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The return of ship financiers
— at a price

THERE IS MONEY for shipping — it just depends on how you get it,
and how much you are willing to pay.

In the past few years, the big picture has been one of European banks
withdrawing and Asian financiers marching forward. This has
culminated in Marine Money’s latest ranking, which saw the Export-
Import Bank of China replacing DNB as the world’s largest shipping
lender in 2017.

But this change is structural rather than cyclical.

With improved market conditions in the main cargo-carrying sectors
this year, financiers, regardless of where they are based, have become
generally more willing to sit down and discuss with shipping
companies.

In fact, if it can be achieved, European debt financing remains the top
choice of many in shipping. Their terms and rates tend to be more
competitive, and interactions more sophisticated and professional.

They might well make a comeback this year, having refinanced their
balance sheets and forecast lower risks in shipping due to recovering
freight earnings.

Bill Guo, shipping head of ICBC Leasing, China’s top lessor, has
lamented the difficulty in finding quality deals amid growing
competitive terms offered by European banks to his potential clients.
Japanese tax investors are expected to provide more ship financing via
operating leases this year, but only 3% more from the 2017 level.
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That said, there has apparently been more
willingness among lenders to co-ordinate rather
than to compete with each other head-on.

DNB’s global head of ocean industries Kristin Holth,
whose bank slid to fourth place in the Marine Money
ranking, has stated it would be more important for
her to help her clients find the capital they need
rather than to simply provide capital. And that
involves working with other financiers.

In many ways, European banks are becoming
deal facilitators while Asian investors put the money
in.

A prime example is Crédit Agricole, which has spent
years familiarising itself with structuring so-called
JOLCOs — Japanese Operating Leases with Call
Option.

Even when Dr Peters, the former German KG
powerhouse, announced its ambition in fleet
expansion, its top executive hints the initiative will
likely be driven by foreign funds rather than
domestic retail investors.

Still, shipowners would be mistaken for thinking the
market is awash with cheap credits.

For one, absolute financing costs have risen in line

with the London Interbank Offered Rate.

Having had their fingers burned earlier this century
regarding ship funding, financiers now have a
tendency to fund companies with good credit
profiles — in other words, they can be selective.

Of course, those with funding requirements can
also turn to capital markets.

But the issues are similar: bonds are not exactly
cheap for shipping companies, which are generally of
non-investment grade or are unrated; equity is
drawing more buying interest from retail investors
in recent quarters, but their reason for entry — low
asset values — is also why shipping companies are
reluctant to sell.

The results of GoodBulk’s initial public offering,
the first in the US since June 2015, should provide
some gauge on stock investors’ appetite in shipping.

In sum, there is a lot of capital out there. And there
are a lot of requirements for them — even if
shipowners are prudent enough not to place
speculative orders, investments in new equipment to
meet tightening environmental regulations are
necessary in many cases.

It is just a matter of finding a good match.

WHAT TO WATCH

Bullish bulker owners unfazed
by trade wars and regulations

CHINESE and Indian demand for commodities and
small fleet growth will support dry bulk shipping
markets this year and next, despite increasing
market volatility triggered by trade wars and new
regulations.

This is the takeaway note from a panel discussion
during Marine Money Week, where most owners
have struck a bullish tone despite the fact that
supply disruptions have plagued bulker earnings for
much of this quarter.

Chinese and Indian demand for thermal coal will
remain strong due to rising power consumption, and
China’s coking coal and iron ore requirements are
still healthy with steel mills ramping up output,
some owners said.
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“The steel industry has a lot of impact on dry bulk...
Chinese steel mills are still making a lot of money”
so they need raw materials, said Navios Corporation
vice-chairman Ted Petrone.

China’s crude steel output reached a record high of
81.1m tonnes in May, up 6% on the month and 9% on
the year, according to Deutsche bank, citing data
from the country’s National Bureau of Statistics.

In addition, China will continue to increase usage of
iron grade iron ore that is mainly produced in Brazil,
boosting tonne-mile demand, 2020 Bulkers
chairman Magnus Halvorsen said.

