cynical bunch those marine underwriters 
must be, many readers will no doubt conclude. 

They happily took the premiums but 
welched on the contracts as soon as the US 
and Israel launched an attack on Iran after 
flagging up the move weeks in advance.

Great story; it’s just that it isn’t true. War risk 
underwriters have been insuring ships against 
the consequences of military action for more 
than two centuries and pride themselves on 
stepping up to the plate when necessary.

All existing policies will be honoured, and new 
policies for future planned voyages are still widely 
available, even if a handful of insurers have made 
the judgement call not to quote for the time being.

It is correct to point out that contracts signed with 
shipowners from Monday onwards will come at a 
cost four or five times higher than rates that were 
available last week. But that’s just how the world is.

As Simon Lockwood of broker Willis put it: 
“Some media reports have suggested that 
marine war risk insurers have withdrawn all 
coverage. However, this is not the case currently. 
War risk coverage remains available.”

Meanwhile the hull & machinery war market 
remains open and the prospect of naval escorts will 
give confidence to shipowners and insurers alike, 
and could even bring down pricing, he added.

The notice of cancellation proffered by International 
Group of P&I clubs is largely a technical move 
and only affects a more limited cover known 
as charterers’ liability risk extensions.

These will expire at midnight tonight. But the clubs 
are working overtime to get replacement product 
known as a “buyback” in place by the deadline.

To put things in the simplest possible terms, all 
this means is that oil majors and trading houses 
will henceforth pay an additional bill for something 
they previously got as part of a package.

But these companies are famously not in the 
poorhouse and are likely to see their profits 
boosted by higher oil prices. In practice, this will 
be little more than a minor inconvenience.

If you want further details, read on. But 
forewarning it gets complicated. 

The first point here is that the primary purpose 
of P&I clubs is to provide shipowners with cost 
price indemnification for liability risks. 

Payouts for war risks are specifically excluded 
under club rulebooks. This is precisely why marine 
war risk exists as a separate insurance class.

 Owners buy an annual hull war risk insurance, 
usually from a commercial provider, for a baseline 
price running to hundreds of thousands of dollars.

These are available from the Lloyd’s, London 
and Nordic markets, as well as elsewhere. Some 
clubs also sell war risk cover commercially. 
But this is a for-profit bolt on, strictly hived off 
from their not-for-profit core P&I activity.

Shipowners then pay additional premiums or 
“APs”, levied as a fraction of hull value, every 
time a ship enters a designated war risk area.

Charterparties commonly provide for APs to be 
charged onto the charterer, on the grounds that the 
charterer ordered the voyage into the war risk area. 
But just because the charterers have paid the APs, it 
does not mean they cannot be sued by the owners if 
the charterers are deemed responsible for a liability.
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In a bid to close the circle and bullet-proof the 
system, clubs offer charterers a fixed-premium — 
which is to say, commercially priced — product 
encompassing all potential liability risks to a 
charterers’ account. This includes war risk liability.

These offerings are “non-poolable”, 
meaning that they are not covered by the 
IG pool scheme, under which IG affiliates 
share claims above a $10m retention.

Instead, each club has the 
responsibility independently to arrange 
reinsurance on its fixed book.

 This means they must find their own panel of 
Lloyd’s syndicates and other reinsurance carriers 
from within a relatively limited set of providers.

When the fighting in the Middle East began 
on Saturday, the reinsurers backing club 
charterers’ liability book suddenly got 
nervous and exercised their right to exclude 
Gulf claims, at just 72 hours’ notice.

This effectively forced the clubs’ hands, leading 
them to table notices of cancellation to their clients.

We have been here before. After the Russian 
invasion of Ukraine in 2022, clubs announced 
a similar exclusion pertaining to Russia, 
Ukraine and Belarus. This became known 
as “the RUB exclusion” in sector jargon.

There was a repeat performance in 2024, 
after reinsurers forced clubs to exclude the 
Red Sea after getting the jitters over the 
Houthi onslaught on merchant tonnage.

P&I leaders were privately furious 
both times, describing their reinsurers’ 
stance as “a knee-jerk response” or more 
crudely “an arse-covering exercise”.

The new Gulf exclusion shouldn’t prove any bigger 
a deal than the RUB or Red Sea exclusions.

The club reinsurers are ready to restore cover 
in return for additional premiums and will thus 
be making money from their stipulation.

From the club perspective, this is what is 
known as a buyback, as charterers are buying 
back the cover that was until a few days ago 
included in the charterers’ liability policy.

“Clubs have been scrambling to find buyback 
options, which should be available today,” said 
broker Julian South of Wilson Europe.

