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US sanctions squeeze Iranian
logistics sector

INTERNATIONAL FREIGHT FORWARDING and logistics firms are
set to withdraw from business with Iran due to tightening US sanctions
and fears about their legal consequences, despite attempts by the
European Union to support the Joint Comprehensive Plan of Action
that lifted UN nuclear sanctions on Iran in January 2016.

Although some freight and logistics companies have declined to
comment on whether they were continuing to pursue their business in
Iran since the launch of second-phase US sanctions this week, and
others said they were closely watching the situation, one medium-sized
firm that had set up a UK-Iranian joint-venture freight forwarding
business in 2016 confirmed to Lloyd’s List that “the entity is now
dormant, and will remain so until it was possible to undertake
business with Iran in a manner and at a time when it becomes possible
to do so lawfully”.

Given the current sanctions, which the company said it was 100%
compliant with, “we will not undertake any business with Iran”, the
firm added.

Thomas Cullen, a senior analyst at logistics consulting firm Transport
Intelligence, said the re-imposition of US sanctions “seems likely to be
at least as brutal as the sanctions pursued for the decade prior to the
JCPOA, with the US now pressing for Iran to be excluded from the
SWIFT banking transaction system”.

“Even prior to the formal imposition of sanctions on August 7, key
sectors of the Iranian economy had suffered badly,” Mr Cullen said.
“Automotive assembly in Iran had been a prominent destination for
foreign investment; this has almost come to a halt.”
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He pointed out that the automotive sector in Iran is
dominated by complete knock-down Kkits from
Renault, Peugeot-Citroen and — to a much lesser
extent — Chinese vehicle manufacturers.

“In a good year, these can account for several
hundred thousand teu, generally fed into Bandar
Abbas port via Dubai and are one of the largest
container trades,” he said. “With the announcement
last week that Renault was ceasing operations,
something that Peugeot-Citroen decided last month,
the complete-knockdown-Kkits-related container
traffic will fall heavily. The Chinese may increase
inputs to compensate, but they are much weaker in
this market.”

He added that shipping any cargo into Bandar Abbas
was becoming complicated.

“The leading western container lines have effectively
withdrawn from services into Iran, presumably
leaving shippers to arrange their own feeder services
from Dubai. Once again, the Chinese carriers may
be the only option.”

Major container lines including CMA CGM, Maersk
and Mediterranean Shipping Co have confirmed
their withdrawal from Iran in the face of the
renewed US sanctions against the country. CMA
CGM has also suspended its co-operation agreement
with Islamic Republic of Iran Shipping.

Although the success of sanctions in delivering their
political objectives is debatable, Mr Cullen said the
effects of the country’s isolation on the Iranian
logistics sector had been enormous.

“Despite all of the talk of the development of
Chabahar port on the Gulf of Oman coast, Iran lacks
a large modern port,” he added. “Bandar Abbas
dominates non-hydrocarbon traffic yet it is unable to
take any ship larger than 11,000 teu.

“The port needs to be able to move large volumes of
containers into the main population centres in
northern and western Iran, yet only now is even
moderate investment in rail taking place and that is
driven largely by the Chinese. Rather, the country is
dependent on its less-than-adequate road system to
move almost everything.”

The economic impact of investments would be
transformative for the Iranian economy and would
represent a valuable opportunity for the global
logistics sector, Mr Cullen said.

“However, it appears unlikely that this will happen
until the political and strategic conditions in Iran
change, with the major proviso that the present
situation offers significant opportunities for the
Chinese.”

P&I Clubs may seek exemption from

EU blocking statute

THE International Group of Protection and
Indemnity Clubs is considering seeking exemption
from the European Union’s ‘blocking statute’
regarding Iran-related business to avoid member
clubs’ liabilities if they have to comply with the US
sanctions.

Under the rules which came into effect on Tuesday,
European businesses will not have to comply with
the US’s secondary sanctions designed to hit Iranian
trade. EU companies hurt by the sanctions can also
take the US to court in EU member states for
compensation. But diplomats and lawyers have
raised serious doubts about the EU’s ability to
protect European businesses operating in Iran from
the US measures.

In a web circular, the London-based IG said it may

seek EU authorisation to comply with the US
sanctions so its members can avoid such liabilities.
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Based on the blocking regulation, European
entities can seek exemption from compliance
with the European rule if non-compliance with
US sanctions would result in serious damage to
their interests.