Regarding vessel supply, data from Lloyd’s List
Intelligence showed the total bulker orderbook
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accounted for 12.5% of the existing fleet as of early
June — an acceptable level.

“This is going to be a great future for dry bulk,”
Guardian Navigation chief executive Aadel Shaaban
said.

The US has imposed tariffs on imports of certain
goods from China, Europe and other countries in
recent weeks, prompting retaliatory measures.

However, while the trade wars could disrupt cargo
flows in the short run, as evidenced by the diversion
of some China-bound vessels carrying US sorghum
following Beijing’s imposition of tariffs on the grain,
most bulker players on the Marine Money Week
panel did not expect any long-term negative impact
from them.

Bulkers owners could even take a cautious stance in
ordering newbuilding ships due to fears over
escalating trade tensions, which would curb vessel
oversupply, Safe Bulk president and director Loukas
Barmparis said.

“Traditionally, the problem with dry bulk is not related
to demand, but oversupply,” Dr Barmparis said.

Mr Petrone said: “Overall, trade tariffs aren’t going
to have a major impact on dry bulk. They tend to
have more impact on finished goods.”

In addition, some bulker owners expect the
International Maritime Organization’s stricter
requirements on the sulphur content of bunker fuel
from 2020 will lead to uncertainty in charter
markets, as the vessels with scrubbers or more
fuel-efficiency could yield higher returns.

Navios has recently noted an increase in interest
from charterers for period deals that last two to
three years, taking the charter periods beyond 2020,
with clients seeking to manage the period of
adjustment to the new rules, according to Mr
Petrone. This is positive for period charter rates, he
added.

“They want to cover,” he said. “We can see a very
positive impact from IMO 2020 on the market.”

IMO 2020 to benefit product tankers,

say owners

THE International Maritime Organization’s new
bunker rules will create incremental demand for
product tankers, with marine gasoil expected to
replace high-sulphur fuel oil as the main bunker
fuel, a Marine Money forum was told.

In an earlier analysis, Lloyd’s List has predicted

new flows of oil products after the global sulphur
limit of 0.5% takes effect from 2020, as the main
production centres for MGO are different from those
for HSFO.

“There will be big dislocation [of products] across
the world,” said d’Amico International Shipping chief
executive Marci Fiori, adding that product tankers

— which carry MGO — form the sector most likely to
benefit.

The incremental post-2020 MGO flows will likely
emerge from India, China, Russia, the US and the
Middle East to Singapore, Fujairah and Europe,
according to the Lloyd’s List analysis. Singapore, the
world’s largest bunkering port, is expected to
transform into a major MGO import centre from
HSFO import.

Overall, the demand swing to MGO could be as
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much as 3m barrels per day, based on Maritime
Strategies International’s forecast.

Asia will need to keep all clean products within the
region come 2022, in part to meet the bunker
demand, according to an International Energy
Agency report. Clean product flows from either the
Middle East or the Atlantic Basin will double from
their 2016 level.

“The structural demand is to move to MGO,” Team
Tankers International chief executive Hans Feringa
said.

To solve the complicated oil logistics issues, “we are
going to see a lot of more tonne-miles to send the
right fuel to the right place at the right time”, Mr
Feringa added.

While the emerging MGO flows are expected to
utilise various sizes of ships, Ardmore Shipping chief
executive Anthony Gurnee predicts demand for
medium range vessels alone will be boosted by 5%
globally.

“The real story for IMO 2020 is tonne-mile demand
for MGO,” he said.
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The Interview: Anselm Gehling

DR PETERS once built the largest German-
controlled tanker fleet on the back of retail investors
and the KG system. Now, it is coming back with a
vengeance.

The Dortmund-based investment group, which
manages 13 tankers, nine multipurpose (MPP)
vessels and one capesize bulker, is planning to
double or even triple its managed fleet size, chief
executive Anselm Gehling told Lloyd’s List in an
exclusive interview.

