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Ships keep moving through
Hormuz despite strike

and suspension of IMO

exit strategy

THE International Maritime Organization’s evacuation plan —
developed with Oman, Iran and the US — remains suspended as
secretary general Arsenio Dominguez again seeks firm assurances that
ships using the corridor will not be attacked. Yet traffic through the
Strait of Hormuz has continued largely unabated, even after the strike
on Ever Lovely and despite the IMO’s decision to pause the initiative.

Singapore-flagged, 2015-built, 8,488 teu Evergreen containership Ever
Lovely (IMO: 9629110) was struck by a projectile while transiting the
southern route, which hugs the Omani coastline, on Thursday (June

25).

That incident followed a statement by the Islamic Revolutionary Guard
Corps Navy issued that morning, reaffirming that the only legitimate
route through the Strait of Hormuz was the northern route it controls.
Speaking to reporters in a press conference on Friday, Dominguez
confirmed that Ever Lovely was not transiting as part of the evacuation
plan and did not contact Omani authorities as part of that framework.

Instead, it made its own risk assessment to transit the corridor, he
said. Nevertheless, the attack on Ever Lovely was enough to bring the
plan to a screeching halt, just days after it began, although vessels
continued to sail through the Omani lane on Thursday and Friday
despite the attack and the IMO’s decision to pause the plan.
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Dominguez confirmed that 115 vessels and around
2,500 seafarers had been able to exit the Middle
East Gulf during its short lifespan, though he

said those figures did not include some transits
that had taken place on Friday morning.

At least four vessels that were heading towards
the strait turned back shortly after the IRGC
Navy statement on Thursday morning. Three
others changed course but ultimately completed
their transit, including Panama-flagged,

13,086 dwt product tanker SG Pegasus (IMO:
9494876), which actually switched from the
southern, Omani-controlled route to the
northern, Iranian-controlled route hours after
the IRGC statement began circulating.

Two vessels heading towards or through
the Iranian lanes made U-turns on Friday,
Lloyd’s List Intelligence data showed.

US President Donald Trump addressed the
attack in a social media post on Friday, calling
it a “foolish violation” of the ceasefire. He said
that Iran shot at least four one way attack
drones at ships transiting the strait. Three were
intercepted by US forces while a fourth was
“solidly hit the upper deck of a large and very
expensive cargo carrying ship”, Trump said.

Where does the IMO plan go from here?

Dominguez told reporters he was again seeking
the same guarantees from Oman, Iran and

the US that vessels will not be targeted, no
matter which route they decide to take.

He said talks on Monday between the foreign
ministries of Oman and Iran were why the IMO
decided to move forward with its evacuation
plan. Yet Ever Lovely was attacked in spite of
guarantees provided by Iran just days later.

Dominguez said he was still trying to find out “what
happened” in relation to Thursday’s incident, given
the position “that was taken at foreign affairs level
and then the actions that were taken by the IRGC”.

Until the IMO receives guarantees that vessels
can transit without fear of being targeted,
the plan will remain paused, he said.

When asked by Lloyd’s List how shipowners could
trust any guarantees, given the attack on Ever
Lovely just days after they were first provided,
Dominguez said he needed to work “on the trust
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and the continuous exchange of information
and negotiations that are being carried out.
We’re not going to put the seafarers at risk, and
I'm hoping that this is an isolated incident that
we can then again reiterate those guarantees

of safety and the need for the flow of transit to
continue in line with the MOU that was signed.”

He said if there were concerns, he'd prefer
to have “those conversations in advance
and address them as soon as possible”.

Traffic continues

Despite the pause, ships continued to move through
both the Omani and Iranian lanes on Thursday

and Friday. Several vessels that initially turned
back after the IRGC Navy statement later resumed
their voyages and completed their transits.

Lloyd’s List Intelligence data shows at least 26
vessels of over 10,000 dwt transiting with AIS
on using the southern route from 1410 hrs on
June 25, when Ever Lovely was hit, to 1200
hrs on June 26, excluding vessels that were
mid-transit when the attack took place. Eleven
used the Iran-approved northern route.

Four vessels that originally U-turned went on
to complete their transits of the strait, including
SG Pegasus (IMO: 9494876), which switched
from the southern to northern route.

Togo-flagged, 2001-built, combined chemical
and oil tanker Blue Star I (IMO: 9215115)
completed its transit using the southern route at
around 0100 hrs on June 26, despite U-turning
following the IRGC Navy statement yesterday.

Klaveness Combination Carriers’ Marshall Islands-
flagged, 2001-built, 72,562 dwt Banastar (IMO:
9228045) was another that U-turned shortly after
the IRGC Navy statement at 1023 hrs, but then
continued to use the southern route a couple of
hours later. A US sanctioned, 72,807 dwt tanker
that appeared to be heading inbound through

the Iranian lanes U-turned in the early hours of
Friday, Lloyd’s List Intelligence data showed.

Meanwhile, Umm Slal (IMO: 9372731) a Nakilat-
owned Qatarmax liquefied natural gas carrier
that was sailing through the Iranian lanes,

also made a U-turn about 15 nautical miles
southeast of Larak Island on Friday morning.

