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Tanker owners may benefit
from US-China trade spat

EVEN AS THE trade talks between China and the US failed to reach
any breakthrough last week, there is one trade between the world’s two
largest economies still booming: crude oil.

This year is set to be the record year for US crude production and
exports, and China is sitting comfortably on top of the league of
seaborne US crude buyers.

According to Lloyd’s List Intelligence’s Apex team, China has imported
329,000 barrels of crude oil per day on average so far this year, much
higher than the second-placed buyer Canada’s 195,000 bpd. However,
this does not consider Canada’s imports by land.

Not only is China the largest buyer of US seaborne crude, but also the
country has also been steadily increasing its intake as the US raises
exports: China imported 167,000 bpd of US crude in 2017, up from
15,000 bpd in the previous year.

The trade dispute between Washington and Beijing has heated up since
March, but Chinese buyers are apparently unfazed. In April, the US
exported nearly 1.7m bpd, of which 792,000 bpd was destined for
China.

This is good news for owners of very large crude carriers, the
workhorse in long-haul trades. Furthermore, crude tanker markets
may be relatively immune from the trade spat.

China generally imports more than 8m bpd of crude, so US supply

accounts for less than 5% of its requirement. The world’s largest crude
importing nation can easily fill the supply gap from elsewhere, if
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Beijing decides to play hardball. This means there
will still be shipping demand.

On the other hand, even though China is by far the
largest buyer of US crude, the absolute volume
remains small. Sellers of US crude will not have
much trouble finding other destination for their
cargoes, creating pockets of shipping demand
elsewhere.

Moreover, if China and the US can somehow manage
to avoid a full-blown trade war, crude trade will
likely be part of a compromised deal.

One of Washington’s main goals during trade talks is
to reduce the US trade deficit with China, which
reached a record-high of $375.2bn in 2017. Based on

the current oil price, a VLCC cargo can easily cost
more than $130m, so oil trade will likely be an easy
tool to cut the deficit.

If the US asks China to buy more crude to cut the
deficit, Beijing likely will not have much of an issue.
And that would boost tanker demand.

“At the moment, US exports to China form a very
small part of global oil trade. So reducing it in the
next few months would not really have a very
material impact on tanker markets,” said Banchero
Costa’s head of research Ralph Leszczynski.

“But if this trade is to significantly increase because
of the compromise between the two countries, that
would have a positive impact on tanker shipping.”

WHAT TO WATCH

Shippers urged to prepare now

for US-China tariffs

AN ARRAY of solutions is available to help shippers
avoid the full impact of new US tariffs on Chinese
imports due to be implemented this summer,
according to one US customs expert, including ‘tariff
engineering’. But simply changing the origin or tax
code of imported products in a bid to ‘game’ the
system could lead to criminal charges.

Although the tariff threats issued by China and the
US have not yet entered force, and the two sides
could still pull back from the brink, shippers should
still be urgently preparing for their implementation,
according to Brenda Espeleta, vice-president at US
freight forwarder Flexport.

She said one means of doing so would be to bring
forward China-US import shipment dates, a strategy
that a number of shipping analysts contacted
suggested might already have been deployed by
beneficial cargo owners and their forwarding
partners, helping partially explain why container
line April GRIs have found traction on the
transpacific box trade to the US.

“If you want to try and evade these duties, get
[shipments] to the US before these 25% duties are
applicable,” said Ms Espeleta. “If your manufacturer
has products ready, or if they can speed up the
production in their factory, ship it soon.”

Another means by which companies can avoid the
full negative impact of tariffs is by reorganising

supply chains and production processes. This ‘tariff
engineering’ is perfectly legal and simply involves
ensuring that the products imported fall outside the
categories that are penalised, according to Ms
Espeleta.

“If you can alter the product a little bit — maybe ship
the parts to the US and assemble it, or leave out a
component of the item that you’re importing so that
it no longer has the essential character that’s
described within that tariff heading, you can find, in
many cases, an alternate heading, or a group of
headings, that you can apply to the parts so it would
not fall under these punitive 25% duties,” she said.

