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Strait of Hormuz traffic halts 
again as Trump announces 
naval blockade

SHIPPING traffic through the Strait of Hormuz has once again ground 
to halt after US President Donald Trump said the US would launch a 
naval blockade following the failure of negotiators to reach a deal with 
Iranian officials.

“Effective immediately, the United States Navy, the Finest in the 
World, will begin the process of BLOCKADING any and all Ships 
trying to enter, or leave, the Strait of Hormuz,” Trump said in a social 
media post.

The Trump post also gave notice to all shipowners who have paid Iran 
a toll to transit the strait, indicating that vessels are now at risk of 
being seized by the US Navy.

“I have also instructed our Navy to seek and interdict every vessel in 
International Waters that has paid a toll to Iran. No one who pays an 
illegal toll will have safe passage on the high seas. We will also begin 
destroying the mines the Iranians laid in the Straits. Any Iranian who 
fires at us, or at peaceful vessels, will be BLOWN TO HELL!,” Trumps 
post explained.

Shipping flows through the strait had continued to operate, albeit at 
reduced levels on Sunday, prior to the blockade being announced. 
There had been a small uptick in tankers transiting the strait on 
Saturday as shipping companies prepared to risk the tentative 
ceasefire deal to exit some vessels from the Middle East Gulf.

LEAD STORY
Strait of Hormuz traffic halts again as 
Trump announces naval blockade

WHAT TO WATCH
Cosco VLCCs break through Hormuz 
even as US-Iran diplomacy falters
Shadow fleet ships slip back to 
mainstream trades

No mass exodus from Panama 
registry yet despite China’s 
inspection storm

Angelicoussis, Greek shipowners 
make late plea for IMO to ditch NZF

Hormuz crisis could curb box 
shipping demand but no fallout yet

ANALYSIS
How the Tehran toll booth might — or 
might not — work

Between the straits: risk and 
adaptation in a splintering world

IN OTHER NEWS
Identity-stealing tanker set to deliver 
first Iranian crude cargo to India in 
years

Vale charters world’s first ethanol-
powered bulkers

Hong Kong debuts government-
backed training scheme to plug green 
fuel skills gap



Lloyd’s List | Daily Briefing Monday, 13 April 2026 Page 2

In the wake of Trump's naval blockade 
announcement, however, all traffic appears 
to have halted and at least two vessel 
that had appeared to be heading to exit 
the strait have since turned around.

In a second Truth Social post Trump said: “Iran 
promised to open the Strait of Hormuz, and 
they knowingly failed to do so.” “This caused 
anxiety, dislocation, and pain to many people 
and Countries throughout the World,” he said.

“As they promised, they better begin the 
process of getting this INTERNATIONAL 
WATERWAY OPEN AND FAST!” 

On Saturday, before Trump’s announcement, 
the US military began efforts to remove mines 
set by Iran in the strait. According to the US 
Central Command, two US Navy warships passed 
through the Strait for the first time since the 
war began in late February as part of what it 
described as a mission to remove the mines.

WHAT TO WATCH

Cosco VLCCs break through Hormuz even as 
US-Iran diplomacy falters
TWO Chinese state-owned very large crude carriers 
have successfully passed through the Strait of 
Hormuz, becoming the first state-linked tankers 
to leave the Middle East Gulf since the outbreak 
of the conflict — even as US-Iran negotiations in 
Pakistan ended without a deal over the weekend.

Cospearl Lake (IMO: 9337171) and Yuan Hua Hu 
(IMO: 9723588), both owned by state conglomerate 
China Cosco Shipping Corp, transited the strait 
on April 11 and are now sailing through the Gulf 
of Oman into the Indian Ocean, according to 
Lloyd’s List Intelligence vessel-tracking data.

Cospearl Lake is laden with Iraqi crude oil, while 
Yuan Hua Hu is carrying Saudi crude, according 
to Lloyd’s List Intelligence tracking data. 

The two vessels left their long-held gathering 
points in central MEG waters earlier this week 
and moved to an anchorage west of the strait.

Their AIS tracks show the two VLCCs followed 
the prescribed route announced by Iran's Islamic 
Revolutionary Guard Corps late last week, which 
requires vessels to pass via the country's Larak 
Island when entering and exiting the strait. 

The route effectively formalises Tehran’s control 
over passage through the chokepoint.

Two Cosco ultra-large containerships had 
already departed the MEG through a similar 
Iran-approved shipping corridor in late March, 
but Tehran has maintained far tighter control 
over the passage of non-Iranian tankers 

through the strait, making the transit of the 
two VLCCs a more significant breakthrough.

Their successful passage could pave the way for more 
Chinese tankers to follow them out of the MEG.  

He Rong Hai (IMO: 9603192), a third Chinese 
VLCC that had moved towards the Hormuz 
anchorage alongside the Cosco pair earlier this 
week, is also expected to attempt the transit, though 
Lloyd's List understands that priority has been 
given to Cosco’s vessels to pass through first.

Lloyd’s List Intelligence vessel-tracking data 
shows that Cosco’s tanker fleet has at least 
another five vessels trapped inside the MEG, 
comprising one very large crude carrier, three 
aframax tankers and one panamax tanker.

However, the broader outlook remains 
clouded by the collapse of US-Iran diplomacy. 
US Vice-President JD Vance said over the 
weekend that negotiations with Iran held in 
the Pakistani capital Islamabad had failed to 
produce an agreement and that the American 
delegation would return to Washington. 

