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E D I T O R I A L

 

This special issue of 

Naftika Chronika may 

surprise our usual readers. 

For the first time in the long

history of this magazine, 

the editorial team has decided

to publish an exclusively

English edition with no 

articles or texts in Greek. 
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Where would we all be 
without Greek shipping?

T
he main reason behind this unusual decision is that nowadays, more than ever, information regarding
Greek shipping should reach an international readership, who wishes to know about the particular nature
of this industry. Moreover, the international shipping community needs to be informed in an objective

manner on current trends, theories and practices, which affect and influence the everyday life of our small but rather
powerful community of entrepreneurs and mariners. 

The opinions of leading ship owners, as well as academics and chairmen of leading professional associations com-
plement our efforts to present a clear and up-to-date picture of the special nature of our thriving maritime family.
Despite the international credit crisis and the disillusionment of the public worldwide, we need to clearly demon-
strate that the maritime industry is not suffering because of its own internal problems. What needs to be empha-
sised is that external pressures and the occasional political ignorance and/or inertia are the main causes of its
predicament. 

As editors of a traditional Greek shipping magazine, we have decided to travel abroad and bring to international
attention the aspirations and visions of our readers. In this moment in time, it is important to be open and trans-
parent, especially for the sake of political decision-makers in Brussels, Strasbourg, London, New York, or Washington.
In this respect, this issue presents all the information required to understand the importance of shipping to interna-
tional trade. It also demonstrates the serious, difficult and longstanding efforts that the Greek shipping community
has made in order to maintain a leading position in this international and highly competitive industry. 

The Greeks are world leaders in this particular sector and should try to change the image that the public has of ship-
ping. During these difficult times, the impression people have of shipping should accurately reflect the importance
of this critical industry in respect to the strengthening of international trade and development. "Where would
Greece be without its shipping?" may have been the question asked some decades ago. "Where would the
EU, China, Japan and the US be without Greek shipping?" is today's key question. 

In the pages that follow, we will attempt to clarify some issues and to provide some answers to all those questions
a reader might have wished to ask but did not know where to turn to. 

Ilias Bissias
Ηλίας Μπίσιας





T
hose who have experienced the actual
crisis of the 80's can definitely give an
idea of the levels prevailed during the

crisis  in comparison with present ones. Vessels
today can still make a profit. The difference is that
the shipping and trading markets reached sky high
levels during the last five years allowing the
shipowners, with the assistance of the Banks to
expand and invest in newbuildings and younger
secondhand vessels , which actually did not replace
the older tonnage, as proved equally profitable, but
due to the increased demand and the world fleet
unable to serve the market , there was no replace-
ment of the older tonnage and no scrapping activ-
ities have been reported.

The prices paid for the vessels were , due to the
market, at the highest ever levels. Some of these
vessels after the difficulties faced by their financing
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The question is,
are we facing 

a shipping crisis today?

A POINT OF VIEW

The reply is no, we are not. Considering the market during the
last decade we can see that the indexes were varying at lower
levels than   today's ones. Only during 1995 when the shipping
market was at the highest point of the decade we had better
outcome than the ones we are having today.

BY JOHN C. PACHOULIS 

Managing Director

"Megachart Inc"

President "Hellenic

Shipbrokers Association" organizations, could not meet their contractual obligations with the result that the owners were brought, not
always but in some cases, in difficult financial position.

Coming back to April dry Shipping market , we obviously didn't experience the great change proving that the
dry has not the volatility of the wet market. There have been some fluctuations as expected , but we can con-
sider the market as being stable. 
April started with a continuous drop, which commenced on the second half of March  and up to the 8th of April
when the BDI was at 1463 points. Then we experienced a steady rise bringing the Index at 1897 points on 23rd,
which was mainly due to an extended demand especially in Panamaxes and Capers but the Supras and Handys
were also quite active. The Atlantic market was firm with USG requirements increasing and giving good results
to the vessels in position. Black Sea and Mediterranean also considered to be the right positions for tonnage as
the fertilizers, grain and steel exports from the area was increasing and due to lack of tonnage the rates could
be considered as satisfactory.
The Far Eastern market continued to be dull, as the activity was mainly focused in the Asian  trade and China's
ore imports from India and Australia. The rates for the Transpacific trade were low but most of the tonnage in the
area was having no other alternative as the external trade was limited with the exception of some rice cargoes
ex South East Asia to West coast Africa and a few cargoes of bulk or bagged cement destined to the same area. 

Another small fluctuation was noted from 24th till the end of the month. The market lost within four working
days approximately 125 points reaching the 1772 level and then for the last two days we had another minor
increase of 34 points thus ending the month at 1806 points. The general condition of the market actually
remained at the above described levels and  no major changes registered. Although some owners considered
the market 'peculiar', we have noticed a breeze of optimism amongst the shipping community, which at least
brings a better psychological condition after the disaster of December last, proving that shipping never dies and
remains the cheapest way of transportation. �
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BY Dr. ALKIS JOHN CORRES*

* Dr A.J.Corres in the current

Chairman of the Hellenic

Association of Maritime

Economists running 

his second term.

Lessons in Ship Stability 
for Economists

U
The existence of a single space for ballasting has long been discarded, not only because  large free
surfaces affect ship  stability in a negative way, but also because of the real danger of the ship
going down in case of water ingress when in loaded condition. Compartmentized  ballasting

spaces effectively limit flooding, thereby enhancing the chances of vessel survival.

The logic of naval architects reminds me of the applicable logic in the case of the independent economies in
the past. In the past, say, two decades ago, before the Uruguay Round, the ship bottom of the world econo-
my was divided in small national entities. National currencies and import duties played the role of ballast tank
bulkheads. This system ensured certain important advantages as for example the protection from spreading
of economic crises, the responsiveness of each one of the economies to the traditional tools of monetary pol-
icy and the controlled allocation of investment and resources in the economy.

Globalization, which also has advantages, such as cheaper goods for all, optimized resource allocation on a
global basis based on each country's comparative advantage and strong increase in the international trade
volume, has become possible with the lowering of import duties, in many cases followed by relaxation of for-
eign exchange  restrictions, in other words, the demise of subdivision.  The first economies which have bene-
fitted from these developments were the economies of the Far East which have since been showing very
strong economic growth.

The stability of an empty
ship, the centre of gravity 
of which is higher than
when loaded, is controlled
through ballast tanks i.e.
those tanks in the ship's
bottom which are selectively
filled and emptied with 
sea water to ensure 
satisfactory and safe sailing
conditions. As the need for
accurate control of the 
stability increases, as for
example in container 
vessels, so does the number
of ballast tanks in the 
design of the ship.

The logic of naval architects reminds me of the applicable logic

in the case of the independent economies in the past. 

A POINT OF VIEW
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In practical terms what has happened reminds of
communicating vessels. A single economy, all
together in the ups, all together in the downs, dif-
ficulties  in economy management at all levels as
the ship rolls in response to large free surface
effects stemming from unrestricted capital move-
ments due to speculation and relocation of invest-
ments. The response of the system has become
erratic, if not downright unsafe.

Even though the problem appears to have enor-
mous dimensions, the options open to the policy
makers are notably limited. From what we are in
position to know today, either effective control

mechanisms of the globalized economy - which I
personally doubt if there are any - will have to be
put into motion, or retrograde steps will have to
take effect , increasing the number of ballast tanks
until an acceptable degree of stability is achieved. If
nothing happens, we shall all have to familiarize
ourselves with an economic environment charac-
terized by uncontrollable rises and abrupt plunges.
I have no idea what that implies for the contempo-
rary state, yet I have the hunch there will soon be
governments with the hands raised in despair.

I hasten to add that a massive ingress of water has
at all costs to be avoided - and I intentionally avoid

giving an example- without any bottom subdivi-
sion, as in that case the outcome is easily pre-
dictable by the laws of physics.

Let us consider our responsibility, dear colleagues
from the economic profession, except if this in real-
ity belongs to the politicians, who will be called to
handle economies in parametric roll1 with the
expertise of an apprentice magician in matters of
vessel stability.  �

1. Parametric roll is defined as the dangerous condition whereby a vessel

sailing at speed in rough water develops a series of successive listings in

opposite directions characterized by progressively higher angles. 
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A POINT OF VIEW

- in the shadow of seafarers’ criminalisation

Attracting young people 
to the marine profession 

W
e consider that the basic reasons
that young people are not attracted
to follow the marine profession are,

amongst others, the following: 

1. Inadequate information campaign by the State 
2. Lack of motivation in order to attract young people
3. Non-upgrading of Academies and diplomas

issued
4. Non-modernisation of applicable legislation, so

that Masters are not exposed and held responsi-
ble for everything on board ship

5. Non-existence of social security coverage of ret-
ributive character

6. Society's negative opinion for the marine profession
7. Non-securing the appropriate status level of the

marine profession in the society with the appro-
priate levels of pay

8. Disproportionate benefits bearing in mind seafar-
ers' contribution to National and World economy

There are incidents where seafarers, especially
Masters, have been legally prosecuted (for acci-
dents, accidental pollution), like common crimi-

nals, in order for the public opinion to be satisfied.
These are movements of impressiveness which
offend the human dignity and the human rights. 