For example, a keyboard as a unit would come under
the heading ‘keyboards’. But if it was broken down
into its components they would not necessarily have
the same heading as the finished keyboard.

The keyboard could be assembled in the US at minor
cost, and if the components fell outside headings
subject to 25% tariffs then the savings would
outweigh the additional assembly costs.

Ms Espeleta said manufacturers could also look at
sourcing product from alternative countries to
China.

“Depending on the nature of the manufacturing
youre having done in China, that may require a
longer lead time,” she said. “But maybe you already
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buy from two different factories — one is in China
and one is in another country. Maybe you can switch
the volume to that other country.

“There are legal, legitimate ways that you can avoid
these 25% duties.”

However, she warned shippers that it would be
foolhardy to try to avoid any new tariffs by changing
the category of the product. “Don’t think about
jumping to a new harmonised tariff code that’s not
on the list,” she said.

US Customs has a massive database and has been
collecting data for at least 25 years. It has recently
moved to a new system and has data on shippers
and importers and products, countries of origin,
dollar values of products, and has data analytics and
scientists that now extract data.

“They will very quickly see that you have jumped
from one harmonised tariff code that you were using
on prior imports to a new harmonised tariff code.
So, please don’t think that that’s your way out.”

She also warned shippers not to consider changing
the origin of the product to another country, perhaps
one where it was transhipped on its way by sea to
the US. “If you think you can take a product that’s
manufactured in China and move it to Malaysia,
swap out some documents to try and show it was
made in Malaysia, then don't,” she said.

“Not only would you be liable to the increased duties
when customs figures this out, you would then also
put yourself into a penalty category and probably be
liable for the big F word — fraud. I would not want
anyone to think you can pull a fast one over
customs.”

China-US trade tensions: more bark
than bite for bulker owners?

HAVING been a steady, strong performer within
the dry bulk spectrum over the past decade, grain
trades could face serious disruption from the recent
trade tensions and rising protectionism.

As the US starts to establish trade barriers against
China and threatens for more, Beijing has retaliated
by targeting some of the largest US exports to China:
agricultural products.

Since April, China has imposed a 178.6% import
duty on US sorghum while threatening a 25% tariff
on soyabeans. The war could spread to other
products soon, not to mention that other countries
could join the battle if the US is forced to dump
grains to them.

In the grand scheme of things, this is more bark
than bite for now. And in some more optimistic
scenarios, freight rates could be even boosted in
the short run.

But any signs of longer lasting trade wars could
become bulker owners’ nightmares and alter trade
flows permanently.

“As buyers are discovering new markets and
establishing new relationships, it will get harder to
revert to the old patterns,” Karatzas Marine
Advisors chief executive Basil Karatzas said, even
though he admitted that market players are still
reacting on an ad-hoc basis.

“There are many permutations on how this can play
out and no-one can predict the real outcome.”

Soyabean trade is crucial for China as animal feed
because its population is switching from a diet
dominated by rice to one where pork, poultry and
beef play an important part.

China imports around 90% of its total requirements,
and the shipments tend to be longhaul seaborne
trades. Thus it is important for bulker owners to
look out for where China is importing from.

In the 2016/17 harvest season, total Chinese
seaborne soyabean imports reached 95.5m tonnes,
including 36.2m tonnes from the US, data from

the US Soybean Export Council showed. But Brazil
had an even larger market share, accounting for 53%
of China’s total imports.

But seasonal patterns apply. China’s announcement
on potential tariffs has come at the bottom of the
annual cycle of US exports, limiting the risk on

any immediate disruptions to cargo flows, said
Braemar ACM in a note.

“Shipments from the US tend to pick up from
August and peak in October and November, so
the optimistic view is that there are lots of time
for the situation to be resolved before there is a
real impact on shipping patterns,” the brokerage
added.
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Vivek Kumar, Western Bulk’s managing director in
Singapore, says that there are two possible scenarios
that might posture in the near term.

First, if US-China negotiation succeeds and no tariff
is implemented, then obviously, there will be very
limited impact on global soyabean trade volume.
However, trade flows may be affected, as Chinese
buyers are already buying more Brazilian exports
compared to the year-ago level while avoiding US
cargoes.