“The group is following up with the European
Commission and European External Action Service
on the necessity for authorisation, and the
possibilities for a collective application on behalf of
the group clubs,” said the circular said, calling on
European shipowners facing the same situation to
adopt a similar approach.

The IG, which is responsible for the reinsurance
arrangements between the world’s largest P&I Clubs,
largely complied with the earlier round of US
sanctions. That, coupled with an EU oil embargo, led
to the collapse pf Iranian crude exports from 2.5m
barrels per day in 2011 to 1.1m bpd in 2013-2014.
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The IG has been in talks with the US Office of
Foreign Assets Control, the EU External Action
Service, European Commission, the UK Treasury

and Foreign Office and EU member states while
monitoring the development of US and EU rules
regarding the sanctions, according to the circular.

The Lloyd's List Podcast: How to avoid
Iran sanctions risk and how to make

money Iin boxes

WE have been examining how shipping can avoid
the legal minefield that sanctions are creating for
shipping companies. New US sanctions against Iran
took effect last Tuesday, and President Donald
Trump, who defied Washington’s allies to impose
them, pledged that companies doing business with
Tehran would be barred from doing business with
the US. But what does that mean for shipping
companies?

We’re joined in our podcast by Jeremy Robinson, a
partner at the law firm Watson Farley & Williams
and Lindsey Keeble, partner and head of the Global
Maritime Group at Watson Farley & Williams, to
discuss the risks that shipping needs to be aware of
in light of the latest developments.

Elsewhere, moving from operating terminals into
operating ships may raise eyebrows, but DP World
needs to find a way to diversify and make its offering
more compelling to its customers. Paying $765m to

buy Unifeeder may have been a pricey way to make
the leap, but according to our Containers Editor
James Baker the move makes sense and offers
strategic opportunities to scale the approach
globally.

Meanwhile, amid profit warnings and ‘difficult’
trading conditions, OOCL has been making bullish
noises about a 40% increase in capacity this week, so
our China Editor Cichen Shen has been looking
behind the headlines and bravado to ask ‘why?’.

Don’t forget, you can now subscribe to the
Lloyd’s List Podcast via iTunes and most other
podcast providers. And make sure you are
registered for a free account on Lloydslist.com so
you can receive our invaluable Daily Briefing e-mail.

We welcome your feedback and story suggestions for
the podcast, so let us know what you think by
emailing editorial@lloydslist.com.

WHAT TO WATCH

South Korea probes shipowners after
coal trades with North Korea

THE owners of 14 unidentified ships face legal
action for transporting North Korean coal to ports
in the Russian Far East and on to South Korea.

Following statements issued on Friday by South
Korean customs officials, prosecutors have been
ordered to indict the heads of three South Korean
companies accused of breaking sanctions to illegally
import $5.8m of North Korean coal between April
and October 2017.

“The firms appear to have illicitly brought it in
expecting big trading margins after the prices of
North Korean coal had dropped due to the import
ban,” Roh Suk-hwan, deputy commissioner of the
Korea Customs Service, told a news conference,
according to Reuters reports.
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The agency said it would press charges against the
firms and individuals involved for violating the
customs law and forgery of private documents.

Details of the companies have not been released,
however the specific example of the Belize-flagged
general cargo vessel Jin Long was cited in the
statements.

According to South Korean investigators, in October
2017 a shipment disguised as Russian coal was
allegedly transferred to Donghae, a port on South
Korea’s east coast, by Jin Long.

Jin Long is owned by a Chinese registered company,

Hai Tong Shipping Company Limited, according to
Lloyd’s List Intelligence.
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The results of the investigation by the South
Korean customs officers follows recent reports
indicating that North Korea’s use of illicit ship-to-
ship transfers of petroleum products has
“increased in scope, scale and sophistication”,
according to a UN report on the effect of
sanctions against the country.

UN experts said North Korea was turning off
vessels’ automatic identification systems, as well

as disguising ships and using smaller vessels.

The accusations were made in a report investigating
whether North Korea had stopped its nuclear and
missile programmes, which violate UN sanctions.

Earlier this year, Taipei prosecutors detained a

Taiwanese national suspected of helping North

Korea to transport coal to Vietnam using a ship
leased from China.