There are many recent examples worldwide and in
our country, where Masters have been prosecuted
for minor reasons, the sentences and fines being
imposed are extremely rigid.

The case of "HEBEI SPIRIT" and the condemnation
of the Master and the Chief Mate for an accident
they were not responsible for and they couldn't
avoid, is just an example.

A case which clearly illustrates the increasing ten-
dency of criminalising seafarers, is Greek vessel
"ASTRO SATURN", in which, while in a harbour of
Venezuela, two Colombian stowaways were arrest-
ed for having hidden drugs in the rudder tank of the
ship. The two stowaways admitted their guilt and
clearly declared there had no involvement whatso-
ever with any crew member. Unfortunately, our
colleagues the Master and the Chief Mate of the
ship are being held in a hostage state, without hav-

A global reality which deeply concerns the maritime world in general and
the international seafaring community in particular is the shortage of
qualified and competent officers.
It is self evident, also substantiated by recent employment forecast stud-
ies, that demand for manpower is getting day by day more acute and it
is expected to get aggravated during the following years.

BY GEORGE VLACHOS 
President Masters 

and Mates Union 

of the Greek Merchant Marine



economy, it serves international trade, is the major
foreign currency earner and it offers thousand job
opportunities to Greek people.
The State, along with all the institutions concerned,
should provide every possible assistance to the
Greek Shipping and Greek seafarers, if we really
want to maintain the maritime know how and the
first class skills of Greek seafarers.

The Masters and Mates Union of Greek Merchant
Marine will provide every support and guidance to
young colleagues from the moment they decide to
join the marine family and during their studies and
later in their career. 

The Masters and Mates Union is the home of all
Masters ( of all grades). �
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We fail to understand how on earth a young person
could be attracted to follow the marine profession,
when, on top of the difficulties the he or she will
have to face, also has to face piracy threats.

Several meetings, in various Greek cities, have been
held in different fora for attracting young people to
the marine profession, where Masters and Mates
Union have participated. Our aim was to discuss
with young people in simple terms and with hon-
esty inviting them to join us to this profession
where Greece has been a pioneer for over 10.000
years.

It is a common belief that Shipping is national cap-
ital. It dynamically participates to National
Economy and offers in various ways to the country.
In addition to being the major contributor to our

their people will soon be released and join their families back home. 
An issue of major concern for our colleagues is the increasing number of piracy incidents, mainly in Somalia
area, a factor that also discourages young people to follow the marine profession.
The above matter is being discussed at
national, regional and international levels
and our views are well known. We believe
that the allied forces should at last discharge
their duties, namely the safe passage of ves-
sels in the area so that the lives of all seafar-
ers are no longer at stake. 

ing being recited to them any accusation at all.
Despite all interventions of Masters and Mates
Union to all responsible institutions, Ministries and
the Embassy of Venezuela in Athens, our colleagues
continue to be in custody for over six months, with-
out a trial- not to mention that charges have not
been pressed so far. 

The Ministries responsible for dealing with the
above matter are lacking the determination so that
justice is done for these innocent men and our
Union strongly demand that the authorities con-
cerned take expeditious steps for resolving this
matter.

It should be underlined that the state of health of
our colleagues is day by day deteriorating, whilst
their families are in a state of despair, hoping that

There are incidents where seafarers, especially Masters, have been legally prosecut-

ed (for accidents, accidental pollution), like common criminals, in order for the public

opinion to be satisfied. These are movements of impressiveness which offend

the human dignity and the human rights. 



T
raditionally, due to the large price gap
between a second hand ship and a
newbuilding of equal specifications, the

choice of newbuilding was the privilege of those
shipping groups who had experience, reputation,
substantial fleet, supervision ability and - which is
the  most important - a sound capital base, easy
access to financing and - primarily - cash liquidity. 

In the past, when the perpetual phenomenon of
the supply and demand fluctuations used to
develop in the shape of a sine curve and a distance
between two consecutive summits of 2 to 3 years,
choice was much easier. The potential buyer would
buy second hand ships during the low market at
bargain price levels while, at the high market,
would proceed with ordering newbuildings. Thus,
he would achieve the optimum results.

However, as a result of the unusually high market

18

SHIPBUILDING

Greek shipbuilding orders
in the frame of a crisis

in the course of the last few years (particularly
2004-2008) such practice, till then limited to  high-
ly selected 'big' names among Greek Shipping
Community, was enlarged to incorporate a great
number of the so called 'medium class' operators.

The supply and demand equilibrium was over-
turned. The ships 'in the water' were not sufficient
any more. The refuge to the builders becomes
unavoidable. Japan, Korea and China take the lion's
share among the world orders for ships of conven-
tional types - and Greeks are no exception.
Shipbuilding prices now become double their his-
torical levels, though still remain competitive since
the second hand ships, able to give comparatively
earlier (or spot) delivery, consequently the possibil-
ity of prompt medium or long term charters at high
levels of hire or freight, pricewise go sky high.

The commencement of this crisis (which for

Shipping starts as late as September 2008) finds
Greeks with 836 total outstanding newbuilding
orders of about 72,500,000 DWT roughly estimated
at  US $ 75 billion worth. The 'problem' is that the
crisis and its effect on the 'real' freight markets
cause a substantial fall in values that creates poten-
tial problem with the finance arrangements already
in place and makes new financing second to
impossible. From the said date and thereafter no
new orders have been placed. Only cancellations
and/or postponement in delivery are being dis-
cussed - and to some degree concluded. Not all the
time without some heavy consequences for the
Owner.  

Let me now briefly discuss the 'way out' of these
rather unpleasant issues. No doubt, one has to
show a particular understanding for those con-
tracts that have not been financially covered, thus
making their original target difficult to materialise.
Such cases have no alternative than a cancellation.
There are other cases where the builder is found
incapable to cope with his obligations arising from
the relevant contracts for lack of a sound financial
background, technical awareness or, as simple as
that, because he finds that he has taken an exces-
sive number of orders as a result of 'optimism'
encouraged by high demand and prices at the time
of contracting. Those cases may be somewhat eas-
ier to handle as, behind the curtain, there are 'com-
mon interests' to treat by a cancellation.

Irrespective of the aforesaid, others suggest that a
cancellation could free a considerable amount of
money and make it available for modern second
hand tonnage acquisition at 'bargain' prices. I real-
ly find no substance to such an opinion. Recent
S+P market reports clearly show that the very
great majority of the vessels changing hands
already are 'old ladies'. The very few modern units
that are changing hands (mostly of 5 to 7 years of
age) fetch prices that, through the application of
valuation's standard criteria, mould their new-
building equivalent values to levels not too far from
their already  high contractual ones. Consequently,

This is a brief note rather than an 'article' and
its aim is to describe current status of the
existing Greek newbuilding orders within the
adverse climate of the current financial and
shipping crisis.
I forget for a while the current financial/econ-
omy crunch and its effects on Shipping mar-
kets and I start with a brief reference to the
reasons and circumstances under which the
actual Greek newbuilding orders were placed.

BY GEORGE

BANOS*

*Shipbuilding Consultant George Moundreas Company S.A. 



dreams and Brazilian aims on energy and other
fields, are to bring the markets to a workable level
soon?

Some signs in support of such optimism are
already there. Most eloquent one the current fluc-
tuations of the dry freight market that, more than
any thing else, show an inherent dynamic among
the factors that develop market fate.

in the writer's view, such expectations belong
to the 'dreams' area rather than to reality…

The main issue, however, remains with our
ability to foresee the future! Is this crisis (the
shipping one, I mean) to last for long, or
dynamics, such as the Chinese persistence (or
need?) to maintain a high growth, Indian

In conclusions, we are in front of a possible market
upturn with no concrete date of recovery where a
number out of the existing newbuilding orders is
being cancelled, some others postponed for later

delivery. The old tonnage is finding its way to
Indian sub-continent. No new orders have been
recorded in the last eight months. And another
eight months may elapse before orders appear
again. Apparently, the 'supply' part of the game
tends to shrinkage!

Are we sure that vessels scheduled to be delivered
in 2010/1011 still are a 'burden', or, sooner than
expected, will they prove valuable utensils, able to
serve the world seaborne trade and satisfy their
owners' expectations? �



G
reek shipyards had to make a series of
structural adjustments which resulted
in lower employment levels. As a

result, Greek shipyards are gradually reaching the
position where they can profitably re-enter the
international market. However, now that the cur-
rent economic crisis has hit shipping, it has created
major problems regarding the employment situa-
tion in the shipyards. 