However, the process seems to be taking a bit longer 
than expected to put in place, with reinsurers 
being opportunistic by seeking to apply with 
some quite restrictive warranties, he added.

Pippa Atkins of Lockton PL Ferrari said 
she expected buybacks for charterers to be 
available for limits up to about $200m.

Rates are likely to be in the range of 0.04% to 
0.05%, which is applied to the limit purchased 
rather than the hull value of a ship. For 
lower limits the rate will probably be slightly 
higher, at around 0.06%, Atkins went on.

Meanwhile, hull war risk underwriters 
are buckling down for what they expect to 
be an extended period of hostilities.

Munro Anderson of Pen Underwriting unit Vessel 
Protect, said Iran’s actions strike him as those of a 
state preparing for a protracted conflict rather than 
one believing its regime faces an existential threat.

Tehran’s recent declaration that the Strait of 
Hormuz is closed, coupled with warnings that 
vessels attempting transit may be attacked, has 
further dramatically reduced commercial traffic.

“The potential for prolonged conditions of 
severe commercial disruption and significantly 
enhanced risk profile look set to continue within 
the short to medium term,” said Anderson.

“There is growing potential for risk divergence 
across the region. In the near term, the 
Gulf of Oman may pose an even higher 
operational risk than the Persian Gulf.

“This is due to its smaller operating area, 
concentrated vessel traffic, strong Islamic 
Revolutionary Guard Corps presence, and 
Iran’s established pattern of targeting ships 
there, most recently highlighted by attacks 
on tankers approaching the strait.”

Even without a formal closure, a de facto shutdown 
of Hormuz through threats, interdictions or 
asymmetric attacks including drones or mines 
would continue to severely undermine the 
commercial viability of the region, said Anderson.
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ANALYSIS

War zone GNSS interference surges across the 
Middle East Gulf
INCIDENTS of Global Navigation Satellite System 
interference have surged in the Middle East Gulf 
and the Gulf of Oman since the onset of the war 
in Iran, with hundreds of vessels affected and 
the scale of disruption escalating rapidly.

Lloyd’s List Intelligence vessel-tracking data shows 
655 different cargo carrying ships appearing 
off the UAE ports of Dubai, Abu Dhabi and 
Fujairah since February 28, up from 276 on 
the first day of the war to 420 by March 2.

Many vessels have been hit multiple times, 
contributing to a total of 1,735 interference events, 
each typically lasting three to four hours.

Daily incidents have more than doubled, rising from 
350 when the conflict began to 672 by March 2.

About 600 GNSS jamming incidents involved 
vessels off the UAE, with more than 80 recorded 
off Iran, around 50 off Oman and about 10 
off Qatar, highlighting  how widespread the 
interference has become across the region.

GNSS disruption is a familiar feature of conflict 
zones, but experts say the current pattern is shifting.

Royal Institute of Navigation chief executive 
Ramsey Faragher said that new hotspots 
are clustering south of Iran and closer to the 
UAE and Oman, suggesting those states may 
be deploying defensive countermeasures 
against potential unmanned strikes.

 He added that it is also possible Iranian vessels 
in the strait are transmitting high powered 
signals that are spilling across the region. 

“I think it’s most likely that it is the neighbouring 
countries trying to prevent Iranian strikes 
that today appear to have been targeting 
multiple neighbours,” said Faragher.

Ships affected by GNSS interference are 
essentially being caught in attempts to disrupt 
or manipulate satellite based navigation. 

Modern vessels rely on GNSS signals, such as 
GPS, to determine their position, which is then 

fed into the Automatic Identification System and 
shared with other ships and coastal authorities.

When a third party transmits a much stronger 
signal than the satellites, the ship’s receiver 
locks onto the false data instead of the 
genuine feed, causing its reported position 
to become inaccurate or misleading.

According to Faragher, such interference 
is typically driven by a mix of tactical, 
operational and illicit motives.

It can act as a defensive “force field” to 
confuse or disable cheap drones and simple 
guided weapons, forcing an adversary 
to use more sophisticated systems. 

It can be used to disrupt transport logistics 
and supply chains or to trigger accidents 
such as collisions or groundings. 

In some cases, the aim is a cyberattack rather 
than navigational disruption, as corrupted 
GNSS position or timing data can cause 
secondary onboard systems to fail. 

Interference can also serve as cover for 
illegal activity, such as masking ship to ship 
transfers by obscuring a vessel’s true location. 
In the current conflict, both sides are using 
jamming and spoofing tactically. This is 
either to shield themselves from unmanned 
threats or to support offensive operations.