Additional reporting by Tomer Raanan
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WHAT TO WATCH

Hormuz exit will bring ‘huge’

navigational challenges

IF AND when vessels are able to move en masse
through the Strait of Hormuz, they are likely

to face significant navigational issues that will
test seafarers likely suffering from fatigue and
operating under very high levels of stress.

Traffic had started to move more freely through
the strait over the past seven days, as talks
between the US and Iran progressed.

This week, the International Maritime
Organization announced that its evacuation
plan, coordinated with Oman, Iran and the US,
would begin shuttling vessels out of the strait
in convoys to minimise the risk of collision.

That plan was paused however after the
unprecedented attack on Singapore-flagged,
Evergreen Group-owned, 8,488 teu containership
Ever Lovely (IMO: 9629110), which was hit while
transiting in convoy with two other Evergreen
vessels seeking to exit the Middle East Gulf.

The current state of play offers vessels two
ways out of the region: the northern route,
close to Iran’s coastline, and the southern
route closer to the Oman coast.

Vessels have been tracked entering the MEG via
the northern route, but the IMO-coordinated route
is, at least for now, just for eastbound transits.
Several vessels though have continued to use

the southern route to enter the region too.

Neither route is part of the established Traffic
Separation System, dating from 1968, forcing
crews to adapt to unfamiliar patterns.

Ivana-Maria Carrioni-Burnett is chair of

the Maritime Navigation Group, a special
interest group of the Royal Institute of
Navigation. She is also an experienced marine
pilot and former Royal Navy officer.

She told Lloyd’s List that transiting chokepoints
like the Strait of Hormuz is challenging at the best
of times, but a non-conventional route would bring
with it “huge challenges”. Carrioni-Burnett recalled
an experience in the Red Sea, where vessels are
“funnelled” either out of the Bab el Mandeb Strait

Lloyd’s List | Daily Briefing Monday, 29 June 2026

or the Suez Canal, before separating to overtake
each other. The picture on her vessel’s automatic
identification system, she said, “looked disastrous”.

The planned grouping of vessels in the IMO plan for
the Strait of Hormuz, if and when it restarts, will
likely mitigate this. Those familiar with transiting
the Suez Canal would already be accustomed

to this process and prepared for it, she said.

But the Strait of Hormuz will bring with it its
own challenges, including GNSS interference.

Electronic interference compounds risk

Orca Al chief executive Yarden Gross recalled
guidance issued by the International Chamber of
Shipping, BIMCO, Intertanko and other industry
bodies which specifically advises vessels not to
rely wholly on any electronic positioning source.

Gross’s company develops technology
that uses AI and sensor data to help
crew detect vessels and obstacles.

He said experienced crews can work through
GNSS interference and inconsistent AIS pictures
in normal conditions, but in confined waters where
closest approach calculations are changing all the
time, the workload can increase significantly.

Carrioni Burnett said vessels would likely lose
the use of automatic radar-plotting aids, making
it harder to interpret vector information on
screen due to GNSS interference. However,

she noted that land features would still allow
crews to rely on basic radar functions and

plot the new routes issued by authorities.

If vessels are travelling stern to bow, she
explained, the risk of collision is reduced.
Even when meeting a convoy in the opposite
direction, there is little danger so long as both
formations maintain a straight line transit.

But if vessels are “unprepared for GNSS interference
or they start getting fired upon, then it’s going to be
human nature to react differently”, she said. Gross
agreed convoys would reduce some risk, but “only if
the vessels around it are co-operative and the wider
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traffic picture is reliable”. Stern-to-bow transits
give vessels more structure and less crossing
traffic, which aids navigation in the strait, he said.

“But the convoy doesn’t exist in a closed system.
Other vessels may still enter or cross the route.
Some may not be transmitting AIS. Some

may be operating with unclear intent. Smaller
craft may appear outside the planned line. So
the bridge team cannot treat the convoy as a
guarantee of safety,” he told Lloyd’s List.

Aside from running into other vessels, Gross
said stern-to-bow convoys created their own
pressures. “Each ship is dependent on the
vessel ahead maintaining speed, position
and communications,” he explained.

“If one vessel slows, loses confidence in its position,
reacts to a threat or has a technical issue, the
margin for the ships behind becomes very small.”

Fatigue and warzone stress weigh heavily

Crews too will be making these trips under extreme
stress and considerable fatigue, after weeks and
months stuck inside the MEG. The guidance

issued by ICS, BIMCO and others specifically
identifies fatigue related human error as a key risk
multiplier. Gross said: “Bridge teams are being

asked to navigate one of the world’s busiest and
most strategically sensitive waterways, at a time
of heightened electronic interference, using digital
information they have been specifically advised
not to trust without independent verification.

“That is an extraordinary cognitive
burden to place on any crew.”

Carrioni Burnett agreed. Even with adequate rest,
she said, crews have still been dealing with the
psychological stress that comes with operating

in a warzone. With modern bridge systems also
relying heavily on timing inputs from GNSS,
interference means “everything alarms”, she said.

So called alarm fatigue may also come
into play just as mariners are trying to
navigate a new route through a narrow
waterway under the threat of attack.

All of this will be handled by seafarers who,
while highly qualified, are unlikely to have
the experience or training needed to operate
in what is now an active warzone.

“They don’t deserve this. It’s not what they signed up
for. It’s not in their contract,” Carrioni-Burnett said.
“They don’t have the training or the skills, or any
sort of protection when put into this environment.”

