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Shipping risk rises as Iran  
and US trade threats over 
Strait of Hormuz

IRAN has threatened to impose an extended total closure of the Strait 
of Hormuz if US President Donald Trump follows through on his threat 
to “obliterate” its power plants.

Iran’s Khatam al-Anbiya military command centre on Sunday 
threatened to indefinitely close the Strait of Hormuz to all traffic and  
to launch attacks against oil and energy tar-gets across the region,  
in response to Donald Trump’s threats to strike the country’s  
power plants.

Trump on Saturday had threatened to “obliterate” Iran’s power plants if 
Tehran did not fully reopen the Strait of Hormuz within 48 hours — a 
significant escalation less than a day after he talked about “winding 
down” the war, now in its fourth week.

A spokesperson for the Khatam al-Anbiya Central Headquarters said 
in a televised statement that Iran had so far only closed the strait to the 
“enemy” and “harmless pas-sage” was still being carried out.

The spokesperson then warned the strait would remain completely 
closed “until all our destroyed power plants are rebuilt”.

The latest escalation of threats came amid a flurry of diplomatic 
exchanges over the weekend as governments sought to engage Tehran 
over the transit of vessels through the Strait of Hormuz.
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Indian Prime Minister Narendra Modi 
stressed the importance of keeping shipping 
lanes open and secure in a call with Iran’s 
President Ahmad Masoud Pezeshkian.

Iran’s foreign minister Abbas Araghchi 
separately held calls with European Union 
for-eign policy chief Kaya Kallas, and Oman 
Foreign Minister Seyyed Badr Al Busaidi.

India’s Foreign Minister Subrahmanyam 
Jaishankar later on Sunday reported that 
Irani-an officials had stressed during a phone 
call that the normalization of the situation in 
strait depended on the “cessation of attacks and 
aggression” by US and Israel, and that any halt 
to the war must be accompanied by guarantees 
preventing the recurrence of such actions.

Separately, Iran’s representative to the 
International Maritime Organization was quoted 
in Iranian media reports as saying that the 
Strait of Hormuz remained open to all ship-
ping except vessels linked to “Iran’s enemies”.

Lloyd’s List has approached Iran’s IMO 
representative who had reportedly made the 
statement prior to Trump’s threat via social 
media to attack Iranian power plants if the 
strait was not “fully open” within 48 ‌hours.

US statements regarding the progress of its 
campaign against Iran and the status of the Strait of 
Hormuz have been rapidly evolving over recent days.

On Saturday, the US said Iran’s ability to 

threaten marine traffic in the strait had been 
“degraded” after it took out a facility along 
the Iranian coastline earlier this week.

“Iran’s ability to threaten freedom of navigation 
in and around the Strait of Hormuz is degraded 
as a result and we will not stop pursuing these 
targets,” Admiral Brad Cooper, the head of US 
Central Command said in a video posted on 
X. He said the military also destroyed Iranian 
intelligence support sites and missile radar 
relays used to monitor ship movements.

That statement followed an announcement 
on Friday confirming that the US would 
al-low countries to buy Iranian oil stranded 
at sea in an effort to tame energy prices.

The temporary waiver unveiled by the US 
Treasury in a general license would quickly bring 
about 140mn barrels of oil to global markets, 
US Treasury secretary Scott Bessent said.

Iranian oil was “being hoarded by China on the 
cheap”, he said, and “temporarily un-locking 
this existing supply” would expand the volumes 
available to the international community.

“In essence, we will be using the Iranian 
barrels against Tehran to keep the price down 
as we continue Operation Epic Fury,” Bessent 
said in a statement on Friday evening.

The authorisation, which lasts until April 19, was 
limited to oil already in transit and does not allow 
new purchases or production, Bessent confirmed.

WHAT TO WATCH

China’s Panama-flag crackdown worries 
financiers and shipowners as detentions 
continue to rise
THE number of Panama-flagged vessels detained 
at Chinese ports has climbed further to 42 since 
Beijing’s enhanced enforcement campaign began 
on March 8, prompting shipping companies and 
financiers to begin reassessing their exposure 
to the world’s second-largest ship registry.

Data from the Tokyo MOU on Port State Control 
shows the detained vessels account for more than 

70% of all PSC detentions in China during the 
period — a ratio that has re-mained remarkably 
elevated and shows little signs of abating. 

The scale of enforcement far exceeds historical 
patterns. In the whole of March 2025, just 32 
Panama-flagged vessels were detained across 
Chinese ports — the highest monthly figure for 
the entire year. Most other months recorded 
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around 20 detentions. The three most recent 
detentions recorded in Tokyo MOU data all 
occurred on March 17. While no Panama-flagged 
vessels appeared in detention records on March 
18-19, three ships flying Russian, Liberian and 
Togolese flags were held during that window.

However, this does not appear to signal an 
end to the campaign. Local agents reported 
that at least two more Panama-flagged 
containerships were detained at anchorage off 
Shanghai’s Yangshan port on March 30.

Market response

The sustained detention rate is beginning to 
unsettle the market, with early signs that some 
players are reconsidering their ties to the Panama 
registry. Sources say Chinese leasing companies 
are now requiring shipowners to reflag away from 
Panama as a condition of newbuilding financing.

However, for existing Panama-flagged vessels, 
switching registries involves administra-
tive costs and time. Vessel condition is also 
a factor — older or poorly maintained ships 
may struggle to find an alternative flag of 
comparable standing willing to accept them.

Chi-Ocean Shipping, a Chinese marine service 
firm, said in a social media post on March 19 
that it was already offering tailored remediation 
and compliance packages to owners with large 
Panama-flagged fleets. “We have indeed received 
many inquiries from Chinese owners who typically 
have be-tween 10 and 20 Panama-flagged ships in 
their fleets,̈  a manager at the company told Lloyd’s 
List. “For those who are genuinely concerned 
about the situation, we advise them to reflag.”

However, the vast majority of those making 
inquiries remain in a wait-and-see mode, the 
manager added. A privately owned Chinese shipping 
company echoed that cautious stance, saying 
in-ternal discussions were underway but that no 
final decision would be made until it be-came 
clearer whether tensions might ease or escalate.