In Perama, the ship repair yard is an industrial zone
mainly comprising SMEs from the ship building
and ship repair sectors. Perama is facing major
problems regarding its future. It is believed that
Green offshore structures can give a competitive
edge to the ship repair yard and provide a way out
of the current situation.

Global warming is threatening the quality of life
around the world. Environmental protection
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A POINT OF VIEW

measures, renewable energies and new resources
have to be investigated. Marine resources and
green offshore structures are both areas of increas-
ing interest. The shipbuilding sector in Greece has
to focus on constructions that will guarantee its
future and where our labour force enjoys a compet-
itive advantage. 
This is why we present these two specialised off-
shore structures constructed in Perama. 

Floating Autonomous and
Efficient Desalination Unit 
The problem of water scarcity during the summer
period is quite common in many parts of the world.
Every summer, hundreds of Mediterranean islands
suffer both from population increase and water
shortages. 

Desalination is the process of removing soluble
salts from water to render it suitable for drinking,

irrigation, or industrial usage. It is used in coastal or
isolated regions in order to deal with water scarcity.
Desalination of brackish, underground water risks
introducing seawater into the underground water
table. This is why on islands it is preferable to pro-
duce potable water from sea water through the use
of desalination units. 

Nevertheless, desalination units are major energy
consuming installations and as a result, the price of
the water produced remains high. Moreover, the
cost of producing electricity on the islands is also
high since there is no connection with the national
power grid. Wind turbines have been installed on
many islands but the creation of wind parks on
small islands is faced with many difficulties. In
most cases, the absence of infrastructure such as
access roads, construction companies and equip-
ment (i.e cranes, dozers, or loaders) in addition to
the lack of connection to the National Power Grid
present major obstacles. Thus the creation and
maintenance of wind parks in isolated, small
islands is impractical and not financially viable. 

Another major problem concerns the environmental
impact of conventional desalination units. The water
intakes take in the brine, including the chemicals that
are commonly used in conventional units and then
the brine, with along with the chemicals, are dis-
charged into a contained area. Both these processes
can have a serious impact on the environment. 

However, all these issues have been addressed in
the proposed floating desalination unit. First of all,

The Greek shipbuilding industry is in crisis, just
like its European counterpart. This crisis has
been caused by the recent economic reces-
sion in the maritime sector and the competi-
tion from countries with low labour costs. 

BY Dr. NIKITAS NIKITAKOS
Professor - Head of the Dept. 

of Shipping Trade and Transport

University of the Aegean

Green Offshore structures:
giving a competitive edge
to the ship repair yards 



it is powered by renewable energy its cost of con-
nection between the units is considerably reduced,
since a long network transmission is not required.
In addition, it is possible to place the desalination
unit far from villages, so that it does not disturb the
residents. The unit can also be transported so as to
achieve better utilisation in different regions
depending on the conditions. 

Technical Solution 
The wind-powered floating desalination unit
developed and described here is an integrated
solution that combines all the advantages previ-
ously mentioned. 

A 30KW wind turbine (PitchWind, Sweden) pro-
duces and supplies energy to a desalination unit
which uses reverse osmosis technique in order to
produce 70.000 litres of potable water from the sea
at a daily basis. Electricity is produced through

advanced electrical and electronic energy conver-
sion components and no chemical additives are
used during the desalination process. The whole
plant works on a special floating platform, which is
designed in such a way that the wind turbine and
the whole system can work even under adverse
weather conditions. The result is an environmen-
tally friendly seawater treatment plant for produc-
ing potable water in isolated, small islands. The
plant consists of a number of components, such as
the wind turbine, the desalination unit, or the
pumping unit, which can be exploited independ-
ently. 

It represents the first ever floating wind turbine
worldwide that is not a prototype. For the last fif-
teen months, the turbine has been providing
enough power for a fully-operational desalination
plant that produces potable water. In the last nine
months, the platform has been anchored near the
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island Iraklia in the Aegean, where it has been
supplying the island with plenty of drinking water.
It combines renewable energy and an environ-
mentally friendly desalination process into an inte-
grated, and floating factory, producing potable
water from the sea. 

The desalination unit used in the plant has been
improved, regarding production efficiency and ener-
gy saving issues. Major advances in comparison to
conventional desalination units include the minimi-
sation of scaling and fouling effects on the mem-
branes, as well as the increase of energy efficiency
and the avoidance of any chemical treatment. 
The floating water-production unit is autonomous,
which means that no connection to the national
power grid or use of a diesel generator is required.
It is possible that even larger units can be built in
shipyards and towed to wherever they are needed.
Such installations can also be sited temporarily in

In Perama, the ship repair yard

is an industrial zone mainly

comprising SMEs from the ship

building and ship repair sectors.

Perama is facing major prob-
lems regarding its future. 
It is believed that Green off-

shore structures can give a

competitive edge to the ship

repair yard and provide a way

out of the current situation.



tified by HACCP. The upper 450m2 deck will be cov-
ered by natural grass. 

The whole construction requires a total dislodgment
of 350 tons of shipbuilding steel. The stability but
also the buoyancy of the platform are based on four
floating cylinders between which small aquariums
will be created. In order to protect the sea environ-
ment the coatings are in compliance with the
German Federal Environmental Agency (UBA) and
are much more expensive than conventional coat-
ings. All the consumables used on board will be from
recycled materials while there will be a fully auto-
matic sewage treatment unit. The use of renewable
energy on board (i.e. photovoltaic systems, provision
for fuel-cell batteries etc.) is expected to minimise
the carbon footprint of the structure and thus to con-
tribute to environmental protection and sustainabil-
ity. Its building will give jobs to 70 skilled workers
from several shipbuilding disciplines. �

order to serve particular requirements. The struc-
ture complies with the marine safety regulations
and ISO requirements. 

An important innovation is that the plant has been
adapted to operate on varying power, in this way
all the available wind energy can be used. A vary-
ing current means that it does not produce constant
frequency and voltage. Thus when the wind speed
is high more power is generated and consumed,
increasing respectively the quantity of the potable
water produced. Further advantages of the system
include that it is fully automated, meaning it can be
fully operated and monitored from a distance. 

Floating multipurpose structure 
The structure is also expected to act as a tourist
attraction. It will offer tourists the option to enjoy
the sea as seen from an off-shore structure, some
distance away from the beach. It would create
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multiple benefits, such as the creation of new jobs,
the protection of the environment, the extension of
the tourist period. 

In order to develop many off-shore multipurpose
structures we need to improve the infrastructure of
small ports. The structure currently under construc-
tion in Perama is called ZANZIBAR. It is 30m by
20m and has 3 decks. It has the capacity to serve 1
300 people and a surface of 1 100m2. 

The first deck is below sea level and its size is
450m2. It comprises sewerage, a gallery, stores and
other areas. The main deck, which is at sea level,
extends on a surface of 600m2 and includes a
closed space constructed from photovoltaic panels
for better thermal and noise insulation and an open
area that will be used during the summer period.
On this deck it there will be an organic food restau-
rant. Note that the gallery's operation has been cer-

A POINT OF VIEW





The factors that have led to the current global economic crisis
and the dramatic reversal of fortunes in the shipping industry in
a very short period of time clearly demonstrate that the latter is
a victim of actions and omissions of stakeholders in the financial
sectors in Western countries. Fortunately, concerted action by
governments and central banks have offered a substantial infu-
sion of liquidity into the capital markets which has saved the
world economy from a calamity. 

N
evertheless, the difficult task of restoring confidence both to the real economies and the finan-
cial markets has yet to be accomplished. If that were to be achieved, buyers who are the ultimate
source of liquidity would re-emerge in a dynamic way leading to improved conditions in world

seaborne trade and an increase in the demand for maritime transport services. The very recent improvement
in the stock markets, albeit from very low levels of prices, could be taken to indicate that there is a general
expectation that things will be getting better. 

In the shipping industry in particular, it is of utmost importance for stakeholders to resist practices that lead
to the same trap of loss of trust in commercial transactions. Unfortunately there have been instances of char-
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terers, ship owners, and shipbuilders not sticking to
the terms of agreements reached during the period
when the freight markets were at high levels, and
trying to find ways out of commitments. If this
becomes a general trend, the long term damage to
this industry, which depends on trust for its welfare
in a globalised environment, would be irreparable. 

It is of utmost importance for the long-term wel-
fare of this industry that the traditional principle of
each stakeholder sticking to commitments under-
taken is adhered to. Of course in this context each
party has a vested interest in avoiding the econom-
ic ruin of its counterparty, especially in situations of
extreme and unforeseen negative developments.
Logic dictates that a renegotiation of terms within
reasonable limits would be in the interest of both
sides compared to the alternative of defaults. This
should particularly apply to the relations between

INTERNATIONAL FORA

Weathering the Storm



the banking sector and its customers, bearing in
mind that the former is the immediate beneficiary
of the aforementioned action by governments. 

