
Page 1

Daily Briefing
Leading maritime commerce since 1734

Friday April 20, 2018

The Interview: Ravi Mehrotra

EVEN IN AN industry like shipping, few tycoons have had a career as 
colourful as Ravi Mehrotra’s.

Originally from Kanpur in the state of Uttar Pradesh, northern India, 
Dr Mehrotra established Foresight Group in London in 1984. The 
start-up, which was initially engaged in tanker trades, quickly 
expanded to drilling, hospitality and other shipping sectors. It has 
become a multinational firm with an enterprise value of $1bn.

After being made an Honorary Commander of the British Empire by 
Queen Elizabeth in 2006, Dr Mehrotra had been slowly withdrawing 
from conventional shipping. His belief is that the so-called Fourth 
Industrial Revolution will dampen maritime transport requirements in 
the long run. As of end-2017, Foresight’s fleet consisted of only two 
aframaxes (when drilling units were not taken into account).

That is why Dr Mehrotra’s latest project to build a fleet of six vintage 
very large crude carriers can seem paradoxical. In some way, the 
76-year-old may just want to return to his roots: being an Indian 
tanker owner.

Dr Mehrotra’s plan is to acquire VLCCs aged between 15 and 20 years, 
whose prices in the secondhand markets are little different from scrap 
values. Those vessels will be sold within five years, and most of the 
operational cash inflows can be taken home as profits.

One of the keys to success for this play would be keeping a low 
breakeven level, Dr Mehrotra told Lloyd’s List. With Foresight’s cash 
reserves and ability to secure short-term financing at low costs, he is 
confident daily VLCC earnings will only need to exceed $20,000 for 
his company to make money.

While earnings for crude carriers have been plagued by oversupply, 
this blueprint can work: most market players are expecting an upturn 
in the coming years. According to the latest Lloyd’s List’ earnings 
survey, VLCC earnings are forecast to increase to $28,630 per day in 
2019 from $20,324 this year.
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“We are operating those VLCCs up to 20 years old,” 
Dr Mehrotra said. “A five-year leg.”

Based on the initial experience, the plan might be 
already working. Foresight bought the 1999-built, 
306,009 dwt Front Circassia from Ship Finance 
International in early 2018 for a reported $18.5m. 
As of mid-April, the ship’s valuation has gone up to 
nearly $19m on firm scrapping rates.

Moreover, Foresight will not be short of candidates 
for acquisitions, according to Dr Mehrotra.

The recent Seatrade ruling suggests ships whose last 
ports of call are in Europe need to be scrapped in 
European Union-approved recycling facilities, the 
same as EU-flagged ships. This has prompted many 
listed tanker owners to put their aged vessels on the 
sales block, as demolition will become costly for 
them, said Dr Mehrotra.

Incorporated in Mauritius, Foresight plans to trade 
those VLCCs in spot markets related to Indian 
imports. Thus it will not be affected.

As Dr Mehrotra is an Indian national, Foresight is 
better positioned to win business in India than 
non-Indian owners.

When freight is priced at the same level, state-
owned refiners in India need to offer their cargoes to 
India-based carriers before foreign carriers, based 
on the country’s trade rules. But foreign companies 
controlled by Indian nationals have second 
preference over those not linked to India.

And, of course, India is a market that Dr Mehrotra is 
familiar with. A marine engineer by profession, he 
worked for the Shipping Corp of India in 1964-1975, 
a period when he rose through the ranks rapidly to 
hold various senior positions.

He was one of the founding members of Iran-O-
Hind Shipping, a joint venture between the Indian 
and Iranian governments, in the 1970s. That was 
when he developed international connections that 
provided the foundations to run his own shipping 
company.

Nostalgia aside, Foresight is betting on double-digit 
annual growth in Indian crude imports from the 
current level of 5.2m barrels per day. The world’s 
third-largest crude importing country will see 
accelerating demand growth with economic 
expansion soon comparable to what was seen in 
China in the early 2000s, Dr Mehrotra said.

He may well be right. The latest International 
Energy Agency forecast has put Indian oil demand 
growth at 310,000 barrels per day in 2018, 
compared with 125,000 bpd in 2017. Clarksons has 
said it expects tonne-mile demand related to Indian 
imports to grow 7% this year.

“India will need three VLCCs to load every day” for 
its crude import requirements, Dr Mehrotra said.

With all the sound reasons for this VLCC 
investment, Dr Mehrotra admitted he is not looking 
to make a fortune. He still firmly believes 
conventional shipping sectors will be plagued by the 
Fourth Industrial Revolution, which is predicted to 
lead to increases in domestic production via 
robotics, artificial intelligence, 3D printing, and 
digital and nano technologies.

New, innovative manufacturing methods would 
require less infrastructure and a smaller labour 
force, according to Dr Mehrotra. Consequently the 
conventional needs of manufacturing and energy 
will be reduced, undercutting shipping demand.

“The only thing we want now is not losing money” in 
the investment, said Dr Mehrotra.

So, why not put the money into the offshore sector? 
No, the rig market is horrible, he said. How about 
more involvement in leisure and hospitality 
businesses, since Foresight is running several 
Chinese and Indian restaurants in China already? 
“That’s just half-a-million business,” he said.

How about buying shares, then? “It’s not the same as 
running your own shipping company,” he said.

“There is no money [in operating ships]. I am just 
itching.”

Five things to watch: Law
WHAT TO WATCH

YOU might not be interested in politics, the late 
American intellectual Marshall Berman famously 
observed, but politics is interested in you.

And that certainly seems true of the shipping 
industry at the moment, with several current cases 
before the London courts inevitably tied up with the 
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actions of some of the world’s more controversial 
regimes.

In addition, politicians have been busy passing laws 
against cyber attacks and in support of data 
protection, which will require your company to 
comply with them.

Finally, with the presidents of the world’s first and 
second-largest economies busily both refusing to 
blink while passing round after round of mutually 
detrimental protectionist measures, there are hopes 
of a legal challenge in the US.

Venezuela coke bust ship decision due 
Malicious acts are insured peril under the Institute 
War and Strikes Clauses 1/10/83. Everybody knows 
that. And detentions arising from customs 
infringements are not.

So what happens when a ship becomes a 
constructive total loss after a customs infringement 
caused by a malicious act? That’s the sort of hair-
splitting quandary that England’s Supreme Court 
judges get paid to decide.

At the time of writing, Lords Mance, Sumption, 
Hughes, Hodge and Briggs were pondering the case 
of B Atlantic, a vessel seized by the Venezuelan 
authorities in 2007 after a frogman discovered a 
considerable quantity of cocaine strapped to its hull.

It is common ground in Atlasnavios Navegacao Lda 
v Navigators that the unfortunate owner was the 
victim of the unwanted attentions of a drug 
smuggling effort.

The company wants to be paid for a CTL, by reason 
of detention exceeding six months. But the insurer 
argues otherwise, citing the Institute Clauses 
customs infringement exclusion.