“We are seeing some opportunities in tankers,
MPPs, and probably in dry bulk,” Dr Gehling said.

Having attracted large amount of investment earlier
this century, Germany’s KG retail, tax-free funds
have mostly collapsed following depressed shipping
markets in the immediate period after the financial
crisis.

While not immune from the wave of KG
bankruptcies earlier this decade, Dr Peter still
manages some vessels owned by this type of fund
and continues to offer KG funds to German retail
clients.

However, for the planned expansion, Dr Gehling
said his company would prefer to enlarge its fleet via
entities with larger portfolios compared with asset-
backed KGs that often have just one or two ships.

“On a corporate basis, you can better show risks
indication as corporate entities usually operate a
number of vessels... That makes much more sense,”
Dr Gehling said.

Historically, 90% of Dr Peters’ business has been
asset finance and 10% corporate finance. “Now we
aim for 50% asset and 50% corporate,” Dr Gehling
said.

Targeting institutional clients and family businesses
while growing its global footprint, Dr Peters has
been designing investment products with cycles
between five to seven years. It can often take
5%-10% equity in vessels.

“We are an investment manager and asset manager.
What we like is full professionalism — that means to
analyse the markets and the worldwide fleets,” Dr
Gehling said.

“That’s our strategy in shipping.”
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The focus of Dr Peters’ fleet expansion will be on the
crude tanker and MPP sectors, where it sees the
most attractive asset values and strongest upside in
earnings.

While crude carriers’ earnings are in the doldrums,
Dr Gehling expects heavy scrapping in the next one
and two years with the International Maritime
Organization’s new ballast water treatment and
bunker regulations coming online. This will reduce
oversupply of tonnage, he said.

According to Lloyd’s List Intelligence, 9.2m dwt of
crude carriers have been demolished this year,
compared with a similar amount for the whole of
2017.

With investments for scrubbers and ballast water
treatment systems for each vessel costing $5m, Dr
Gehling has predicted many vessels aged 15 or above
will likely be sent to junkyards. Five on its tanker
fleet in that age group will see similar fates, he
added.

“There is no point investing in them,” Dr Gehling
said.

As for its investments, Dr Peters will target very
large crude carriers no more than five years old,
reckoning their asset values are so low that they can
offer 10%-15% returns in an investment cycle.

Data from VesselsValue showed a five-year-old VLCC
was valued at $64.1m on Tuesday, up just 0.8% from
the level seen in early 2018.

However, even as newbuilding prices remain low, Dr
Gehling said his company would refrain from
placing orders. Speculative orders in 2014-2015 led
to the collapse in earnings this year, he added.

As for the MPP sector, Dr Gehling believes freight
earnings will increase for four to six years even

though there won't be explosive growth.

“We have zero overcapacity [in the sector]. The
orderbook is more or less zero,” he said.

Dr Peters has set an overall fleet size target at 40-50
vessels. But “we may go faster in MPPs”, Dr Gehling

said.

“In the end we may be talking about 60-70 vessels.”

Page 4



OPINION

Viewpoint: A bridge too far

IT MAY appear to be one of those ‘summer stories’
verging on fake news, but a worrying amount of
interest seems to have been generated by UK foreign
secretary Boris Johnson’s suggestion for a fixed link
across the Irish Sea, writes Michael Grey.

Employment, the enhancement of trading links and
clear political advantages were cited as arguments
for a bridge across the North Channel.

After his failure to promote the ill-fated Boris Island
London airport scheme and a certain lack of
enthusiasm within London for his traffic-stifling
cycle lanes, the foreign secretary might be looking
for a more substantial legacy in the shape of a Boris
Bridge.

It may be designed as a distraction to move the
Brexit debate on from its Irish border roadblocks.
But to those who recall the preliminary skirmishes
regarding other fixed links, there are certain
similarities.

Fixed links, being massive civil engineering projects,
will always attract enthusiastic approval from those
who might be involved in building it. And if you are
in the business of supplying cement, steel and the
whole supporting infrastructure of a fixed link, it
looks attractive indeed.