Middle East Gulf-China VLCC index in ‘freefall’,
plunging 39% In past two days

HOW much does it cost to book a very
large crude carrier on the Omani route
through the Strait of Hormuz?

That answer will have to wait for reported VLCC
fixtures that don’t fail on subjects, especially
given the implied rebound in the risk premium
after the Iranian attack on the boxship Ever
Lovely (IMO: 9629110) off Oman on Thursday.

Mercuria put Delos (IMO: 9844851) on
subjects on Tuesday at $468,905 per day or
Worldscale 410 for a voyage from the Middle
East Gulf to Asia with a laycan of July 2-5,
according to the Tankers International pool.
But the Delos fixture failed to pass subjects,
Tankers International subsequently reported.

Mercuria put another VLCC, Olympic Lady (IMO:

9731169), on subjects on Thursday at less than half
the Delos time-charter equivalent rate: $201,873
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per day or W310, for a MEG-Asia voyage with a
laycan of July 10-11. According to Braemar, “After
W40 failed, we have seen a W100 point drop, as
despite competitive prompt o0il economics, such high
freight levels are reported as still unworkable. This
should spark some further interest from traders.”

The rate trend is downward if the Baltic Exchange’s
MEG VLCC indexes are any indication.

The TD3C MEG-China VLCC TCE index came in
at $313,140 per day on Thursday. It has plunged
by $201,142 per day or 39% since Tuesday.

Thursday’s TD3C assessment was lowest since
February 27, the day before the US and Israel
attacked Iran. It was “a brutal day for the TD3C
as we witnessed the curve coming under a lot
of pressure”, wrote Braemar, referring to the
forward freight agreement market. “The TD3C
isin freefall,” said Sparta Commodities, which

Page 4



described the MEG VLCC market as “collapsing”
due to oversupply. TD3C has “repriced violently
lower”, said Sparta, adding that the accelerating
decline on Thursday after Wednesday’s fall
confirms “the bearish direction of travel”.

Sparta counted 54 VLCCs already in the queue
outside the MEG. BRS said in a report earlier this
week that more VLCCs are en route, opting for the
MEG instead of ballasting to the Atlantic basin.

The decline of the TD3C was predictable
given the US-Iran peace agreement, and how
the index has been calculated during the
Hormuz crisis, when there have been very
limited VLCC movements via the strait.

In periods when there are no actual fixtures on the
specified MEG route, panellists can use estimates
based upon fixtures on comparable routes, such as
loadings bound for Asia out of Oman or the Saudi
Arabian port of Yanbu in the Red Sea, then add a
risk premium to estimate what a voyage through
the Strait of Hormuz (including insurance) would
hypothetically cost 15-30 days in the future.

The implied Hormuz risk premium is enormous,
meaning it has a long way to fall if peace prevails.
The Baltic Exchange’s two MEG-Asia VLCC
indexes have been an average of $318,632 per
day or 3.6 times higher than the two Atlantic
basin-Asia VLCC indexes since March 3.

There are nine brokerages that serve as panellists
for the TD3C. To say they vary in their daily
assessments is a gross understatement. The Baltic
Exchange publishes the daily spread between high
and low assessments measured in Worldscale.

In the seven months prior to the Hormuz crisis,
the spread in the TD3C averaged W4.7, almost

identical to the average spread of the West
Africa-China index of W5 over the same period.
Since March 3, the spread for the West Africa-
China index has averaged W10.1. The average
TD3C spread is over 14 times that: W145.1.

There have been several stretches, most
recently in mid-May, when the daily spread

in the TD3C assessments was considerably
higher than the assessed freight rate in

the Atlantic basin. On Thursday, the TD3C
assessment spread was down to W40, the lowest
since March 4, just after the war began.

The TD3C assessment should decline as the
risk premium for MEG voyages falls.

The index would also fall if there are reported
fixtures (fixtures on subjects are used in index
assessments, even if they subsequently fail) below
the previous hypothetical TD3C assessments
derived by using risk premium estimates.

That downward pressure would be exacerbated
by more VLCCs ballasting towards the MEG

as opposed to the Atlantic basin, assuming
reported fixtures become more commonplace.

As BRS noted in a report on June 15: “An
increase in liquidity in MEG tanker fixtures
could lead to counterintuitive trends in freight
rates given that the lack of liquidity has
complicated the assessment of Middle East
tanker freight since Hormuz was closed.”

The curveball on Thursday, after the Baltic
Exchange posted its VLCC assessments for the day,
was the attack on Ever Lovely. That could increase
the Hormuz risk premium again and delay the
recovery of reported VLCC fixtures in the MEG.

Liners savour third-largest rate spike in
container industry history

CONTAINER spot rates continue their relentless
climb, with even more gains expected in July.
Early peak season demand has been so strong
and spot rates have been so high that liners

are loosening capacity management, finally
adding more slots into mainline trades.

The current rate spike — caused by a combination
of frontloading, Asian and European congestion,
strong global demand, and the pass-along of higher
fuel costs amid the Hormuz crisis — is now the
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third strongest in the industry’s history, surpassed
only by the Red Sea crisis and the pandemic boom.
The Shanghai Containerized Freight Index’s global
composite reached 3,230 points in the week ending
Friday, the highest reading since August 2024,
during the Red Sea crisis, and 2.6 times the index
level in late February, just before the Hormuz crisis.