This has gone both ways in the lower courts, with 
the High Court finding for the owners in 2015 and 
that decision being reversed on appeal.

Obviously the Supreme Court gets the final word. 
Watch out for the outcome, which will have 
important implications for interpretations of 
causation, perils covered and exclusions.

Shipping falls foul of Yemen conflict… 
and alleged torture in China
Two other shipping cases currently making their way 
through the London courts are likely to catch 
people’s eye, as much for the political context as the 
issues of law involved.

Lloyd’s List | Daily Briefing Friday 20th April

Greek tanker operator Dileton and cargo interest 
Swaidan, a United Arab Emirates-based trader, are 
arbitrating in a dispute over a vessel seized by Saudi 
Arabia last year on suspicion of running military 
supplies to the rebel faction in the Yemen civil war.

Dileton rejects any suggestion of wrongdoing, and 
naturally wants to get its ship back from the Saudis.

Meanwhile, the outcome of Shangang Shipping 
Group v HNA will have implications on the 
admissibility of evidence obtained under torture.

Shagang was the bareboat charterer of a capesize 
bulk carrier it in turn chartered to Grand China 
Shipping, with Grand China’s obligations guaranteed 
by its parent HNA.

The charterparty was terminated in 2012, with 
Grand China in repudiatory breach. HNA refused to 
make good on its guarantee, arguing that the 
charterparty was obtained by bribery and is thus 
unenforceable.

But the allegation of bribery is founded on 
confession evidence. Shangang maintains that the 
confession was obtained by torture, and is thus 
inadmissible.

The High Court fudged the ethical issue, at least in 
the eyes of some, by ruling that the bribery 
allegations lacked sufficient weight, irrespective of 
the torture claim, and found for Shagang.

Shagang v HNA is now heading for the Court of 
Appeal, most likely in June.

GDPR: this includes you
If you are based in a European Economic Area 
country — and hey, that still includes the UK, 
whether you like it not — you are covered by the 
General Data Protection Regulation.

The measure applies to shipping as to all other 
businesses, and will be fully in force from May 25, 
after a two-year transition period.

The provisions apply to personal data, which could 
cover everything from the email addresses of your 
counterparties to the records you maintain on crew 
members and shoreside staff, or passengers if 
applicable in your segment.

A full list of what you need to do to comply is too 
long to include here, but Vineet Budhiraja, senior 
associate at Watson Farley & Williams advises:
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• Carry out an information audit to map your data
flows;

• Document what personal data you hold, where it
came from, who you share it with, and what you do
with it;

• Review how you ask for and record consent;

• Update your privacy notices to individuals;

• Set up a process to recognise and respond to
individuals’ requests to access or if requested,
securely erase or transfer their personal data;

• Ensure there are written contract in place with any
third-party data processors you use;

• Ensure an adequate level of protection for any
personal data transferred by you outside the EEA;

• Set up effective processes to identify, report,
manage and resolve any personal data breaches.

With potential fines running as high as €20m 
($24.7m), or 4% of a company’s global turnover, this 
is not a law of which many would wish inadvertently 
to fall foul.

Legislation to tackle cyber risk
Maersk famously lost hundreds of millions of dollars 
because of a cyber attack last year, and politicians 
around the world are now responding to the threat 
this type of crime poses to the maritime industries, 
according to Menelaus Kouzoupis, a partner at the 
London office of Stephenson Harwood.

At the end of 2017 the US House of Representatives’ 
Homeland Security Committee passed 
Strengthening Cybersecurity Information Sharing 
and Coordination in Our Port Act, after the Port of 
Los Angeles fell victim to NotPetya, a malware that 
targets Microsoft Windows-based operating 
systems.

The European Union’s Directive on Security of 
Network and Information systems entered into force 

in August 2016, and the deadline for member states 
to transpose it into national laws is May 9.

A key objective of the directive is to ensure 
organisations within vital infrastructure sectors 
such as transport are identified as ‘Operators of 
Essential Services’.

OESs will have to take appropriate and 
proportionate security measures to manage risks to 
their network and information systems, and will be 
required to notify serious incidents to the relevant 
national authorities.

US steel tariffs: possible legal challenges
Shipping can but look on nervously as the US and 
China perpetuate round after round of tit-for-tat 
trade sanctions. As anyone who sat through 
economics 101 is fully aware, protectionism is bad 
for world trade growth, and thus bad for the 
industry.

However, Andrew Ward and George Macheras of 
Watson Farley & Williams expect legal challenges to 
Mr Trump’s policies.

“There are potential challenges within the US by US 
persons, and we have been discussing this with our 
New York office,” said Mr Ward. “The way that the 
steel tariffs have been signed into law make appeal 
very difficult. But if there is an escalation into other 
tariffs, it may not be possible for the administration 
to use the powers they have used for the steel 
tariffs.”

Mr Macheras drew comparisons with steel tariffs 
opposed by the Bush administration in 2002, which 
were successfully challenged via the World Trade 
Organisation. In the event, they were withdrawn in 
less than two years.

While the measures emanating from Washington 
and Beijing are garnering huge attention in the 
mainstream business press, Lloyd’s List is one of the 
few publications covering the dispute specifically 
from the shipping industry perspective.

Five things to watch: Marine insurance
MARINE insurance is facing a period of disruption, 
whether it finds that development congenial or not. 
There will be good and bad effects from new 
technology, while the decision of the British 
electorate to quit the European Union, market forces 
making for consolidation, and climate change will 
come together to shake things up in the months and 

years ahead, we predict.

InsurTech
Long seen as basically a poor cousin of FinTech, 
InsurTech has emerged as very much a watchword 
over the past year. What is more, marine insurance 
— not really big business for today’s corporate 



Page 5

insurance giants — has somehow found itself at the 
centre of the revolution.

Nicholas Berry, a partner at Norton Rose Fulbright, 
specialises in this field and has been watching 
developments closely.

“I have watched as it has affected the commercial 
sector, the retail sector and now the marine sector. 
2018 feels to me as if it is going to be the year of 
MarineTech,” he says.

The state of play is symbolised by the recent launch 
of what has been hailed as the world’s first 
blockchain platform specifically geared to the niche 
of InsurTech.

The effort — led by professional service major EY 
and Guardtime — has plenty of big name backing 
from the likes of Maersk, Microsoft, Willis Towers 
Watson and XL Catlin.

It is said to be able to do just about everything short 
of making your morning cuppa. It does this by 
creating asset data and linking it to policy contracts.

Other projects include an artificial intelligence-
powered marine insurance analytics platform from 
UK company Concirrus. The firm’s software 
provides behavioural analysis that considers a ship’s 
location, speed and other factors to enable it to offer 
more accurate underwriting models.

As our sister publication Insurance Day has 
reported this month [April], Concirrus has very 
recently signed a partnership deal with EY, which 
should enable it to scale up the offering in the near 
future.