Meanwhile, some importers in the European Union
and Mexico may shift to buy more US soyabeans due
to lower prices.

Chinese buyers, on the other hand, may store up
more soyabean than they need as trade talks
continue during the peak season of Brazilian
soyabean exports.

Thus, if tariff is not implemented, panamax rates
would receive a short term boost in Atlantic trades,
before fewer-than-usual shipments from the US to
China pressure owners’ earnings later this year, Mr
Kumar said.

Second, if the tariff is implemented within this year,
the impact on global trade flows might not be
apparent for the next four months as US supply is
out of the picture anyway.

China needs to import another 44.7m tonnes of
soyabean to meet domestic demand before October
this year, Western bulk estimated. But Brazil has
37.7m tonnes available for exports, while some
marginal suppliers including Canada, Paraguay,

Argentina and Russia can supply another 7m tonnes.

“This means China can comfortably stop buying any
US soybeans over at least the next four months,” Mr
Kumar said.

Typically, a voyage from New Orleans, the US to
Qingdao in China would require 35 days via the
Panama Canal, while a trip from Santos in Brazil to
Qingdao takes 39 days.

If China is to import even more from Brazil, tonne
miles for bulkers will rise. Moreover, this will
dramatically increase congestion at the eastern
coast of South America, which would drive up
bulker rates, Rhodium Investments managing
director Ojas Doshi said, adding both panamaxes
and ultramaxes could both benefit.

However, a more bearish scenario could occur when

Chinese importers are not willing to bear the brunt
of the higher shipping costs from other destinations.

Banchero Costa’s head of research Ralph
Leszczynski argues that China could hit the brakes
in soyabean buying for the long run if the tariffs
come to place. This could mean the collapse of many
panamax and supramax routes.

“Higher soyabean prices in the domestic Chinese
market because of the tariffs would support farmers
in China and encourage them to boost production,”
he said. This would be a reversal of falling
production in China over the past few years as
Chinese producers have not been able to compete
with their American and Brazilian counterparts,
who offered cheaper soyabeans.

Soyabean market players may make reference to the
smaller sorghum trades first, as Bejing has imposed
a 178.6% anti-dumping import duty on shipments
from the US since April.

China buys about 80% of US sorghum export—a
trade originally forecast to exceed 6.2m tonnes in
the 2017-18 harvest season.

In the first two months of 2018, US exported 1.3m
tonnes of sorghum to China, Howe Robinson said in
a report. Chinese buyers lifted another 20 cargoes in
March, but Howe Robinson is expecting those to be
diverted somewhere. Traders were rushing to sell
stranded China-bound cargoes on the water at big
discounts.

There are talks that some Chinese importers have
asked Beijing to waive the anti-dumping deposit on
US imports already at sea, which could mitigate
their losses.

Primarily used as a feedstuff for poultry and hogs,

sorghum gained popularity in 2014 as, unlike corn
and wheat, it was not subjected to import quotas in
China.

The problem for US at present is that only a few
other countries import its sorghum — the next
largest importer in 2017 was Mexico with 400,000
tonnes, followed by Japan with 200,000 tonnes. So
alternative destinations for the US cargoes may be
difficult to find, resulting in loss of shipping demand.

That said, China could still source limited amounts
of sorghum from Australia and Argentina to make
up some of the shortfall, compensating the loss by
some extent. Chinese buyers can also buy barley to
substitute sorghum, and that may have already been
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happening—the import volume of barley in March
was the highest in years, according to customs data.

As the largest grain trade, wheat is also under focus
during the discussions over trade wars.

US represents 8% of the total wheat production, but
its exports are mostly in longhaul trades. Allied
Shipbroking estimates US exports account for 30%
of total tonne miles in seaborne wheat trades.
Freight rate spikes in the panamax, supramax and
handysize size segments in the past years often
occur when US Gulf exports peak.

If the vessels do not make it to China, then some
longhaul trades might suffer.

“Were we to experience a more subdued US grain
season this year, most of these markets would be
faced with a considerable demand shock,” an Allied
report said, adding that concerns over trade wars
could derail the supply and demand balance which is

beginning to restore in the bulker market.