The collapse of talks raises fresh questions 
about the full reopening of the strait.

Beijing is reported to have played a pivotal 
mediating role in bringing the US and Iran 
to the negotiating table, with the Guardian 
citing Pakistani officials as saying China gave 
assurances that Iranian officials would not 
be targeted during the course of talks. 
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China subsequently said it would continue efforts 
to resolve the dispute through diplomatic means.
But absent an agreement, the maritime standoff 
in the MEG region remains unresolved.

All Strait of Hormuz transits are verified by 

Lloyd’s List Intelligence expert analysts using 
our AIS vessel-tracking data, advanced analytics 
and on-the-ground human intelligence to ensure 
even dark or GNSS-disrupted movements are 
captured. Lloyd’s List Intelligence subscribers can 
activate the Strait of Hormuz transit watchlist

Shadow fleet ships slip back to  
mainstream trades
GEOPOLITICAL turmoil has rapidly reshaped 
the risk landscape in critical energy markets, 
creating the opportunity for risk-tolerant shadow 
fleet* tankers to revert to compliant trades.

Since the start of the year, Lloyd’s List has tracked 
four non-sanctioned members of Venezuela, Russia 
and Iran’s shadow fleets that have altered their 
operations to lift oil legitimately from Venezuela, 
Saudi Arabia and the United Arab Emirates.

Guinea-Bissau-flagged suezmax Skage 
(IMO: 9194995) returned to the Caribbean 
Sea in early February, just days after the US 
issued general licences putting Venezuelan 
oil back on the mainstream market.

Skage was returning to the region having discharged 
Venezuelan crude it loaded deceptively. 

While Lloyd’s List cannot confirm Skage is 
currently operating under US licences, over the 
past couple months it completed two deliveries of 
fuel oil and heavy crude Merey to the Bahamas.

Unlike its previous calls to Venezuela, it is no longer 
fabricating its Automatic Identification System data 
to disguise its activity and has been fully traceable.

Aframax Albedo (IMO: 9213313), which has 
a history of spoofing AIS data to load in both 
Russian and Venezuelan ports, picked up a 
cargo of fuel oil in a traceable ship-to-ship 
transfer in Venezuela’s Amuay Bay anchorage 
in early February, according to Vortexa data.

Albedo discharged at South Riding Point, 
Bahamas on February 18. Several million barrels 
of Venezuelan crude have been licensed by the US 
for arrival into storage facilities in the Bahamas.

Both Skage and Albedo appear to be operating 
in compliance with the system established by the 
US, whereas previously they were engaging in 
deceptive shipping practices to hide their activity.

Same cargo, different regulations

Importantly, though, the ships are continuing 
to lift the same cargo, it is just the regulatory 
environment that has changed.

Medium range two tankers JV Innovation 
(IMO: 9276688) and Starway (IMO: 
9273246) differ in that they have moved 
from Iranian trade to lift barrels originating 
in other Middle East Gulf countries.

JV Innovation was sold in September 2025 and 
has since been captured falsifying its AIS data to 
show it calling to ports in Oman and Iraq, when the 
vessel is elsewhere. It is common for ships lifting 
and transhipping Iranian oil to spoof their AIS data 
in this region.JV Innovation was in the MEG when 
the US and Israel launched their strikes on Iran. 

AIS data shows the tanker berth in Jubail, Saudi 
Arabia, with the local Lloyd’s Agent confirming 
it loaded there. Oil and tanker analyst at 
Arrow Research, Delia He, said the voyage is 
unsurprising given the vessel’s risk profile and 
the state of escalation at that point in the war.

“The ship’s risk profile would make for a 
natural fit for buyers who want cheaper 
freight and need someone willing to brave 
the strait,” He told Lloyd’s List.

Multiple oil fields across the MEG have had to 
shut in production because onshore tank storage 
is nearing capacity and there are not enough 
compliant tankers to lift cargoes, making it logical 
for them to turn to certain shadow fleet vessels.

“Restarting production is a lengthy, technically 
complex process that will hinder the MEG’s 
normalisation of its crude supply months after 
war has ended — so there’s a real commercial 
incentive for producers to keep volumes 
moving, even if it means chartering vessels 
that aren’t entirely squeaky-clean,” said He.
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It is possible that JV Innovation is a symptom 
of that dynamic. At the time of writing, the ship 
remains off the coast of Saudi Arabia, unable to 
depart given the ongoing regional conflict. The 
cargo is reportedly destined for Mumbai, India.

Spoofing events

Starway is a similar case.

The tanker has a history of exporting Iranian 
gasoil, sometimes during spoofing events and in 
other cases during gaps in AIS transmissions. 

Starway entered the MEG the day before 
the war broke out. It waited in the MEG for 
a month after discharging its cargo before 
calling at the UAE port of Al Hamriyah.

Although satellite imagery is unavailable, 
Lloyd’s Agents have confirmed the ship 
departed Al Hamriyah on April 6. Starway’s 
draught changes from 7.5m to 11.1m after 
departure, suggesting it is now laden.

The tanker crossed the Strait of Hormuz on April 
7 and is currently anchored off Oman, signalling 
Sohar as its destination.  Oman is known to have 
negotiated some form of safe-passage agreement 
with Iran for Strait of Hormuz transits.