Another threat to the shipping industry as a result
of the current economic and financial turmoil is the
propensity in some parts of the world for a return to
protectionism. For Greek shipping, which depends
primarily on cross-trading, such a development
would obviously be very negative. Fortunately the
measures adopted so far following the deliberation
among world leaders (e.g. the recent G20 Summit)
have not reversed the regulatory framework that
promotes international trade without barriers. 

The crisis should not lead us astray from the policies
that would address effectively the major challenges
facing the shipping industry. The number one chal-
lenge in my view is that of the growing shortage of

well-trained seafarers, mostly officers, worldwide. According to a recent report by Drewry Shipping
Consultants, it is estimated that the shortfall of officers worldwide will reach 42 700 by 2013 on a projected
supply of 573 000 adjusted to take into account an increase on newbuilding cancellations and scrapping. It is
therefore imperative that all stakeholders in the shipping industry should intensify their efforts to attract to
the maritime profession and educate properly the right calibre of young people. 

In addition to the campaigns to this effect undertaken at national or international level it is also imperative to
avoid measures that criminalize the seafaring profession as in the cases of accidental maritime pollution or
treat them as second-class citizens by the authorities in certain ports. This is why we strongly believe that the
ILO Maritime Labour Convention -the so called 'fourth pillar' of the shipping regulatory system, adopted in
2006- reflects a sincere, collective, global effort to reduce negative aspects of the seafaring profession that
might have been causing young people to look elsewhere for their income. The Greek government enjoys
widespread international acknowledgement for its positive contribution to the development and adoption of
the said Convention. We are currently working to adjust accordingly our national legislation at a much earlier
date than the deadline envisaged and we are focusing on a substantive and uniform implementation of the
relevant requirements on board Greek merchant ships. 

Moreover, our country that has suffered from incidents of unfair treatment of seafarers after the Prestige and
the Tasman Spirit accidents, had a leading role in the development and adoption by both IMO and ILO of the
Guidelines on Fair Treatment of Seafarers in the Event of a Maritime Accident, which our ministry has com-
municated to all national parties involved. 

The current crisis should not lead us away from our hard efforts to continuously enhance maritime safety and
security as well as to address the problem of air emissions from shipping. There is zero-tolerance to activities
or omissions that undermine these conditions. However, policies adopted should be based on proper studies
analysing all the parameters of the issue addressed so as to achieve objectives such as the reduction of envi-
ronmental pollution, whilst avoiding unnecessary negative side effects. 

In fact, we should co-operate closely with key participants in the international fore -such as the IMO- and
strive to work out international solutions in order to establish a common level playing field worldwide, given
that shipping constitutes an international activity. �

BY Professor
JOHN TZOANNOS  

Secretary General Ministry 

of Mercantile Marine 

the Aegean and Island Policy 

Our country that has suffered from incidents of

unfair treatment of seafarers after the Prestige and

the Tasman Spirit accidents, had a leading role in

the development and adoption by both IMO

and ILO of the Guidelines on Fair Treatment of

Seafarers in the Event of a Maritime Accident
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M
essages, calls and instructions
between owners, managers and
crews, alarmed by the turn of

events, had been exchanged in front of this
onlooker in the best tradition of close operational
management which involves owners/managers
directly in the day-to-day operations of ships they
might have been serving on as masters or engi-
neers only years ago. As the boat was plying safe-
ly the calm Aegean waters the atmosphere
remained surreal and minds were turning to the
vessels thousands of miles away and those on
board and ashore who were fretting for their safe
passage. Then logic took over any justifiable emo-
tion and the questions poured among these pas-
sengers, too shipping-savvy not to look for sys-
tematic answers commensurate to the grave and
present nature of a danger they were aware of for
quite a while but the media had brought home to
the wider community only too recently.
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21st century piracy stories...

1. Trapped in time? 
Five hundred years is too long for even time to dug
its heels in. Yet hundreds of miles off the coast of
Somalia and several centuries off the attacks on the
Spanish convoys in the Atlantic of the Age of the
Great Discoveries, maritime reality seems caught in
a time warp. Only means and main areas of attacks
seem to have changed. Whereas Greek (and other)
captains had to plea for the release of their boats1

or/and themselves in front of - notably then "rogue
state" - courts in 17th century Mediterranean, their
21st century descendants (figurative or real ones)
have to plea for the release of their vessels, crews
unfortunately once more included, with pirates
from an area with a "want of " state altogether. At
the end of the first decade following the millenni-
um, seafarers find themselves again in the same
centuries-old dire straits: between the Scylla of
cyclones and the Charybdis of pirate attacks.
While the IMO has included piracy most visibly in its

agenda, publishing numerous circulars and recom-
mendations for years, the piracy issue is only
increasing in urgency. This was to be expected in the
case of a maritime problem involving more facets
than a technical or strictly operational one; this is an
issue for which solutions cannot be forthcoming
without the involvement of the entire international
community. Yet, the usual caveats for concerted
international actions applied equally in the case of
purposeful maritime terrorism per se which was the
main reason for adopting the ISPS most promptly
and at record speed (all things considered). Piracy,
however, did not reach us through a sudden shock,
such as the events of September 2001, to warrant
such expedience. The steady - but not too rapid -
progress of vessel hijacks peaked at the start of the
decade but was limited mainly to smaller vessels2

thus blurring eventually the sense of urgency that
would have added pressure for prevention meas-
ures on top of the reinforced security levels in ports
and ships promoted by the ISPS Code in 2002. Any
such specific measures could not eventually but
concern additional flexible procedures involving
mainly routing, as the practice has been recently
since the last spate of attacks. However, although it
was precisely the shift in geographical areas which
has startled the international community in rela-
tion to the current turn of events, geography might
be holding also the ad hoc key to a vigorous
response to it. 

2. Turning eventual costs into 
opportunities for securing 
co-ordinated response
A quick search through one academic search

It was  the Tuesday  before the Greek Easter holiday  when the news of
the  hijacking of one more vessel with its crew off the coast of Africa
struck on board the ship this author was returning on, to the single
largest active island maritime community of the country. The family and
local ties among owners, managers  and  crew bring such news even
closer to home - literally - in the case of Greek shipping. Even if there
had been no internet access or television on board the ferry, the news
would have been read on the faces of  anyone related to that shipping
community the attacked vessel belonged to; among them, those involved
with  vessels  which had just been crossing or  were  to cross the area,
sleepless some as their vessel's place in the convoys had been dictating. 
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damages we have seen to date through purely acci-
dental pollution. Owners and insurers should be
taking advantage of steps such as e.g. measures
taken by any major crew supplying country to pre-
vent nationals from being employed in the afflicted
areas (as the case has been with Philippines in late
April), to forge a common front along with charter-
ers/shippers. Any temporary bypassing of the Suez
Canal securing a safer distance from the east coast

would perhaps not solve the problem entirely. Yet,
limiting the number of wreaths to be thrown at sea,
as the litany of losses will eventually start to pile-
up, is worth every deviation, every fuel added and
any higher price consumers would face through
elevated costs for charterers the latter having
themselves all the interest in the world not to see

27

engine yielded less than 500 "maritime piracy"
entries. For a subject with great interest for histori-
ans (maritime or otherwise) this makes piracy a
rather unchartered modern research area especially
considering the - "outdated" as it may be - resur-
gence of the phenomenon in the last decades. Still,
the most striking result from this search was the
much smaller number of studies or reports related
to the geographical route on which the attacks

have concentrated recently. The preponderance of
Southeast Asia - where for years the interest had
focused - is obvious in the scores of references
which include either this term or Asia in their titles
and/or the contents; in the latter case these rise to
over half of the total. Somalia, however, figures
among all citations or titles half the times the

Malacca straits do. Yet, the east coast of Africa
would be worthy not only of more attention but
could be a better candidate for a more forthcoming
solution. As it includes few compulsory ports of
loading or discharge, convoys are largely made-up
of vessels routed through the Canal, the latter once
more highlighted as a most critical node in post-
war shipping. While any other routing is considered
of course as much more expensive, one cannot but

wonder: in view of recent developments, of addi-
tional insurance costs and of all the losses insurance
will never manage to replace or restore, such as
lives, is it really so? 
Piracy costs. It costs - first and foremost - in terms
of lives lost, then in cargoes and vessels and is hav-
ing the potential to trivialize all environmental

Piracy is only one of the

plights of a modern world

still torn by numerous local

conflicts, especially in piracy-

ridden areas (turning often

Medieval history into a dull

account by comparison); lives 

in transit seem to take second-

stage when entire nations are 

up in arms among them or 

within them, even more so 

around the targeted areas.