But it’s relatively more difficult to gauge the market
impact if wheat trades are to be hit. Those trades are
more fragmented when compared to other
commodities, with the total production being
distributed in different regions and several different
harvests periods. Not to mentioned that fact the
production can be often affected by the random
patterns in weather conditions.

There is limited room for robust and serious
forecasting of the market dynamics and how the
trade will shape even in the short term. The initial
signs are not overly optimistic, however.

According to Allied, recent fixture activity pointed
to lackluster start for April. Still, it looks as though
export volumes may well stretch out for a bit longer
than usual, thus distributed more evenly throughout
the year, it added.

ANALYSIS

Higher interbank rate ramps up finance

CHINESE state-owned shipping giants have seen
their borrowing costs climb, as the US dollar
interbank rate moves higher.

Cosco Shipping Holdings, the containership and
ports arm of state conglomerate China Cosco
Shipping Group, recorded a finance cost to
Yuan484m ($76.1m) in the first quarter of 2018,
a 30.3% jump from the year-ago period. That
included a 10.4% growth in interest expense to
Yuan537m.

“This was mainly due to an increase in the US dollar
lending rate and an increase in the average interest-
bearing liability balance during the reporting period
as compared to the same period of last year.” the
Shanghai-and Hong Kong-listed firm said in its
quarterly financial report.

China Merchants Energy Shipping, the tanker and
dry bulker unit of China Merchants Group, also saw
its finance cost increase 34% year on year in the first
quarter to Yuan85.8m.

“The company’s debts are mostly in US dollars. With
the Federal Reserve lifting its interest rate and the
increase in US dollar interbank rate, our finance cost
has become higher,” CMES’s management said on an
analyst meeting last week.

Lloyd's List | Daily Briefing Wednesday 9th May

Shipping loans are typically taken on the basis of a
premium over the London Inter-bank Offered Rate,
known as Libor, Jianrong Wong, a maritime analyst
at S&P Global Platts Ocean Intelligence, wrote in a
recent note.

The three-month Libor has risen to 2.3% as of
April 2018, the highest level seen since November
2008.

The Global Financial Stability Report released by
International Monetary Fund in April 2017 showed
that a 1% increase in Libor would in general
contribute to a roughly 10% increase in a company’s
interest cost as a share of its operating income.

Mr Wong said the uptick in Libor, with expectations
for further increases, will put more stress on
shipping firms’ balance sheets, cash flows and
earnings.

That is particularly true, as “shipping companies
have accumulated more debt in recent years to fund
a strong appetite for [newbuilding] vessels, as well as
mergers and acquisitions.” he added.

CSH controls the world’s fourth largest
containership fleet. Its pre-merger outfit, China
Cosco Holdings, ordered 11 units of 20,000 teu-class
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ships for $1.5bn in 2015. The company is currently
working on the $6.3bn takeover of its Hong Kong-
based smaller competitor Orient Overseas
(International) Ltd.

As of end-March, Shanghai-listed CMES had nine
very large crude carriers and 20 very large ore
carriers on order. The company posted an 84% drop
in net profit to Yuan47.2m in the first quarter amid
distressed tanker market conditions.

Mr Wong said acklustre freight rates remained a
drag on shipping companies’ performance —despite
the recovery in some sectors — and “it is uncertain
whether freight earnings would be able to outpace
higher financing expenditures moving forward.”

However, not all analysts believe the impact will be
significant. A Shanghai-based transport equity
analyst expected the impact of higher borrowing
cost to be limited on shipping.

“Normally interest rate increases when economy is
on the rise, that means cargo demand will continue
to improve.” he said. “Rather than looking at interest
expense, the increase in oil price is likely to inflict a
bigger blow on shipping, as fuel accounts for a
greater portion of shipping firms’ costs.”

For Chinese owners, concerns over rising borrowing
costs seems to have been further mitigated by strong
state support.

CSH is currently in the process of raising
Yuani2.9bn to finance its orderbook via a private
placement, in which its parent conglomerate has
agreed to subscribe for half of the new shares.

CMES’s debt level remains healthy. It has secured
nearly $1bn in long-term loans, with maturities
between 10 and 13 years, from policy lender China
Export-Import Bank last year to finance 15
newbuildings — 10 VLOCs and five VLCCs.