“I think Iran is trying to deny use of the Strait 
of Hormuz, and the neighbouring countries 
have turned on their drone defences. The 
entire region is full of noise from lots of 
sources,” Faragher told Lloyd’s List. 

Most of the vessels affected by the jamming were 
bulk carriers (117), product tankers (100), chemical 
tankers (86), crude tankers (77) and containerships 
(72), highlighting how widely the interference 
has spread across commercial shipping.

Similar manipulation has been seen before: 
more than 100 cargo-carrying vessels appeared 
to “jump” to Beirut airport in April 2024, and 
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AIS spoofing became common across the region 
after the Gaza conflict began in late 2023. GPS 
interference has also been recorded repeatedly 
in the Red Sea in recent years and to this day, 
while the Black Sea remains another hotspot as 
Russia seeks to disrupt Ukrainian operations.

The Royal Institute of Navigation warned in 
June last year that GNSS interference is now a 
persistent maritime safety threat, which endangers 
lives at sea, increases environmental risks, 
and can delay assistance and rescue efforts. 

Faragher expects the current wave of interference 
to outlast the missile exchanges themselves, 
suggesting the navigational disruption 
will continue even if hostilities ease. 

“There have been many examples over the years 
of Iran being accused of manipulating GNSS for 
particular target vessels to force them to stray into 
territorial waters and then be targets for capture, 
we may now see more examples of such targeting 
of individual vessels, for example to potentially 
attempt to cause groundings or collisions.”

Liner exodus accelerates as escalating Gulf 
conflict cripples Middle East services
KEY container lines are accelerating their 
withdrawal from Middle East Gulf trades as 
the security situation around the Strait of 
Hormuz deteriorates, prompting a wave of 
booking suspensions, voyage terminations 
and contingency planning that is rapidly 
reshaping regional supply chains.

Cosco, Hapag-Lloyd, HMM and Mediterranean 
Shipping Co have all taken further steps to halt or 
unwind Middle East Gulf bound operations in the 
past 24 hours, citing escalating conflict, heightened 
maritime risk and mounting operational constraints.

Shippers operating in and out of the region 
are faced with widespread disruption, rising 
costs and growing uncertainty over cargo 
already in transit. MSC has taken the most 
drastic step, declaring an “End of Voyage” for 
all shipments destined for Middle East Gulf 
ports, whether already at sea or still ashore. 

All affected cargo will be discharged at the next 
safe port, where responsibility immediately 
reverts to the shipper, who must arrange onward 
transport and cover all local port charges.

A mandatory $800 per container deviation 
surcharge applies to every affected unit, 
including empties already released for export. 
The move effectively severs MSC’s operational 
link to the MEG and leaves many shippers facing 
complicated and costly recovery operations. 

Cosco, CMA CGM and Hapag-Lloyd have also 
moved to suspend all new bookings to and from 
a wide range of MEG destinations in the past 24 
hours, joining MSC, Maersk and others in pulling 
back from the region. The carriers cited fresh risk 

assessments driven by escalating conflict and 
tightening restrictions on traffic through the Strait 
of Hormuz.  Their suspensions cover most major 
MEG markets and apply with immediate effect.

HMM has stopped short of a booking freeze 
but has issued one of its strongest advisories to 
date, warning that the highly volatile security 
environment is causing significant disruption across 
global supply chains.  The carrier expects delays, 
schedule changes and higher costs as it evaluates 
alternative routings and contingency plans.

The coordinated pullback by major lines signals a 
market entering a new phase of instability. With 
carriers prioritising vessel and crew safety and 
with no clarity on when the security situation 
might improve, shippers now face severely 
reduced capacity into and out of the MEG, 
higher costs, longer and less predictable transit 
times and complicated recovery operations 
for cargo discharged at unintended ports.

Vessels already en route are continuing to divert 
at speed, with a series of abrupt course changes 
visible across the region. Lloyd’s List Intelligence has 
tracked numerous vessels performing impromptu 
course deviations, including the 10,100 teu Seaspan 
Ganges (IMO: 9630365), chartered to Maersk, 
which was previously bound for Jebel Ali, but has 
since been redirected to the Indian port of Pipavav, 
according to the Danish carrier’s service schedule.

Maersk has also ordered the 15,500 teu Maersk 
Cincinnati (IMO: 9936410), which is chartered 
from tonnage provider Seaspan, to abandon its 
approach to the MEG, with the ship performing 
a U turn at the entrance to the Gulf of Oman 
and now drifting in the northern Arabian Sea. 
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Wan Hai Lines 13,100 teu Wan Hai 
A17 (IMO: 9968528) has likewise been 
drifting south of Mumbai for two days as 
it awaits onward instructions, Lloyd’s List 
Intelligence’s Seasearcher platform shows.