While there are some shadow fleet tankers that 
only occasionally dabble in sanctioned trades, it is 
more unusual to see ships that almost exclusively 
engage in this activity exit the market, especially 
if it’s independent of any changes to ownership.

Charterers should be aware that there may be 
vessels becoming available where the previous 
few port calls are “clean”, but full history of the 
vessel, going back 12 to 24 months, is not.

“It is very difficult to calculate the risk of 
designation in these circumstances, but an 
important consideration is likely to be the interval 
between the sanctionable activity and the new 
fixture,” explains HFW partner Daniel Martin.

“I certainly would not say that the mere fact that the 
vessel started doing non-sanctionable trade means 
that a ship that would have raised concerns in the 
past no longer raises concerns, but it goes into the 
broad mix of how you assess the risk related to the 
vessel.” The risk for new charterers is that the vessel 
is not designated when they fix it, but becomes 
designated during the course of employment, 

potentially with non-sanctioned cargo on board, 
and the designation prevents them operating the 
vessel. It can also raise reputational issues.

Window of opportunity

The instances of shadow fleet tankers flipping 
into mainstream business are limited; however, 
the geopolitical upheaval is creating a window 
for non-sanctioned tonnage to reintegrate. 

“If compliant owners are avoiding the strait and 
mainstream charterers are struggling to find 
cover, the friction for a vessel like this to handle 
legitimate cargo quietly decreases,” says Arrow’s He.

It is unclear how many tankers will be able to 
use the current turmoil to exit the shadow fleet, 
and if the departure would be permanent.

Andrew Wilson, head of research at broker 
BRS, said that if the Strait of Hormuz remains 
closed, there is no expectation of a widespread 
opportunistic flipping of non-sanctioned 
shadow tankers towards the mainstream.

“This reflects expectations that ballasters will 
continuously arrive in lifting zones, putting 
downward pressure on freight rates and 
providing charterers with a plethora of suitable 
mainstream tankers to charter,” said Wilson.

“If Hormuz was to reopen, available shadow tankers 
could fill a short-term ‘hole’ in lifting MEG exports 
in the case that there not enough mainstream 
tankers appropriately located.  However, in this 
case much would depend on the willingness 
of producers and refiners to hike exports.”

* 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.
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No mass exodus from Panama registry yet 
despite China’s inspection storm
A SURGE in detentions of Panama-flagged 
vessels at Chinese ports has yet to trigger a 
mass exodus of shipowners from the registry, 
even as Beijing shows no sign of easing its 
heightened enforcement drive into April.

Tokyo MOU port state control data shows detentions 
of Panama-flagged ships in China reached 92 in 
March, roughly 4.5 times the 2025 monthly average. 
Of these, 88 occurred since March 8, when Beijing 
launched its intensified inspection campaign.

The first nine days of April have seen 27 detentions, 
accounting for 82% of all vessels held in Chinese 
ports, indicating that regulatory pressure remains 
firmly in place. This week’s arbitration filing by CK 
Hutchison’s Panama Ports Company, alleging that 
Maersk conspired with the Panamanian government 
to seize control of the Balboa terminal, suggests 
the geopolitically charged dispute is far from over.

Yet Beijing’s apparent retaliation has not yet 
led to significant fleet losses for the Panama 
Registry. Overall, the number of vessels leaving 
the Panama flag has not increased markedly, 
according to Lloyd’s List Intelligence data for cargo 
ships above 10,000 dwt — a segment in which 
Panama registers approximately 5,000 vessels.

A spike in reflagging during mid-to-late 2025 
coincided with a period when the Panama 
Registry, under pressure from the US and 
its Western allies,  was cracking down on 
shadow fleet vessels within its ranks.

That said, a closer look reveals that the pace 
of reflagging has begun to accelerate since the 
second half of March. In the first eight days of 
April, the daily rate has risen to 1.63 vessels. If 
sustained, April’s total would reach 49, reversing 

the downward trend seen since November. 
Any acceleration in reflagging is unlikely to be 
instantaneous. Transferring a vessel from one 
flag to another typically takes between one and 
four weeks, depending on the efficiency of the 
shipowner’s documentation, the deregistration 
process at the outgoing registry and the 
approval procedures at the incoming one. 

In exceptionally streamlined cases, the process 
can be completed in a matter of days.

Shipowners also change flags for many reasons, 
including a sale and change of ownership. It 
remains unclear whether the recent uptick in 
reflagging is directly linked to the high detention 
rates at Chinese ports. But sources from at least 
two flag of convenience registries told Lloyd’s 
List they have received a growing number of 
inquiries from Panama-flagged shipowners 
about switching flags in recent weeks.

“We6ve accepted a few, but many of these 
ships are too old and not favoured by us 
or to other mainstream flags,” one source 
said. “Perhaps some smaller registries will 
take them, but that carries risks too.

“Their fleets are so small that even a handful 
of PSC detentions could affect the entire flag's 
performance rating, dragging down other vessels 
on the same registry.” Among the 36 vessels that 
reflagged between March 9 and April 8, the top 
destinations were the Marshall Islands with 
seven and Liberia with six. Barbados, Cyprus, 
Singapore and Vanuatu each received two.

Panama currently ranks as the world’s 
second-largest ship registry, behind Liberia 
and ahead of the Marshall Islands.