Furthermore, the commercial justification for such
an edifice can always be ‘proven’ in the shape of
optimistic traffic projections that will conclusively
demonstrate that the usage and trade growth will
swiftly pay down the stupendous costs.

The eventual reality showing (alas, after the thing
has been constructed) all estimates to have been
ridiculously overgenerous, will be a matter of being
wise after the event.

Similarly, the cost of building the thing will be
several multiples of the original estimate and if
financed by anyone other than governments, will
result in all investors ending up deeply disappointed.

I am reminded of a conversation in the early 1980s
with the then chief executive of the Port of Dover,
who gloomily pointed out that if there was political
will, technical capability and some optimistic traffic
projections, and if enough people could be
persuaded to invest, a fixed link between France and
England was done and dusted.
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The Anglo-French treaty was signed with due
ceremony shortly after. There is no doubt that the
same sort of conversations would have been taking
place in Denmark and Sweden, Japan and Turkey, to
name but a few celebrated fixed-link locations.

Perhaps there will be sufficient people around to
advocate caution, recalling the impossibility of
accurate estimating with civil engineering projects
of such magnitude, and how the first owners of the
great Eurotunnel were forced into a restructuring
that resulted in all losing their shirts.

It is also worth noting, not that this will dampen the
ardour of anyone with a few million tonnes of
concrete and steel to sell, that while the distance
between Antrim and Galloway might seem modest,
it can be one of the nastiest stretches of waters in the
world, with a wild microclimate and fierce tides.

Manifold advantages

One should also, at this early stage, reprise some of
the arguments that are always employed (invariably
in vain) pointing out the manifold advantages over a
fixed link afforded by ferries.

I looked through my records, but sadly was unable
to find my calculation that showed that for the cost
of the fixed link that was eventually excavated
between the UK and France, it would have been
possible to construct several hundred large and
luxurious ferries. Ferry design has moved on apace
since those heady days, but such a calculation does
help to put matters into perspective, once people
start chucking around enormous numbers.

The fact that ship designers can give anyone wishing
to move people or freight across the Irish Sea as
much capacity as is needed, with pleasing elasticity,
ought to be part of the initial conversations.

On the Irish Sea, it is also a fact that the ferries can
deliver their cargo or passengers at or close to where
they may wish to go, such is the variety of different
routes.

That ought to be another powerful argument for the
maintenance of a flexible floating road.

Any fixed link will not fulfil such a purpose,
menacing the commercial viability of the central and
even southern routes, as trade in transit moves
across the single link. It is also a fact that the
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availability of faster ferries and excellent cargo-
handling facilities in ports for containers ought to
make for a speedy and seamless movement between
the two islands, if the bureaucrats in Brussels do not
put too many artificial obstacles in the way.

If we are realistic, such a fixed link will probably
never get built, even if the engineering experts
emphasise its technical viability.

The politics will inevitably intrude, with the Scots
either vetoing such an ‘English’ project, or insisting
they keep all the toll money.

The arguments will rage on for years. The Welsh will
almost certainly raise objections and point to the far
more benign climate for a bridge starting in
Pembrokeshire, even though it would be a bit longer
a crossing. The civil engineers would probably be
unwise to start to stockpile cement and steel,
although there are plenty of more likely projects that
may be found to employ it.

One should not be too parochial, but another
Thames crossing in east London would be a useful
interim measure.

ANALYSIS

Who can China turn to for soyabeans?

INTENSIFYING trade friction between the US and
China looks set to disrupt the flow of soyabeans.

Last year, the US exported 32.8m tonnes of the
commodity, worth about $13.9bn to China.
Soyabeans are used as animal feed, and China’s
voracious appetite keeps growing, mainly due to an
increase in population and the rise of the meat-
eating middle class.

A series of tariff tussles between the two countries,
the latest round seeing 25% tariffs by China, will
likely see reduced volumes moving from the US.

But who can China turn to for alternative supplies?

“I don’t see China buying any substantial amount of
US soyabeans in the coming months,” said Jesper
Buhl, managing director of Danish grains-focused
analytics firm BullPositions.