Piracy makes us prisoners of our societies' shortcomings:

our inability to settle disputes through reason instead of power.

tion to the temporary bypass of the Suez
canal on the basis of cost considerations as
both the Somali pirates and the failings of
the world economic system had just hit the
shipping markets in tandem; any maritime
economist worth his or her salt and any stu-
dent with sufficient knowledge of the supply
and demand curve shapes in shipping would
point that if there was ever a time for this it
was then: at 663 of the BDI or there about.
Even today any such concerns would still sound
more outlandish than firmly founded; while there
has been something of a precarious - as it might
have been looking for some - recovery in the dry
bulk trades, recent oil tanker market developments
have seen that any such ton-miles increase would
still result in minimal repercussions on the level of
international freight rates in the middle/lower
range of oil cargo sizes. It would have been of
course easier to proceed to such a collective inter-
national decision in the relevant fora amidst the
dry bulk market conditions of last winter, but even
today a demand induced shock could still be
absorbed well ahead of any recovery proper while
mechanisms to compensate loosing-out states,
such as mainly Egypt, could be devised appropri-
ately. It remains that still, no such proposal has
ever been forthcoming either then or now, not
even out of the shipping community which having
the most direct interest was too cautious perhaps
to avoid accusations of trying to improve its collec-
tive lot through the piracy calamity hitting some of
its members. The risks involved should, however,
make the wider international community indiffer-
ent to any incidental benefits which would even-
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cargoes lost or even more sinister turns of events. Yet, while the maritime community is too experienced
not to consider such a drastic - though eventually temporary, especially if successful - measure, re-routing
initiatives have been limited and on a shipping company by shipping company basis with the eventual
silent or more vocal consent of shippers; concerted proposals by major international powers, despite the
cost their naval deployment in the area entails, are still awaited.

3. What is preventing drastic re-routing?
The last quarter of 2008 would have been very wrong timing indeed to put forward any objec-

tually - if at all - be incurring to some. Why is it then that no such proposal has been put vigorously forward
through diplomatic channels and why has the implementation of re-routing as a defensive response to the
piracy surge been left to individual shipowners and managers who cannot but bear the full private cost for
trying to avoid a social disaster?

Piracy is only one of the plights of a modern world still torn by numerous local conflicts, especially in piracy-
ridden areas (turning often Medieval history into a dull account by comparison); lives in transit seem to take
second-stage when entire nations are up in arms among them or within them, even more so around the tar-
geted areas. It ensues directly that the political repercussions of any action involving international policy
measures are extremely complex. Banning the use of sea-lanes - in terms of routes or even more crucially of
passages such as canals - would be deemed to destabilize issues more geopolitically critical for local and
international powers. So piracy makes us prisoners of our societies' shortcomings: our inability to settle dis-
putes through reason instead of power, our concerns about all kinds of costs (pecuniary or political) when
faced with serious dilemmas, and the propagation of our material way of life. It is fast cars and "life in the fast
lane" pirates of places forlorn from our "societies of plenty" invest their unlawful profits in, not in hospitals or
schools these areas lack so desperately. Unfortunately, no such fast lane of escape is available to the ones see-
ing the pirate boats - imperceptible it seems to satellites around this earth - harrowingly approaching them
hundreds of miles off the coast of Somalia...�

1. Cf. Molly Greene, Beyond the Northern Invasion: The Mediterranean in the Seventeenth Century, Past & Present 2002, 174 (1), pp. 42-71.

2. Noor Apandi Osnin, Maritime Security and the ISPS Code, 2003,

http://www.mima.gov.my/mima/htmls/depts/profile/apandi/misc/009%20MSC%20in%20Marine%20Policy.pdf,  p.8.
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T
he origin of this package of legislative
measures is to be found in concerns over
maritime safety and the sinking of the

Erika and the Prestige oil tankers off the French,
Spanish and Portuguese Atlantic Coasts on
December 1999 and November 2002 respectively.
As a result of these accidents, the European Union
has learnt the necessary lessons on the need to
react in order to prevent accidents of this kind from
happening again. Such accidents leave behind not
only serious ecological damage to the marine envi-
ronment but also cause a considerable economic
impact in the regions affected by the oil spill.

The proposal on ship inspection and survey organ-
isations originally took the form of a single
Directive. During the first reading phase, it was
split by the Council into two separate instruments,
a Directive, which includes provisions addressed to
the Member States concerning their relationship
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Ship inspection and survey
organisations: A step forward
in maritime safety

with ship inspection and survey organisations, and
a  Regulation, containing those provisions relating
to recognition at Community level, i.e. the granting
and withdrawal of recognition, the obligations and
criteria to be fulfilled by the organisations to be eli-
gible for Community recognition, as well as possi-
ble sanctions against recognised organisations that
fail to fulfil these requirements. 

The purpose of these two proposals is to strengthen
and clarify the role of classification societies recog-
nised by the European Union. The Commission
found that there were still significant failings in the
process of inspecting and certifying the safety of the
world's shipping. Indeed, these organisations,
which represent a major concentration of power in
the sea transport safety network, must be closely
supervised by the appropriate authorities.
Recognised organisations not only carry out a pri-
vate mission of providing an international recog-

nised standard for ship quality known as "classifica-
tion of ships" but national administrations also del-
egate some tasks to recognised organisations as
they do not always have the adequate structures.
National administrations therefore rely upon the
experience of recognised organisations to carry out
their duties in a highly professional manner.

As rapporteur, I took a positive view of the pro-
posed Directive from the very start of the legislative
process and I also agreed with the Council division
of the Directive into two. Nevertheless, I introduced
a number of amendments which, together with
those introduced by the Parliament's co-legislator,
the Council of the European Union, produced a final
text which satisfied all parties. Together we made a
number of changes to the original Commission
proposal. We have reinforced the system for the
monitoring of recognised organisations and, in this
sense, I welcomed the creation of a quality evalua-

In early March, the European Union successfully concluded the adoption
of the Third Maritime Package also known as Erika III. This ambitious
package was initially composed of seven legislative proposals, later eight
as the proposal for a Directive on ship inspection and survey organisa-
tions was split into two separate instruments, a Directive and a
Regulation.  The package sought to strengthen the safety of maritime
transport in Europe by improving accident prevention and investigation
and by strengthening vessel quality control. By reaching this agreement
Europe has made a step forward in maritime safety after three years of
tough discussions between Member States and the European Parliament.

BY LUIS DE GRANDES PASCUAL
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tion and certification body to be set up by the
organisations themselves. However, during the
negotiations I successfully argued that it should
have independent status to safeguard its autono-
my and for it to be given the powers it needs to
carry out its work. 

We also reformed the system of penalties to make
it more equitable than the previous system. A sys-
tem of graduated penalties that is proportionate,
both to the severity of the infringement and the
organisation's economic capacity, is fairer and
more effective. We added the possibility for the
recognised organisation and the Member State
concerned to submit their observations to avoid a
situation in which they are without the right to
appeal. Finally, the total reference figure for penal-
ty fines is reduced to 5 per cent of the total average
turnover as 10 per cent was felt to be excessive. 

Both the European Parliament and the Council
welcomed the reform proposed by the European
Commission whereby the status of recognised
organisations should not be determined in by a
quantitative measure but instead be linked to
quality and performance in terms of safety and
environmental protection, which would, for
instance, allow smaller societies to be recognised.

Focusing now on the liability issue, my conclusion
from the impact assessment report on the eco-
nomic effect of the civil liability regime is that the
status quo regime is a balanced one. This is an
opinion that is shared by most people in the sector.

The Directive states that, in cases of gross negligence, there must be a provision for unlimited liability, and this
principle was not disputed by either legislator. As to the liability arrangements applicable in the event of sim-
ple negligence, the Directive does not require unlimited liability but leaves it to the parties concerned to nego-
tiate and agree on the sums to be applied. The current situation with cases of simple negligence is that, on the
one hand, seventeen EU Member States and Norway have established limited liability for cases of simple neg-
ligence. The amounts to a large extent reflect those in the Directive, which are now ceilings. On the other hand,
five Member States have made use of the option provided by the Directive and have agreed with the autho-
rised recognised organisations on unlimited liability even in cases of simple negligence. 

The issue of mutual recognition of classification certificates was a matter of controversy between the recog-
nised organisations and the marine equipment industry. I have supported the prudent and non prescriptive
approach followed by the Commission, which requires recognised organisations to agree on the conditions
under which they will mutually recognise certificates based on equivalent standards. My contribution here
was to further clarify such cases and to ensure that when the rules are harmonised this should be done by ref-
erence to the most demanding and rigorous standards. 

The legislative process has now come to an end and our duties as legislators have been duly fulfilled. It is time
for all the stakeholders of the maritime sector to implement in due time and in an effective way this package
of measures and to continue working together with the European institutions towards the shared goal of
achieving a competitive performance through improved safety.  �

The purpose of these two proposals is to strengthen and

clarify the role of classification societies recognised by

the European Union. The Commission found that there were

still significant failings in the process of inspecting and certifying

the safety of the world's shipping.