“Data as a tool for underwriting is becoming 
discussed much more,” suggests Marcus Baker, 
chairman of the global marine practice at 
megabroker Marsh. “There will probably be some 
potential impact on decision-making.”

Andrew Taylor, who will shortly take over as chief 
executive of the UK Club, is even more enthusiastic. 
“This new technology is likely to have a big impact 
on the risk profile of a ship, and enable premium 
rating to use enhanced-data tools,” he maintains.

Cyber risk
InsurTech may be the future, but as we now know, 
there is a dark side to technology, too. Cyber risk, as 
it is known, has been highlighted through hacking 
incidents at Maersk and Clarksons.

The world’s biggest shipping and ports group found 
itself anything up to $300m out of pocket after the 
collateral damage it sustained from what was 
basically a malware attack on Ukraine last year.

The world’s biggest shipbroker is known to have 
been blackmailed, although it has chosen not to 
reveal the nature of the data breach.

Joe O’Keeffe, global head of insurance at Ince & Co, 
points out that most marine policies — other than 
those designed specifically to cover cyber risk 
— contain a cyber exclusion clause, often in the 
shape of the Institute Clause CL380

“As far as we know, however, CL380 has never been 
tested in the courts and there is some concern as to 
whether it is adequate in the modern environment,” 
he noted. “This is because it may be construed as 
being limited to circumstances in which cyber is 
used as a means of inflicting harm, and accordingly, 
inapplicable to accidental failure.”

Norton Rose Fulbright partner Chris Zavos added 
that the clause is being revisited, and that a revised 
wording is likely at some point.

“It is a combination of pressure from the market, 
and potential issues around coverage if there is a 
cyber attack, and how that impacts on a loss that 
might also have been caused by a traditional marine 
peril.”

Climate risk
The International Maritime Organization has only 
just reached a landmark deal to halve greenhouse 
gas emissions from shipping by 2050.

But that deadline remains many years away, and 
climate change is happening here and now. Natural 
catastrophes — or ‘nat cats’ in insurance jargon 
— have been on a steady upward trend since 1980.

The year 2017 was one of the worst years in living 
memory for nat cat claims, with the insured damage 
caused by hurricanes Harvey and Irma alone 
running to $50-70bn, according to Bronek 
Masojada, chief executive of Hiscox.

Swiss Re modelling tools have simulated hurricane 
event scenarios in which insured losses have topped 
$250bn.

Marine insurers inevitably find themselves in the 
firing line, too. For instance, a hailstorm in Germany 
in July 2013 saw hailstones the size of tennis balls, 
up to 11 cm in diameter.
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This led to $3.6bn of damage, $2.6bn of it insured, 
at Bremerhaven, making it the most expensive hail 
event in history. Much of the bill was for cars stored 
in the port.

Meanwhile, the European heatwave of 2003 was a 
500-year event and devastating for inland shipping.

All of this will inevitably affect marine 
underwriting. At the very least, the risk will have to 
find a realistic reflection in pricing.

Axa takeover of XL points to more 
consolidation in hull
Insurance consolidation has been with us for several 
years, but Axa’s takeover of XL Catlin — itself the 
product of merger in 2015 — underlines just how fast 
rationalisation is transforming the sector.

Both companies are significant players in hull and 
machinery. However, industry sources have told 
Lloyd’s List that the latest deal will not in itself be 
sufficient to harden the perennially soft marine hull 
market.

Even so, the combined entity will likely prove a 
formidable force in mainland Europe, in which Axa 
traditionally has a strong position that is not always 
apparent when seen from London.

XL is a major presence in hull insurance through its 
XL Catlin affiliate. Axa is better known in the 
marine insurance world for cargo insurance and is 
strong in this sector in Germany and southern 
Europe.

Brexit may spur shift away from London
With less than a year to go before Britain leaves the 
European Union, not even the outlines of the terms 
of departure are yet available to British businesses.

Let’s not mince words. That’s an utterly astonishing 
state of affairs, and certainly not good news for 
those charged with planning what their companies’ 
work in EU markets in the years ahead.

Marine insurers are working out their fallback 
positions anyway, and making sure they retain 

single market access, even if Britain does not.

While Shipowners and the London are already 
honorary Europeans, being regulated from 
Luxembourg for reasons not related to Brexit, the 
remaining British International Group affiliates are 
also setting up shop inside the EU.

The North and Standard, for instance, have opted 
for Dublin, while the UK Club has chosen Rotterdam 
and Britannia for Luxembourg, making the 
landlocked Grand Duchy quite a little P&I hub on 
the quiet.

Lloyd’s List has spoken to several of the clubs 
involved, and all are insistent that this will not be a 
brass plate exercise. These will be small but 
substantial offices, with real underwriters writing 
real business, they stress.

Some even see a silver lining in all this, in that 
serving continental European members closer to 
home represents a boost for levels of customer 
services.

In the long run, this development may even prove to 
be a spur towards the establishment of more offices 
outside the UK, according to the UK Club’s Andrew 
Taylor.

“With Brexit pushing many insurers to establish a 
subsidiary within the EU, there may be greater 
regionalisation in future,” he notes.

“Most of the clubs have offices in the key markets, 
the UK Club has offices in Greece, Japan, Hong 
Kong, Singapore, the US and China.

“One key aspect of this is whether regionalisation 
will impact the distribution channels, or indeed how 
digital technology affects the broker market in 
future.”

The situation is less urgent for the major hull 
underwriters, which are part of bigger groups with 
existing operations inside the European Economic 
Area anyway, insiders added.

Five things to watch: Ship finance
SHIPOWNERS must miss the days of yore when 
their capital structure was simple, consisting of just 
two things: bank debt and the shipowner’s own 
equity.

Today’s capital structures are more complex, 
whether by design or necessity, and they are about to 
get even more complicated, with the adoption of new 
accounting rules by the end of 2018.
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This transformation applies across the entire 
shipping spectrum and affects all shipping 
companies, from small privately owned family 
businesses to the large publicly traded corporations.

The big question is which shipping companies will 
make smart use of complex capital structures to 
lower their overall cost of capital.

The driving forces behind this transformation are 
necessity and innovation. Some shipping companies 
must seek alternative sources of finance because 
traditional banks are retrenching from ship lending. 
Others seek new types of securitised debt and equity 
to diversify their funding sources and optimise — by 
which they mean lower — their overall cost of 
capital.

In either case, the result is the same: a bloated, 
multi-part capital structure.

What follows below are, in our view, the five most 
important developments in ship finance today.

Expansion of capital leases
Capital leases are the new frontier in shipping 
finance. Once the exclusive domain of 
containerships fixed on long-term charters, capital 
leases have expanded to all types of ships and 
trading conditions, spot or period.

Capital leases are an alternative source of low-cost 
financing for companies with good credit. But for 
companies with bad credit, there is a risk that 
over-reliance on lease financing could lead to 
unsustainably high debt costs.