Although the volumes supplied will not drop to zero
following the US harvest in October, Chinese buying
of US soyabeans will certainly slow down, he said.
As US prices declined, the effect of the 25% tariff
could be “somewhat eroded”, he added.

He said he expected volumes from the US to China
to drop to about 11m to 13m tonnes in the next
marketing year, leaving a total annual shortfall of
about 20m tonnes.

About 60% of exports occur in the fourth quarter,
which translates to a shortfall of 11m to 14m tonnes
in the final three months of the year.

“If the proposed tariffs are in place by late summer
2018, we expect China to scout the globe (in the
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fourth quarter and beyond) for alternative oilseeds
to keep Chinese consumers and domestic crushers
satisfied,” said Mr Buhl.

Brazil was the main supplier to China in 2017,
exporting 50.9m tonnes, from a total of 69m tonnes.

In the short term, China may be able to source an
additional 4m to 5m tonnes from Brazil, said Mr
Buhl, before the season in the southern hemisphere
ends.

But the South American country will “struggle to
significantly” ramp up exports to China in the
second and third quarters, given China’s already
dominant market share and a truckers’ strike that
blocked highways from the main agricultural region
to the ports in protest of high fuel costs, he said.

According to BIMCO’s chief shipping analyst Peter
Sand, Brazil exported a record amount of 12.35m
tonnes in May, but the level in June will likely be
sub-par due to the protests.

Brazil’s exports will therefore “not be high enough to
step in for the US exports”, he said, even if they
diverted all their spare production to China, which is
unlikely.

Chinese delegates at a recent International Grains
Council conference in London were certainly leaning
on Brazil, asking for assurances that the logistics
disruptions will not be repeated.

A London-based analyst suggested that Argentina,
Canada and Uruguay might be possibilities,
although they also might not have the capacity to
completely supplant the US volumes.
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Argentina exported a total of 7.6m tonnes last year,
of which 6.7m tonnes moved to China, the London-
based analyst said, leaving little spare capacity.

But the country has been hit first by drought and
then heavy rains during the harvest, leading to
lower expected output, and thus lower exports.

Canada exported 4.6m tonnes in total, of which 2m
tonnes was shipped to China, mainly from
Vancouver, the analyst said. That shortens the
tonne-miles versus US Gulf exports, which is
bearish for shipping.

Mr Buhl calculates that China could well buy 1m to
2m tonnes more of soyabeans from this source,
although that still leaves it with a shortfall.

Uruguay meanwhile exported 3m tonnes overall,
with 2.6m tonnes shipped to China, according to the
London-based analyst, with very little spare capacity
for additional shipments.

Russia mainly produces wheat currently, but it has a
long-term view to increase acreage for soyabean
production.

With a looming shortfall in the short term, China
may be looking for a quick and amicable resolution
to the trade spat with the US, as crushers in China
are certainly concerned about the availability of
soyabeans.

“The trade difficulties with China and the US can be
resolved in a short time depending on the two
countries’ efforts,” said Wang Xiaohui, deputy
director at China National Grain and Oils
Information Centre. “We don’t want to see this kind
of trade war. This is something we want to resolve.”

Jeffrey Xu, general manager of Overseas China
Investment, said at the IGC conference that China
imported 97m tonnes of soyabeans in the 2017/2018
marketing year and might seek 101m tonnes in the
next year, even as the pace of growth slowed.

He said the situation could still be managed, despite
the trade war that might hurt shipments.

China has plans to increase production of soyabeans
which could hamper demand for shipments in the
long term.

According to Banchero Costa, the country expects
output to rise by 9.4% to 15.3m tonnes this year as
the government encourages farmers to expand
acreage through subsidies.

A shift in policy away from corn planting in favour
of soyabeans will also help domestic supply.

China’s soyabean acreage is thus expected to
increase to 9.3m ha by 2020, up from 6.5m ha in
2015, Bancosta said in a note.