Global box volume growth brakes

sharply in March

FOLLOWING a strong start to the year for

global containerised trade, March proved rather a
damp squib as volumes slipped below last year’s
levels.

The latest data published by Container Trades
Statistics shows that seaborne box traffic fell 1.1%
in March from 14.3m teu against the 14.1m teu
moved in the corresponding month of 2016.

The negative result has pushed back year-to-date
growth through the first quarter to below 4%,
having stood at more than 10% come the end of
February.

On the back of double-digit growth on the two
principal liner routes, the Asia-Europe and
transpacific trade lanes, headhaul container volumes
fell back by similar double-digit proportions, as the
post-Chinese New Year slump dragged down box
numbers.

Volumes of 1.1m teu on the eastbound Asia-Europe
trade in March represented a 14.5% against last
year’s 1.3m teu, while westbound transpacific trade
fell 12.4% from 1.5m teu to 1.3m teu.

In February, headhaul Asia-Europe and transpacific
trade climbed 26.7% and 26.4% respectively.

The slowdown in traffic through March meant that
growth on the westbound transpacific route during
the first quarter of 2018 came in at a fairly moderate
3.3%, rising 3.3% against the first three months of
2017 to 4.3m teu.

Volume growth on the Asia-Europe trade was
restricted to slightly below 1% in the first quarter of
the year to just shy of 3.8m teu, off the back of
March’s slump.

Meanwhile on the transatlantic trade, volume
growth in either direction continued to tick along
nicely in the absence of the negative impact of the
post-Chinese New Year period.

Eastbound traffic, or from North America to Europe,
grew by 9.5% in March to push volumes up for the
first quarter of 2018 by 4.5% over last year to more
than 700,000 teu.

Box growth of 5% recorded in March heading in the
opposite direction — Europe to North America

— ensured that volumes were up by a respectable
5.1% through the first quarter against the January-
March period of 2017.

These gains on the transatlantic, however, will do
little to mask what turned out to be a disappointing
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end to the first quarter for carriers plying the
trunkline trades.

Industry analysts Sealntel noted that overall the
headhaul trades saw a 5.5% dip in traffic in March,
following the poor showing from both the
transpacific and Asia-Europe.

“Looking at the data purely at face value, this should
be distinctly disconcerting for the carriers, and can
certainly also go a long way in explaining the spot
rate weakness we have been seeing,” Sealntel said.

“Carriers which have been pricing aggressively
might not even have been chasing market share

deliberately, but rather aiming to maintain vessel
utilisation.”

But Sealntel says caution should be exercised when
interpreting such a sharp reversal in demand growth
on the key trades.

“We do not yet know whether this is simply an
aberration, and hence the market is exhibiting a
higher degree of volatility on an otherwise firm
basis, or whether this is a reversal of trend.

“For this we would need to await the data for April
and May.”

Euroseas launches EuroDry

to spin off bulker fleet

EUROSEAS, the Greece-based owner of dry bulk
carriers and containerships, has begun the process
of splitting its fleet into two separate “pure play”
entities.

The Aristides Pittas-led owner of 17 vessels has
established EuroDry as a spin-off for its fleet of six
bulkers and the new company has applied for its
own listing on the Nasdaq Capital Market under the
symbol EDRY.

Euroseas will be left with 11 boxships of mostly
feeder size as well as, briefly, one bulker that has
been sold and is due to be delivered to its buyer by
the end of June.

The company unveiled its intention to separate the
two divisions of the fleet last year when it entered
talks with another Greece-based containership
owner, Poseidon Holdings.

Talks about consolidation were later widened to
include other parties, according to Euroseas
executives.

However, there was no immediate comment
yesterday on whether a merger on the container side
is still under discussion.

In its registration statement to the Securities and
Exchange Commission, Euroseas said that its lines
of business were “not accurately valued in the capital
market”.

Spinning off the dry bulk fleet would enable
each company to “increase its business focus,

alleviate market confusion and attract new
investors”, it said.

Separation was also believed to better position the
two companies “for potential sale or merger
opportunities in the future”.