Intertanko calls on governments to deal with

unsafe bunker fuels

INTERTANKO has called on national governments
and authorities to clamp down on bunker suppliers
that provide contaminated fuels, saying that a
similar issue could occur when the International
Maritime Organization’s new bunker limits take
effect in 2020.

The industry body, which just issued a critical
review that assessed the damage caused to
hundreds of ships via contaminated bunker in
the past five months, said the onus is on
government authorities to “take the appropriate
action to stop fuel oil suppliers providing unsafe
bunkers”.

Based on feedback from the industry group’s
members, contaminated fuels have been
delivered to their vessels in Houston, the
Caribbean, Malaysia and Singapore.

Lloyd’s List reported the problems with
contaminated bunker fuels showed up in the form
of the sticking and seizure of fuel injection system
components and the blocking of fuel filters.

There appear to be at least two different kinds of
contamination involved, as some showed
evidence of chemical waste related to bisphenol
manufacturing while others were related to
bio-derived contaminants including Tall oil, a
bi-product of the timber industry.

“This is not the first time that contaminated fuels
have been supplied to ships, so it should not be a
surprise to authorities,” Intertanko said in a
statement.

“Contaminated fuels were supplied to ships in 2007
and 2013, also from the same ports in the Houston
area.”

The organisation stressed that the concerns from
owners are genuine rather than an attempt to delay
the IMO 2020 regulations in any way as some
governments suggsted, while lashing out on some
authorities’ apparent ignorance.

“It is relevant for ship owners to express concern,
considering that authorities may well show a similar
lack of interest once the new 2020 low sulphur
blends are released in the market and may prove to
be incompatible with systems on board,” the
statement said.

“Intertankdo believes that authorities and
governments must take action and assume their
responsibilities, at least to set up and oversee
investigation mechanisms in case fuels delivered in
their ports expose ships, their crews and the
environment to serious risks.

“Fuel blenders and fuel suppliers should be required
to fully warrant the quality of their fuels.”

OPINION

A party for one ain't no fun

IBM and Maersk have made much of the partnership
they have formed to promote blockchain as an open
solution to solve many of the problems in the
logistics supply chain, writes our Containers Editor
James Baker.
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And they deserve credit for making the effort with
the launch of TradeLens. There are many areas of
documentation, reporting and recording of
transactions, bills of lading, hazardous goods and
customs clearance in which blockchain is a
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technology whose time has come. Global trade could
be made more efficient by the effective use of
blockchain-based technology.

They have also done well to bring on more than 9o
partners as early adopters in their programme trial.

The list includes port and terminal operators, freight
forwarders, beneficial cargo owners and even a few
customs agencies. There is just one other carrier
involved, Pacific International Line.

For the terminal operators et al, the maxim that “no
one ever got fired for buying IBM” resonates here.
Maersk is the world’s largest container line and can
put a lot of business the way of its partner
organisations. If you're going to do a blockchain
trial, who better to do it with than the 8oo 1b
gorilla?

But the lack of other carriers in TradeLens, other
than PIL, means that despite its efforts to pull
together an industry consensus and set a global
standard, this could end up being used only by
Maersk and its customers. And those customers

— the ports, terminals, BCOs and freight forwarders
— will have to have separate systems for other
carriers’ efforts to do the same thing.

The container shipping sector needs a blockchain,
not a series of blockchains. It should be a shared,
open ecosystem where shippers, BCOs, terminals

and all the other parties involved in the supply chain
can share the advantages of using the technology
with all container lines. Then there would be a real
benefit to everyone.

Ironically, IBM, the technology company Maersk has
partnered with, should know. Back in the 1980s it
was the gold standard of personal computing.
“IBM-compatible” was a label applied to brands that
wanted to show their interoperability.

This was partially because a young upstart company
from Seattle offered a computer operating system
that could be used on any computer using IBM’s
architecture. In the end, computer “clones” became
so cheap that IBM got out of the PC business
altogether, and Microsoft, the upstart from Seattle,
went on to define the standard for computing. What
IBM left behind was an entire ecosystem that let
personal and small business computing explode into
what we know now.

Other global carriers, rivals to Maersk, have
expressed scepticism over joining Maersk’s
blockchain party. They rightly fear their competitor
setting standards to which they would have to
adhere and have suggested instead a collaboration
between all carriers to establish a global standard.