Chinese foreign ministry spokesman Lin Jian was 
asked at a press briefing on March 19 whether 
Beijing had intensified inspections of Panama-
flagged vessels in connection with the forced 
removal of CK Hutchison’s port concessions in 
Panama. He declined to give a direct answer, 
citing unfamiliarity with the situation. The 
Panama Maritime Authority, which oversees 

the country’s flag registry, did not re-spond 
to Lloyd’s List’s request for comment.

Wider ramifications

As Lloyd’s List reported last week, sources familiar 
with the matter said Chinese au-thorities began 
issuing verbal instructions to ports on March 8 
to step up inspections of Panama-flagged ships, 
with the first week described as a trial period.

The campaign is widely seen as part of a broader 
retaliatory effort by Beijing following the 
Panamanian Supreme Court’s decision to void 
CK Hutchison’s long-standing con-cessions at 
the Balboa and Cristobal terminals. Panama 
Ports Company has since filed for international 
arbitration seeking at least $2bn in damages. 
Industry observers have raised concerns that a 
sustained elevation in Panama’s deten-tion rate at 
Chinese ports could damage the registry’s standing 
within international PSC cooperation frameworks.

Panama is placed on the grey list under the 
Paris MOU and remains on the white list 
under the Tokyo MOU. A deterioration in 
performance metrics could potentially trigger 
stricter inspections of Panama-flagged vessels in 
other jurisdictions — effectively globalising the 
consequences of what began as a bilateral dispute.

Should the situation escalate further, rival open 
registries stand to benefit. Liberia, which overtook 
Panama as the world’s largest flag state by tonnage 
in 2023, is consid-ered one of the most likely 
beneficiaries. Meanwhile, Japanese owners are 
regarded as among Panama’s most important and 
loyal clients, prizing the long-standing and stable 
relationship they have built with the registry. 
“Japanese owners tend to have well-maintained 
ships and they value continuity,” an ex-ecutive at 
a major open registry told Lloyd’s List. “If Panama 
starts losing those clients in significant numbers, 
it would be a serious alarm bell for the registry.”

The executive said his registry had received lots of 
reflagging inquiries but that there had been no large-
scale movement as yet. Lloyd’s List Intelligence data 
shows that among the 42 detained vessels, 31% have 
Jap-anese beneficial owners, the largest identifiable 
national group. To date, none of the detained 
vessels has been identified as being beneficially 
owned by mainland Chinese interests. However, 
beneficial ownership is undisclosed for around 26% 
of the ships, and many privately owned Chinese 
shipping firms do not pub-licly reveal such details.



Lloyd’s List | Daily Briefing  Monday, 23 March 2026 Page 4

Russia and Iran complain that freedom of 
navigation is being undermined
“FREEDOM of navigation needs to be upheld 
and respected,” warned International Maritime 
Organization secretary-general Arsenio Dominguez 
on Thursday as he hosted an extraordinary session 
of the UN agency to discuss the deteriorating 
maritime security situation in the Middle East.

His words were welcomed by member states, 
even as many of those present were accusing 
each other of undermining the fundamental 
principle of international law for shipping.

Prior to the meeting Russia had taken opportunity 
to issue the latest in a long list of recent 
accusation levelled against “Western countries” 
they accuse of breaching the fundamental 
norms of international law of the sea.

In a circular issued to IMO member states, Russia 
directly accused Ukraine of being behind a series 
of recent attacks on civilian vessels, including 
the drone strike that holed the Russian-flagged 
LNG tanker Arctic Metagaz (IMO: 9243148) 
on March 3 in the Mediterranean sea.

Ukraine retorted it was Russia that is undermining 
both maritime safety and freedom of navigation, 
adding that all allegations of Ukrainian attacks 
against civilian vessels are “unsubstantiated and 
unsupported by credible evidence”. “The actions 
of the Russian Federation continue to undermine 
freedom of navigation, endanger international 
shipping and seafarers, and threaten the protection 
of the maritime environment and stability of 
global maritime trade,” read a Ukrainian response, 
also circulated around the IMO’s membership.

Meanwhile, amid a flurry of condemnations 
and official accusations levelled against Iran, 
government representatives there issued their 
own warning that “freedom of navigation 
cannot be protected through threats, coercion, 
or the normalisation of unlawful force”.

At the point that circular was being read by member 
states 18 vessels had been directly hit by Iranian 
missiles, prompting the majority of G7 states 
to condemn Iran in the strongest terms for its 
recent attacks on unarmed commercial vessels.

While the focus of the IMO meeting was directed 
towards the Strait of Hormuz, the freedom of 
navigation accusations has become an increasingly 
frequent and contentious topic within the IMO 
since Russia found itself subjected to a growing 
patchwork of international sanctions.

Unilateral coercive measures

Russian has repeatedly used the IMO as a 
platform to complain about what it regards as 
unlawful sanctions used to justify unlawful 
actions, including the interdiction of so-called 
shadow fleet* vessels carrying Russian crude.

In the latest example of what the Russians have 
labelled “unilateral coercive measures that are 
inherently contrary to international law”, France 
on Friday boarded a shadow fleet tanker, Deyna 
(IMO: 9299903), in the Mediterranean.

Deyna, which has been routinely carrying Russian 
oil out of the Baltic, was fraudulently flying the 
Tonga flag at the point that the French navy seized it. 

“These boats that circumvent international 
sanctions and violate the law of the sea are war 
profiteers,” French president Emmanuel Macron 
said in a statement confirming the boarding.

While Russia is yet to formally respond to the 
latest European seizure of a tanker carrying 
sanctioned Russian crude, its statement 
issued to the IMO complained that Western 
countries had launched a “campaign of illegal 
seizure of merchant vessels as a form of 
implementing its unlawful coercive measures, 
that run contrary to the UN law of the sea”.

“Such actions could lead to a catastrophic erosion 
of the fundamental norms of international law 
of the sea, trigger a ‘domino effect’, and lead to 
an effective halt of the global maritime trade 
system,” argued the Russian statement.

“The consequences will affect everyone: both the 
Western instigators and developing countries, 
especially those for which maritime logistics 
are vital, not to mention the threat such actions 
may pose to international peace and security.”
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Greek bulker makes first traceable westbound 
transit through Strait of Hormuz in over two weeks
A GREECE-OWNED panamax has become 
the first bulk carrier to transit the Strait of 
Hormuz with its Automatic Identification 
System turned on since March 2.