Angelicoussis, Greek shipowners make late 
plea for IMO to ditch NZF
GREEK shipowners opposed to the IMO Net-Zero 
Framework will make a late plea for states to 
abandon the carbon price ahead of MEPC84. An 
open letter, signed by 27 companies led by Maria 
Angelicoussis, and seen by Lloyd’s List, calls on 
International Maritime Organization member states 

to pursue alternative regulations. Those alternative 
plans — with the exception of one by Fiji and other 
Pacific Islands — would remove the “economic 
element” from the global regulation, meaning 
companies would have no incentive to reduce 
their ships’ greenhouse gas emission emissions.
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“These alternatives offer a constructive means 
to bridge divisions and provide a path forward 
that aligns ambition with demonstrated 
market readiness,” the letter said.

Signatories include companies representing 
tanker owners George Economou, Nikolas 
Tsakos, George Prokopiou, John Hadjipateras, 
John Coustas and Peter Livanos.

Also represented are classification societies Rina 
(of Italy) and Bureau Veritas (of France), the 
Cyprus Union of Shipowners, and Saudi-owned 
Bahri Ship Management, as well as the Liberian 
Registry and International Registries, the American 
company that runs the Marshall Islands flag.

Most of the signatories were among the 
Angelicoussis-led group that came out 
publicly against the NZF in September, after 
states voted 63-16 to approve it, but shortly 
before its formal adoption at IMO.

The companies, many of which are heavily invested 
in oil and gas shipping, argued the NZF would fail 
to cut emissions and tax LNG as shipping fuel.

But several big names from that joint statement 
are absent from the latest open letter. These 
include Evangelos Marinakis’ Capital Group, John 
Fredriksen’s Frontline, South Korea’s Hanwha 

Shipping. The Union of Greek Shipowners, 
meanwhile, has not joined either group. The most 
recent Angelicoussis letter cites the deadlock 
between states at the most recent Marine 
Environment Protection Committee meeting in 
October, when a vote to adopt the two-tier carbon 
tax on shipping emissions was delayed for one year.

“Support among industry stakeholders and 
member states for the NZF has further diminished 
since then, while concerns regarding its practical 
implementation have become even more 
pronounced,” the letter said. It said states should 
“consider the long-term strength and effectiveness 
of the IMO by giving serious consideration to 
alternative proposals that have been submitted”.

Adoption of the NZF is not formally on the 
agenda at MEPC84, which starts on April 
27. But states could try to kill it off, or extend 
the delay, under pressure from the US.

Industry supporters of the NZF have 
included Maersk, Belgium’s CMB.Tech, 
engine designers Everllence and WinGD, 
and Australian miner Fortescue.

Research by the UCL Shipping and Oceans Research 
Group has found a carbon price was critical to 
reducing the industry’s emissions, and plans lacking 
an economic element would lock in fossil fuels.

Hormuz crisis could curb box shipping 
demand but no fallout yet
MIDDLE EAST war fallout is expected 
to hit container shipping with a lag.

As the crisis drags on, fuel costs could rise 
much more than they already have. Diesel 
cost and availability could affect transport 
between factories, ports and distribution 
centres. Liner fuel surcharges could rise.

The cost of production for manufactured goods, 
and inputs such as plastics, could escalate. 
Consumer spending could fall, reducing box 
shipping demand and causing spot rates to sink.

All of which is hypothetical, because the 
strait has never been closed before, market 
watchers are figuring out implications in 
real time, and the scale of shipping impacts 
will hinge on the duration of the closure.

The tanker industry, which was directly affected by 
the strait closure, is in the midst of a chaotic global 
scramble for cargoes. Container shipping demand 
is only indirectly affected, outside of Middle East 
lanes. So far, container market indicators — spot 
rate indexes, import numbers, offered capacity 
— are all fluctuating within a normal range.

Transpacific rates

The Shanghai Containerized Freight Index 
assessment for the Shanghai-US west coast lane 
was $2,552 per feu for the week ending Friday. 
That is up 8% week on week (w/w) and up 27% 
from the week before the Middle East war.

The SCFI Shanghai-US east coast index 
came in at $3,518 per feu, up 5% w/w and 
25% versus the week before the war.
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Other indexes show a similar upward trend.

The Shanghai-Los Angeles assessment of Drewry’s 
World Container Index is at $2,910 per feu, 
up 9% w/w and 22% versus pre-war. The WCI 
Shanghai-New York assessment is at $3,671 
per feu, up 7% w/w and 24% versus pre-war.

Xeneta’s daily average spot assessment for 
Asia-US west coast was at $2,601 per feu 
on Thursday, up 38% versus pre-war, and 
its Asia-US east coast assessment was at 
$3,615 per feu, up 36% versus pre-war.

But recent rate gains are not necessarily 
driven by geopolitical turmoil, as in 
the case of tanker markets.

The global network impact on container shipping 
from the strait closure was more limited than first 
feared. According to Linerlytica, “The Hormuz 
blockade has not had a detrimental impact on 
overall vessel and equipment availability globally, 
while port congestion has been largely contained 
to the Arabian Gulf and Indian subcontinent.”

Fuel surcharges are up globally, but the 
Federal Maritime Commission prevented 
liners from implementing them for US 
shippers before a statutory 30-day waiting 
period; those surcharges begin this month.

Recent rate gains could be driven by normal 
seasonal factors, as demand rebounds 
from the Chinese New Year lull.

Current transpacific rates are not unusual on 
an absolute basis. They bounced up to current 
levels three times in the past eight months — in 
August, October and December — then fell back.