T
he European Commission and the Council of Ministers recognise that "shipping has contributed

largely to economic growth and prosperity to Europe all along its history, that in the beginning of

the 21st century EU shipping and related services are essential for European competitiveness, and

have a direct impact on the quality of life and that Short Sea Shipping is an essential part of the multimodal

European Transport System and modern logistics."

With the measures taken over the last 10 years the EU has one of the world's most comprehensive regulatory

frameworks for shipping, putting the European flags at the top for quality and providing high level protection

for our citizens and our coasts. Certainly some of these measures have not always been easily accepted; the

results however are there: modern fleets, well trained European personnel, extremely low rates of accidents,

highly performing companies.

However, in the second half of 2008, the impact of the financial crisis on the real economy has affected seaborne

trade and the shipping industry. The situation might be further aggravated by the fact that the world fleet has

expanded significantly. Other challenges that European Shipping faces are: the difficulties in obtaining skilled

seafarers within the Community and the loss of maritime know how, the role of shipping for ensuring the sup-

ply of energy, the pressing concerns related to the environment including climate change, unfair competition
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from third countries, including protectionist meas-

ures and the threats of piracy and terrorism. 

In late 2007 the European Commission had identi-

fied these challenges and had started a wide con-

sultation of Industry and Member States.

Prospective studies2 were undertaken and a Group

of Senior Shipping Professionals3 was created whose

report and recommendations were the basis for the

Commission's 2009 proposals1 which have been

largely endorsed by the Council of Ministers4. 

The proposals take into account the current difficul-

ties but look forward and positively to the measures

that have to be taken in the next 10 years so that

European Shipping maintains or increases its rela-

tive global market position.

The European Commission’s
maritime policy proposals:

A realistic approach(?)

EUROPEAN UNION

Is there a mismatch between what the shipping sector considers
important and the strategy and actions of European politicians;
have the measures taken over the last 10 years in Europe 
contributed to the competitiveness of the sector and - in view 
of the current crisis - is what has been proposed by the EU for
the next 10 years useful and realistic1?
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The strategic review exercise has demonstrated that

the recovery of the world economy from the current

financial crisis would lead to a growth in interna-

tional trade and will require a maritime transport

system able to deliver advanced logistic solutions.

Moreover, in a recession period, short sea shipping is

a perfect vehicle for stimulating intra-EU trade

exchanges and thus supporting recovery of growth

in the EU and its neighbouring countries.

Overall, the next 10 years may offer a unique oppor-

tunity to reinforce the competitiveness of European

shipping, if appropriate measures are taken.

The strategic recommendations concern seven main

issues:

� Competitive European shipping: The

priority is to achieve and maintain an attractive

framework for quality shipping and quality

operators in Europe including financial meas-

ures. This will help maritime transport achieve

sustainable development goals. Such a frame-

work would also help the sector adapt to

adverse financial conditions and to the slow-

down in growth of the world's sea-borne

trades. This will require:

• An external relations effort with the main

European Shipping and trading partners for

supporting fair international maritime trade

conditions and for reinforcing the international

level playing field. The aims are to avoid protec-

tionism, prevent unfair competition from sub-

standard shipping and preserve the stability of

the whole system (role of the IMO, enforce-

ment of standards, etc).

• A public-private partnership approach for promoting quality shipping as a competitive advantage in

world markets. The quality shipping campaign should serve to monitor and sustain the efforts of neigh-

bouring countries to prevent sub-standard shipping.

•Maintaining the approach of the State aid guidelines, tonnage and income taxation for maritime trans-

port, modifying it, where necessary, to cover adequately sectors that are more exposed to de-localisation,

and allowing positive measures to support greener shipping, technological innovations, as well as mar-

itime careers and professional skills.

•Monitoring closely the market effects of the abolition of the EU anti-trust exemptions for maritime con-

ferences.

� Human factor: there is a genuine European interest in making maritime professions more attractive to

young people and thus improving employment of seafarers, particularly officers. Positive measures may

include facilitating life-long career prospects in the maritime clusters through education and training;

work towards a "maritime certificate of excellence" and an "Erasmus" type model for exchanges of stu-

dents between Member State Institutions; enhancing the image of shipping; supporting the work of inter-

national organisations (IMO and ILO) on improving working conditions and fair treatment of seafarers;

With the measures taken over the last 10 years the EU has

one of the world's most comprehensive regulatory

frameworks for shipping, putting the European flags at the

top for quality and providing high level protection for our citi-

zens and our coasts. Certainly some of these measures have

not always been easily accepted; the results however are

there: modern fleets, well trained European personnel,

extremely low rates of accidents, highly performing

companies.



34

using modern technologies to improve quality

of life at sea; and implementing simplification

measures which aim at reducing the adminis-

trative burden on masters and senior ship offi-

cers.

� Greener Maritime Transport: The EU

should encourage all actors to promote green

solutions in maritime transport. The

Commission, the Member States and the

European maritime industry should be working

together towards the long-term objective of

"zero-waste, zero-emissions". 

� A safe and secure system: we should

give priority to the enforcement of existing

Community and international rules and the

speedy implementation of measures intro-

duced with the 3rd maritime safety package.

The work already started should be completed

by establishing a comprehensive framework for

security measures in terms of prevention, reac-

tion capacity and resilience. Working together

at international level to ensure effective imple-

mentation of internationally agreed rules by all

flag, port and coastal states in the world. On

piracy and armed robbery measures for a firm

response but also long-term solutions for elim-

inating the problem in its source are presented.

� International Scene: the global chal-

lenges faced by the shipping and maritime

industries demand convincing answers from

the international community. The Commission

and the Member States may be a real driving

force for change towards a comprehensive

international regulatory framework for ship-

ping, adapted to the challenges of the 21st cen-

tury.

� Short Sea Shipping and Ports: further

economic integration of the EEA Member

States and of the neighbouring countries will

have a positive impact on maritime transport

connections within the EU. Positive measures in

support of short sea shipping should also help

intensify sea-exchanges in all the European

maritime facades. These measures will include

the creation of a European Maritime Transport

Space without Barriers with reduction of the

administrative barriers, the full deployment of

the Motorways of the Seas; they shall include

implementation of measures for port invest-

ment and performance, by recognising the role

of public authorities for investing on the basic

pieces of port infrastructure by issuing the rele-

vant state aid guidelines. In all cases, the prin-

ciples of open markets, fair competition and

greening transport should be respected.

� Innovation and technological devel-
opment: the competitiveness of the

European maritime industries and their capaci-

ty to meet the environmental, energy, safety

and human challenges is positively influenced

by increased efforts in research and innovation.

There is wide scope for new ship designs and

equipment, improving energy efficiency in

ships, reducing environmental impact, min-

imising the risks of accidents or providing bet-

ter quality of life at sea. In the years to come,

innovation and technological research and

development in shipping should be further

promoted. The deployment of "e-Maritime"

services at European and global levels shall be

a priority.

The Council endorsed these recommendations and

invited the Commission to elaborate together with

Member States and all relevant stakeholders a

detailed road map no later than the end of 2009. We

believe that working so closely together with

Industry is necessary to meet the short and long

term challenges. �

1. "Strategic goals and recommendations for the EU's maritime transport
policy until 2018". COM (2009) 8 of 21 January 2009. (http://eur-
lex.europa.eu/LexUriServ/LexUriServ.do?uri=CELEX:52009DC0008:EN:NOT)
2. Final report of the study "OPTIMAR - Benchmarking strategic options for
the EU Maritime Transport System in the horizon 2008-2018", September
2008, available from :
http://ec.europa.eu/transport/maritime/studies/maritime_en.htm
3. Recommendations of the Group of Senior Shipping Professionals,
September 2008, available at : http://ec.europa.eu/transport/maritime
/studies/doc/2008_09_22_report_en.pdf
4. Conclusions of the Transport, Telecommunications and Energy Council,
Brussels, 31 March 2009, text available at
http://www.consilium.europa.eu/uedocs/cms_data/docs/pressdate/en/tra
ns/107025.pdf, p.24
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B
ut it is clear that the time of non-regulation is rapidly approaching its end, and measures to curb
future CO2 growth are being sought with a high sense of urgency. CO2 is the most prevalent of
these GHGs, and it is therefore clear that any set of measures to reduce the latter should primari-

ly focus on CO2. In parallel, the broader analysis of other greenhouse gases (such as CH4 and N2O) and other,
non-greenhouse gases, such as SO2, NOx and others is already very high on the International Maritime
Organization's (IMO) agenda. Various analyses of many aspects of the problem have been and are being car-
ried out and a spectrum of measures are being contemplated. Some of these measures are technical (e.g,
making ships engines emit less), and others are operational (e.g., reduce speed). Alongside them, Market-
Based Instruments (or MBIs) are also being discussed. 
At the latest meeting of IMO's Marine Environment Protection Committee (MEPC 58), held in London in
October 2008, progress as regards air pollution from ships was mixed. On the positive side, the IMO unani-
mously adopted amendments to the MARPOL Annex VI regulations. The main changes will see a progressive
reduction in sulphur oxide (SOx) emissions from ships, with the global sulphur cap reduced initially to 3.50%,
effective 1 January 2012; then progressively to 0.50%, effective 1 January 2020. 