The disruption is unfolding against what carrier 
executives at TPM in Long Beach described as 
one of the most severe risk events the industry 
has faced in years, with the Middle East conflict 
now being labelled a “black swan” for liner 
networks and “catastrophic” for ports.

Although the Middle East trade is smaller than the 
major east–west corridors, its abrupt loss is expected 
to have outsized global repercussions. Around 10% 
of the global fleet is now caught up in diversions, 
insurance cover has spiralled, fuel costs are rising 
and most major carriers have halted bookings.

Executives warn that Middle East bound cargo 
will begin backing up across hubs in Europe and 
Asia, with ships forced to discharge at alternative 
ports such as Colombo or Fujairah, adding 
further strain to already disrupted networks.

Port operators and logistics providers are bracing 
for a surge in storage demand in the coming 
days, increased dwell times and a scramble 
for inland transport capacity as shippers 
attempt to recover stranded containers.

Stranded ships

Alphaliner reports that 138 containerships are now 
confined in the Middle East Gulf representing a 
combined capacity of some 470,000 teu. It notes 
that MSC and CMA CGM are the most affected 
carriers. The former has 15 ships of a combined 
109,000 teu, including the 19,200 teu MSC Clara 
(IMO: 9708693), while Maersk has 14 vessels 
aggregating 70,000 teu effectively marooned.

China’s Cosco has a pair of 18,980 teu vessels 
west of the Strait of Hormuz together with 
three feeder vessels, which are understood to be 
chartered. At the same time, 26 containerships 
lingering south of the strait were still broadcasting 
Middle East Gulf destinations, including Abu 
Dhabi, Dammam and Jebel Ali, even as official 
carrier notices signalled imminent diversions.

Despite aerial strikes that sparked at least 
one blaze at Jebel Ali, the port has continued 
to serve as a haven for operators, with 20 
vessels remaining berthed alongside. Should 
the Strait of Hormuz remain hazardous for 

navigation, ports on the Arabian Peninsula 
around the Gulf of Oman will likely emerge as 
the primary container hubs for the region.

Alphaliner reports that ad-hoc calls for large 
containerships to the port of Khor Fakkan 
have been scheduled for the coming days. They 
include Cosco’s 14,000 teu CSCL Star (IMO: 
9466867) and the 14,000 teu MSC Alexandra 
(IMO: 9461374) which both normally sail 
directly into the Middle East Gulf from Asia.

The analyst has recorded 124 container liner 
services calling to at least one port in the 
MEG as part of their proforma rotations. This 
amounts to 3.6m teu of combined deployed 
capacity across 520 containerships. 

But individual carriers face varying 
degrees of exposure, led by MSC which 
accounts for one third of the total capacity 
deployed to the Middle East Gulf.

Asian carriers are also heavily exposed 
to MEG port calls with some 35% of Yang 
Ming’s vessel fleet capacity being deployed to 
the MEG while South Korean carrier HMM 
normally deploys 30% of its capacity there.

“Black Swan” shocks have a habit of turning into 
windfalls for containership tonnage providers 
and this time may be no different. With charter 
rates and vessel values already riding high 
in the wake of the Ukraine crisis, the latest 
disruption could add fresh fuel to an already 
hot charter and sale and purchase market.

“With nearly 500,000 teu held up in the Middle 
East Gulf, the disruptions created could be 
positive for non-operating owners as they have 
the potential of boosting demand for tonnage.

“Carriers will need stopgap capacities to make up 
for unavailable ships, service reorganizations, re-
routings and transhipments,” noted Alphaliner. As a 
result, container lines are likely to have to scramble 
to plug gaps with more chartered ships, providing 
a clear upside for boxship tonnage providers.

 Meanwhile, any swift return to the Suez Canal 
looks increasingly unlikely as fears of renewed 
Houthi attacks in the Red Sea delay a large-
scale comeback for months. That means more 
ships diverting via the Cape of Good Hope and 
thus tighter effective slot capacity, which should 
sustain more support for freight rates and 
charter rates, and ultimately vessel values.
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Middle East ports operational update: 
Wednesday, March 4
Regional overview

As of March 4, 2026, there has been no 
internationally recognised legal closure of 
the Strait of Hormuz. However, Iranian radio 
warnings, heightened military risk, and 
company level directives have led to a sharp 
reduction in commercial traffic, with most 
vessels temporarily avoiding transit despite a 
limited number continuing to pass through.