The global composite of Drewry’s World

Container Index rose to $4,166 per feu in the
week ending Thursday, its highest level since
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September 2024. Drewry expects freight pricing
to rise further in July due to a combination

of general rate increases and peak season
surcharges amid continued strong demand.

US-Iran peace framework

On paper, the US-Iran peace framework is
negative for box rates, as it implies the return
of more efficient services for the Middle

East Gulf markets and, more significantly,

a reopening of the Red Sea route.

In practice, however, the probability of this
scenario is low in the near term, particularly
after the Iranian attack on the 8,488 teu Ever
Lovely (IMO: 9629110) off Oman on Thursday.

In the Red Sea, even a small chance of renewed
hostilities at the Bab el Mandeb strait has kept
liner operators away even as tankers and bulkers
have returned. At the Strait of Hormuz, container
shipping seems even less likely to return quickly.

“The industry is still on a mission to
bring trapped seafarers out of the region,
rather than re-establishing networks,”
said Xeneta chief analyst Peter Sand.

“Reconnecting container services requires a
fundamentally different risk assessment than
one-off transits by other vessel types. Carriers
need a safe, permanent corridor before they
commit networks, and we are not there yet.”

According to Alphaliner, “Most shipping lines
are likely to wait for more clarity and remain in
wait-and-see-mode in the coming weeks before
sending their services back to the [Arabian]
Gulf and rearranging their logistics chain.”

And as long as the peace deal with Iran is viewed
as fragile, the ongoing possibility of renewed
attacks by the Houthis should keep liners from
returning to the Red Sea. “Even if the US-Iran
deal reopens the door to Red Sea routings, liners
may hesitate to undertake a costly network

reset during peak demand, given uncertainty
over the durability of the peace,” said HSBC.

Transpacific spot rates
The SCFI Shanghai-US west coast index came in
at $6,067 per feu, up 7% week on week (w/w). That

tops the peak reached during the US reprieve on
China tariffs in early June 2025, and is the highest
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assessment for the route since September 2024.
The SCFI Shanghai-US east coast index is at $7,384
per feu, up 7% w/w, also above 2025’s tariff-related
rise and the highest since September 2024.

The WCI Shanghai-Los Angeles assessment came in
at $5,750, up 12% w/w, and the WCI Shanghai-New
York assessment was at $7,149 per feu, up 6% w/w.

“Transpacific demand remains robust as importers
continue frontloading shipments ahead of potential
tariff changes and higher bunker-related costs,”
said Drewry, referring to the quarterly bunker
adjustment factor that goes into effect on July 1.

Asia-Europe spot rates

The SCFI Shanghai-North Europe spot index
is at $6,683 per feu, up 6% w/w, the highest
since September 2024. The SCFI Shanghai-
Mediterranean index is flirting with five-
figure territory: it is at $9,332 per feu, the
highest reading since August 2024.

Other indexes assess Asia-Europe rates
at lower levels than the SCFI, presumably
due to methodology differences.

The WCI Shanghai-Rotterdam index is at $4,392
per feu, up 1% w/w, and the WCI Shanghai-
Genoa index is at $5,759 per feu, flat w/w.

According to Clarksons Securities, “Despite
the macro and geopolitical uncertainties,
container demand remains resilient, with
global volume rising 5% thus far in 2026,
and with Europe as a key demand driver.

“Imports into Europe have risen 7% year to
date, in line with last year’s growth rate, which
has continued to prompt container liners to
increase capacity on the Asia-Europe route.”

Offered capacity

Ocean carriers, which have held a firm
line on capacity during the rate runup,
have just moved to inject more.

Sand said, “It has been a long time coming, but
carriers have finally responded to spiralling spot
rates and supply chain disruptions on major ocean
container shipping trades out of Asia by deploying
significantly more capacity this week. Offered
capacity on the Far East to US west coast is up 10.5%
from a week ago, the US east coast is up 12.1% and
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North Europe is up 11.9%. These are the largest
weekly increases since the Strait of Hormuz closure
at the end of February. The capacity injection is
not only a response to very high freight rates.4”

“Carriers are positioning themselves for the official
peak season, which begins on July 1, and deploying
capacity now to be ready when seasonal demand
really takes off. For shippers, more capacity is always

welcome and will help them to get supply chains
moving more reliably, but they should not expect
this to translate into falling freight rates,” said Sand.

“The only good news for shippers is that the
situation is not as bad as it would otherwise
have been, with spot rates expected to climb
further heading into July but with slower
growth compared to recent weeks.”

ANALYSIS

Marine insurance passed its Middle East
politics exam. But what grade does it deserve?

DEPENDING on your age, you've probably either
sat A-levels and university finals recently yourself
or you've watched your kids do so. Either way, we
all know that examinations can be hugely stressful.

Nothing that anyone with a first-world desk job
has done in recent months will remotely compare
with the pressures on the combatants, let alone
the 20,000 trapped by the fighting. But to the
extent the war can be depicted as a Middle East
politics exam for marine underwriters, the
industry seems to have secured a decent pass.