Slowly but steadily, capital leases have been 
replacing traditional bank debt. Scorpio Tankers had 
no capital lease exposure at the end of 2016. A year 
later, capital leases accounted for $717m or 26% of 
its total debt outstanding.

Seaspan, an early pioneer in lease finance, increased 
its exposure in capital leases from $499m at the end 
of 2016 to $649m at the end of last year. Capital 
leases represented 21% of its total outstanding debt 
as of December 31, 2017.

The main attraction of capital leases is that they can 
be tailor-made to meet any need, budget, or credit. 
To understand their versatility, you need to think of 
them as car leases.

When a customer walks into a used car showroom in 
the US, they are often greeted with a dealer’s 
familiar sales pitch: “Good credit, bad credit, no 

problem.” You may be guaranteed a deal, but its 
payment terms, including the finance charge, will 
ultimately depend on your individual credit score.

Likewise, the terms that shipping companies secure 
for their capital leases depend on their credit rating. 
Companies with good credit use capital leases to 
diversify their lending base with an eye on lowering 
their overall borrowing costs.

Those with poor credit use them to roll over existing 
indebtedness and they must often accept higher 
borrowing costs. These could prove to be 
unsustainable in the long run.

Capital leases are typically the product of a sale and 
lease-back transaction. A vessel that is owned by the 
shipowner is sold to a leasing company and then 
chartered back on a long-term bareboat basis. At the 
end of the term, the shipowner has the obligation to 
buy back the vessel at a pre-determined price. One 
of the extra attractions of capital leases is that the 
bareboat rate and the corresponding interest rate 
are fixed, thereby offering a built-in hedge against 
rising interest rates.

New accounting rules on operating leases
The new US generally accepted accounting 
principles and International Financial Reporting 
Standards rules, which take effect from the end of 
2018, are expected to increase the debt leverage ratio 
for companies that operate large fleets of chartered-
in vessels.

For companies that make heavy use of this “asset-
lite” business model, they run the risk of rising 
borrowing costs once the extra debt from operating 
leases is recognised on their books.

Chartered-in vessels that are fixed on short and 
medium terms do not typically qualify as capital 
leases. These operating leases have historically been 
excluded from the financial statements and have 
thus not been a factor in the calculation of debt 
leverage ratios.

Many of these operating leases will now be classified 
as capital leases under the new rules.

This will result in bloated balance sheets, with 
assets and liabilities being increased by equal 
amounts to account for the reclassification of 
operating leases into capital leases.

In some cases, the balance sheets will be drastically 
transformed. For example, Seaspan had $3.1bn of 
debt outstanding as of December 31, 2017. Its 
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outstanding future commitments under vessel 
operating leases, which were excluded from the 
above figure, were $1.4bn.

The extra liability will increase the debt leverage 
ratio, thereby making it harder to comply with debt 
covenants, and potentially increasing borrowing 
costs.

Comeback of high yield bonds and term 
loans B
The year 2017 was a banner year for high yield 
shipping bonds as shipowners sought to lock in 
long-term borrowing costs. But with rising interest 
rates, the question is how long that window will 
remain open for shipping companies at acceptable 
rates.

According to Clarksons Platou, shipping companies 
issued a total of $6.3bn in high yield shipping bonds 
in 2017, and another $1.5bn in institutional term 
loans, that are also known as term loans B.

This was very different from the year before, when 
issuance of high yield bonds had failed to reach the 
$1bn mark. The container sector accounted for 51% 
of total capital raised, followed by the gas sector at 
20%, tankers at 15%, and dry bulk carriers at 10%.

There have been many companies tapping the high 
yield bond market for the first time. Take for 
example, Eagle Bulk Shipping in 2017 and Chembulk 
Carriers in 2018, each raising $200m.

At the same time, shipping companies took renewed 
interest in institutional term loans. A notable 
example was International Seaways raising $500m 
in a term loan B to refinance its previous 
indebtedness.

High yield bonds and institutional term loans have 
many similarities. Key among them is that they are 
sold to institutional investors. Another similarity is 
that the loan is either non-amortising, as in the case 
of a high-yield bond, or it amortises at a very low 
rate, as in the case of term loans B.

Emergence of preferred equity
Preferred equity is the most prevalent form of 
hybrid source of capital, surpassing convertible debt. 

Its emergence has created a two-lane equity 
highway. Common shareholders find themselves 
driving on the fast lane, where the risks and the 
potential rewards are decidedly higher.

According to a study by Lloyd’s List, shipping 
companies raised $695m and $739m in preferred 
equity in 2016 and 2017, representing between 27% 
and 30% of total equity raised.

Preferred equity has introduced two speed zones to 
a company’s shareholder base; it represents the 
low-speed one. Common equity, on the other hand, 
represents the high-speed zone. 

Preferred equity is safer than common equity, 
but it offers no upside potential because preferred 
dividends are fixed. To shareholders, the 
introduction of preferred equity in a company’s 
balance sheet can increase the risk-reward profile of 
its common equity.

There has been a noticeable trend by master limited 
partnerships to issue preferred equity instead of 
common equity. Shipping MLPs have raised a total 
of $859m in preferred equity since the beginning of 
2017.

By avoiding the issuance of common equity, 
MLPs — generally using yields to attract investors 
— hope to keep their ability to raise the common 
dividend.

The changing landscape of ship lenders
Providers of alternative sources of capital, such 
as lease financing, high yield bonds and preferred 
equity have disrupted the market for ship lending. 

That was facilitated by the rapid retrenchment and 
exodus of western banks. In that sense, alternative 
financing has been good news for the industry. The 
only question is how committed these newly found 
sources of capital will remain to shipping during the 
next cyclical downturn.

Big western banks had the will and the power to 
stand by struggling shipowners during previous 
down cycles. Will the same hold true for the new 
kids on the block?

Five things to watch: Regulation
THE decarbonisation pathway, backed by data 
reporting responsibilities, will be long and no doubt 
contentious, but the industry must also deal with 
recycling risk, deal with its digital deficiencies and 

come to terms with its obligation to its employees’ 
data and by extension its shortcomings in 
safeguarding against ambitious hackers.



Page 9

And that’s just the headline items that have made it 
to this consolidated short list of pressing issues 
— there’s plenty more where that came from.

Transparency for all
Perhaps the single most important and 
consequential regulation coming into effect this year 
is the European Union’s General Data Protection 
Regulation, affecting all maritime sectors, employers 
and employees that have ties to the EU.

The GDPR, kicking in on May 25, applies to 
companies that are either based in the EU, operate 
in the EU or have EU staff and crew, as well as 
EU-flagged vessels, and ushers in a new era of 
accountability and transparency for shipping 
towards its staff and its jurisdictional overlords.

Companies that fail to comply with GDPR could face 
fines of up to 4% of annual global turnover or €20m 
($24.8m), depending on which is greater.