Shareholders in Euroseas on May 23 stand to receive
one new EuroDry share for every five shares owned
in Euroseas.

Following the split, the companies will be entirely
separate, with Euroseas holding no ownership in the
newly formed dry bulk entity.

“We plan to take advantage of growth opportunities
in each of the two sectors to increase the size of
each respective company as we believe they are both
well positioned to do so, both in terms of their
capital structure and their contract mix,” said Mr
Pittas.

EuroDry will begin with a fleet including three
newbuildings — one ultramax and two
kamsarmaxes — which were built in the past two
years, plus three older Japanese panamaxes.

The most recent ship to join the fleet, the 82,000
dwt Ekaterini, was delivered at the start of this
week. It immediately began a two-year charter at
$13,000 per day.

News of the spin-off was announced as Euroseas
posted a $3.2m net loss for the first quarter, despite
increasing revenues by 56% to $12.9m in
comparison with the first quarter last year.
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Mr Pittas said that revenues reflected continued
improvements in both dry bulk and container
markets, while the loss was mainly due to a
“disproportionate number” of drydockings the fleet

underwent during the quarter.

“We expect both sectors to continue to register
positive results if the markets maintain their current
levels and the company to revert to profitability for
the remainder of the year,” he said.

IN OTHER NEWS

Ordering activities decelerate at
Chinese yards, shipbrokers say
ORDERING activities at China's
shipyards are starting to slow
down, as newbuilding price rises
and builders' backlog grows,
according to member
shipbrokers from China
Newbuilding Price Index.

While there were still a number
of deals revealed in April,
inquiries for newbuildings have
decreased compared to the
year-ago period in a reflection of
a decline in demand for fresh
tonnage, said Shanghai-based
Forocean Shiptrading.

The markup in newbuilding
prices, mainly driven by costlier
raw materials and stronger
Chinese currency, has “wideneed
the gap" between the price
offered by shipyards and what
can be accepted by owners,
Forocean added.

The monthly CNPI, which tracks
ship prices at Chinese yards
based on inputs from 19 member
broking houses, rose 0.8% to 790
points in April.

Leading the increase was CNDPI,
the dry bulker sub-index that
indicates the value of the main
vessel product built in China,
which climbed 1% from March to
819 points.

China Merchants receives first
valemax newbuilding

CHINA Merchants Energy
Shipping, the tanker and dry
bulker arm of state conglomerate
China Merchants Group, has
taken delivery of its first wholly-

owned valemax newbuildings
from the 10 units it ordered in
2016.

The 400,000 dwt ore carrier

Paci ic Unity was built by
Shanghai Waigaogiao
Shipbuilding, a subsidiary yard of
China State Shipbuilding Corp. It
will be run by Hong Kong Ming
Wah Shipping, CMES's dry bulker
operation and management unit.

The Chinese owner entered

into shipbuilding contracts for 10
valemaxes for $850m with three
Chinese yards, including SWS, in
March 2016. The orders are
backed by a 27-year COA with
Vale to ship about 16m tonnes of
iron and and manganese ores
from Brazil to China, starting
from the first half of 2018.

CMES also has a 30% stake in
nine valemax newbuildings
ordered by ICBC Financial
Leasing. One of the jointly-owned
ships, Ore Hong Kong, was
delivered late last month.

Piracy incidents in Straits of Malacca
and Singapore increase

PIRACY incidents in the Straits of
Malacca and Singapore
increased over January to April
compared with the same period
last year, prompting an anti-
piracy watchdog to highlight the
need for vigilance.

One occurred in the Malacca
Strait on board the bulk carrier
Tiberius in January and two
incidents occurred in the
Singapore Strait — the first in
January on the workboat
Marineco Toomai and the latest

on April 21 on the bulk carrier
Katerina.

The incidents prompted the
Regional Co-operation
Agreement on Combating Piracy
and Armed Robbery against
Ships in Asia (ReCAAP) advise
all ships to exercise enhanced
vigilance while underway in

the Straits of Malacca and
Singapore, particularly during
hours of darkness and for
enforcement agencies to beef up
surveillance.