US containerised imports

US containerised imports totalled 2.35m 
teu in March, according to Descartes. 
This is up 12% from February, which was 
negatively impacted by Chinese New Year.

March imports were very close to those last year, 
down just 1%. Imports this March were the fourth 
highest on record for that month, surpassed only by 
2025 and the Covid boom years of 2021 and 2022. 

Global Port Tracker, published by the National 
Retail Federation and Hackett Associates, 
came out with its latest forecast this week.

Its outlook for April-August 2026 is very close to the 
previous two years. It is predicting that imports in 
these five months will be down less than 1% versus 
the same period in 2025 and down 2% versus 2024.

 The Middle East war has yet to significantly 
affect the US container market, said Hackett 
Associates founder Ben Hackett.

However, he cautioned that the strait blockage 
is driving up fuel prices for containerised 
transport, which “ultimately has an inflationary 
impact on consumers and other end users”.

Asia-Europe rates

The Asia-Europe indexes are still up from 
pre-war levels, but unlike in the transpacific, 
they have edged down in recent weeks.

The SCFI Shanghai-North Europe index is at 
$3,095 per feu, down 6% w/w and 9% versus the 
recent high on March 27. The SCFI Shanghai-
Mediterranean index is at $5,179 per feu, 
down 4% w/w and 7% versus March 20. 

WCI’s Shanghai-Rotterdam and Shanghai-
Genoa indexes are down 7% and 3%, 
respectively, versus recent highs.

Xeneta’s Asia-North Europe and Asia-
Med indexes are down 1% and 3%, 
respectively, compared to recent highs.

Offered capacity

Data on offered capacity implies that 
recent rate developments are not being 
driven by liner capacity changes.

Offered capacity was reduced during Chinese New 
Year, as normal, then brought back up thereafter.

According to Xeneta data, offered capacity 
in the Asia-US west coast lane rose 23% 
over the past month, with average spot 
rates rising 28% in the same period. 

Asia-US east coast capacity is up 11% over the past 
month, with average spot rates in that lane up 27%.

Offered capacity is flat year on year (y/y) in 
most trades: up 3% in Asia-US west coast, down 
4% in Asia-US east coast, and up 3% in Asia-
North Europe. The only material increase is in 
the Asia-Mediterranean lane, up 15% y/y.
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 “There is nothing spectacular happening with 
offered capacity or blanked sailings on the 
transpacific or transatlantic trades that would 
suggest rate increases of this magnitude,” 
said Peter Sand, chief analyst at Xeneta.

“Ocean container freight rates can appear to move 
in mysterious ways,” said Sand, who suggested 
that one reason spot rates may be rising is “market 
sentiment, with the Middle East conflict creating 
a sense of unease with shippers globally”.

ANALYSIS

How the Tehran toll booth might — or might 
not — work
HAVING to pay to release a tanker trapped in the 
Middle East Gulf for the past six weeks might look 
like a smart move right now. With crude recently 
peaking at $120 a barrel, the proposed impost from 
the Iranian government is easily within the means 
of well-heeled oil majors and trading houses.

But given the tentative nature of the two-week 
ceasefire between the US and Israel on the one 
hand and Iran on the other, and the practical 
obstacles involved, coughing up may not be your 
best course of action, lawyers have warned.

The belligerents are set to commence 
negotiations in Islamabad this weekend. One 
of the agenda items will be the reopening of 
the Strait of Hormuz, effectively closed to 
shipping since the hostilities commenced.

The key maritime chokepoint — through which 20% 
of the world’s crude — was open to vessels of all 
nations prior to the war. But in the current context, 
the development clearly constitutes progress.

The rider is that Iran is now seeking a substantial 
fee for granting shipowners something they 
received free of charge until a couple of 
months back. The proposal has irreverently 
been dubbed “the Tehran toll booth”.

Man-made waterways

The idea of levying charges for the use of 
waterways essential for international trade 
is nothing new, as users of the Suez Canal 
and Panama Canal will be aware.

But the difference here is that both Suez and 
Panama are manmade canals falling entirely 
within the territory of Egypt and Panama 
respectively. But those observations clearly 
do not apply to the Strait of Hormuz.

According to a law firm speaking on 
background, the United Nations Convention 
on the Law of the Sea sets out various rights 
and freedoms of maritime navigation.

These vary depending upon the classification 
of the waters through which the ship is 
passing, with designations including high 
seas, territorial waters and straits.

While the Strait of Hormuz lies fully within Iranian 
and Omani territorial waters, it is officially classed 
as a strait, in the same way as the English Channel.

Vessels passing through a strait expressly 
have a right to “transit passage”, which is 
broader than the more basic right of “innocent 
passage” through territorial waters.

In essence, provided they are continuing 
expeditiously and do not pose a threat to a state 
bordering the strait, they cannot be interfered 
with, save in very limited circumstances.

The caveat is that these rights only apply if all 
relevant jurisdictions have given effect to UNCLOS. 
Iran has formally signed the convention, albeit 
with a number of reservations, particularly 
regarding the exercise of jurisdictional power over 
territorial waters. It has never formally ratified it.

Thus, it may attempt to argue that it is 
thus not bound by UNCLOS stipulations. 
Ironically, the US has also signed up to 
UNCLOS while failing to ratify it. 