Perhaps there is still room for something to emerge
that is “Maersk-compatible”, but until then Maersk
could end up dancing with itself at a party for one.

ANALYSIS

The Interview: Stephen Seymour

WHEN Virde Partners — jointly with Oak Hill
Advisors — picked up a $1bn slice of shipping debt
from Deutsche Bank earlier this year, most ship
finance observers probably suspected the worst.

Maybe the buyers were anticipating an upturn in
vessel values, giving them a motive to foreclose.
Or maybe they intended to slice up the package
for resale in some kind of collateralised debt
obligation.

But neither course of action would make for a
happy outcome for the owners at the sharp end,

we all assumed.

Actually, it’s not like that, according to Varde
managing director Stephen Seymour. In a niche
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in which good news stories have been few and far
between for the last decade, what is about to
happen might even qualify as a good news story.

Varde has been an investor in shipping since its
inception 25 years ago, and has already taken
positions in assets, debt and private equity, he
stressed. It is even a shipowner in its own right,
owning two very large crude carriers and a number
of feeder boxships. And there was another debt
portfolio earlier this year.

That has given the firm experience of what it is like
to own ships, to work with managers, and even to
borrow, and it has obviously clocked the cold
shoulder that many owners have been getting from
many banks.
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As a result, it has taken the decision to become a
prominent provider of capital for an industry that
has not found it easy to get its hands on cash over
the last period.

“We have had a sustained commitment and an
interest in this industry,” Mr Seymour insisted.

“As part of our longer-term ambition in the sector,
we recognise that the shake-out is more of a
structural change, and our longer-term positioning
is to be a provider of alternative capital to this space.

“We understand the full 360 of what it means to be a
shipowner and to be looking for finance in this
space. The portfolio acquisition is one leg of that,
asset ownership is another, and the other is primary
lending.”

About three years ago, he continued, Virde became
convinced that opportunity was knocking, Since
then, it has since built a shipping specialist team in
London.

In a demonstration of earnest, it has even retained
former Lloyd’s and DVB man Bart Veldhuizen as a
consultant, to advise on shipping activities.

“He has been brought in to help us navigate. The
thing that I am not is someone who grew up as a
fifth-generation shipowner,” Mr Seymour
commented.

“These are waters we want to navigate well, and to
navigate with people who have more experience
than we do, so Bart has been brought on to help us
with all of our activities.”

What about the deal at hand? Mr Seymour
confirmed that the Deutsche debt was not ‘toxic’, as
it has been described elsewhere, but rather made up
of a mixed bag of loans.

“I don’t think I'd use that word in describing this
portfolio, at any point in time. I would describe it as
a mix,” he said.

“Obviously, the asset side of things is in a better
position than it was two or three years ago,
especially if you are thinking about containers and
bulkers.

“There is not as much toxic debt out there in the
market today, it is performing better and this is
more a reflection of that.”

While refusing to discuss specifics — including
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rumours that have been circulating as to exactly
which shipowners are included in the package — he
did acknowledge that there are some household
names in there.

As to pricing, Mr Seymour was again not
forthcoming. But unsuccessful bidders for the
package have told Lloyd’s List that Deutsche was
basically seeking to offload performing loans at a
discount, which is one reason many sniffed around
the transaction.

With bids of 85-90 cents on the dollar rejected, the
market assumption is that Varde and Oak Hill
swung the deal at a price in the low 9os.

Factor in a fair discount, the London Interbank
Offered Rate and the margin on top, and it all stacks
up to a reasonable proposition.

“We are happiest when we sit back and the loans
reach maturity or are repaid earlier. That’s fine,” said
Mr Seymour.

While a degree of nervousness on the part of those
who see their lender changed without any input into
the decision is perhaps understandable, the
investment thesis is entirely different.

Whatever the sins of other funds, there is no
question of slicing and dicing and then securitising.

“That has been part of the way funds have
participated. We are mindful of that and that is
certainly not our approach, not the way that we are
thinking about this investment.

“Where the loans are not performing or in
restructuring, what we have and what we bring to
the table is that banks are exiting the business. They
don’t have as much flexibility, basically.”

For instance, banks must meet regulatory
requirements and sometimes cannot extend
repayment beyond a certain maturity. Varde at least
has the option of taking a different view.

“We have more arrows in our quiver in terms of
what we can bring to the discussion with the
borrower. We are here to pick up the phone and talk
with them, and see what the right way is to work out
the loan.”