Airspace remains closed in most 
Middle East Gulf countries. 

United Arab Emirates

•	 Jebel Ali, Hamriyah, and Sharjah port, 
all terminal port operations are normal.

•	 Fujairah and Khor Fakkan, Local port authorities 
have not issued any alerts at this time. However, 
navigational warning No. 01/2026 has been 
disseminated, addressing reported incidents of 
intermittent GPS signal spoofing and jamming 
in offshore areas of Fujairah. These disruptions 
may lead to a loss of positional accuracy, erratic 
vessel movements on Electronic Chart Display 
and Information Systems (ECDIS), and potentially 
misleading positional information. Mariners 
are advised to consider this area as high risk.

All port operations are now proceeding 
as normal, including activities at the 
Fujairah Oil Tanker Terminal.

•	 Ras al Khaimah ports — remains 
open and is operating normally.

•	 Ruwais and Abu Dhabi petroleum ports are 
operational. Ruwais PPA (ISPS level 2) & Abu Dhabi 
Ports (ISPS Level 1). Abu Dhabi Ports confirmed 
that all UAE ports managed and operated by AD 
ports remain fully open and are operating as usual.

•	 Gulf carriers keep UAE skies largely closed until 
March 5. Crew changes are possible in most cases, 
but are limited to movements to and from hotels.

Kuwait

•	 No alerts / notifications / circulars 
from the Kuwait Port authorities

•	 Presently, no stoppage of operations 
has been reported, and no official 
information from the port authorities

•	 All ports controlled by KOTC MINA 
TANK, Mina Al Ahmadi, Mina Abdulla 
and Mina Al Zour are operational

•	 All vessels currently bound for Shuaiba Port 
must redirect to Shuwaikh Port to discharge their 
cargo. This instruction applies provided that the 
vessel’s draft does not exceed 9.6 meters. Please 
note that all manifests will be automatically 
transferred to Shuwaikh port. Please note that 
this applies exclusively to container vessels.

Oman

•	 Port operations are partially restricted.

•	 Suspended port ops: Asyad Drydock — Duqm, 
Port of Salalah — (GCT Terminal) suspended 
operations until further notice. (updated)

•	 Partially suspended port ops: Port of Duqm 
— only arrived vessels operations ongoing, 
new call subject approval. (updated)

•	 Ports working normally: Port Sultan Qaboos, 
Muscat, Mina Al Fahal, Port of Sohar, Qalhat 
LNG Terminal – Sur, OMIFCO Terminal 
– Sur, Port of Salalah – CT Terminal

•	 ISPS Level 1.

•	 Airspace remains open, although some 
international flight routes have been suspended. 

Saudi Arabia

•	 There are presently no alerts or warnings 
issued by the local port authorities. All operational 
activities are functioning at full capacity.

•	 Saudi Arabia’s national carrier confirmed 
flights suspended for Bahrain, Kuwait, Amman, 
Dubai, Abu Dhabi, Doha, Russia and Peshawar. 

Bahrain

•	 All port movements are temporarily 
suspended, including pilotage services.
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•	 ISPS level remains at Level 1.

•	 Airspace remains closed, and crew 
changes are not currently possible. 

Qatar

•	 Business as usual with all ports operating.

•	 Mesaieed port — Significant GPS signal 
degradation. Although the majority of channel 
buoys are operational, with only a few exceptions. 
Pilotage during channel transit between 1800 hrs 
and 0500 hrs will be mandatory for all vessels, 
regardless of size, except for Regular caller vessels 
and OSVs that are not required to navigate through 
the channel. In addition, if any vessel master 
is NOT comfortable navigating due to the GPS 
signal loss and requests a channel pilot during 
daytime, MPA will arrange pilotage accordingly.

•	 Al Shaheen and Halul Island offshore 
terminals are operational.

•	 The official security status remains at 
Security Level 1. However, as a proactive 
measure, all vessels are requested to exercise 
heightened caution and vigilance. 

Egypt

•	 The Suez Canal and all Egyptian 
ports remain fully operational.

•	 ISPS level remains at Level 1.

•	 Airspace remains open, with no 
operational impact reported.

•	 Impact on travel (air and land): Nil; however, 
National airlines (Egyptair) announced 
suspension of all its flights to/from Middle 
East Gulf countries till further notice. 

Jordan

•	 Jordan remains stable. Authorities continue 
to issue general public-awareness guidelines 
purely as precautionary measures. There 
are no security incidents inside Jordan.