“While the imposition of tolls for transit of what 
are defined as international waterways is illegal 
under UNCLOS, the fact remains that neither 
the US nor Iran have ratified the convention. 
Oman on the other hand has both signed and 
ratified the convention,” the firm added.
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“Oman’s ratification means it cannot charge 
tolls for passage. However, there is nothing 
to stop Iran from charging for vessels 
sailing through its territorial waters.”

But whatever the case, Iran’s proven ability 
to land missiles on ships’ decks leaves 
legal arguments pretty much moot.

Cost per trip

The opening bid is $2m a trip. Given that an 
estimated 130 ships a day make the passage 
in normal times, back-of-an-envelope maths 
suggests that the mechanism stands to raise 
something like $94bn annually for the regime.

To put things in perspective, the country’s 
estimated oil export revenues in the year to 
March 2025 came in at just $67bn, which would 
represent a huge boost to Iranian coffers.

On the other hand, the bill could ultimately be a 
whole lot less. There is industry speculation that the 
fee could come in at more like $150,000, justified 
as a handling charge for processing applications.

Then there is the matter of whether this is ever 
going to happen at all. For a start, the prospect of 
the ceasefire not enduring is more than nugatory.

Meanwhile, it is unclear whether any of the handful 
of vessels, that have been permitted transit of 
late, owned in all cases by nations Iran regards 
as neutral or friendly, have paid to do so.

At the time of writing, the Iran’s official Ports 
and Maritime Organization had not yet issued 
any circulars or guidelines as to how the toll 
might work. As far as anyone knows, the navy’s 
operational protocols are unchanged.

That means that winging it by attempting 
transit without the thumbs up from Iran 
looks highly inadvisable. Iranian armed 
forces are still broadcasting warnings 
over VHF Channel 16, reiterating that 
unauthorised vessels will be targeted.

Sanctions obstacle

The big immediate obstacle for western shipowners 
who might wish to take up the toll booth offer is that 
Iran is heavily sanctioned in multiple jurisdictions.

Both the EU and US issue general licences for the 
making of certain payments to Iran. But as things 

stand, their reach does not appear to stretch to 
toll payments. Nor will a defence of “necessity” 
be sufficient to provide owners with protection.

Legal sources say that the scale of the risk 
depends on the identity of the Iranian 
counterparty receiving payment and whether it 
is a sanctioned entity or in some way linked to, 
or owned or controlled by, a sanctioned entity.

There is also the chance of falling foul of so-
called “secondary sanctions”, under which 
penalties are imposed by a sanctioning nation on 
third-party individuals or firms for conducting 
business with a primarily sanctioned target.

Unlike primary sanctions, which hit the prohibited 
country directly, secondary sanctions are designed 
to punish non-nationals. The big stick here is the 
prospect of being cut off from the US financial 
system, which in a dollar-denominated business 
such as shipping would obviously be crippling.

IRGC funding

Media reports suggest that the intended recipient is 
the Islamic Revolutionary Guard Corps, Iran’s elite 
military force. The US officially designated the IRGC 
as a foreign terrorist organisation in 2019, with the 
EU following suit earlier this year. It is sanctioned 
— but not formally proscribed — in the UK.

In practical terms, it is probably impossible 
to hand any money over to the IRGC without 
specific authorisation or licence from the US 
Office of Foreign Assets Control or possibly 
some other US governmental body.

There have also been suggestions that the Iranian 
authorities have demanded that such fees to 
be paid in cryptocurrency, which is an obvious 
red flag from the transparency point of view. 

What happens now is in the gift of the White 
House. The administration will no doubt weigh 
up the political and economic considerations 
at work, not least the need to get crude flowing 
through the Strait of Hormuz again.

Sanctions on Russia and Venezuela have been eased 
in recent months, and it is possible that the US will 
decide to legitimate the toll. One scenario is that 
payments will be permitted if they are made to an 
entity that has no links to Iran, at least ostensibly.

Note here that Trump has explicitly floated 
the notion of tolls being collected by what 



Lloyd’s List | Daily Briefing Monday, 13 April 2026 Page 10

he described as a joint venture, without 
fleshing out the details of what shape such 
an innovative form of JV might take.

“In circumstances where it is unclear whether any 
payment at all should be made, any discussion 
about who makes the payment — whether 
in the first instance or overall — would be 
premature,” said Dimitris Anassis, a partner 
in the Piraeus office of Hill Dickinson.

If payments are eventually authorised, there 
will probably be no specific provisions in 
the charterparty for such a contingency.

In this case, the need would be to consider the 
wider wording of the charterparty. Anassis 
expects that owners would be on the hook under 
most voyage charters, while charterers would be 
responsible under most voyage charters. That 
said, there will be ample ground for disputes.

A London-based lawyer, who preferred not 
to be named, emphasised that owners and 
operators should undertake full and detailed 
risk assessments of the contracts they 
have in place with their counterparts.

This should reflect the precise risks facing 
their vessels in the region, as well as any 
particular cargo and ownership interests 
and whether these risks are reasonable and 

proportionate to run in all the circumstances.

The lawyer claimed that at the start of the war, a 
handful of charterers attempted to pressure owners 
into fulfilling charters, arguing that the situation 
was not sufficiently serious to justify refusing 
orders. But even the hardliners backed down when 
it was realised just how bad things had become.

Now that the picture is easing up, at least apparently, 
his expectation is that the pressures will be renewed. 
Owners unwilling to go comply are probably on solid 
ground, at least for the duration of the ceasefire.