Mr Seymour declined to get into the specifics of
Varde’s source of funds, as a private equity investor.
But, he recapped, Varde will own the loans, service
the loans, and be the interface with the borrowers.

Page 6



And — what’s more — it can even be approached for
new business.

“We are not looking to compete with the banks, we
don’t have the capital. Borrower X might always
choose to have a blue-chip bank name lending at the
rate they are used to.

“But where the banks have moved out of the market,
we see an opportunity for firms like us. This is really
about thinking where opportunity is for what we call
alternative finance for shipowners.”

Even so, lots of funds have thought they ‘saw an
opportunity’ over the last few years, and many of
them have ended up with badly burned fingers. So if
Varde is approaching the shipping industry with
more confidence, is it perhaps calling the bottom of
the market?

“Calling the bottom is a graveyard for many
financial investors as well as shipowners. Our
approach is not really about calling the bottom, it is
more about seeing the structural change in the
market.

“[The market] has been low. It is somewhat higher
than it was previously, at least in certain segments.
What we want to move away from is cyclical bets,
and to move towards a structural investment thesis.”

But what we have seen over the last period is an
accelerated retreat from shipping by many

traditional lenders, with bank after bank merging
standalone shipping departments in with other
areas, or simply shutting it down altogether.

There are even those who see ship finance as
basically an Asian game from here on in. But Mr
Seymour partly demurs.

“Banks will obviously continue to play a very strong
role. It depends on the bank. Certain banks have
made a strategic decision to exit the business
entirely, certain banks have made a strategic
decision to continue, but in a more discriminating
fashion, by who their clients are or by certain types
of vessels, or what have you.”

Across the board, he expects to see pricing continue
to increase on all types of loans, if only because of
the increased capital cost of lending the money.

“I wouldn't say it is the sun setting on shipping
banks: it is more that there are enough stars in the
sky, so that there is something else for folks to go to.

“The fact remains that this is a massively capital-
intensive industry, and in order to finance that,
banks and other new entrants like the Asian leasing
companies are there.

“We have been investors in shipping for 25 years,
which means we have had some good outcomes and
some bad outcomes. It is not that we haven’t seen
what happens if you get timing wrong.”

Djibouti ports boss defends Doraleh

confiscation

THE head of Djibouti’s ports authority has defended
his country’s controversial decision to seize full
control of Africa’s most advanced container
terminal, effectively stripping DP World of its 33%
stake.

The confiscation came earlier this year, and has
since been challenged in the London Court of
International Arbitration, which recently found in
favour of the powerful Dubai-owned ports
multinational.

Djibouti responded by doubling down, refusing to
recognise the tribunal’s jurisdiction, and offering
instead to buy out the Doraleh concession for
compensation in the order of $500m instead.

But Aboubaker Omar Hadi, chair of the Dubai Ports
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and Free Zones, insisted in an email to Lloyd’s List
that the contract was cancelled last February
because of “poor results and severe irregularities”
that threatened Djibouti’s national interest and
sovereignty.

“Ten years after the inauguration of the terminal,
the facility is half empty. Therefore, we are
deeply convinced that DP World was not
interested in business development in Djibouti,
but only had the objective of freezing the
position,” he went on.

“Since we have taken back the control of DCT, the
Republic of Djibouti and the Djibouti Ports and
Free Zones Authority have always insisted that we
are open to negotiating a fair compensation with
DP World, in line with international law.”
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DP World declined to respond. However, in earlier
public statements, it has made clear that it feels it
took entrepreneurial risks in bringing Doraleh’s
facilities into the 21st century.

It has also highlighted the recent LCIA ruling, and
an earlier LCIA ruling, which described the
concession as “fair and reasonable”.

As lawyers with experience of similar cases told
Lloyd’s List yesterday, the LCIA rulings are probably

From Brexit to Djibouti,
economic nationalism

READERS working in the industry in 2006 will no
doubt recall the footling nastiness on display when
the US banned DP World taking over the
management of six of its ports. And what a shameful
episode that was.

Never mind that the terminals had long been
controlled by foreign interests, namely Britain’s
P&O Group, which the Dubai-based multinational
port operator was then in the process of
purchasing.

In the paranoia that prevailed after 9/11, the idea of
Arabs running the show in New York, New Jersey,
Philadelphia, Baltimore, New Orleans and Miami
proved too much for many politicians.