Liberia-flagged, 81,713 dwt Giacometti 
(IMO: 9615377) is owned by Greek bulker 
company Oceanbulk Shipping.

The panamax is the first bulk carrier to transit 
westbound, or into the Middle East Gulf, since 
Panama-flagged MLS Onyx (IMO: 9373618) 
on March 5, though that was a so-called 
“dark transit”, with its AIS turned off.

Two additional bulkers, Panama-flagged, 37,655 
dwt Bunun Miracle (IMO: 9867372) and Liberia-
flagged, 50,233 dwt Victoria (IMO: 9336828) 
also transited the strait westbound with their 
AIS turned on, on March 1 and 2 respectively.

Giacometti had displayed Bandar Imam 
Khomeini, close to Iran’s border with Iraq, 
as its destination, but changed that to “cargo 
food for Iran” at 1033 hrs on March 20.

The bulker rounded Larak Island at 1054 hrs on 
March 20, following a route similar to the “safe 
corridor” established by the Iranian Revolutionary 
Guard Corps, as reported by Lloyd’s List.

Oceanbulk could not be contacted for comment.

At least nine other vessels have transited the strait 
using this same route close to the Iranian coast and 
looping around Larak Island, which the IRGC uses 
to visually confirm vessels transiting the strait.

Two vessels linked to the Indian government 
and one linked to the Pakistani government 
were observed taking the unusual route, with 
reports emerging that both nations are in talks 
with Tehran to secure safe passage for their 
vessels, alongside Malaysia and China.

Giacometti will be the first bulker to successfully 
head into the Middle East Gulf through the 
Strait of Hormuz in more than two weeks.

According to Lloyd’s List Intelligence data, 
more than 200 bulkers of more than 25,000 

dwt are inside the Middle East Gulf, the vast 
majority of which are sub-cape sizes.

Star Bulk, which along with Oceanbulk is also run 
by the Pappas family, has more than 400,000 dwt 
worth of bulkers inside the MEG. One of its vessels, 
Star Gwyneth (IMO: 9301031), transited eastbound 
through the strait just days after it was hit by a 
projectile 50 nautical miles northwest of Dubai.

While nowhere near as impactful on dry bulk 
as the oil or gas markets, the de facto closing 
of the chokepoint is causing concern for some 
commodity markets, in particular fertiliser.

Middle East Gulf countries are among the 
world’s key fertiliser producers, with Saudi 
Arabia, the UAE, Oman and Qatar all ranking 
in the top 12 global fertiliser exporters.

According to Signal Ocean, more than 200m 
tonnes of fertiliser was loaded from the MEG 
in 2025, largely from the UAE, Saudi Arabia 
and Oman. In total, around 16% of global 
seaborne fertiliser originates from the MEG.

Fertiliser production cannot be expanded 
quickly, Allied said, meaning sustained 
disruption to supply could affect pricing and 
availability over an extended period.

The majority of the fertiliser loaded in the 
Middle East Gulf heads to India and China, 
but Brazil is also a major importer globally and 
would be acutely affected by price hikes.

The South American nation is also a big 
exporter for the region too, largely of grains 
and iron ore, according to data from Signal 
Ocean. With so few bulkers getting in or out 
of the region, Brazil could soon find itself 
exposed on both ends of the supply chain.

Impacting all vessel segments and cargoes is 
bunker pricing, however. Drewry head of dry bulk 
research Rahul Sharan said bunker prices had 
increased 100% on the February 2026 average, 
using Singapore VLSFO as the benchmark.

In turn, freight rates on the C3 Tubarao-
Qingdao route have increased by nearly a 
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quarter on the February average, with bunker 
costs rising to over 85% of total freight versus 
under 50% in February, Sharan said.

“While all vessels are exposed to high bunker prices, 
the widening spread between compliant fuels and 
high-sulphur fuel oil means scrubber-fitted vessels 
are better positioned, whereas non-scrubber-fitted 

vessels face a higher cost burden,” he said.

“Even without additional disruption to cargo 
flows or vessel availability, sustained strength 
in bunker prices could push rates higher.

“In essence, this remains an uncertainty-driven 
market, not a fundamentally-driven one.”

ANALYSIS

Life during wartime: marine insurers offer  
Gulf guidelines
WITH the latest round of fighting in the Middle 
East set to enter a third week, marine insurers 
are offering detailed guidance to shipowners on 
legal and insurance aspects of the conflict.

Issues covered range from the minutiae of 
charterparty wording to what to do if an exploded 
missile lands on your ship’s deck. But the 
observations come with the caveat that events are 
subject to rapid change, and challenges should 
therefore be addressed on a case-by-case basis.

Broadly speaking, the industry must be prepared 
for a wide range of threats, including fires, 
explosions and structural damage, they advise.

There are also navigational risks, including 
the potential for collisions and groundings 
arising from Global Navigational Satellite 
System interference or AIS disruption.

While it will sometimes be possible to 
identify relatively safer areas for drifting 
or anchoring, this won’t be an easy task, 
given the dynamic nature of the risk.

The US has said it will introduce a naval escort 
programme, to which it has asked allies to 
contribute. But this has yet to happen and 
there is no potential timeline for a rollout.

Seafarer wellbeing is obviously a top concern. 
Crews should know how to manage medical 
emergencies and execute orderly ship 
abandonment procedures where necessary.

Owners should also recognise that the situation 
will inevitably take a toll on the mental health on 
employees trapped in the war zone, who will be 

prone to feelings of isolation. Good communication 
is crucial for morale, and crews should be 
regularly updated with clear factual updates to 
reduce reliance on external media reporting. 
There are specialist providers of psychological 
support geared specifically to industry needs.

Vessels entered with Steamship Mutual are entitled 
to use the 24/7 telephone service provided by 
Hamburg-based company Mental Health Support 
Solutions. Singapore’s Circle Digital Ventures has 
launched a similar initiative, which is open to all.

The recent designation of the Strait of Hormuz 
as a Warlike Operations Area entitles seafarers 
to refuse to serve in the area or to be paid a 
100% bonus for each day they agree to do so.

Disembarkation should be initiated if crew 
members show signs of severe distress. If the 
distress is directly related to a war peril, it 
should be covered by war risk insurance.