Simon Jackson, a partner at law firm DAC 
Beachcroft, also highlighted the stumbling block 
the toll booth represents. “If, for example, you have 
a charterparty with the BIMCO sanctions clause, 
a payment to the Iranian authorities... would be 
a ‘sanctioned activity’ involving a ‘sanctioned 
party’ and so would be prohibited,” he said.

“There is also the question of how, 
practically, payment would be made and 
whether the banking community would 
be willing to process such payments.

“Finally, this is not a cost that would have been 
contractually allocated in charterparties, so who is 
liable to pay the transit fee? The answer to this will 
turn on the charterparty forms, the true nature of 
the transit fee, and the specific terms negotiated.”

Between the straits: risk and adaptation in a 
splintering world
THE global shipping industry entered 2026 under 
siege on multiple fronts. Collapsed transit through 
the Strait of Hormuz, an unresolved global tariff 
strife, and an international climate framework 
in paralysis have together produced what is 
arguably the most complex operating environment 
the industry has faced since the pandemic.

Yet within this turbulence lies a story of 
extraordinary adaptability — and it is best told from 
the vantage point of Asia, where the forces reshaping 
seaborne trade are converging with rare clarity.

At the time of writing in early April, the 
American and Israeli strikes on Iran had 
metastasised into a full-blown energy crisis. 

One of the world’s most critical maritime 
chokepoints had become a near-impassable 

bottleneck.Ships, ports and energy infrastructure 
had been damaged. Oil prices had breached the 
$100 mark, fuel prices had doubled, and carriers 
declared force majeure one after another. 

Yet political leaders seemed to offer a different 
account each day of how the war might end. 
At this point, nobody knows how this chaos 
will resolve. Given Asia’s heavy dependence 
on Middle Eastern oil and gas, the region has 
borne the most direct impact of the crisis.

India, forced to pivot away from the Middle East 
Gulf, has returned to purchasing large volumes of 
Russian Urals crude — only to find itself in direct 
competition with China, another major buyer of 
Russian grades, driving up demand for alternative 
sources. Compliant tankers are surging towards 
the Red Sea, West Africa and the Americas.
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As Teo Teng Seng, president of the Singapore 
Shipping Association, put it bluntly: unlike 
regulatory or economic headwinds, war’s impact on 
maritime operations is immediate and profound.

He is right. The Hormuz crisis is not a slow-burn 
risk; it is an overnight rewriting of trade flows — 
and the entire industry is scrambling to respond.

Yet the disruption at Hormuz, severe as it is, 
has been layered on top of a deeper structural 
erosion of the existing global order established 
decades ago. American leadership is fraying as 
its debt balloons. Washington’s global tariffs, 
though facing legal challenges, remain in effect.

The underlying clash of interests between 
Washington and Beijing is unlikely to be 
resolved by one or two summits between heads 
of state; it is more likely to become a permanent 
feature of the global trade landscape.

Call it “decoupling” or “derisking” — the 
resulting shift is plain to see: a redistribution 
of how and where goods flow.

Singapore’s record throughput of 44.7m 
teu in 2025 is the clearest evidence of this 
transformation. Last year, vessel capacity entering 
Singapore from China grew by 14.5%, while 
transhipment volumes to Vietnam surged nearly 
70% and flows to India more than doubled.

These are not short-term workarounds but the 
payoff of years of investment in “China Plus 
One” manufacturing strategies — Southeast 
Asian economies absorbing labour-intensive 
assembly while China continues to supply the 
bulk of intermediate goods and components.

The result is paradoxical. China’s direct 
containerised trade with the US has barely shrunk 
— declining just 3.4% over two years — while 
its exports to India, Vietnam and Thailand have 
grown by 40%, 36% and 37%, respectively.

Chinese ports handled 354.5m teu in 2025, 
up 7% year on year; the growth at just the 
top five ports was roughly equivalent to 
Rotterdam’s entire annual throughput.

Diversification, rather than diminishing China’s 
centrality, has reinforced it through a broader and 
more intricate regional production system — at 
least for now. For shipowners, this restructuring 
brings both opportunity and risk. South Korea’s 
Pan Ocean and Mediterranean Shipping Co have 

gone on a very large crude carrier buying spree 
— acquiring 56 vessels in just three months, 
with total exposure potentially approaching 
one fifth of the compliant global fleet.

Before the war escalated, this looked like a 
remarkably prescient bet: an ageing VLCC 
fleet, constrained newbuilding capacity and 
geopolitical disruptions all pointed toward higher 
freight returns for those who control tonnage.

But should the Middle East conflict widen further 
— or trigger yet another black swan event that 
ultimately drags down the global economy — the 
risk profile of that wager would rise sharply.

Meanwhile, China’s dominance in shipbuilding 
continues to accelerate. Of the 407 merchant 
vessels ordered during the first quarter of 
2026, 71% went to Chinese yards. From 
containerships to crude tankers to liquefied 
natural gas carriers, no other yards come close.

But competitors do appear to be rallying. 
South Korea is increasing its shipbuilding 
investments in India, while Japan is 
attempting to break with tradition and 
consolidate its fragmented domestic yards. 

Both are also drawing closer to the US, which has 
vowed to make its shipbuilding industry great again.