The International Union of Marine Insurance

has issued a statement formally welcoming the
Memorandum of Understanding between Iran
and the United States and the establishment of the
joint working group between Iran and Oman.

As IUMI noted, these developments seem to
represent important steps towards restoring
maritime security and stability in the Middle East
and should in principle allow for the resumption of
transits through the key international waterway.

But as Shakespeare noted in Henry IV, Part 2: “A
peace is of the nature of a conquest; for then both
parties nobly are subdued, and neither party loser.”

The quote captures the delicate nature of what
remains a 60-day ceasefire rather than a fully
fledged peace deal. Both sides will be apt to present
it as a victory when it is actually a compromise.

That means it could collapse at short notice. At
the time of writing, the International Maritime
Organization had been forced to abandon its plans
to evacuate ships from the region after a vessel was
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attacked on Thursday. Evergreen boxship Ever
Lovely (IMO: 9629110) was transiting along the
route recommended by United Kingdom Maritime
Trade Operations. Or to put the same point the
other way, it was not using the route recommended
by the Islamic Revolutionary Guard Corps.

The ship was hit by a projectile, presumably
launched by Iran, although that point was not
officially confirmed at the time of writing.

Either way, it will be the latest casualty for war
risk underwriters, who face around 40 claims as a
result of the hostilities, including three total losses.

Non-physical damage loss of hire claims
running to hundreds of millions of dollars
will also put a dent in their books.

War risk is normally a nicely profitable line.
It’s not clear that it will be this year. But
marine insurers have written the business
anyway, even though non-specialist journalists
have sometimes written otherwise.

At the start of the crisis, normally authoritative
outlets including the Financial Times and the
BBC carried reports suggesting that some
insurers had unilaterally withdrawn coverage
while ships were halfway through a voyage.

That is simply not what happened, with the
contention resting on a misunderstanding
of how marine insurance works.

What is the case is that International Group P&I

clubs tabled 72-hour notice of cancellation on
war excess and charterers’ liability policies.
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Both of these are niche classes and are
entirely distinct from hull war cover, which
is what the person on the Clapham omnibus
would understand by war risk insurance.

Moreover, this was a technical move, with
cancellation of existing policies a prerequisite

for the issuance of new policies at higher pricing,
to reflect higher prices demanded from clubs by
their reinsurers. The marine mutuals pulled off
the job flawlessly and had replacement policies

in place by the expiry date, with many of their
underwriters putting in 20-hour days to get there.

Pricing went through the roof, with some
assured paying more per week than they had
previously paid for an annual contract. But
that’s the way the market mechanisms worked
here, and nobody was left without cover.

Hull war risk didn’t have to jump these
hurdles. Cover is traditionally written on a
weekly basis. All policies were honoured and
simply repriced when up for renewal.

For many owners, premiums jumped five- or
sixfold overnight, and there are anecdotal
reports of quotes as high as 10% of hull value
and firmer evidence that some paid 8%.

Again, the cover was always there. In most
instances, the bill could simply be handed to

the charterer anyway. Be that as it may, marine
insurance is unaccustomed to mainstream media
scrutiny and the negative headlines clearly stung.

There has since been a realisation that using
the term “notice of cancellation” was what
social media users call a self-own, and the
Lloyd’s Market Association is currently seeking
a less drastic-sounding form of words.

But even though public perception is important,
client perception is tantamount. As the IUMI
statement emphasised, war risk cover for
shipowners has been available since day one of the
US and Israeli attack on Iran in late February.

“Where legally permissible, the industry remains
committed to supporting the movement of
vessels currently affected by the disruption and
to facilitating the resumption of normal trade
flows throughout the region,” IUMI added.

It is also clear that some American politicians —
right up to Donald Trump himself — have purported
to be displeased at the responses of the London
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marine market to the conflict. Days after the

war commenced, the US president told his 11.8m
followers on Truth Social that he had instructed the
US International Development Finance Corporation
to put state-backed marine war risk cover in place.

This seems to have been a response to the perception
that cover was not available commerecially,
which was of course absolutely incorrect.

It may also have been motivated by a desire to
see US interests get more than their currently
minimal slice of the marine war risk premium pie.

The mechanism has since evolved into a
$40bn reinsurance facility led by Chubb

and backed by a swath of big-name US
insurers. But more than three months after
its inception, market sources are unaware of
it having written any business whatsoever.

While few underwriters would be rash enough

to put their names to public criticism of Trump
policies, many have concluded that the US scheme
was something of a fifth wheel on a wagon to
which Lloyd’s had already provided the first four.

Understandably, the Lloyd’s leadership seems
to have regarded the launch of DFC facility as
either an implicit rebuke, a land grab or both.

Some of the pressure can be seen in the comments
made by Lloyd’s chief executive John Tiernan, who
told an event for young professionals organised by
broker Marsh this week that he had been “chewed
out” on a phone call to Washington after accusations
that the market “wasn’t stepping up to the plate”.

Revealingly, his choice of vernacular comprised
Americanisms. In British usage, he received a
dressing down after not coming to the crease.

Washington is a city of 700,000 and Tiernan’s
artful use of metonymy did not make clear
which resident administered the reprimand.

But despite being one of the most powerful people in
the insurance industry, he admitted not being able to
say what he truly thought, which was: “I'm not sure
insurance is going to convince folks to go through
the bombs and the bullets; this is a security issue.”