Staff and crew will have direct control over what 
personal data companies hold and how they use 
them. Consent by these subjects for the use of their 
personal data needs to be unambiguous, which 
means that the notoriously complex terms and 
conditions offered until today will not cut it.

Subjects also have the “right to be forgotten”, 
denoting the deletion of personal data, under certain 
circumstances.

GDPR also has far-reaching effects for the disclosure 
of cyber attacks and data breaches. Amid recurring 
anecdotes of companies fending off continual 
infiltration attempts, the GDPR will force firms that 
suffer a data breach to report it to the relevant 
authorities and the people whose data was affected 
within 72 hours.

However, disclosure is only necessary if it “is likely 
to result in a high risk to the rights and freedoms of 
natural persons”.

Companies can also reserve the right to not notify 
those subjects if they have measures in place that 
protect the data, such as encryption, or takes other 
measures after the attack that guarantee that the 
“high risk” is no longer likely.

Given the showcased susceptibility of the shipping 
industry to cyber attacks, epitomised in the attacks 
on Maersk and the public prominence of the problem 
only just recently, companies must be alert and 
aware of these new rules or risk incurring these 
costly penalties. The EU has proven time and again 

it does not take enforcement lightly and this is an 
issue that extends far beyond the maritime sector.

Discerning the case in which the risk does or does 
not warrant notification will be a business as much 
as a legal matter, and the expertise of the latter will 
be instrumental in ensuring companies are in their 
employees’ and the EU’s good graces.

Could the GDPR push the sector to invest more in 
cyber security to avoid exposure?

Preparing for a low-carbon reality
The IMO ratified a greenhouse gas emissions 
reduction strategy last week, committing to slash 
international shipping’s GHG emissions by at least 
50% by 2050 compared to 2008 and try to phase 
them out as soon as possible.

While the non-binding strategy and its targets will 
be revised in 2023, this initial agreement provides a 
compass for the shipping industry and its trajectory 
over the next 30 years.

The development of low-carbon fuels, and eventually 
zero-carbon, has clear regulatory support and a 
low-carbon reality should now be within 
shipowners’, shipyards’ and manufacturers’ strategy.

But before that can happen, short-term measures 
will be developed and adopted in the next five years, 
including one in particular that has often divided 
opinion, affecting shipyards and owners alike.

As part of the strategy, shipping will need to reduce 
its carbon intensity compared to 2008 by 40% by 
2030 and revise, “with the aim to strengthen”, the 
Energy Efficiency Design Index, the sector’s first 
mandatory decarbonisation measure.

EEDI phase two will come into effect in 2020 but 
the details around the implementation of the third 
phase are yet to be agreed.

The provisional schedule brings in phase 3 in 2025 
and forces all vessels built after then to be 30% more 
efficient than the existing fleet.

“Aim to strengthen” could be interpreted in a 
number of different ways and the next MEPC, 
convening in October 2018, will be decisive in 
making headway for any amendments and in giving 
an early signal to yards and owners as to where the 
decision is headed.

A final report on the EEDI will be discussed during 
MEPC 74 in spring 2018.
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Despite its progress, the EEDI remains a contentious 
measure and it is too early to tell whether regulators 
stick with the 2025 and 30% targets.

Data fuels the future
In this environment of increased regulatory 
scrutiny, the onus also will also fall on shipowners to 
collect and provide hard data that will eventually 
inform those longer-term decisions and shed light 
on the latest levels of emissions from international 
shipping.

Emissions data will be instrumental in creating 
long-term decarbonisation policy, and hence the 
measures that underpin it, as was evident during 
April’s MEPC 72 when certain countries were vocal 
that there should not be an absolute emissions 
reduction target before the IMO’s Data Collection 
System yields results.

Under the IMO DCS that launched on March 1 this 
year, vessels above 5,000 gt must provide 
information on fuel consumption and emissions 
levels to their flag states beginning on January 1, 
2019. Flag states will subsequently submit these 
figures to the IMO, which will then publish annual 
reports on the data.

Data collection begins in just over eight months, 
which means that owners need to be developing 
plans accordingly to meet those deadlines.

For many, the remainder of 2018 and 2019 will offer 
a taste of the administrative onus of adhering to 
reporting requirements of two separate 
jurisdictions; the IMO and the EU.

Under the more stringent EU MRV regulation that is 
already in effect, vessels calling at EU ports have to 
inform the European Commission of a number of 
operational parameters including emissions levels, 
fuel consumptions and cargo carried per voyage. 
Having theoretically already gotten their monitoring 
plans assessed by independent verifiers, shipowners 
should currently be in the process of monitoring that 
relevant data.

Companies have to submit their first reports to the 
Commission and their flag states in 2019, by April 
30.

Alignment of the two systems remains elusive but is 
not impossible. The cautious welcome of the IMO’s 
GHG strategy by the commission keeps that 
potential alive. But with the revision of 2023 
expected to generate similar battlefields, the MRV 

remains an important pressure point for the EU and 
looking for alignment before then would be 
optimistic to say the least.

Recycling the right way
An essentially disregarded — very possibly 
unintentionally — regional regulation on the end of 
a vessel’s life is suddenly causing headaches for 
shipowners as a legal case proves a willingness to 
enforce and penalise.

The first successful prosecution against a shipowner 
(for violating the EU Waste Ship Regulation in 
March this year for recycling four vessels) was a 
wake-up call that at least certain jurisdictions in the 
EU, including those where some of the Continent’s 
largest ports are found, will not tolerate any 
perceived violations.

Shipowners must seriously consider these rules, 
however unfavourable they may be, and resort to 
legal advice to guarantee compliance. That 
necessitates greater due diligence during a 
transaction to avoid a Seatrade situation and could 
affect relationships and business with cash buyers, 
who are the link between owners and recycling 
facilities.

The EU Ship Recycling Regulation replaces the WSR 
but only for EU-flagged vessels, and forces owners 
to recycle them in one of the list of approved 
facilities.

The list currently includes only EU shipyards but 
the commission is planning on updating the list with 
non-EU facilities. An EU official told Lloyd’s List 
that as of April 19 there have been 24 applications 
from non EU-ship recycling yards, including 11 
Indian, four Chinese, seven Turkish and two from 
the US. Site inspections started in March and will 
continue until after the Summer.  Once completed, 
these assessments will then be presented to EU 
member states.

At the same time the Hong Kong Convention, the 
IMO’s tabled regulation for ship recycling, is a long 
way from ratification; just six countries of the 
minimum 15 needed have jumped on board, 
accounting for well below the gross tonnage and 
total recycling volume required for the convention 
to come into effect.

But with the shadow of the EU regulation looming 
large, significant gains are on the horizon, as Japan 
and India, a major shipowning and ship recycling 
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country respectively, closely consider ratification 
with decisions for both potentially coming later this 
year.