However, if the distress is severe enough to be 
classified as a medical case without a specific war 
peril incident, it may fall within the remit of P&I.

The Maritime Labour Convention stipulates that 
shipowners are obliged to repatriate seafarers from 
war zones, at their expense. But many airlines 
have suspended services to countries in the firing 
line, which could make doing so difficult.

Norwegian marine mutual Gard — which is the 
largest player in both P&I and hull — has published 
extensive advice in FAQS format on its website. 
Among the possible headaches Gard identifies is 
what to do if class surveys become overdue while a 
vessel is unable to move on account of the fighting.
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Owners should immediately consult their flag 
state and classification society, who will be able to 
offer guidance on the scope regulatory flexibility 
and deadline extensions in the circumstances.

Key recommendations to mitigate the risks arising 
from GNSS interference include training in how to 
detect disruption and execute appropriate responses.

Vessels should be equipped with IMO-
recognised secondary satellite receivers 
and backup systems, and counter-jamming 
solutions should be considered.

The industry-standard Best Management Practices 
to Deter Piracy and Enhance Maritime Security 
outline how to handle unexploded ordnance.

Full details are contained in BMP5, as the 
document is commonly abbreviated. But the 
key takeaways are to maintain safe distance, 
preserve evidence and seek military advice.

In addition, the vessel should contact 
its company security officer and United 
Kingdom Maritime Trade Operations.

Masters retain discretion to deactivate AIS if 
they believe the signal renders them susceptible 
to targeting by hostile actors. But keeping 
transponders on may avoid misidentification 
by US and allied armed forces.

“Given the heightened threat environment 
and the risk of retaliation against commercial 
traffic, any vessel opting to ‘go dark’ must 
immediately notify UKMTO and [US Naval 
Co-operation and Guidance for Shipping] of 
their position and intentions,” Gard warned.

Any decision to deactivate a vessel’s Long-
Range Identification and Tracking system must 
be divulged to the flag state without delay.

Contractual disputes are bound to arise, many 
of which will hinge on charterparty wording. For 
instance, whether or not owners can claim for 
detention time from charterers will depend on 
whether there is a breach of charterparty terms.

If the charter contains safe port warranties 
and the port was prospectively safe at the time 
of nomination, this will not normally be the 
case. But the converse is true if the port was 
prospectively unsafe at the time of nomination.

However, VOYWAR 2013 — the standard BIMCO 

clause for voyage charters — only addresses the 
cost of a deviation to avoid a dangerous place 
and is silent on the question of waiting time.

Many ports in the region have declared 
level 3, the highest level of alert under the 
International Ship and Port Facility Security 
Code. This does not automatically render a 
port unsafe for contractual purposes, although 
it may be adduced as evidence of unsafety.

If a port is unsafe due to war risks, owners 
should be able to invoke their rights under the 
relevant war risk clauses. However, the test 
here is based on the ‘reasonable judgement’ 
of a master or owner. Assessments must be 
objective and exercised in good faith.

While the Strait of Hormuz is closed in the ordinary 
language understanding of the word, with only a 
handful of ships undertaking transits, that is not 
the case from the standpoint of legal fiction.

As an international waterway, it can no 
more be declared closed by the Islamic 
Revolutionary Guard Corps diktat than it can 
be declared open by the White House.

As a rule, which comes with many exceptions, 
blocking and trapping conditions establish that 
Constructive Total Loss cannot be formally declared 
unless there is a continuous 12-month period 
of deprivation of use. That will not be the case 
unless the conflict extends until February 2027.

But legal niceties are unlikely to have much 
impact on off-hire or on-hire issues relating to 
safety. Hire is in principle payable even if a master 
refuses to transit, citing safety concerns. Again, 
the charterparty wording should be checked.

If the charterparties are back-to-back, the 
expectation is that a disponent owner should 
adopt a neutral position. Otherwise, different 
liabilities may arise up and down the charterparty 
chain. A disponent owner’s exposure will 
depend on exact terms. If a ship cannot reach 
a port from which it can tender Notice of 
Readiness for delivery into a charterparty, 
then delivery obviously cannot take place.

Laytime and demurrage is a contractual regime and 
laytime does not commence where NOR cannot be 
tendered, although there may be scope for a claim.

That said, charterers probably will not want to 
maintain a fixture if they do not know when 
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loading might be possible. That would open the 
way to have the contract deemed frustrated.

As a matter of law, there is no obligation on a voyage 
charterer to nominate an alternative port if the 
nominated port subsequently becomes unsafe.

However, this will depend on what war risk clauses 
specify. If the matter is unclear, the parties should 
start negotiating on a without prejudice basis.

Charterers usually agree to foot the bill 
for additional war risk premiums on 
the approach voyage. If they cancel the 
charterparty on NOR grounds, contractual 
wording will determine liability.

Charterers can instruct vessels to leave the Gulf 
when safe to do so. But the decision ultimately rests 
with the master, who has an overriding obligation 
to ensure the safety of the ship and its crew.

So-called liberty clauses in Bills of Lading allow 
for cargoes to be discharged as close to the 
discharge port as the ship can safely reach.

Absent a liberty clause, the additional costs incurred 
for on-forwarding, deviation, war risk surcharge 
and additional freight may rest with the carrier.

Different classes of marine insurance come 
with different covers. Claims under hull war 
policies governed by Nordic Plan terms may 
differ substantially from policies governed by 
the Institute Clauses generally used by Lloyd’s 
or London companies market insurers.

Pollution liability is generally held covered. 
But both the Civil Liability Convention and the 
Bunkers Convention specifically exclude liability 
resulting from acts of war. Pollution liabilities 
will therefore be determined by local legislation. 
From a cargo insurance perspective, war is an 
available defence under the Hague-Visby Rules, 
which means that shipowners are unlikely to 

face liability for a cargo claim arising from war 
risks. Cargo interests would be well-advised to 
ensure their insurance includes war cover.

As both Gard and NorthStandard, another 
major club, have highlighted, the conflict is 
disrupting bunker supplies. Very Low Sulphur 
Fuel Oil may simply be unavailable.

The master or company should submit a Fuel 
Oil Non-Availability Report — known as a 
FONAR in shipping jargon — as soon as it is 
clear that compliant fuel is unobtainable.