Had he been feeling bolder, he could also even
have questioned the charge sheet. Lloyd’s actually
did “step up to the plate”, to use the baseball-
derived expression. Some sources suggest

that Tiernan’s colleague, chief underwriting
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officer Rachel Turk, was also keen to see some
visible manifestation of Lloyd’s involvement.

That may have arrived last Friday, with the
announcement that Chubb had launched a

$400m Lloyd’s consortium writing primary war
cover for hull, P&I and cargo clients, backed by
unnamed syndicates. Beyond the politics, the
need for such a move — which caught many
observers by surprise — is not immediately
obvious. Existing capacity is copious and probably
runs to at least $2bn for hull war alone.

Indeed, the overcapacity is such that many
less risk-adverse underwriters are expected to
offer rock-bottom pricing for vessels seeking
to leave the Middle East Gulf in the next few
weeks, in the hope of winning market share.

But at the very least, Tiernan and Turk seem to
have propitiated a White House administration
that likes to present acts of propitiation as a
demonstration of the art of the deal. In the
circumstances, it is a sensible response.

Looking back at the way marine insurance has
responded to events in the Middle East since last
February, it appears to have done rather well.

Commerecial insurers been motivated throughout
by self-interest rather than altruism, but that is
how for-profit concerns work. Marine mutuals
have done all in their power to provide cost-price
cover, even if reinsurers have forced their hand.

In exam terms, it would surely be worth a
good 2:1, and quite possibly even a first.

Voluntary green initiatives struggle to

make headway

GREENS have long argued that shipping can’t
simply wait for the International Maritime
Organization to provide the key to decarbonisation.
But alternative options are scarce.

A Sustainable Shipping Initiative gathering this

week at the London HQ of Braemar, SSI’s newest
member, was billed as offering potential fixes for
the many challenges caused by lack of regulation.

But the immensity of those challenges, lack of
good answers to the IMO, and sweltering London
heat in the meeting room took a toll on morale.

DNV UK area manager Tony Linden predicted more
delays and political drama over the IMO Net-Zero
Framework, which greens have been counting on

to drive companies to invest in decarbonisation.

“We’re expecting that this is going to
drag on into next year, so we’re probably
not going to see anything adopted and
enforced until at least 2030,” he said.

“That is as it is... we just have to do our best.”

Linden said DNV still cautioned clients
against the “do-nothing approach” on
decarbonisation, because there wouldn’t be
enough biofuel for everyone by 2030.

Norwegian chemical carrier Odfjell has tried a raft
of green measures, including testing windpower
and 100% biofuels on an Atlantic voyage.
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Oistein Jensen, its chief sustainability officer,
said the IMO delay had not changed Odfjell’s
approach. The company continued to pursue

a biofuels corridor with Brazil to prepare for
stricter Fuel EU Maritime limits, as well as
optimising pooling and banking of green credits.

Jensen cited the risk that more governments
would copy the EU in levying an emissions trading
system, calling this “free money” for them.

“There are close to 100 different ETSs around the
world where shipping is not included,” he said.

“It’s very easy to include shipping in
there — that makes it more complex for
us, it makes it more expensive, and that
is also a driver to reduce emissions.”

But Odfjell’s foray into green finance
had been lacklustre. It was one of the
first in the shipping industry to issue a
sustainability-linked bond, in 2020.

Jensen said the offering was oversubscribed
at the time, but had “no real effect” because
no investor wanted to pay extra for greenery.
Green finance, he said, struggled with lack
of demand, while discounts on interest rates
on offer were too small to move the dial.

“There is a lot of capital out there, and I don’t
think that the shipping industry is struggling
with financing at the moment,” he said,
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meaning “the leverage of that is quite limited”.
On the Poseidon Principles, Jensen said:

“We have to be honest: We have not seen any
effect for us. It’s just a reporting hurdle.”

The Poseidon Principles is a green banking
initiative, where signatories report scores linked
to their portfolio companies’ alignment with
green trajectories. It improves transparency,
but has little effect on actual emissions.

Jensen said banks had not asked if Odfjell was
following the trajectories or not, “because we
have multiple ships, and not all are financed
through the Poseidon Principles banks”. Split
incentives between the different maritime sectors
also came in for criticism at the SSI event.

An audience member from Intercargo complained
ports weren’t doing enough and had to take more
responsibility. “We are sailing our ships at normal
speed, or whatever charterers are instructing us, we
get there... and wait for a couple of weeks,” he said.

“We’ve been talking about virtual arrival for more
than 20 years. Blue Visby have some kind of scheme,
but again, it’s not appreciated for most of the market.

“[Ports] could contribute so much to reduction
in emissions, and they are just not there.”

Voluntary green initiatives, such as green

corridors for testing new fuels, have generally
not worked, since companies can lose interest
and pull out partway through without penalty.

On Friday, the Global Maritime Forum pointed
to initiatives such as H2 Global and the Zero-
Emission Maritime Buyers Alliance, which
pool demand from freight buyers to help
secure production of pricier green fuels.

But the GMF said participation in such
“compliance pooling” was still limited, and often
concentrated among larger companies able to
take on more costs, and in more predictable
markets such as container shipping.