•	 Jordan has closed its airspace from 1800 hrs to 
0900 hrs local time daily, effective immediately and 
until further notice. This affects arriving, departing, 
and transit flights within the closure window.

•	 All operations remain normal at Aqaba port. 

Terminals, marine services, cargo handling, and 
gate operations are functioning without disruption. 
Maritime navigation and cargo operations are 
proceeding smoothly and without delay.

•	 Jordan airspace is fully open as opposed 
to the previous partial closure. (updated)

•	 Flights to Syria, Iraq, the UAE, Bahrain, 
Kuwait, and Qatar remain suspended due 
to airspace closures in those countries. 

Pakistan

•	 All ports remain fully operational.

•	 ISPS level remains at Level 1.

•	 Airspace remains open, with no 
operational impact reported. 

Iraq

•	 No damage at Umm Qasr.

•	 Basra Oil Terminal has requested a 100% 
production reduction from South Rumaila 
due to a shortage of available tankers, 
resulting from the deterrence of oil tankers 
entering the Arabian Gulf basin and critically 
high onshore storage levels. (updated)

•	 No port restrictions or emergency 
measures in place.

•	 Fresh water supply & food purchasing/
provisioning available

•	 Crew change is available, but there 
is a delay in issuing the visa.

•	 Shore leave (for emergency 
medical treatment) available. 

Cyprus

•	 No official cancellations for vessel operations.

•	 Airspace is open; however, flights are being 
cancelled, impacting crew change arrangements. 

Lebanon

•	 Beirut and Tripoli ports are open 
and operating as usual.

•	 Airspace is open.
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•	 ISPS level remains at level 1.

•	 All private & public sectors are working normally. 

Israel

•	 Besides restrictions on DG, every 

port is working as normal.

•	 No ship has left Israel or was forced 
to leave outside its schedule.

Source: Inchcape Shipping Services — status last 
updated March 4, 1000 hrs UAE local time.

MARKETS

Iran turmoil to push tonne-mile demand and 
lower TCE rates for LPG carriers
LIQUIFIED petroleum gas carriers are poised for 
increased tonne-mile demand and lower rates as 
Chinese importers look at raising imports from 
the US amid the turmoil in the Strait of Hormuz.

LPG carrier time charter equivalent rates have 
started correcting after an initial rise spurred 
by the attacks on Iran over the weekend.

Rates crossed the $100,000 per day mark on 
March 2, rising by more than 50% since last 
Friday on the Baltic Exchange’s BLPG1 index 
for sailings from the Middle East to Japan.

BLPG3 TCE rates for sailings from the US Gulf to 
Japan rose 14% to $83,717 per day on March 2.

But the TCEs on both routes have since 
declined slightly, with the BLPG1 index 
falling by almost 20% and the BLPG3 index 
falling by around 8% on March 3.

Further volatilities are expected in LPG carrier 
rates with the continued turmoil in the SOH.

The Middle East is a key exporter of LPG, with 
40% of global LPG supply passing through the 
SOH, according to maritime analytics firm 
Drewry. It expects around 400,000 tonnes per 
week of LPG flows to be affected. This could 
climb up to 8m tonnes by March or April.

Some 20% of Middle East exports flowed to 
China between January 2023 and February 
2026, according to Vortexa data. The top export 
destination for the Middle East is India, with 
57.9% of LPG exports heading there. China, in 
the past three years, imported 41% of its LPG 
requirements from the US, with Iran being the 
second highest import origin, making up 25%.

The closure in the SOH will effectively see 
China lose access to 45.8% of its imports 
after accounting for cargoes from the UAE, 
Kuwait, Qatar and Saudi Arabia.

China hunts for alternatives

The lack of flows from the Middle East will force 
China to look for alternative sources for LPG 
imports. Propane, a key component of LPG, is 
used mainly by China’s industrial sector.

The increase in propane dehydrogenation 
plants (PDH) in the last few years has 
supported more LPG imports, even in the 
wake of last year’s tariff turbulence according 
to commodity price agency Argus Media.

With the SOH turmoil, Chinese importers 
are now forced to look at alternatives.

In crude oil markets, China could look to Russia to 
replace Middle East barrels as deeply discounted 
Urals make a compelling value proposition. 
But the situation is different for LPG.

“A Russian LPG producer told me that they 
do not have sufficient VLGCs to export LPG 
to China after I made an enquiry,” a Chinese 
insider told Lloyd’s List. He added that there 
was only one vessel currently in operation, 
along with a few smaller vessels that would not 
be sufficient to carry the volumes required.