If and when the HKC is ratified, alignment of the EU 
regulation would be the next desirable step. Neither 
is likely to happen anytime soon given the current 
pace of developments and owners must understand 
that EU regulation is the law of the land for the 
foreseeable future.

Planning for the storm
The incoming 2020 fuel 0.5% sulphur cap will 
probably have the greatest operational expenditure 
effects of any of the new rules on account of both its 
immediacy and the monumental fuel switch that it 
requires — and will empower.

MEPC 72 signed off on a widely supported carriage 
ban on the use of non-compliant fuel, excpet where 
vessels are equipped with scrubbers, giving the 
industry the first measure in the uphill battle of 
compliance.

With less than two years to go, the use of expensive 
low-sulphur fuels is comfortably the preferred 

option compared to scrubbers and LNG propulsion, 
which require heavy singular investments and come 
with further complications given the aforementioned 
clampdown on fossil fuels and subsequent concerns 
over long-term availability of heavy fuel oil.

Regulators now take on the difficult task of guiding 
the sector through what is expected to be a 
tumultuous transition into a low-sulphur future.̀ `̀ `

The IMO Sub-Committee on Pollution Prevention 
and Response convening in the summer is expected 
to develop a set of guidelines meant to address the 
potential geographical discrepancies in low-sulphur 
fuel, identify where non-compliance may be justified 
and how that non-compliance shall be reported.

The guidelines should be officially adopted at MEPC 
73.

These guidelines will not solve fundamental market 
concerns but will reveal how much officially 
sanctioned leeway owners can expect, particularly in 
the early days of the cap, amid an underdeveloped 
supply infrastructure.

Cruise Lines International Association on the 
hunt for a new secretary-general
CRUISE Lines International Association is on the 
hunt for a new secretary-general as incumbent 
Andreas Chrysostomou prepares to take on new 
challenges.

Mr Chrysostomou has been at the international lobby 
group, based in Brussels, for one year. He joined in 
May 2017 as vice-president of public and government 
affairs for Europe.

He stepped in as acting secretary-general in 
November 2017 following the departure of industry 
veteran Tom Fecke less than one year into the role. 
Mr Fecke is a former Royal Caribbean Cruises 
regional general manager for Germany, Austria and 
Switzerland.

Mr Chrysostomou has decided to return to his native 
Cyprus to pursue other opportunities there, Lloyd’s 
List understands. He was not immediately available 
for comment.

Mr Chrysostomou was twice a candidate for the top 
job at the International Maritime Organization. In 

2016 he joined Transmed Shipping, a Cyprus-based 
manager of dry bulk carriers, as chief executive. He 
previously held the position of director of the Cyprus 
Department of Merchant Shipping and had worked 
for the island’s maritime administration since 1993, 
when he became head of policy, multilateral affairs 
and standards at the shipping department.

Formed in 1975, CLIA has over 50 cruise line 
members and represents more than 95% of global 
cruise capacity.

Other members include suppliers and partners to the 
cruise lines, 15,000 global travel agencies and 25,000 
travel agents.

CLIA did not respond to requests for comment.

The association is the latest in a long line of maritime 
industry lobby groups to seek new leadership in the 
past year. The International Chamber of Shipping, 
European Community Shipowners Association, 
European Maritime Safety Agency and UK Chamber 
of Shipping have all seen changes at the top.
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OPINION

The women who move the world
WOMEN In Shipping and Transport Association 
International has long been the voice of female 
professionals in management positions in the 
shipping industry, writes Despina Theodosiou.

Today, the nearly 3,000 individual members and 40 
National Wista Associations span five continents, 
with each individual and NWA working to increase 
the visibility and opportunities for women on a 
national and international level in the industry.

Our 2018 theme is “The women who move the 
world”.  This represents our focus on empowering 
women to lead. Wista members pride ourselves on 
conducting global business with competency and 
skill and on supporting one another’s professional 
ambitions, desires and achievements both inside our 
companies and out.

Our members participate actively in the strategic 
direction of Wista through different committees. 
The most recent one, the Diversity Committee, will 
review and recommend actions for the entire 
industry to take to increase diversity and create a 
pledge for companies to signal their commitment to 
gender diversity.

Wista International is proud to co-operate with a 
wide variety of organisations.

It has endorsed the International Maritime 
Organization Glofouling Project and our 
contribution will provide a great opportunity to 

bring together two of UN’s Sustainability Goals: 
‘Gender Equality’ and ‘Conservation and sustainable 
use of the oceans, seas and marine resources’.

We are also looking at other ways we can add value 
to IMO’s efforts to further advance women in the 
maritime sector.

We are founding partners of the European 
Commission’s Platform for Change promoting equal 
opportunities for women and men in the transport 
sector and are contributing practically to the 
platform’s mission.

Recently we announced the publication of the 
Diversity Booklet, a co-operation between Anglo-
Eastern, Iswan and Wista, providing guidelines on 
building and maintaining gender diversity on board 
merchant ships.

In addition to the diversity issues, we are following 
closely the technological advancements in the 
shipping industry as we believe they are opening 
opportunities for new lines of business and 
collaborations.

The world is changing, creating new opportunities 
never thought possible. Wista International and its 
members worldwide plan to be leading the change.

Depina Theodosiou is chief executive of satellite and 
radio communications service provider Tototheo 
Maritime, and president 2017 of Wista.

A FORMER secretary-general of the International 
Maritime Organization was fond of alluding to the 
essential nature of shipping, writes Michael Grey. 
The suggestion was that there was scarcely a man, 
woman or child on this planet whose life was not 
improved by the benign influence of ships.

Kipling put it so well in his paean to the big steamers 
and all the bread and biscuit they carried.

The shrieking mob outside the IMO headquarters 
building in Lambeth, waving their placards while 
the delegates inside were wrestling with the difficult 
compromises on what might come out of ships’ 
exhausts, certainly did not believe that ships 

achieved anything other than being a menace to the 
planet.

The protests went down a storm with the more 
credulous media, looking for a new angle on climate 
change and happy to go along with stories of choking 
people living near ports and drowning Pacific 
islanders.

Indeed, the message about shipping coming from 
the south bank of the Thames during these 
proceedings has been almost wholly negative, with 
plenty of folk willing to front up to the cameras and 
microphones and condemn the shipping industry 
outright.

Viewpoint: Biting the hands that feed us
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I was reminded of the furore over tankers and spilt 
oil during the end of the last century, when the 
message understood by the media and thus most 
people was that the principal function of tankers 
was to pollute.

Now, we all hate ships in general and because they 
emit noxious gases into the atmosphere, we can 
demonise the entire industry. There are probably 
plenty of placard-wavers who sincerely believe they 
could ban ships and subsist entirely on home-grown 
root vegetables. And the real trouble is that too 
many people fail to challenge this nonsense.

“They don’t give a stuff about marine safety, or the 
lives of seafarers,” angrily noted a former mariner 
and retired IMO officer, in a recent exchange we had. 
And he is right, there will be no protests, or any 
press interest in the boring, mundane, essential 
work of the IMO every day on less fashionable 
topics.