Jones Act waiver needs permanency, says

legal expert

INTERNATIONAL shipping as well as
American taxpayers would benefit from
abolition of the Jones Act, a senior European
maritime legal expert has argued.

The suspension of the act since the launch of
“Operation Epic Fury” against Iran underlined the
ineffectuality of the legislation as well as providing
an opportunity to dismantle it permanently, said Dr
Anna Bredima, a council member at the European
Maritime Law Organisation and former member

of the board of ECSA European Shipowners.

The waiver after the closure of the Strait of
Hormuz has now been extended twice, most
recently until October 16. “The rationales

for the Jones Act purportedly are economic
protection for the US shipbuilding and shipping
sectors, and national security,” Bredima said.

“It is ironic that a law that is indispensable for
national security is suspended whenever there is a
national security crisis or a national emergency.”

This was not only the case during the current
Middle East military campaign, said Bredima.
Previous US presidents had also suspended the
act at certain times of crisis, including after Pearl
Harbour. Concerns about maintaining a national
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merchant fleet to have sufficient sealift capacity in
times of war could be met by reliable commercial
fleets of allied countries “as has been the case for
decades with the Sealift Command”, she said.

The US fleet was “in any case dwindling
despite the existence of the law”.

Out of 7,500 tankers worldwide only 54 meet
Jones Act requirements by virtue of being US-
flagged, US-built and controlled by US citizens.

Shipbuilding costs four times more in the US than
in South Korea, doubling prices paid by American
consumers for core commodities, particularly in
certain states, according to Bredima. It is more
efficient in many cases for ships to make a call

in the Bahamas in order to circumvent the law,
that addresses direct calls between US ports.

A non-partisan congressional watchdog, the US
General Accountability Office (GAO), has repeatedly
found that the cost of building ships under the
Jones Act is “sensationally high”, she said.

“In any event, application in the 21st century of a
law serving realities prevailing at the beginning
of the 20th century is untenable. “It is high time
that this costly, protectionist, counterproductive
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and archaic law is repealed,” said Bredima.
“The legislation that terminates the Jones
Act is ready, it just needs to be adopted.”

In her capacity as senior policy adviser for various
shipping associations, Bredima saw first-hand “years
and years” of internal debates in the US Congress on
the pros and cons of the act, but it always survived.

Once again, disagreement between domestic
American lobbies for and against the Jones Act
has heated up because of the temporary waiver.

On the one side are groups seeking withdrawal

of the waiver and linking the Jones Act to the
survival of American yards, protection of American
seafarers and the US administration’s rhetoric
about restoring American maritime dominance.

On the other side are groups that underline that the
legislation functions as a tax on all US households
and should be repealed. “Despite its existence

for more than 100 years, it has failed to create a
robust and internationally competitive commercial
US shipping industry,” Bredima commented.

The US cabotage market was “a huge
market” that could be opened for ships under
other flags to carry oil and other cargoes
between American ports at a lower cost.

Although this would benefit European and
other ships, and organisations such as the
International Chamber of Shipping and

the OECD had a long record of negative
comments about the Jones Act, Bredima said
“surprisingly” little attention was currently
being given to the issue from outside the US.

“The short-term suspension is welcome but
must lead to final abolition,” she said.

“Over the years, the law has failed to justify
itself at any level and benefits no one.”

MARKETS

Feeder boxship fleet renewal gathers pace
as carriers and tonnage providers back

smaller newbuildings

CONTAINER lines and boxship tonnage
providers are ramping up orders for smaller
containerships after spending much of the post-
2022 newbuilding boom focused on larger vessels
serving the main east-west trade routes.

The shift reflects growing recognition that
years of prioritising ships of above 13,000 teu
capacities have left a shortage of smaller vessels
that underpin regional and feeder networks.

“The global container shipping industry spent the
best part of a decade obsessed with size. Bigger
ships, bigger alliances, bigger bets on the major
east-west trades. It made sense at the time,” said
Braemar container market analyst Jonathan Roach.

However, that strategy came at the expense of
smaller ships that connect secondary ports, regional
trade lanes and emerging market economies.

“In doing so, carriers and non-operating
owners neglected something rather important,”
Roach said, referring to the fleet of smaller
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containerships that play a critical role in linking
global supply chains beyond the largest hubs.

The renewed ordering activity for smaller ships,
which started last year, is expected to help address
an ageing feeder fleet while improving connectivity
across regional shipping networks as demand for
more flexible deployment continues to grow.

“Over the past 18 months, the market has witnessed
a meaningful revival in newbuilding investment

across the small and midsize containership segment,
comprising vessels of below 10,000 teu,” said Roach.

Smaller boxships appear well overdue for
renewal: the segment now has an average
age of some 16 years, compared to only
seven for ships above 10,000 teu.

“For years, the segment was largely overlooked
as investment capital chased ultra-large
containerships,” noted Roach. But with
charter markets tightening and an ageing fleet
facing mounting regulatory pressure around
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decarbonisation, the calculus has now shifted.
Roach said: “The penny dropped in 2025,

and operators and non-operating investors
alike began placing orders in earnest.”

Since the beginning of last year ordering
activities in the small and midsize segments
have boomed, with some 770 containerships
of below 9,999 teu being ordered.

Around 65% of the orders were signed directly
by container lines. This marks a shift from the
traditional dynamic, where tonnage providers
dominated investment in smaller containerships.