PDH players will likely look at importing LPG 
from the US Gulf Coast instead, as cargo and 
fleet availability is higher.  “The rule of thumb 
is that PDH plants in the east and west will 
import US cargoes while those in the north and 
south import Middle East cargoes,” he added.
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The current supply shock will likely force some 
PDH plants to close, with production rates already 
decreasing as they prepare to shut down operations.

Importing LPG from the US will see a rise 
in tonne-mile demand for LPG carriers. 
The magnitude of this shift will depend 
on how the Iran situation plays out.

According to the insider, PDH players will likely 
continue importing USGC cargoes for a month 
before margins collapse from higher production 
costs and continued weak end-product prices.

Higher costs will stem from increased shipping 
costs for importing cargoes from a further origin, 
and increased LPG prices. The Argus Far East 
Index benchmark for propane, a component of 
LPG, rose by 17% to $657 per tonne on March 
2. Because of this, LPG carriers will have a brief 
window to capitalise the rise in tonne-mile demand.

Inventories at Chinese PDH plants are currently 
full, with most plants recently receiving cargoes 
for delivery in the first half of March. But concerns 
remain for vessels that are supposed to deliver 
LPG cargoes in the second half of the month.

“The vessels have yet to load up on Middle East 
LPG as initially planned. We are not sure of 
what to expect next, but we are also not making 
any knee-jerk reactions,” the insider added.

More tonne-miles and lower TCE rates

The pivot to USGC LPG from China, and other 
importers, will likely see carriers divert more 
very large gas carriers to the US Gulf Coast. 
This is a move that LPG carrier BW LPG sees 
“affecting US Gulf rates negatively” according 
to its 4Q25 earnings release yesterday.

“Over the longer term, however, vessels that have 
traditionally loaded in the Middle East are likely 
to seek cargoes from the US, which could place 
downward pressure on the rate structure for US 
loading VLGCs,” BW LPG chief executive Kristian 
Sørensen said in yesterday’s earnings call.

BW LPG also said that it has three vessels 
from its Indian flagged fleet in the region. Two 
of which are on time charter hires and one in 
drydock.  The vessels on time charter hires 
are idling outside the Arabian Gulf, assessing 
the situation on the SOH. Sørensen views tight 
supplies being a key concern for Asia Pacific. 

He added: “The US does not have enough production 
and exports capacity to meet the shortfall of the 
Middle Eastern exports, and we’ll probably see a 
rather serious situation unfolding in the consuming 
markets in Asia unless the exports of hydrocarbons 
from the Middle East resume rather soon.”

Drewry added that the near-term (one week) 
impact on rates would be a boost in US-Japan 
freight rates and a crash in MEG-Japan rates. 

But its view in a month is that US-Japan freight 
rates will stabilise as fleets reposition while 
MEG-Japan rates continue to decline.

The increase in tonne-mile demand should 
see higher fleet utilisation for carriers, 
albeit at lower rates, as VLGCs sail 
longer distances to transport LPG.

Inefficiencies in voyages will also lend further 
support for tonne-mile demand. BW LPG expects 
congestions at the Panama Canal to continue 
as neo-panamax locks are at full capacity.

This will push vessels to continue using the Cape 
of Good Hope as shipping avoids the Suez Canal 
and the Red Sea with the increased turmoil. 

LPG carriers will also find challenges in 
negotiating higher rates with charterers as cargo 
prices are expected to rise on tight supplies. 
Competition for US cargoes will be stiff, with 
Europe also in the mix to import USGC LPG.

In Asia, China will also face stiff competition from 
India. Argus on March 3 reported that “India may 
only have up to 10 days of LPG stocks to cover 
demand, and the country is scrambling for cargoes 
outside of the MEG as the Iran-US conflict has 
effectively dried up exports from the region”.

The limited stockpile was attributed to its growing 
population and limited terminal capacity for storage.

The US would be a good alternative for India 
after it signed an agreement last December to 
import around 2m tonnes of US LPG this year.

Vortexa analyst Anna Zhminko sees Indian 
buyers having to “to offer premium terms to 
secure cargoes from USGC to compete with 
other Asian buyers — including Northeast 
[petrochemical markets] or other residential 
markets like Indonesia.” This would put more 
downward pressure on freight rates from the US.
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UECC signs first vehicle carrier newbuild 
contract of 2026 following order slump
UNITED European Car Carriers has confirmed 
newbuilding contracts for two mid-size car 
and truck carriers, marking the first vehicle 
carrier orders to be placed this year.

The move follows a steep slowdown in ordering 
activity across the sector since 2024.