“Although the market has not reached 
crisis levels, supply is clearly tightening 
as prices rise,” said NorthStandard.

“Beyond the cost impact, there is an 
emerging technical risk. Ship operators are 
increasingly turning to unfamiliar bunker 
suppliers, potentially relying on fuel sources 
they would previously have avoided.”

Some governments have intervened to 
maintain minimum marine fuel production. 
But spot availability is already reduced as 
suppliers manage risk in a volatile market 
and potentially prioritise other sectors.

As pressures grow, some countries are protecting 
domestic supply. Brazil, for example, has introduced 
emergency measures including a 50% export tax on 
diesel and 12% on crude oil. Marine bunkers could 
fall within the scope of this levy. There are also 
concerns over quality. Marine fuels are typically 
blended from multiple refinery streams using lighter 
components known as cutter stocks to achieve the 
required viscosity, density and sulphur levels.

However, with limited supply there is a greater 
chance that unfamiliar cutter stocks are used. 
This increases the risk of off-specification fuels, 
with potential issues including catalytic fines, 
flash point, water content and sulphur levels.

Middle East port update: Friday, March 20
Airspace across most Middle East Gulf countries 
is reopening on a restricted basis. While some 
countries remain closed, the majority have 
resumed limited operations with a reduced 
number of flights. As a result, crew changes 
may be possible in certain locations, but remain 
constrained and subject to local conditions.

 

United Arab Emirates

•	 Fujairah and Khor Fakkan:

The Fujairah Oil Tanker Terminal (FOTT) is 
partially operational, according to the latest 
update from the port. Not all berths are online.
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Vopak terminals have suspended operations 
at their SPM until further notice.

ADNOC SPM Terminal has 
resumed partial operations.

General cargo and container discharge 
operations are proceeding as scheduled at 
both Fujairah Terminal and Khor Fakkan 
Terminal without any disruption. Anchorage 
services are all normal without interruption.

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

•	 Ruwais and Abu Dhabi petroleum ports 
are operational. Ruwais PPA (ISPS level 2) 
and 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.

•	 Ras al Khaimah ports remain open and 
are operating normally. RAK Ports Group will 
implement a Marine Risk Surcharge applicable 
to all vessels calling at RAK Ports’ ports, 
harbours, anchorages and approaches.

•	 A temporary measure has been implemented to 
facilitate customs cargo clearance for shipments 
destined for Jebel Ali or Abu Dhabi ports via 
the ports of Fujairah and Khor Fakkan. 

In response to ongoing circumstances, this 
initiative allows direct road transport of 
containers to Jebel Ali, designated Free Zones, 
or Abu Dhabi, eliminating the need to adhere 
to traditional customs clearance procedures. 
This strategy aims to enhance operational 
efficiency and streamline logistics processes.

Kuwait

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

•	 Shuaiba port has temporarily 
suspended operations.

•	 Presently, no stoppage of operations 
has been reported, and no official 
information has been received from the 
state agent-controlled port authorities.

•	 Shuaiba and Shuwaikh ports ISPS Level: 2

•	 Airspace closed temporarily

 Oman

•	 No alerts/notifications have been 
issued by the local authorities.

•	 Ports working normally: Port of Sohar, Port 
Sultan Qaboos, Muscat, Mina al Fahal, Qalhat 
LNG Terminal – Sur, OMIFCO Terminal – 
Sur, Duqm port, Asyad Drydock – Duqm.

•	 Port of Salalah (CT and GCT) has 
fully resumed operations. 

•	 Vessels calling the port of Duqm must submit 
an official letter stating that they are not carrying 
any dangerous goods on board. If any dangerous 
goods are found, the type of cargo must be specified 
in detail, and the vessel must await the ministry’s 
approval before entering Omani territorial waters.

•	 All vessels scheduled to call at MAF are to 
ensure their Doppler log is fully operational. 
This precaution is necessary due to ongoing 
GPS interference in the area. Vessels without 
a functioning Doppler log cannot be 
berthed due to safety requirements.

•	 Qalhat LNG Terminal, Sur and Mina al 
Fahal, Muscat, ISPS Level 3 as a precautionary 
measure. All other ports 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

•	 Vessel movements in Bahrain have gradually 
resumed; however, operations remain limited 
due to the restricted availability of pilots. 
BAPCO operations remain suspended.

APM Terminals has resumed operations.

•	 At present, crew changes are not feasible 
as the airspace remains closed.

•	 ISPS security level remains at Level 1.
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Qatar

•	 Hamad port, Doha port and Al Ruwais port — 
ports are operational; however, activity levels are 
lower than pre-conflict. Al Ruwais port is restricted 
to small craft only, including dhows and barges.

•	 Mesaieed port and Ras Laffan port — port 
operations ongoing. QatarEnergy has ceased 
production of LNG and associated products.

QatarEnergy confirmed that Ras Laffan 
Industrial City was subject to missile attacks 
on the evening of 18 March. No operational 
alerts/circulars have been received from the 
respective ports, hence ISPS remains at level 1.

•	 Al Shaheen Terminal and Halul Island Terminal 
— Operations suspended until further notice.

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

•	 The Ministry of Transport has advised that, 
to maintain supply chain continuity, shipping 
lines may route raw materials and consumer 
goods destined for Hamad port via designated 
alternative ports in Oman and the UAE, with 
maritime agencies required to coordinate 
with the relevant port authorities and notify 
the ministry accordingly. First Alternative 
— Sohar, Salalah and Duqm ports. Second 
Alternative — Fujairah and Khorfakkan ports.

Egypt

•	 No alerts/notifications have been 
issued by the local authorities.

•	 All ports and the Suez Canal are 
operating without disruption.

•	 (Egyptair) commenced operating some 
flights to/from MEG countries.

Jordan

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

•	 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.

•	 Royal Jordanian and the Jordanian 
airspace remain open, flights to Qatar, UAE, 
Syria, Bahrain and Kuwait remain closed.

Pakistan

•	 All ports remain fully operational.

•	 ISPS level remains at Level 1.

•	 Airspace remains open, with no 
operational impact reported.

Iraq

•	 Iraqi ports (Umm Qasr ports North and South, 
and Khor al Zubair) are working normally.

•	 Basrah Oil Terminal and SPM Somo 
Terminal have ceased export operations.