Navios Containers boosts fleet

by a third

NAVIOS Maritime Containers
reported a net income of $3m on
revenue of $29.9m in the first
quarter as the company
continued to invest in expanding
its fleet.

Navios said in a statement that it
had acquired four containerships
during the first quarter of 2018,
increasing its fleet capacity by
over a third, as it reported a 60%
increase in quarterly earnings
before interest, tax, depreciation
and amortisation.

These vessels included the 2006-
built, 8,204 teu pair YM Utmost
and YM Unity, acquired for $67m
from Navios Maritime Partners,
and two other vessels bought
from unrelated parties.

Lindsay Goldberg mulling Odfjell
terminal stake sale

Lindsay Goldberg is considering
a sale of its 49% stake in Odfjell
Terminals BV, according to a
statement by Odfjell SE.
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“Odfjell continues to consider
Odfjell Terminals as core
business and are committed long
term to owning, developing and
operating tank terminals,” the
statement said.

“However, as a part of LG's
considered sale, Odfjell will
evaluate selling its indirect 51%
shareholding in OTBV subsidiary
Odfjell Terminals Rotterdam."

Indonesia postpones plan to allow
only domestic firms to ship coal
exports

PLANS by the Indonesian trade
ministry to adopt a regulation
that obliged coal traders to use
vessels controlled by local
shipping companies have been
delayed amid concerns that the
new rule could weigh on the
country's coal exports.

The ruling, known as Trade
Regulation 82/2017, stipulates
that exporters of coal and crude
palm oil from Indonesia, as well
as importers of rice, must use
vessels controlled by Indonesia-
based companies for the
transportation of these products.
It will now be applicable only
from May 1, 2020 due to limited
Indonesian shipowning and
unavailability of local ships.

However, the trade ministry is set
to begin enforcement of its
domestic insurance requirement
for coal trade from August this
year.

MSC to invest $1.1bn in Abu Dhabi
container terminal
MEDITERRANEAN Shipping Co
has a signed a 30-year
concession agreement with Abu
Dhabi Ports to build a new
container terminal at Khalifa
Port.

The Switzerland-based container
shipping company intends to
invest AED4bn ($1.1bn) in
operational equipment over 30

years and plans to gradually shift
some of its container handling in
the region to Khalifa Port starting
from July 2018.

MSC's move is set to increase
Khalifa Port's capacity from
2.5m teu in 2017 to 5.3m teu in
2020, making it one of the top 25
ports worldwide in handling
containers from next year.
Further over the next five years,
the capacity of the two container
terminals at Khalifa Port will
increase to more than 8.5m teu
annually, Abu Dhabi Ports chief
executive Captain Mohamed
Juma Al Shamisi said in a
statement.

DHT posts expectation-beating
results for January-March

DHT Holdings posted stronger
first-quarter results than
expectation even as the New
York-listed tanker owner was not
immune from the industry
downturn.

The company flipped into a net
loss of $§9.2m in January-March
from a net profit of $14.3m during
the first quarter of 2017, while
shipping revenues fell to $79.9m
from $92.1m.

Still, the results after being
adjusted for a $46,000 loss on
vessel sales came to a loss of
$0.06 per share, stronger than
the street consensus of a loss of
$0.12 per share, Wells Fargo said
in a note.

Avance Gas' results improve after
higher spot earnings

AVANCE Gas, an Oslo-listed
owner of very large gas carriers,
recorded narrower first-quarter
losses as spot earnings
improved.

The company, which generally
trades its vessels in the spot
markets, recorded net losses of
$12.3m in the first quarter
compared with net losses of

$13.1m in the same period of
2017.

As the spot VLGC markets
began to show signs of recovery,
the average time-charter
equivalent earnings of the
Avance fleet rose to $12,637 per
day from $10,790. But total
operating revenue fell to $29m
from $31.2m, negatively affected
by the loss of trading days of the
2015-built Passat.

Passat was involved in a collision
off South Korea with minor
damage to the hull. It was
drydocked in February for repairs
before returning to service in
April, meaning 46 days' total off
hire, according to Avance's
quarterly report.