36

At the same meeting, the report of Phase 1 of
the update the 2000 IMO GHG Study was pre-
sented, which was conducted by an internation-
al consortium led by Marintek, Norway. The
objectives of Phase 1 have been as follows: (1)
to undertake an assessment of present day CO2

emissions from international shipping; (2) to
estimate future shipping emissions towards
2050; (3) to compare shipping emissions with
other transportation modes; and (4) to assess
climate impacts from shipping. Phase 1 is fol-
lowed by Phase 2 which also addresses GHGs
other than CO2 and possibilities and mecha-
nisms for emissions reductions. 

ENVIRONMENT

Market based instruments 
for ship air emissions

BY HARILAOS N. PSARAFTIS
Professor

Laboratory for Maritime 

Transport,  National Technical 

University of Athens

Emissions from commercial 

shipping are currently the subject

of intense scrutiny by the world

shipping community and society 

at large. According to the Kyoto

protocol to the United Nations

Framework Convention on Climate

Change -UNFCCC (1997), 

definite measures to reduce CO2

emissions are necessary in order

to curb the projected growth of

greenhouse gases (GHGs) 

worldwide. Shipping has thus far

escaped being included in the

Kyoto global emissions reduction

target for CO2 and other GHGs. 



On the negative side, it became clear at MEPC 58 that the stated objective to
establish a mandatory Energy Efficiency Design Index of the environmental
performance of new ships by MEPC 59 in July 2009 will not be reached. In fact,
MEPC 58 failed to reach a consensus on GHG emissions and deferred further
action for an intersessional meeting in the spring of 2009. Due to procedural
reasons, this delay means that the IMO will not be in a position to have
reached a decision by MEPC 59, and, in turn, a clear position at the UN Climate
Change Conference in Copenhagen in late 2009, when a new climate agree-
ment is expected to be reached. Much of the discussion thus far has centered
on the definition and proposed amendments of an Energy Efficiency Design
Index for new ships, and there seems to be a clear split between industrialized
member states, such as Japan, Denmark and other Northern European coun-
tries and a group of developing countries including China, India and Brazil, on
how to proceed. The latter spoke in favor of the principle of 'Common but dif-
ferentiated responsibility' (CBDR) under the UNFCCC. In their view, any
mandatory regime aiming to reduce GHG emissions from ships engaged in
international trade should be applicable exclusively to the countries listed in
Annex I to the UNFCCC.

It is also interesting to point out that the European Commission is following IMO
developments very closely, and has stated very clearly its intention to act alone if
IMO's procedures take longer than previously anticipated. As regards GHGs, the
anticipated approach of the Commission is to formulate an Emissions Trading
Scheme (ETS), similar to that used in other industries (see also below). However,
industry circles have voiced concerns that such an approach would be difficult or
impossible to implement.

The IMO has endorsed nine fundamental principles for future regulations on
GHG emissions from ships. According to these, future regulations should be: 
(1) effective in contributing to the reduction of total global greenhouse gas

emissions, 
(2) binding and equally applicable to all flag States in order to avoid evasion, 
(3) cost-effective, 
(4) able to limit, or at least, effectively minimize competitive distortion, 
(5) based on sustainable environmental development without penalizing

global trade and growth, 
(6) based on a goal-based approach and not prescribe specific methods, 
(7) supportive of promoting and facilitating technical innovation and R&D in

the entire shipping sector, 
(8) accommodating to leading technologies in the field of energy efficiency;

and 
(9) practical, transparent, fraud free and easy to administer. 
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�Global vs Regional 
Any regional approach, that is, applying a set of measures only to a certain geographical area, or to a sub-
set of flags, will be by definition non-conformant with the approved set of nine principles listed earlier. For
instance, among other things, it will not have global application, hence it will violate IMO principle No. 1,
it will not be equally applicable to all flag states, hence it will violate IMO principle No. 2, it will lead to
competitive distortion, as it will bind some operators but not others, hence it will violate IMO principle No.
4, it will not promote technical innovation in the entire shipping sector, hence it will violate IMO principle
No. 7, and it may also violate other IMO principles, such as for instance No. 5 and/or 9.

To that effect, we note Australia's position in IMO doc. MEPC 58/4/23, in that "Given the vast majority of
world tonnage is registered in non-Annex I countries, effective international action on shipping emissions
requires all countries to make a concerted effort to mitigate emissions and all ships in international trade
should be covered. Any other approach risks the distortion of international shipping markets, could pro-
mote leakage to shipping sectors not covered, and/or could promote modal shifts, thereby creating per-
verse environmental outcomes."

�Emissions Trading Schemes
(ETS) 
Emissions Trading Schemes (ETS) is one of
the MBIs that are contemplated for interna-
tional shipping. ETSs are already in place in
other settings. Perhaps the most important
example is the European Union Emissions
Trading Scheme (EU ETS). This scheme
began operation on 1/1/2005 and now cov-
ers more than 10,000 installations and
approximately half of the EU's CO2 emissions, being the world's largest company-level "cap-and-trade" sys-
tem for trading in emissions of CO2. All 27 EU Member States participate fully in the scheme as well as
Norway, Iceland and Liechtenstein. The system currently covers CO2 emissions from large emitters in the
power and heat generation industries and in selected energy-intensive industrial sectors.

It is perhaps too early to tell how well the EU ETS is moving towards its objectives. For the countries for which
data was available (all 27 member states minus Romania, Bulgaria and Malta), emissions increased by 1.9%
between 2005 and 2007. Moreover, the jury is still out on the long term prospects. Be that as it may, one
might wonder whether and to what extent a scheme like this, that is claimed (at least by some) to have
worked for the specific industries listed above, might also work for international shipping, that is, might sat-
isfy the nine fundamental principles outlined earlier. 

The structure, economics, legal regime and role of the industries covered by the EU ETS are very different from
the equivalent attributes of international shipping. A coke oven, a steel plant or a paper mill cannot change flag
and relocate if they do not like the stipulations of the ETS (or for any commercial reason, for that matter). The
concept of cross-trading, very much prevalent in international shipping, is nowhere to be seen in the sectors
covered by the EU ETS. That alone might render any allocation scheme unfair and subject to misuse. It is fair to

say that the differences among the two sets of sec-
tors are much more than any of the conceivable
similarities.

Given the above, it is perhaps not surprising that
one common characteristic of all ETSs for interna-
tional shipping that we are aware of is the almost
universal lack of specificity on how such schemes
might work. That fact alone may render any deci-
sion to adopt such a scheme, even in principle, pre-
mature and unwise to say the least. In fact, key ele-
ments of how such a scheme might be implement-
ed are currently wide open. IMO doc. GHG-WG
1/5/3, by the European Commission, outlines

eleven (11) key design elements of designing a
cap-and-trade ETS for GHG. These are the follow-
ing: (a) responsible entity, (b) scope, (c) setting a
cap on emissions, (d) introduction of allowances,
(e) use of auction revenues, (f ) open or closed
scheme, (g) use of Kyoto Protocol Joint
Implementation / Clean Development Mechanism
credits, (h) monitoring and reporting requirements,
(i) surrender of emissions allowances, (j) enforce-
ment, and (k) central register. However, discussion
on any of the above elements is non-trivial, and so
are the issues behind them, as shown below
(points raised are only a sample of points that can
be made):

For instance, as regards element (a), who is the
responsible entity, it is indeed necessary to decide

it is perhaps not surprising that one 

common characteristic of all ETSs for

international shipping that we are aware

of is the almost universal lack of

specificity on how such schemes

might work.
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1 Personal Survival Techniques 
2 Fire Prevention and Fire Fighting
3 Elementary First Aid  
4 Personal Safety and Social Responsibilities  
5 General Tanker Familiarization  
6 Advanced Oil Tanker  
7 Advanced Chemical Tanker  
8 Advanced Gas Tanker  
9 Crowd Management Leadership  
10 Crisis Management and Human Behavior Leadership  
11 STCW 78/95 Updating Course for Engine Officers in charge of the

Navigational Watch   
12 STCW 78/95 Updating Course for Deck Officers in charge of the

Navigational Watch  
13 Rating Forming Part of the Navigational and Engineering Watch with 

experience  
14 Rating Forming Part of the Navigational and Engineering Watch  (OS,

Steward, Cook, Wiper)  
15 Rating Forming Part of the Navigational and Engineering Watch  (OS,

Steward, Cook, Wiper)  
16 GMDSS  
17 Proficiency in Survival Craft & Rescue Boat other than Flat Rescue Boat  
18 Advanced Fire Fighting  
19 Upgrading Standard of Competence for Captain or Master on Ship of 500