The controversy even split families: New York
senator Hillary Rodham Clinton numbered among
the foremost opponents of the deal, even as DP
World put her husband Bill on an indubitably
handsome retainer to lobby on its behalf.

Fast forward 12 years from this vulgar display of
nickel-and-dime racism, and DP World finds itself
once more in the firing line.

Obviously, there is no Islamophobia at work this
time round. But even so, Djibouti’s decision to
confiscate DP World’s 33% stake in Doraleh
Container Terminal — arguably the best box
terminal on the continent — appears to us to be

unenforceable on the ground for as long as the
government refuses to play ball.

DP World may have been motivated to seek the
judgments largely to bolster its hand in negotiating
compensation, they added.

Meanwhile, last month saw the opening of a
Chinese-backed free trade zone in the country, in
which China Merchants Group and Dalian Port
Authority have an interest.

shipping must decry

fuelled by naked economic opportunism.

This is expropriation of the worst quasi-Stalinist ilk.
DP World invested in, designed, built and for over a
decade operated Doraleh. As the London Court of
International Arbitration recently ruled, it is entitled
to see the full term of the concession out.

Djibouti maintains that the seizure is in the national
interest; in the long run, this will not be so. It has
effectively flagged itself up as a dangerous
destination for those making major foreign direct
investment decisions.

In an email to Lloyd’s List, Aboubaker Omar Hadi,
who chairs the country’s port authority, justified the
action in the name of ‘taking back control’, a slogan
that will have an unwanted resonance to many
weary British ears.

There is a theme emerging here. Shipping is a free
trade industry, and needs a free trade world in which
to prosper.

Whether we are discussing the largest economy in
the world, a European middleweight about to ditch
its natural trading partners, or an African emerging
market, a retreat into economic nationalism is in no
one’s best interest.

DP World is right. Djibouti signed the deal, and now
should live with it.

IN OTHER NEWS
Hapag-Lloyd slumps to $115m lossin  weak rates and rising costs,
first half particularly for fuel.

HAPAG-Lloyd has slumped to a
half-year loss of €100m ($115m)
as it continues to struggle with
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Despite earnings before interest,
tax depreciation and

amortisation improving to
€425m, up €61.4m on the
corresponding period last year,
net losses increased from
€58.2m to €100.9m.
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The company said the increased
losses were driven by "ongoing
intense competition" and only
partly compensated for by
synergies coming from its
merger with UASC.

The loss comes despite revenues
rising by €900m to €5.4bn during
the period, with volumes
increasing by 39% to 5.8m teu.
But the average freight rate
achieved fell to $1,020 per teu.
Like-for-like figures, stripping out
the effect of the UASC merger,
give a volume increase of 3.9%
and a slightly higher average
freight rate than last year. But in
the same period, average bunker
prices are up. Bunker prices were
up 23% to $385 per tonne.

Yang Ming completes second quarter
with bigger losses

YANG Ming Marine Transport has
seen its losses widen in the
second quarter, having suffered a
double blow from higher bunker
expenses and lower freight rates.

The Taiwanese carrier reported a
net loss of $T3.8bn ($124.1m) in
the three months ended June 30,
compared with a $T445.1m loss
during the same period in the
past year.

The latest shortfall was also
bigger than the net loss of $T2bn
seen in the first quarter, and
came despite improvements in
revenue and liftings.

Total revenues in the second
quarter edged up 1.1% to
$§T33.6bn, while lifting volume
increased 11.8% to nearly 1.3m
teu. However, Yang Ming's
operating costs went up by 12.7%
to $T35.6bn, exacerbated by a
surge in bunker prices. The
company said it saw average fuel
prices jump by about 25% in the
first half of this year.
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Hellenic Bank grows ship finance
book with largest loan

A TERM facility of $50m that
Hellenic Bank has provided to
First Ship Lease Trust is the
bank's largest transaction since
entering the ship finance market
two years ago and reflective of a
recent leaning towards the tanker
sector.

Markus Wenker, head of ship
finance for the Cyprus-based
bank, told Lloyd's List that the
deal represents a “fairly big
ticket" for the bank and Hellenic's
‘sweet spot' for loans remains in
the $5m to $25m range.