Faced with a tight charter market and
soaring charter rates following the Red Sea
closure, container lines are increasingly
buying ships from both the secondhand
market and through newbuildings, instead
of competing for scarce charter tonnage.

“Owning vessels provides greater cost certainty
and operational stability. Both are critical since the

disruption to global shipping routes,” said Roach.

This marks a broader structural shift in fleet

strategy, particularly for feeder and mid-size vessels.

Rather than relying heavily on the charter market,
container lines are prioritising vessel ownership
to reduce exposure to volatile charter costs while
also allowing for greater control of fleet capacity.

Ordering activity tracked by Lloyd’s List
shows that 48 containerships alone have been
contracted since the beginning of June.

All of these vessels were below 6,500 teu, with
the majority between 1,800 teu and 3,000 teu.

June’s orders were largely placed by tonnage
providers rather than liner operators, but almost
all were backed by time charter commitments

to major carriers — a shift from the previously
more speculative approach to smaller vessels.

“The majority of recent newbuilding commitments
by tonnage providers are underpinned by a
charter arrangement, securing employment
before steel is cut,” noted Roach.

However, speculative ordering without a
charter remains in play, which can carry
meaningful risk. The most significant of
these are current long delivery lead times.

Average lead times for ships of up to 3,999

teu are typically 30 months, while delivery of
4,000 teu to 9,999 teu ships currently average
around 33 months. “That is a long time to be
exposed to an uncertain world. The geopolitical
environment is becoming increasingly volatile.

“Charter market conditions that made an order
look attractive today could look very different
by the time a vessel delivers,” Roach warned.

Global Ship Lease inks deals for five

more newbuilds

GLOBAL Ship Lease, the Greece-based
containership owner, has agreed orders for
another five newbuildings, underlining its
belief in the future for midsize “workhorses”
of the world containership fleet.

The vessels, described as “midsize, ultra-
high-reefer, wide-beam, latest-generation”,
will cost an aggregate price of $413m and
are expected to be delivered in 2029.

They have already been chartered out for periods
averaging eight years at rates expected to
generate about $362m, and an additional $131m
if charterers’ options to extend are exercised.

The new contracts bring the company’s new
orderbook to 15 vessels costing more than $1.3bn,
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following its first-ever newbuilding orders for 10
midsize boxships confirmed earlier this month.

The first 10 ships have also been fixed on period
charters, for terms averaging about seven years.

Altogether, the 15 newbuildings are
expected to generate more than $1bn for
the company in adjusted earnings before
interest, taxes and depreciation over the
duration of their firm employment.

New York Stock Exchange-listed GSL has
not so far given the exact capacity of the
new vessels, nor confirmed which shipyards
have been awarded the orders.

The “highly flexible” ships have been designed “to
ensure a superior fit for existing and anticipated

Page 12



future market needs”, it said. “The needs of the
global container trade are becoming ever more
complex and variable, lending additional importance
to the combination of deployment flexibility,
refrigerated cargo capacity, and fuel efficiency that
these ships offer to our liner customers,” said the
company’s executive chairman, George Youroukos.

The new vessels were “ideally positioned to
serve as the workhorses of the global container
shipping fleet for many years to come”.

The charter extension options, at rates
more than 25% higher than for the initial

firm periods, suggested that charterers
also recognised the ships’ “long-term
commercial value and earnings potential”.

GSL:s fleet currently comprises 71 boxships
including 41 wide-beam post-panamax vessels,
and it has an average age of more than 18 years.

As some of the older “cash cows” of the GSL
fleet begin to to be phased out, the introduction
of the new vessels with lengthy charters would
reduce the fleet’s average age and offer “a
substantially extended cash generation runway
into the decades ahead”, Youroukos said.

IN OTHER NEWS

IMO halts Hormuz evacuation after
attack on Evergreen boxship
EVACUATIONS of vessels
trapped in the Middle East
Gulf, led by the International
Maritime Organization, have
come to an abrupt halt just two
days after being announced,
following an attack on a vessel
attempting to transit the strait.

Containership Ever Lovely
(IMO: 9629110) was struck

by a projectile in the Strait

of Hormuz hours after the
Islamic Revolutionary Guard
Corps Navy warned vessels
not to use the southern route
approved by the IMO this week.

IMO secretary general Arsenio
Dominguez said that the vessel
“did not transit under IMQ's
evacuation framework”. But
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an Evergreen media statement
said that the vessel was “was
navigating according to the
route recommended by the
United Kingdom Maritime
Trade Operations”.

Number of containers lost

at sea almost triples

THE number of containers
lost at sea in 2025 almost
tripled compared to 2024, the
latest report from the World

Shipping Council has revealed.

A total of 1,478 containers
were lost last year, compared
to the 576 lost in 2024. While
that is above the most recent
three-year average, that spike
can in part be attributed to
several separate high-profile
incidents, WSC said. One such
incident was the capsizing of

Liberia-flagged, 1,730 teu MSC
Elsa 3 (IMO: 9123221) off India
in May 2025, during which 640
boxes were lost overboard.

Middle East port update:

Friday, June 26

Vessels calling at Omani ports
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.

THE situation in the Middle
East Gulf remains fluid and
conditions may change at
short notice in response to
local authority guidance.
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