MARKETS

Tight LNG vessel supply prompts charterers
to seek longer-term contracts

THE continued tightness of liquefied natural gas
shipping markets has prompted cargo owners to
look at time chartering vessels for longer periods,
which runs counter to the recent trend of rising spot
trade, a Marine Money forum was told.

Over the past few years, the number of LNG
carriers involved in spot trading was increasing
due to large newbuilding tonnage hitting the water
and rising production leading to more spot cargo
trades.

However, charterers have lately started to seek to
secure tonnage for longer periods, due to fears about
missing chances to benefit from arbitrage trades
amid a lack of spot vessel availability, GasLog chief
executive Paul Wogan said.
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The development has come as spot charter rates for
LNG tankers spiked to $95,000 per day in the
Atlantic basin this week, according to Morgan Stanley
estimates, showing a counter-seasonal movement.

The rally is triggered by busy activity in fixing
vessels to ship cargoes to Northeast Asia, where the
LNG price has risen on the back of healthy demand
that is not often seen in the current season.

Citing data from Poten & Partners, Wells Fargo
reported dwindling near-term vessel availability to
just 11 ships across the globe, of which none were in
the Atlantic basin.

With LNG shipping markets set to experience a
persistent shortage of vessels amid rising cargo
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volume, Mr Wogan said charterers have begun to
request longer periods for time charters.

With rising US exports and China-led demand
growth, global LNG trade volume is expected to

grow by 11% in 2018, according to Clarksons data.

“They first want to cover for multi months, then

two to three years,” he said. “You start to see people
take multi-year contracts [as spot availability

decreases].”

The LNG shipping markets need an additional 77
vessels for the liquefaction projects due to come

onstream this year and next, based on the
brokerage’s estimates.

“People want to make sure they have long-term

access to those vessels.”

Earlier this week, GasLog Partners — the master

“We are in an extremely exciting market. The biggest
change is China’s rising imports,” Hoegh LNG

limited partnership sponsored by GasLog — won

a multi-year time-charter contract for the 2013-
built, 155,000 cu m GasLog Sydney from Cheniere

Energy.

president and chief executive Sveinung Stehle said.

With Beijing’s policy to replace coal with gas in
residential and industrial sectors, China’s LNG

imports grew by 46% to 38m tonnes in 2017.

IN OTHER NEWS

Chiwan Wharf to acquire China
Merchants Port

SHENZHEN-listed Chiwan Wharf
has made an all-share offer to
acquire a 38.7% stake in Hong
Kong-listed China Merchants
Port, as part of an internal port
asset restructuring of the state
conglomerate China Merchants
Group.

The stake is worth about
Yuan24.7bn ($3.8bn), CM Port
said in an exchange filing.

Chiwan will issue more than 1.1bn
of its shares in exchange for
nearly 1.3bn shares of CM Port
held by China Merchants
Investment Development, a
subsidiary of CMG.

Thenamaris orders LNG carrier from
Hyundai

THENAMARIS, the Greece-based
diversified owner, has confirmed
a single liquefied natural gas
carrier order at Hyundai Heavy
Industries.

The 174,000 cu m vessel is due
for delivery in 2020 and will be
Thenamaris' fourth LNG carrier.

The order comes after a gap of
seven years since its first one for
three ships at Samsung Heavy
Industries. Hull 3096 will have a
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GTT Mark Ill containment system
and XDF compulsion.

GasLog Partners agrees charter with
Cheniere

GASLOG Partners has agreed a
multi-year time charter with
Cheniere Energy for one of its
liquefied natural gas carriers
beginning later in the year,
marking the third such deal
within three months.

The 2016-built, 155,000 cu m
tri-fuel diesel electric GasLog
Sydney LNG carrier is currently
on charter with Royal Dutch Shell
until September, after which it
will be chartered by the Cheniere
subsidiary.

Chenerie can extend the charter
for two consecutive periods at
escalating rates, according to the
agreement.

Warnings issued as hurricane season
starts

THERE is a 35% probability of
above-average hurricane activity
in the Atlantic this year, risk
consultancy RMS has warned.