First-quarter losses of Team Tankers
widen slightly

TEAM Tankers International
recorded slightly wider net
losses for the first quarter as
vessel earnings remained soft.

The Oslo-listed chemtanker
outfit reported net losses of
$§7.3m in January-March,
compared with net losses of
$6.9m during the same period
of last year.

Freight revenues marginally
dropped to $59.7m from $63.4m.

Sri Lanka Ports Authority 2017 net
profit up sharply at $84m

SRI Lanka Ports Authority
reported a sharp jump in after-
tax profit to LKR13.3bn ($84.4m)
for 2017 from LKR1.03bn in 2016
as its ports pursued greater
efficiency.

Revenue for 2017 totalled
LKR45.6bn. It did not give the
corresponding figure for 2016.

The authority noted that state-
run terminals, especially the Jaya
Container Terminal, experienced
a slight drawback during the first
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three quarters of the year but
managed to overcome that to
record positive growth of 9.2% in
the fourth quarter through the
“efficient manoeuvre of port
activities".

Tsuneishi Shipbuilding and Mitsui
E&S Shipbuilding team up amid rising
foreign competition

TSUNEISHI Shipbuilding and
Mitsui E&S Shipbuilding have
signed a partnership agreement
in constructing merchant ships,
as competition with foreign
players intensifies.

The two will join hands in
building up research and
development capacity, enhancing
cost competitiveness and
scoring new orders, according to
a joint announcement.

Measures include joint
procurement activities, mutual
utilisation of manufacturing
facilities in both Japan and
overseas, exchange of human
and technological resources.

The move comes as Japanese
yards are facing an escalating
rivalry with their competitors in
China and South Korea amid a
shipbuilding market that has yet
gained its foothold from the
previous slump.

LNG shipping development ‘favours
Cheniere Energy’

THE development of liquefied
natural gas shipping markets has
favoured Cheniere Energy,
according to chief executive Jack
Fusco, as the emerging US export
giant becomes a vessel charterer

amid rising output.

As some of its volumes were sold
in delivered-ex-ship contracts,
the New York-listed LNG
producer built a fleet of some 20
vessels as of the end of last year.
Those ships, whose lengths of
charter periods varied, were used
to ship Cheniere's cargoes to its
customers.

“Along the LNG value chain,
shipping is an important
component for both us, as we
manage our portfolio volumes, as
well as to our current and
prospective foundation
customers who buy LNG from us
on an FOB [free-on-board] basis,"
Mr Fusco said in a recent
conference call.

For classified notices please view the next page.

Page 10



=

TH E TH RE E Llo.yd’s Lis.t:é
ELEMENTS OF ™

EFFICIENCY

Sunday 3rd June | 2.00pm - 6pm
Divani Apollon, Vouliagmeni

Sponsored by
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Register

The race is on for improved levels of efficiency in shipping. So far the debate has
become heavily focused on next-generation technology. But the future is surely more
complex than that.

Digitalisation, data-analytics, remote operations, and connection to the Internet of Things
are viewed by many in our industry as the only option for cleaner, greener shipping.

Lloyd’s List believes there are two other key elements that need to be considered:

a deep engagement with not only the letter but also the spirit of maritime regulations, which have
been put in place to align shipping with the broader agendas of climate change, environmental
protection, and safety first.

an increasing awareness that efficiency is a result of the quality of seafarer training underpinned by
many years’ experience.

Taken together, investment in next-gen technology, engagement with the spirit of maritime regulations,
and a keen interest in seafarer expertise will ensure efficiency levels are higher than any one of these
elements alone.

At the Lloyd’s List Posidonia briefing, in Athens on Sunday June 3rd, a panel of leading personalities and
experts will discuss the merits of the various approaches to efficiency, providing valuable insight into what
it will take to succeed in our industry in the future.

Lloyd’s List Subscribers - complimentary simply use ID code:

Non-Lloyd’s List Subscriber fee €95 (includes two months full access to lloydslist.com)
Natasha Dwyer

. ¥ Y i Tel: +44 (20) 755 19175
Lloydslist.com/posidonia_briefing natasha.dwyer@informa.com
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Lloyd’s List Intelligence

Maritime intelligence | informa

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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