•	 No port restrictions or emergency 
measures in place.

•	 Fresh water supply available.

•	 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

•	 All ports remain fully operational.

•	 ISPS level remains at Level 1.

•	 Airports and airspace remain open, with no 
operational impact reported (some flights are being 
cancelled on a daily basis). Potential issues with 
crew changes due to limited number of flights.

 Lebanon

•	 All ports remain operational, with no 
alerts or warnings issued by the local port 
authorities so far. South of Lebanon is in 
an unstable operational situation.

•	 ISPS level remains at Level 1.
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•	 Airspace remains open and operating 
only Middle East Airlines flights.

•	 Both the private and public sectors 
are operating normally.

Israel

•	 Eilat, Ashkelon, Ashdod, Hedera 
and Haifa are fully open for business 
and functioning at full capacity.

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

•	 Airspace is now open but restricted. 
Flights are coming in and out of Israel 
on a limited basis, with restrictions.

•	 Ro-ro car deliveries: Only direct delivery 
allowed at this stage. No storage at ports 
is allowed until further notice.

Source: Inchcape Shipping Services — the 
appointed Lloyd’s Agents in UAE, Oman, 
Kuwait Qatar and Iraq. Status last updated 
March 20, 1000 hrs UAE local time

MARKETS

Box shipping demand loss could trump gains 
from supply chain disruptions
THE container shipping industry convened at the 
TPM26 conference in California in the beginning of 
March, in the early days of the war with Iran. The 
talk at the event focused on service disruptions, 
while the mood on forward demand was upbeat.

The view at TPM26 was that the Strait of Hormuz 
closure backs up cargo bound for the Middle 
East Gulf, gums up Asian transhipment hubs, 
and pulls equipment and ships out of position.

Regional disruptions from the war ripple across 
global supply chains, while the return of the Red Sea 
route — a negative for liner profits — is off the table.

War fallout and continued diversions around 
the Cape of Good Hope render global boxship 
supply less efficient than it would have been 
had the US and Israel not attacked Iran. 

Supply inefficiencies vs demand destruction

The containership fleet has become even less 
efficient in the three eventful weeks since TPM26.

The average price of bunker fuel at the 
world’s top 20 hubs has more than doubled, 
according to data from Ship & Bunker.

The average price of high sulfur fuel oil, used by 
boxships with scrubbers, averaged $916 per tonne 
at the top 20 hubs on Thursday — the highest ever 
recorded. The average price of very low sulfur fuel 
oil, burned by containerships without scrubbers, 

was $1,049 per tonne, just $14 per tonne shy of the 
all-time high reached after Russia invaded Ukraine.

The immediate effect of the bunker 
fuel spike is a slowdown in ship speeds, 
creating yet more inefficiencies.

It’s not just price: some bunker suppliers could 
run short of fuel, leading to delays or route 
diversions. Maersk is so worried about this that 
it is getting into the business of moving fuel 
itself, something it has never done before.

There is also concern about the landside portion 
of containerised transport, particularly in Asia. 
During Covid, the most severe disruptions were 
on the landside legs of the supply chain. “Diesel 
has emerged as [Asia’s] immediate chokepoint,” 
wrote JPMorgan global commodities analyst 
Natasha Kaneva in a research note. “Surging 
prices are slowing both travel and freight.”

Container lines are passing costs along to shippers 
in the form of emergency bunker surcharges and, 
more recently, emergency inland haulage fees.

Supply chain disruptions have been highly positive 
for container shipping over the past five years: first 
in the pandemic, then during the Red Sea crisis. 
But demand was booming in the Covid years, and 
it continued to grow amid the Red Sea crisis.

Positive views on demand at TPM26 were based 
on the widely held assumption that the Strait of 
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Hormuz closure would be brief. Three weeks later, 
there is no such assumption: the base case is for 
an extended closure. A lengthy closure could lead 
to a decline in goods demand that overwhelms the 
rate benefits from supply chain inefficiencies. 

“The conflict in the Middle East has created the 
largest supply disruption in the history of the 
global oil market,” warned the International 
Energy Agency on Friday. “Concerns are growing 
about the impacts of higher prices on households, 
businesses and the broader economy.”

According to Sea-Intelligence, “The concern related 
to global container shipping would be more aptly 
placed on the potential indirect impact [that] an oil 
price shock can cause to global demand. A sudden 
economic downturn due to an oil price shock 
could lead to plummeting container volumes.”

At this month’s Capital Link International 
Shipping Forum in New York, Ted Young, 
chief financial officer of Dorian LPG, drew a 
connection between liquefied petroleum gas 
shipping and demand for containerised goods.

“Around 40%-45% of LPG that goes to 
the petrochemical sector goes into the 
plastics value chain,” said Young.

“If there is demand destruction for propane, 
yes, you won’t be able to run your steam 
cracker or your propane dehydrogenation 
plant. But it won’t really matter, because there 
really wouldn’t be much demand from the 
guys who turn the propylene into plastics if 
there’s a dampening of consumer demand.”

Limited gains for mainline spot rates

The Strait of Hormuz closure has led to a spot rate 
spike for tankers, liquefied natural gas carriers and, 
more recently, very large gas carriers. There has yet 
to be major upside for container shipping, with the 
exception of trades linked to the conflict region.

The Shanghai Containerised Freight Index for 
the Shanghai-Middle East route has more than 
tripled, from $1,960 per feu the week before the 
war to $6,648 per feu in the week ending Friday.

Another example: trade from Asia to 
the northwest coast of India.

“Nhava Sheva in India has emerged as one of the 
most attractive stopovers for frustrated cargoes,” 
said Xeneta chief analyst Peter Sand. “Shippers 

would rather have their [Middle East] cargo dwelling 
in Nhava Sheva than stuck in the port of origin.”

Over the past month, Xeneta’s assessment 
of the average short-term rate from China to 
Nhava Sheva has risen 70%, to $2,305 per 
feu from $1,358 per feu before the war.

Looking at the range of rates paid on the China-
Nhava Sheva route, the mid-high (75th percentile) 
rate has doubled over the same period, rising 
from $1,482 per feu to $2,936 per feu.

The mainline container trades have seen 
smaller gains, as well as some mixed signals, 
including some declines this week.