The chance of an average
season, which runs from June to
November, is assessed at 40%,
and a below-average season at
25%.

While the bulk of the bill for
hurricane damage will largely fall
to property casualty insurers, the
marine insurance niche is
potentially on the hook for
damage to ports, and vessel
losses caused by such storms.

TOP Ships agrees new $10m tanker
loan

TOP Ships, the Nasdaq-listed
tanker owner, has agreed
financing with a European lender
in connection with a product-
chemical tanker under
construction at Hyundai Mipo
Dockyard in South Korea.

The new senior debt facility of
$10.1m will finance five remaining
pre-delivery instalments due on
Eco California, scheduled for
delivery in January 2019, TOP
said.

The 50,000 dwt tanker has been
chartered to Shell Tankers
Singapore for at least two years
at a daily rate of $13,750 to
$13,905, plus 50% profit sharing.

Danaos agrees with banks on debt cut
in exchange for stock
CONTAINERSHIP owner Danaos
has agreed a “comprehensive”
debt restructuring deal with key
lenders after marathon
negotiations.
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The agreement will, among other  Chief among these are Danaos shareholder — and fellow Greek

measures, wipe $55Tm from the Investments Limited, or DIL, a shipowner George Economou,

company's debt pile, but comes trust entity linked to the who has been the second-largest

at a cost of significantly diluting ~ company's chief executive John  stockholder in Danaos since a

exiting shareholders. Coustas — that has long been previous restructuring several
the company's majority years ago.

For classified notices please view the next page.
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Sale by International Maritime Rules & Practices of one vessel

LNG/C MOURAD DIDOUCHE
IMO N°: 7400704 Capacity: 126.132 cubic meters

Request for interest and proposal

The LNG Vessel MOURAD DIDOUCHE is engaged for sale in compliance with

international rules and practices.

If you are interested by this sale, we invite you to send your interest to participate to the
tender by email for consideration to the attention of “Comité de la réalisation de la cession
du navire LNG/C Mourad DIDOUCHE at HYPROC SC to the following address :

ccme@hyproc.dz

After confirmation of your interest, you will receive the whole folders (Conditions of Sale,
MOA, Stability booklet, C form...).

Your offer shall be submitted by anonymous and sealed envelope, as per conditions of

sale

Limit date to receive the offers is fixed for July 15", 2018 at 04:00 pm, at Hyproc’s head
office.

Siége Social : ZHUN USTO - B.P 7200 Es-Seddikia 31025 Oran - ALGERIE - Tél : 213.41.82.15.15/82.16.16
Fax:213.41.82.12.12 Télex:21824 /21826 /21827 /21828
Divisions Opérationnelles : BP 60 Zone Industrielle Arzew — Oran 31200 — ALGERIE - Tél : 213.41.79.38.12
Fax :213.41.79.39.52 Télex : 12933/ 12935/ 12938 / 12944
R.C 010 3669/B /99 - E-mail : hyproc@hyproc.com
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The Next Generation
Lloyd’s List Intelligence Seasearcher

Do you want to identify new business opportunities ahead of your competitors?

With the Next Generation Seasearcher platform, you can use geospatial mapping tools to receive customised
alerts on global fleet port callings including vessel ETA’s. This means you can see which vessels are approaching
your locations and view their contact information to win custom before your competitors.

Seasearcher also shows you detailed ship characteristics, inspections and deficiencies, so you can anticipate the
needs of individual ships and reach out to vessels before they reach port.

The service allows you to view full vessel characteristics including:
» Physical dimensions

» Construction details

» Classification society

» Shipowner

» Vessel contact details

You can also view the deficiencies found during inspections to assess the revenue opportunity of the vessel.
When you need a granular view of all the components that make up a ships operational structure, you can rely
on Seasearcher to give you the most accurate and detailed data possible to win new business.

To find out more, please call +44 (0)207 017 5392,
email info@lloydslistintelligence.com or visit info.lloydslistintelligence.com
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