Uncertainty remains the prevailing theme. 
The International Maritime Organization’s 
Net-Zero Framework, which was supposed to 
provide the carbon-pricing signal the industry 
desperately needs, has been effectively paralysed 
by opposition from the US, Saudi Arabia and 
others. Without it, the risk of a patchwork 
of regional regulations looms large.

Now the Middle East situation is likely to serve 
as a more visceral reminder to China and other 
Asian economies that energy security and fuel 
diversification are far more than slogans.

The crisis could pull the decarbonisation 
agenda in two directions simultaneously. On 
one hand, it may sharpen Beijing’s strategic 
urgency to develop renewables and green fuels 
— reducing dependence on Middle Eastern 
fossil energy has never felt more pressing.

On the other hand, if the turmoil devolves into 
sustained price spikes and economic recession, 
the pursuit of green ambitions may have to 
yield to imperatives of security and cost.
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Indeed, several Asian countries are already 
ramping up coal imports. As Lynn Loo of the 
Global Centre for Maritime Decarbonisation has 
observed, many in the region are watching and 
waiting for a global benchmark to crystallise — 
and that wait is becoming increasingly costly. 

Amid all these crosscurrents, Singapore is 
perhaps the most instructive microcosm. 

So far, it has been one of the most conspicuous 
beneficiaries of geopolitical disruption: beyond 
its record port throughput, the fleet flying 
the Singapore flag continues to grow as more 
shipping companies relocate their headquarters 
and registrations to the Lion City.

It has refused to impose reciprocal tariffs on 
American imports, invested heavily in methanol 
and LNG bunkering infrastructure, and positioned 
itself within the IMO as a mediator between climate 
ambition and political reality — all pointing to a 
single, deliberate strategy: to remain indispensable, 
regardless of which geopolitical wind prevails.

And yet, even a government as astute as Singapore’s 
cannot fully insulate itself from the shockwaves 
of the Hormuz crisis. With Middle Eastern supply 
disrupted and fuel prices soaring, its vaunted 
bunkering business is under enormous strain. 
Should the Middle East turmoil ultimately 
metastasise into a broader global economic crisis, 
then shipping, ports, shipbuilding — none would be 
spared. When the nest falls, no egg remains whole.

Singapore’s predicament is, in a sense, a mirror 
of Asian shipping at large: adept at manoeuvring 
in a fragmenting world, yet unable to stand apart 
from systemic risk. As Teo Teng Seng has argued, 
the task for Asian maritime is no longer simply to 
absorb shocks, but to reposition for a market in 
which conflict, fragmentation and technological 
upheaval are becoming permanent features.

The companies that can distinguish transient 
disruption from structural transformation — and 
act accordingly — will define the next decade. 
Those that cannot do so will be left navigating 
a map that no longer matches the terrain.

IN OTHER NEWS

Identity-stealing tanker set 
to deliver first Iranian crude 
cargo to India in years
A NOTORIOUS identity-stealing 
very large crude carrier 
has arrived in Paradip with 
approximately 2m barrels of 
Iranian crude, the first Iran-
origin cargo to be discharged 
in India since 2019.

The VLCC Jaya (IMO: 9410387) 
arrived off Paradip’s offshore 
terminal on April 9, but has 
not yet began discharging, 
according to ship-tracking data, 
satellite imagery and a source 
familiar with the matter. 

According to TankerTrackers.
com co-founder Samir Madani, 
Jaya’s cargo was loaded in 
Kharg Island in late February.

Vale charters world’s first 
ethanol-powered bulkers
MINING giant Vale has 
announced a deal to charter two 

ethanol-powered bulk carriers in 
what it called an “unprecedented 
milestone for global iron ore 
transport”. When the vessels 
are delivered at the end of the 
decade, it will be the first time 
ethanol is used as the primary 
fuel on an ocean-going vessel, 
Vale said, though the two ships 
will also be designed to run on 
methanol and heavy fuel oil.

Based on well-to-wake 
calculations, ethanol can 
reduce carbon emissions by 
90% compared to heavy fuel 
oil, the Brazilian company 
claimed. It has already trialled 
ethanol use in locomotives 
on the Vitória-Minas Railway, 
which transports ore from its 
mines to export terminals. 

Vale has agreed a 25-year 
contract with China’s Shandong 
Shipping Corporation for the 
two vessels, with an option 
for additional ships too.

Hong Kong debuts government-
backed training scheme to 
plug green fuel skills gap
HONG KONG has launched 
what it says is the world’s 
first government-led training 
programme to upskill the city’s 
maritime industry in operating 
alternative-fuelled vessels.
The initiative, funded by Hong 
Kong’s maritime and port 
authorities, aims to support 
the shipping industry’s green 
transition by building a pool 
of certified instructors, who 
could train more seafarers 
and shore-based staff to use 
green fuels such as ammonia, 
methanol and hydrogen.

By aligning with the industry’s 
net zero goal, the Chinese 
territory intends to reinforce 
its position as a top-tier 
international shipmanagement 
hub, ensuring long-term 
global competitiveness 
and sustainability.



Lloyd’s List | Daily Briefing Monday, 13 April 2026 Page 13

Looking to publish a judicial sale, public notice,  
court orders and recruitment? 

 
Please contact: marketingservices@lloydslistintelligence.com

Classified notices follow



Lloyd’s List | Daily Briefing Monday, 13 April 2026 Page 14

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, 13 April 2026 Page 15

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. 