The SCFI Shanghai-US west coast assessment 
was $2,054 per feu this week, up 11% from 
the week of February 27, before the war, 
but down 9% week on week (w/w).

The SCFI Shanghai-US east coast index 
came in at $2,922 per feu, up 9% versus 
February 27 but down 6% w/w.

The SCFI Shanghai-North Europe index 
was at $3,271 per feu, up 15% versus 
February 27 but down 1% w/w.

The Asia-Mediterranean trade, which diverts 
around the Cape of Good Hope, is faring 
best. The SCFI put Shanghai-Mediterranean 
spot rates at $5,569 per feu this week, up 
21% from pre-war levels and up 4% w/w.

Drewry’s World Container Index showed gains 
of 10%-19% versus late February for the four 
main east-west trades. Xeneta’s daily short-
term assessments were up 13%-26%.

Wartime gains have not been what carriers had 
hoped for, said Linerlytica earlier this week.

“Carriers failed to push through their mid-
March rate hikes to North Europe. [They] 
will make another attempt to lift rates on 
April 1, although sentiment is starting to 
cool as the expected disruptions from port 
congestion and equipment shortages have 
turned out to be less than initially expected.

“Demand for the Med is also starting to ease,” 
said Linerlytica, adding that “transpacific 
carriers postponed their March 15 rate hikes 
due to lacklustre demand and ships still sailing 
light to both the west coast and east coast.”
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Secondhand tanker sales slump as Middle 
East Gulf crisis dampens buyer confidence
TANKER sale-and-purchase activity has 
plunged following the start of the crisis in the 
Middle East, as buyers are faced with freight 
markets and insurance uncertainties.

The downturn followed heightened levels of 
tanker sales from the fourth quarter of last 
year, in particular for crude oil tankers.

“The weeks leading up to the end of February 
was exceptionally active for tanker sale-and-
purchase transactions but since then the 
picture has changed sharply,” said Xclusiv 
Shipbrokers analyst Dimitris Roumeliotis.

“Geopolitical shocks since have contributed to a 
marked slowdown in activity,” added Roumeliotis.

Tanker sales in February reached their highest 
level in several years, with 66 ships changing 
hands as sellers capitalised on high asset prices.

This followed a strong January, when Sinokor and 
MSC Group jointly commenced a very large crude 
carrier buying spree that saw deals concluded for at 
least 55 such ships in the past two months alone.      

But following February’s surge in sales the market 
has dropped markedly, with only a handful of 
deals being confirmed in the past two weeks.

The few reported sales included the 2009-built, 
158,000 dwt, suezmax tanker Libera (IMO: 
9446374) which was sold by Italy’s d’Amico 
to Singapore-based buyers for $44m.

In the aframax sector, Aegean Shipping 
Management is said to have sold the 2018-
built, 112,000 dwt, Green Attitude (IMO: 
9808156) to undisclosed buyers for $71m.

Meanwhile, Sea Trade Marine was reported to 
have sold the 2007-built aframax Volta River 
(IMO: 9336414) for $33m to undisclosed buyers.

In the medium-range product tanker 
segment, Norway’s Westfal-Larsen sold the 
2009-built Finnanger (IMO: 9387712) and 
the 2010-built Fjellanger (IMO: 9387724). 
The 46,000 dwt sister vessels were sold to 
undisclosed buyers for $48m en bloc.

“Buyers have moved to the sidelines, but not because 
appetite has disappeared,” said Roumeliotis.  

“Pricing of secondhand tonnage has become 
extremely difficult to anchor when war risk premia 
are in flux, insurance cover is being pulled or 
repriced daily, and the future earnings picture for 
MEG-exposed tonnage is genuinely uncertain.”

Roumeliotis said the product tanker 
segment, particularly long range two ships, 
is facing escalating uncertainty, as two of 
the world’s most critical shipping corridors 
have become simultaneously impassable.

Ships are being stranded, insurance coverage 
is being withdrawn while freight rates are 
reaching record highs on the limited number 
of voyages that are still being completed.

Roumeliotis emphasised that as the situation 
is evolving so rapidly assumptions on 
where the sale-and-purchase market is 
heading can quickly become outdated.

“What seems reasonable one day may be 
completely inconsistent with reality the 
next, making forecasting particularly 
challenging,” said Roumeliotis.

Peace deal rebound

If a peace deal is reached in the near term, 
however, Roumeliotis expects a rebound 
in the secondhand tanker market.

Once stability returns and crude flows resume, 
refiners are likely to restock both commercial and 
strategic inventories, creating pent-up demand.

This restocking would support spot earnings and 
stimulate sale-and-purchase activity, especially 
for suezmax tankers, believes Roumeliotis.

A more complex issue lies in the potential 
reintegration of shadow and restricted fleet vessels.

Replacing Iranian flows with compliant 
ships alone could require up to 30 VLCCs 
and 20 suezmaxes, placing additional 
strain on an already tight spot fleet.
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“If the Iranian oil trade normalises under a 
peace scenario, this process could boost demand 
for compliant tonnage,” noted Roumeliotis.

And should Iranian exports return fully to 
mainstream VLCC and suezmax markets, this would 
also help to offset the effect of a big influx of tanker 
newbuilding deliveries due this year and in 2027.

Conversely, if the Strait of Hormuz remains 
closed for an extended period, the secondhand 
tanker market would likely remain slow, 
but with limited impact on vessel pricing in 
the short term, suggests Roumeliotis.

In the short term, modern, fuel-efficient, vessels 
with flexibility to operate beyond the Middle East 
Gulf, particularly those able to capture Atlantic 
Basin or long-haul opportunities, would retain 
stronger support. Older or MEG-dependent 
vessels, by contrast, would face weaker demand 
due to uncertain employment prospects.

Over time, prolonged disruption would have 
structural consequences. Lower export volumes 
from MEG producers would reduce fleet 
utilisation and soften earnings expectations.

This would place downward pressure on 
secondhand values, especially for older or 
less adaptable ships, while modern tonnage 
would remain relatively more resilient.

“Overall, an extended Hormuz closure would 
first translate into lower liquidity in the sale-and-
purchase market, followed by a more gradual 
adjustment in asset values, with performance 
increasingly driven by efficiency, flexibility 
and trading optionality,” said Roumeliotis.