Emissions, on the other hand, is something the 
protest industry can get its teeth into. Ships — it’s 
like the Volkswagen scandal, with knobs on.

Menacing the planet
Who remembers the protesters who captured the 
moment that greeted the arrival in this country of 
the then biggest containership?

The Maersk liner was a technical tour de force that 
in an earlier age would have held the imagination of 
a substantial slice of the population. Instead, the 
discussion was all about the needless tat that filled 
its containers and how world trade was menacing 
the planet. The debate about emissions has been 
something of a reprise for which the earlier protest 
noises might be seen as a rehearsal.

Now, of course, we have the Paris accord, 
governments and all those non-governmental 
organisations involved and the technical conundrum 
of how to economically move all our trade in a 
sustainable fashion, thoroughly politicised. And in 
the simplified, one-dimensional brains of people 
who want to ban ships and stop emissions, the 

politics now interferes with both the technology and 
the economics.

The shipping industry is not a pirate kingdom, which 
could not care less about public opinion, or what 
might be emitted into the atmosphere or the oceans. 
It knows that the internal combustion engine cannot 
be “de-invented”, or that there is no simple solution 
that will instantly prevent anything harmful exiting 
the exhausts, unlike some people who think a simple 
directive to this effect would do the trick. This is the 
message that must be somehow transmitted.

Is there anything that will make the bulk of the 
population think more benevolently about the ships 
upon which they must depend to keep the lights on 
and their stomachs filled? Or are we just going to get 
the negative remarks of those unrealistic, ship-
hating interests who will be forever carping about 
the compromises which acknowledge the realities 
and screaming about “sell-outs”.

Maybe ships will have to slow down, burn extra-
virgin olive oil or eventually go back to using the 
wind with hand-knitted woollen sails, if we are to 
ignore the important criterion that suggests that 
whatever is decided, world trade should not suffer.

In reality it doesn’t really matter what technology 
emerges, as long as the rules that govern the 
operation of ships are global. That is what the 
industry has been driving towards and when you 
think about it, any alternatives would see us in a far 
bigger mess.

Can the reputation of the shipping industry and the 
essential nature of ships ever be imprinted in the 
minds of the modern public, as it is fed alarming 
tales of the damage ships do to the world in which 
we live?

It will be a struggle to convince people to whom 
marine trade is almost abstract, but with persistence 
and sincerity, and by living up to its promises, the 
truth upon our reliance upon shipping will surely be 
revealed.

THE proposed 25% tariff on US propane by China 
has led to a worsening oversupply of tonnage in the 

very large gas carrier markets, where freight 
earnings have fallen to the lowest in around eight 

MARKETS

Tariff worries drag VLGC rates to 
eight-month low
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months amid counter-seasonal weakness.

Even though the Chinese measure, which is seen as 
being retaliation to tariffs imposed by Washington 
in an escalating trade spat, has yet to be 
implemented, there have been reports that Chinese 
buyers of US propane are selling their cargoes to 
avoid extra costs, plaguing liftings in the US Gulf.

“The arbitrage trade… appears to be very limited,” 
VesselsValue analyst Court Smith said. “The tariffs 
are damaging as most of the incremental demand 
for liquefied petroleum gas exports during the 
summer months comes from petrochemical plants.”

Fernleys said in a note: “The West market [is] still 
suffering from a lack of activity and only a couple 
[of] ships fixed out this week. There is a large 
overhang of ships in the US Gulf and we will need to 
see [an] extreme amount of activity to see anything 
close to a balanced market.”

Recent fixtures for shipping LPG from the US Gulf 
to East Asia on VLGCs were made at $45 per tonne, 
compared with a price in the low $60 range per 
tonne two months ago, according to Clarksons.

Threats of trade wars have led to a build-up of 
propane stocks in the US Gulf. According to 
government data, stocks of propane and propylene 
rose to 23.1m barrels by April 13 from the month-
ago level of 22.4mb.

With the US-China LPG trade having grown to 
become one of the world’s largest for VLGCs, much 
of the market focus will remain on how the cargo 
flows will be altered should the proposed tariff 
become reality.

China imported 13.4m tonnes of propane in 2017, of 
which 3.4m tonnes were from the US, according to 
S&P Global Platts calculations based on customs 
data.

The weak US Gulf market, coupled with the large 
number of newbuilding deliveries in recent quarters, 
have in turn put owners at a disadvantage in the 
Middle East as oversupply spills over.

On the Baltic Exchange, the Middle East-Japan 
freight rate for VLGCs was assessed at $20 per 
tonne on Wednesday, marginally higher than the 
day-ago level of $19.93, then an eight-month low.

Demolition prices start to slide
DEMOLITION values have begun to fall, potentially 
putting off owners from scrapping ships.

According to Intermodal, the pressure seen on the 
Indian subcontinent at the end of the first quarter 
has “translated into substantial discounts during the 
first half of April”.

The price cuts were seen in Bangladesh, Pakistan 
and Turkey, with India holding out, it said in a note, 
adding that further declines were likely.

Demolition values have dropped for tankers and dry 
bulk vessels following a high for the year so far in 
mid-March, according to the Baltic Exchange.

Bulk carriers were assessed at $444 per ldt as of 
April 16, down from $459 per ldt at the start of April 
and the high of $463.50 per ldt on March 19. Clean 
tankers were meanwhile seen at $443 per ldt, down 
from $461 in early April, while dirty tankers are at 
$441 per ldt, lower than the $459.50 seen on April 3. 
Both tanker segments saw highs of $466 a month 
ago.

GMS said in a note that Bangladeshi prices were 
coming off following a “crash in local steel plate 
prices” and also due to a number of vessels lining up 

outside Chittagong port.

“Given the large number of vessels presently at 
Chittagong anchorage (over quarter of a million ldt 
is at the waterfront this week) and many more 
potentially on the way, the coming week(s) should 
likely see even less interest and lower prices from 
Chittagong recyclers until some of the ongoing 
deliveries are completed without incident,” the cash 
buyer noted.

The local market is “weakened by financial 
difficulties, decreased availability of US dollars, and 
problems with letters of credit,” Clarksons said in a 
note, adding that scrapyards were citing these issues 
as a way of bringing down prices, even from 
previously agreed levels.

The Gadani yard in Pakistan may soon re-open 
following receipt of the relevant permits, GMS said, 
citing local industry sources. An explosion in late 
2016 killed 31 workers and subsequent incidents 
forced the government to ban tanker demolitions.   

“This is certainly a difficult time in the market, with 
many vessels purchased on an ‘as is’ basis remaining 
unsold, making it hard for cash buyers to decide how 
to proceed,” Clarksons said in its weekly report.
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“However, the lack of new units currently being 
made available to cash buyers could help to improve 
sentiment” as vessels entering the market have 
attracted little buying interest of late, it said.