However, the FSL transaction,
undertaken in a partial
refinancing of the Singapore-
listed shipowner, is secured on 14
different ships, seven of which
are also bareboat-chartered to
third-party charterers, providing
a spread of security.

Hellenic intends keeping the
entire loan on its books. “There is
no intention to syndicate it," Mr
Wenker said.

EuroDry beats Wall Street estimates
in first results after spin-off
EURODRY, the Greece-based
bulker owner, has said it expects
to continue the performance
shown by its positive debut after
it posted a profit in the newly
listed company'’s first results
following its spin-off from
Euroseas.

The owner posted a net income
of $0.5m for the second-quarter,
compared with a small loss in the
same quarter a year ago when
the dry bulk activities were a
division of Euroseas.

Adjusted earnings per share of
$0.16 easily beat analyst
expectations of $0.06 per share.

Profitability should continue “and
even further improve in the next
couple of quarters”, said
chairman and chief executive
Aristides Pittas.

Sinotrans Shipping posts
expectation-beating results in first
half

SINOTRANS Shipping, the bulker
and containership unit of state-
owned Sinotrans & CSC, has
reported a stronger-than-
expected performance in the first
half of 2018 as freight rates
improved.

The Hong Kong-listed company
reported a 400% surge in net
profits to $40m in the six months
ended June 30, beating analysts'
estimates, according to a note
from CICC research. Total
revenues stood at $497m, a slight
decline of 0.7% that was mainly
attributable to the dry bulker
operations.

Revenue from the dry bulker
business fell 12.1% to $211.8min
the first half, owing to the
reduction in voyage charter hires
and in the number of chartered-
in vessels, Sinotrans Shipping
said.

But the segment's profit
(excluding corporate expenses,
depreciation and amortisation,
finance income and expenses)
soared 281% to $24m, backed by
a 30.6% increase in average time
charter equivalent rate to
$12,430.

GasLog donates $500,000 to
orphanage caught in Greek blaze
GASLOG, the Monaco-based
liquefied natural gas carrier
owner, has pledged $500,000 to
help an orphanage ravaged by a
horrific blaze on the outskirts of
Athens as entities with strong
links to the national shipping
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community add to an outpouring
of aid and empathy for victims of
last month's Greek wildfires.

The donation, announced as the
death toll from the fires climbed
to 93, will assist the Lyreion
orphanage, a non-profit facility
supervised by the Greek church
on the outskirts of the seaside
village of Mati, which suffered the
deadliest of the fires. Its
buildings and property, including
vehicles for transporting its

children and farming its land,
were burned in the disaster.

The Stavros Niarchos Foundation
is making a new €25m grant to
the Hellenic Fire Department to
contribute to maintenance and
potential procurement of
equipment as well as training.
The foundation is a past donor to
the national fire service with prior
support totalling €19m, including
provision of a Super Puma
helicopter that was heavily used

in fighting the recent fires.

The Onassis Foundation pitched
in with €5m for families who have
suffered, to cover urgent needs in
collaboration with the state and
to help rebuild affected areas.

The John S. Latsis Public Benefit
Foundation also announced a
$5m donation to the special
account opened by the Ministry
of Finance to help fund relief
efforts.

For classified notices please view the next page.
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Why Enter?

We recognise the highest levels of innovation, leadership and
success in the region. A Lloyd’s List trophy in your reception area

or the trusted Lloyd’s List logo on your marketing materials will
indicate to clients you are best in class, highlighting your endeavour
to enhance the business of shipping.

To view the 2018 categories simply visit: lloydslist.com/samea_categories

Or get in touch to discuss how we can help you:

Jo Kirkpatrick

. @ jo.kirkpatrick@informa.com
> R)eraednlltrr]ieeS' @ +44(0)207 017 7180

30 August, 2018

Winners will be announced at
Palazzo Versace Hotel, Dubai on
Tuesday 27 November, 2018

Just Some of the benefits of
entering the Lloyd’s List Awards:
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Industry Win New Attract Boost Team Publicity PR Gold
Recognition Business Talent Morale

Sponsored by:
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' ABU DHABI SHIP BUILDING
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A front row seat for
your entire team

Corporate subscriptions customised to your business.

We validate and filter information from hundreds of sources,
providing your team with trusted insight.

To find out about tailored subscription packages,
speak to one of our representatives

+44 (0) 20 3377 3792 | subscription.enquiry@lloydslist.com
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