The MEG crisis is also adding uncertainty for 
shipowners considering new tanker orders. “Why 
commit to a newbuilding with a 2028 delivery at 
elevated prices when the earnings outlook beyond 
the current spike is unclear?” argued Roumeliotis.

However, he believes most shipowners will 
continue to take a long-term view, particularly 
given that 18% of the active suezmax and 
VLCC fleet is 20 years old or more.

“The fleet demographic case for long-
term investment remains compelling. 
The current crisis is more likely to delay, 
rather than cancel out, new orders.”

Cosco Shipping profit plunges over a third 
amid rate volatility
COSCO Shipping Holdings, the containership and 
port arm of China’s state conglomerate China Cosco 
Shipping, reported a sharp fall in earnings for 
2025, as freight rates fluctuated downward amid 
volatile global trade and economic conditions.

Net profit attributable to shareholders 
fell 37.13% year on year to Yuan30.9bn 
($4.3bn), the company said.

Cosco warned that the container shipping market 
will stay complex and increasingly uncertain in 
2026, citing unstable trade policies and persistent 
Middle East tensions that are set to heighten 
supply chain volatility. At the same time, cargo 
owners are prioritising stability and end to 
end control, raising expectations for carriers’ 
global networks and service capabilities.

These dynamics are already being reflected 
in specific trade lanes, with tighter capacity 
and firmer rates on key routes.

According to Feng Qibin of partially state-
owned Chinese multinational investment bank 

China International Capital Corp, prolonged 
tensions in the Middle East are likely to tighten 
effective capacity and support freight rates.

Feng said disruptions on Middle East and 
Indian subcontinent routes, which account for 
around 15% of global seaborne capacity, have 
already pushed up freight rates on these trades 
amid rising risk premiums and fuel costs.

He added that the sharp drop in transits through 
the Strait of Hormuz could force vessels to 
detour via the Cape of Good Hope, increasing 
voyage times and costs, while cargo rerouting is 
concentrating volumes at major transshipment 
hubs such as Singapore and Port Klang, 
increasing congestion and tightening capacity.

A futures market analyst told Lloyd’s List that 
box rates could see near-term upside, supported 
by geopolitical tensions and rising oil prices. 
However, demand remains in the seasonal low 
period, with carriers continuing to face pressure 
to secure cargoes as their quoted rate increases 
remain below target levels, the analyst noted.
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For 2025, Cosco Shipping posted revenue of 
Yuan219.5bn, down 6.1% year on year, as the 
Shanghai Containerized Freight Index and China 
Containerized Freight Index fell by 37% and 23% 
respectively on an annual average basis. Despite 

the weaker pricing environment, operating volumes 
remained resilient. Container shipments rose 5.8% 
to 27.4m teu, while terminal throughput increased 
6.2% to 153m teu. The group operates a fleet of 590 
vessels with capacity of approximately 3.6m teu.

IN OTHER NEWS

Diana fires back at Genco 
after second rejection
DIANA Shipping has said it has 
“no choice” but to proceed with 
an attempt to shake up the board 
of Genco Shipping & Trading 
after rejection of its second 
offer for the US-based bulker 
owner’s outstanding stock.

A day after Genco spurned its 
improved $23.50 per share offer, 
Diana pledged to move forward 
with a proxy effort to elect a slate 
of new, independent directors 
to the company’s board.

“Genco’s actions lead us to 
conclude that this board  
and management team  
are more focused on  
entrenching themselves than 
maximising value for their 
shareholders,” said Diana’s  
chief executive Semiramis 
Paliou in the company’s 
riposte on Friday.

Shadow fleet LNG carrier poses 
‘imminent’ ecological risk
A SHADOW fleet* LNG carrier 
struck in the Mediterranean 
is an “imminent and serious 
risk of a major ecological 
disaster”, European 
governments said in a letter to 
the European Commission.

The governments of Italy, France, 
Malta, Spain, Greece and Cyprus 
penned the joint letter to warn 
of the dangers Russia-flagged, 
77,410 dwt Arctic Metagaz (IMO: 
9243148) still poses more than 
two weeks after it was first 
struck in the Mediterranean.

The vessel, part of Russia’s 
shadow fleet and sanctioned by 
the US and EU, was hit by what 
is thought to be Ukrainian drone 
boats on March 3 east of Malta. 
The Russian Transport Ministry 
claims the unmanned vessels were 
launched from the Libyan coast. 

* Lloyd’s List defines a tanker 
as being part of the Shadow 
Fleet if it engages in one or more 
deceptive shipping practices 
indicating that it is involved in 
the facilitation of sanctioned 
oil cargoes from Iran, Russia or 
Venezuela. Or it is sanctioned for 
participation in sanctioned oil 
trades or is sanctioned for links 
to a company that is sanctioned 
for facilitating the export of 
sanctioned oil. Or it participates 
in a cargo delivery where at 
some point over the course of 
the delivery one party in the 
chain engages in one or more 
deceptive shipping practices.

Lloyd’s List defines an LPG 
carrier as being part of the 
LPG Shadow Fleet if it engages 
in one or more deceptive 
shipping practices, or if it is 
sanctioned by the US, UK or 
EU. Seasearcher subscribers 
can activate the Shadow Fleet 
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court orders and recruitment? 

 
Please contact: marketingservices@lloydslistintelligence.com

Classified notices follow



Lloyd’s List | Daily Briefing  Monday, 23 March 2026 Page 17

Curated maritime news  and 
market analysis

Unrivalled 
 news coverage

115k+ articles 
 in our archive

Correspondents 
in  seven 
maritime hubs

Choose the trusted source
Contact us today on +44 20 7017 5392 (EMEA) / +65 6508 2428 (APAC) /
+1(212) 502 2703 (US) or visit lloydslist.com

LL-Ad-210x297-Nov2021.indd   1LL-Ad-210x297-Nov2021.indd   1 01/11/2021   09:3401/11/2021   09:34



Lloyd’s List | Daily Briefing  Monday, 23 March 2026 Page 18

Container Tracker

Save time. Stay compliant.

Track containers,
not just ships

Complete checks in
minutes, not hours 

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

600 Lloyd’s agents worldwide.

Download 
the evidence 

Downloadable reports ensure you have 
the necessary documentation to prove 

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

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

Simplify transhipment tracking 
with end-to-end downloadable data 

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