The number of bulkers being scrapped has declined 
as time-charter rates continue to improve, with 15 

vessels sent for scrap in the first quarter versus 
about 50 a year earlier, according to data by 
VesselsValue. Conversely, while tanker rates are still 
weak, scrapping in this sector has increased, with 76 
carriers sent for demolition so far this year 
compared with 18 during the same period in 2017, 
its data showed.

Driver shortages and Brexit concerns driving 
shortsea market
HUTCHISON Ports’ Thamesport facility is to take 
a fourth weekly call from Netherlands-based 
shortsea operator A2B-online as a driver shortage 
forces shippers to look for alternative routes into 
the UK.

A2B-online’s 580 teu A2B Spirit made its maiden 
call at Thamesport on Wednesday, becoming the 
fourth weekly sailing between Moerdijk in the 
Netherlands and Thamesport.

“We are seeing a growing demand in the shortsea 
container market as a response to increasing labour 
shortages in the driver-accompanied market and 
uncertainty around Brexit,” said Hutchison Ports 
executive director Clemence Cheng.

A2B-online sales director Bart van ‘t Hof said a hard 
Brexit would lead to more volumes being routed 
from Moerdijk to Thamesport.

“This because of customs procedures that may apply 
that will have a considerably negative effect on the 
supply chain for goods arriving the UK 
accompanied, by either Channel Tunnel and/or 
Dover by ferry.”

The additional call will be welcome news for 
Thamesport, which has suffered from the twin 
effects of consolidation in the container shipping 
sector and the upsizing of boxships. Two years ago it 
switched its focus to breakbulk to make up for 
declining container throughput.

IN OTHER NEWS
StealthGas eyes better market for 
small LPG carriers as building 
marathon ends
STEALTHGAS is hoping to reap 
the benefit of a low-debt, modern 
fleet of liquefied petroleum gas 
carriers after completing a huge 
newbuilding programme.

The Greece-based, Nasdaq-listed 
owner of 52 LPG carriers and four 
tankers on Wednesday took 
delivery of the last of four 22,000 
cu m LPG vessels from South 
Korean builder Hyundai Mipo 
Dockyard.

The semi-refrigerated Eco Freeze 
is a sistership to Eco Arctic and 
Eco Ice, delivered in January, and 
the lead ship in the series Eco 
Frost that was delivered last year.

Union marches with Pride for greater 
workplace inclusivity
NAUTILUS International, the 

union for maritime professionals, 
is pushing forward with its 
diversity drive following a 
member motion calling for 
greater support of LGBT+ 
members and events.

The motion, put forward by 
first-time conference attendee 
Glen Burnett, was backed at the 
2017 UK branch conference.

It followed Nautilus’ support 
and attendance of the LGBT+ 
Pride march in London in both 
2016 and 2017. The motion 
noted that attending these events 
had encouraged more members 
to take an active role in the 
Union.

Ship Finance to offer $150m in 
convertible notes
SHIP Finance International Ltd, a 
New York-listed owner, is to issue 
$150m-worth of convertible 

senior notes for general 
corporate purposes, which may 
include the acquisition of 
vessels.

The five-year notes will be in a 
rewritten public offering and 
convertible into cash, common 
shares or a combination of both 
at the company’s election, 
according to a press release.

Ship Finance said it also intended 
to grant the underwriters an 
option to purchase additional 
notes of up to $22.5m in 
aggregate principal to cover over-
allotments.

Diana Shipping gets higher rate for 
Cargill time charters
NEW YORK-listed Diana Shipping 
has extended time charter rates 
for two dry bulk vessels with 
major commodities trader Cargill 
at much higher rates amid the 
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continuing recovery in the dry 
bulk market.

In the first deal, the time charter 
for a 2015-built, 179,426 dwt 
capesize vessel — the Santa 
Barbara — has been renewed for 
18-19 months at a gross charter 
rate of $20,250 per day, up 68.8% 
from $12,000 previously.

In the second deal, the time 
charter for the 2013-built, 82,131 
dwt kamsarmax bulker Myrto 
was renewed at a gross charter 
rate of $14,000 per day, up 75% 
from $8,000 per day previously.

Seadrill seeks new business after 
restructuring approval
OSLO-listed Seadrill has secured 
legal approval from a US court to 
restructure its business after 
bondholder and lender 
permission, Reuters reported.

The company is already eyeing 
new business and major 
shareholder John Fredriksen is 
tipped to stay involved in the long 
term.

The blessing by the bankruptcy 
court of the Southern District 
of Texas comes almost two 
months after bondholders and 
lenders offered their support for 
the restructuring plan after 
Seadrill filed for Chapter 11 
bankruptcy protection in 
September 2017.

BHP trims 2018 iron ore guidance
BHP Billiton cut its 2018 iron ore 
production guidance to between 
236m tonnes and 238m tonnes, 
down from an earlier forecast of 
239m-243m tonnes, due to 
unexpected reliability problems 
with its car dumpers — the giant 
machines that can pick up and 
empty a fully loaded rail car of 
ore.

Iron ore production in the nine 
months to end-March came in at 
175m tonnes, up 2% compared to 
a year earlier, the miner said in a 
statement on Thursday.

However, volumes decreased by 
6% from the December quarter 
due to the impact of Cyclone 
Joyce hitting Western Australia in 
January and unplanned 
maintenance of the car dumpers. 
This was “despite improved rail 
reliability and an increase in peak 
performance in the number of 
rakes per day,” the company said, 
referring to groups of wagons 
— a rake is equivalent to 104 cars 
of ore.

Pacific Basin to honour its share 
award scheme for $5.5m
PACIFIC Basin Shipping, the 
Hong Kong-listed supramax and 
handysize specialist, is to issue 
21.2m new shares at HK$2.05 
apiece to fulfil its 2013 share 
award scheme for selected 
full-time employees.

The dry bulker owner said in an 
exchange filing that its board had 
agreed to allot the new shares to 
Acheson Limited, the trustee 
appointed by the company to 
manage the scheme.

“The Board shall pay or cause to 
be paid an aggregate amount of 
HK$43.4m ($5.5m) to the Trustee 
from the Company’s internal 
cash resources,” Pacific Basin 
said.

Goldilocks picks another fight with 
Noble amid restructuring spat
NOBLE Group has been attacked 
again by Goldilocks Investment, 
one of its major shareholders, as 
the Hong Kong-based, 
Singapore-listed trading house is 
struggling to proceed with its 
restructuring plan.

Goldilocks Investment, an Abu 
Dhabi-based investment fund, 
said in a release that it had 
lodged a rejection letter with 
Noble regarding all director 
candidates put forward by Noble 
for re-election at the trader’s 
annual general meeting, 
scheduled for the end of this 
month.

The fund launched proceedings 
against Noble earlier this year 
and has criticised its chairman 
Paul Brough.

For classified notices please view the next page.
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