The intra-European carrier, which is a joint 
venture between Japan’s NYK Line and Swedish 
shipowner Wallenius Marine, has contracted China 
Merchants Jinling Nanjing to build the ships. 

They will each have capacity for 3,000 ceu.In 
October 2024, UECC ordered a pair of 4,500 
ceu vehicle carriers at the same shipbuilder, 
which are due for delivery during 2028.

Commenting on the latest order, UECC chief 
executive Glenn Edvardsen said: “This is an 
important milestone both in strengthening the 
sustainability and capability of our fleet, as well 
as our partnership with China Merchants Jinling, 
a premium shipyard with strong credentials in 
delivering high-quality, innovative vessels.”

The latest newbuildings, developed in partnership 
with Shanghai Ship Research & Design Institute, 

will be fitted with LNG dual-fuel engines and 
will also have shore power capability.

They are also booked for delivery in 2028 
and will feature a wider beam than earlier-
generation ships of the same capacity to 
significantly reduce the need for ballast water.

The newbuildings are also designed with 
adaptability to accommodate future technological 
innovations and new alternative fuels as 
they become available, said UECC.

UECC has an existing fleet in service of 15 vehicle 
carriers of between 2,000 ceu and 7,000 ceu.  

Ordering activity for vehicle carriers dropped 
significantly after the second half of 2024, 
following a three-year ordering frenzy which 
saw leading operators and tonnage providers 
invest in more than 200 newbuildings, 
representing over 30% of existing fleet capacity.

Since the summer of 2024, only one PCTC 
has been ordered. This comprised a 7,000 
ceu vessel ordered by JP Morgan Global 
Transportation Group-owned Norwegian Car 
Carriers at China’s CIMC Raffles shipyard.

IN OTHER NEWS

EU rejects ‘protectionist 
measures’ in maritime strategy
CONTROVERSIAL plans to 
change import duties on foreign-
built vessels have been scrapped 
from the newly published EU 
Industrial Maritime Strategy.

Lloyd’s List understands this 
would have targeted ships built 
outside Europe but trading within 
the bloc in segments where EU 
yards remain active, most notably 
shortsea and ferry tonnage.

But that provision has not made 
it into the final text. Instead, 
shipyards will be supported by 

investment, including the launch 
of the EU Industrial Maritime 
Value Chain Alliance, which will 
bring together governments and 
commercial stakeholders to 
identify investment priorities. 

Shipowners, ports and tech 
firms urge IMO to adopt NZF
MARITIME and green tech 
companies have called for 
governments to support the 
IMO’s Net-Zero Framework 
despite US opposition. 

Nearly 90 companies said the 
industry needed one set of rules 
to bring the clarity to invest in 

green fuels and technologies. 

They include shipowners 
CMB.Tech, DFDS, Lemissoler, 
Klaveness Combination Carriers 
and X-Press Feeders, engine 
makers Everllence and WinGD, 
the Port of Antwerp-Bruges, and 
logistics giant Kuehne+Nagel.

“The approved framework is a 
hard-fought compromise that 
can provide a clear and credible 
pathway for the decarbonisation 
of international shipping, which 
has earned overwhelming 
industry support,” the companies 
said in an open letter.
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AD Ports Group-controlled 
feeder boxship hit by projectile 
in Strait of Hormuz
A CONTAINERSHIP has been hit 
by what experts say is a missile 
while transiting the Strait of 
Hormuz. Malta-flagged 1,740 teu 
Safeen Prestige (IMO: 9593517) 
was heading eastbound through 
the strait when it was hit above 
the waterline at 1109 hrs on 
March 4, around two nautical 
miles north of Salib, Oman.  

UKMTO said the attack 
reportedly resulted in an 

engine fire on board.   Safeen 
Prestige’s crew evacuated 
the vessel and have since 
all been accounted for.  

The 2013-built boxship is 
operated by AD Ports Group 
container line subsidiary Safeen 
Feeders between the United 
Arab Emirates and Djibouti.

Sanctioned LNG carrier struck by 
drone boat in the Mediterranean
A SANCTIONED LNG carrier has 
been hit by what is thought to 
be a drone in the Mediterranean 

Sea while en route to the Suez 
Canal. Russia-flagged, 2003-
built, 77,410 dwt Arctic Metagaz 
(IMO: 9243148) was travelling 
from Murmansk on Russia’s 
northern coast to the Suez 
Canal laden with cargo when 
it experienced a drone attack 
east of Malta, a Lloyd’s List 
Intelligence casualty report said.

Images circulating on social 
media show the vessel engulfed 
in a huge fireball following the 
incident, which occurred in 
the early hours of March 3.
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