Gross Tonnage or more  
20 Upgrading Standard of Competence for First Deck Officer or Chief Mate on

Ship of 500 Gross Tonnage or more  
21 Upgrading Standard of Competence for Chief Engineer on Ships of

Propulsive Power more than 3000 Kw.  
22 Upgrading Standard of Competence for First Eng. Officer on Ships of

Propulsive Power more than 3000 Kw   
23 Competence for "Officer in Charge of the Navigational Watch  
24 Competence for "Officer in charge of an Engineering Watch"  
25 Ship Security Officer  
26 Company Security Officer  
27 Port Facility Security Officer  
28 Combined Security Course  (SSO/CSO/PFO)  
29 Medical Care  
30 ARPA  
31 RADAR  
32 Ordinary Seaman  (1 Month practice on board)  
33 Wiper (1 Month practice on board)  
34 Bridge Team Management  
35 ECDIS  (ELECTRONIC CHARTS) 
36 Train the Trainer  
37 Formacion de Marinero para Buques de Pasaje  

(Passenger Ship Training for Seamen)  
38 Actualizacion de Patrones de Pesca (Captain for Fishing Vessel )  
39 Operadores Portuarios ( Port Operations )  
40 Transporte de Mercancias y Materiales Peligrosos  

(Transportation of Dangerous Merchandise and Materials)  
41 Capitan de Yates o Embarcaciones de Recreo  (Pleasure Yacht Captain)  
42 Crowd Management for Ro-Ro and Passenger Ship  
43 Advanced Passenger Ships and Ro-Ro Passenger Ships  

PANAMA MARITIME 
TRAINING SERVICES, INC.
GREECE 

ÅãêåêñéìÝíï êÝíôñï åêðáßäåõóçò 
áðü ôï õðïõñãåßï ôïõ ÐáíáìÜ

Åêäßäïõìå ðáíáìaúêÜ
äéðëþìáôá íáõôéêþí 
Issuance of panamanian 
crew licenses

Using IMO Approved 
"TRANSAS" software

2 Gounari & Akti Posidonos Street,  Piraeus 185 31 
Tel: +30 210-41.32.881 - +30 210-41.14.146 
Fax: +30 210-41.32.987
Mail: info@crewcertification.com
Web: www.crewcertification.com
Persons in Charge: Georgios Rapitis, mob: +30 697-59.02.186
Nikos Giamakidis, mob: +30 697-58.61.112

APPROVED BY PANAMANIAN ADMINISTRATION



�Bunker levy schemes
IMO doc. MEPC 59/4/5 by Denmark describes an
alternative MBI for GHGs. Even though the most
recently adopted name is 'international GHG fund
scheme', the scheme is essentially a levy on bunker
fuel, collected at the source and paid for by the
party buying the fuel. This scheme would be
straightforward to apply and seems to be compati-
ble with shipping's legal framework. A bunker levy
would internalize the external cost of CO2-induced
climate change to the source, that is the fossil fuel
used. As such it would be clearly identifiable. Thus,
the carbon footprint of the imported cargo would
be known and the importer could make a better
comparison of the available choices. A levy scheme
would remove many of the disadvantages, outlined

above, in relation to an ETS.

�Conclusions
Market based instruments (MBIs) are only one of
the possible tools that have been proposed to
reduce GHG emissions. It is still not clear which
among the MBIs will be selected, if any. The next
forum for discussion is the 59th session of IMO's
MEPC, 13-17 July 2009. However, and in spite of
the urgency surrounding this matter, it seems
unlikely that a decision on MBIs will be made then,
or any time soon. �
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which entity has to monitor and report emissions as well as surrender allowances. The ship, the ship opera-
tor, or the ship owner have been cited as the most relevant responsible entities all too often. But it should be
realized that there is practically no 'say' from the part of the ship owner on the design and on the basic spec-
ifications of the vessels that are being built today. Increasing the size of ships will reduce GHG emissions per
tonne-km, subject to the requirements of charterers and to the existence of the necessary port infrastructure.
The vast majority of the ship owners engaged in international trade already use the best operational meas-
ures and maintenance. It is the charterers who decide upon the size, speed and trading route of the ships that
they will charter and use in their trade. Yet, to our knowledge, charterers have not been included in any dis-
cussions regarding market-based instruments for GHGs. The issue whether this is an open or closed scheme
(element (f )) is also a very important one to address, but it is also currently unresolved. 
We note IMO doc. MEPC 57/INF.3 by Sweden, which provides, among other things, a comprehensive eco-
nomic analysis of consequences of an ETS applied to the transport sector, including shipping, an analysis of
design elements, and a discussion of pros and cons of various options, with a view to integrating the trans-
port sectors within the ETS of other industrial sectors. Among the conclusions of this document are that there
will be significant changes in the distribution of emissions across industries and that the difficulty to assess
dynamic and structural effects makes full integration a high risk alternative. The alternative of a semi-closed

system in which shipping is grouped with aviation is found to offer low gains in effectiveness since the linked
sectors are relatively small. Moreover, it is difficult to assess the impacts of an integration since there are great
uncertainties in the estimated abatement costs for aviation relative to shipping. The document by Sweden
also finds that the current UNCLOS formulation seems to prevent any other policy instrument than a volun-
tary trading scheme for the shipping industry.

Some people believe that the 'grandfathering' provisions that are necessary to set a baseline for caps will
make the scheme's effectiveness very questionable. To that effect, we cite IMO doc. GHG-WG 1/5/7 by
Germany, stating that 'the current lack of reliable bunker fuel sales statistics needs to be solved' and that 'one
way of acquiring the data needed for setting a cap could make all ships present emission reports for a period
of several years before the introduction of the system'. This would mean that in order to have an ETS in ship-
ping one would first have to spend several years to set up a system that collects reliable bunker sales data, a
prospect at best very difficult.

The vast majority of 

the ship owners engaged 

in international trade already 

use the best operational 

measures and maintenance.
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ÃÃååííééêêÝÝòò  ççëëååêêôôññééêêÝÝòò  ååööááññììïïããÝÝòò
ÅË. ÌÁÍÏÕÓÁÊÇÓ - ÁÑ. ÑÅÍÉÅÑÇÓ - Ð. ÄÉÁÌÁÍÔÇÓ ÅÐÅ

ÁíáëáìâÜíïõìå:

• åðéóêåõÝò êáé êáôáóêåõÝò çëåêôñéêþí åãêáôáóôÜóåùí

• áõôïìáôéóìü ôùí ìç÷áíþí

• êáôáóêåõÞ ðéíÜêùí êõñßùí êáé âïçèçôéêþí êõêëùìÜôùí

• êáôáóêåõÞ ðéíÜêùí ðáñáëëçëéóìïý ãåííçôñéþí

• åðéóêåõÝò óõíôçñÞóåéò çëåêôñéêþí ìç÷áíçìÜôùí

• ðåñéåëßîåéò êéíçôÞñùí êáé ãåííçôñéþí AC - DC 
ðáíôüò ôýðïõ, (ISO 9001)

• åðéóêåõÞ êáé åãêáôÜóôáóç  áõôüìáôùí óõóôçìÜôùí åëÝã÷ïõ 
êáé ëåéôïõñãßáò (alarms, inner gas, boiler e.t.c.)

• åðéèåþñçóç êáé åðéóêåõÞ çëåêôñïíéêþí óõóôçìÜôùí 
(åêôüò ôçëåðéêïéíùíéþí) 

• åðéóêåõÞ, ðñïìÞèåéá, êáé åãêáôÜóôáóç AVR ãåííçôñéþí 
üëùí ôùí ôýðùí

• åðéèåþñçóç, åðéóêåõÞ  ðíåõìáôéêþí óõóôçìÜôùí

• åðéèåþñçóç êáé åðéóêåõÞ äéáêïðôþí éó÷ýïò êáé 
üëùí ôùí áóöáëéóôéêþí äéáôÜîåùí ôùí çëåêôñïìç÷áíþí 
(REVERSE POWER, OVERCURRENT RELEASE) 
êáé SIMULATION BREAKERS ìå çëåêôñïíéêÞ ìïíÜäá

• ðñïìÞèåéá çëåêôñïêéíçôÞñùí, çëåêôñïðáñáãùãþí
æåõãþí êáé áíôáëëáêôéêþí.
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TECHNOLOGY

Aim, progress 
and latest developments

Goal based standards:

What is GBS?
The answer is not simple and, in addition, it
changes as time passes. Nevertheless, I will
attempt it here, since I believe that GBS No.2 along
with a new invention, called FSA (Formal Safety
Assessment), will change the way with which new
regulations are being developed. Not only that, but
the "new GBS No.2" has opened the door for the
replacement of all existing regulations, including
SOLAS.

Brief History of GBS
Officially, according to the site of IMO, GBS was
born with a submission by Greece and Bahamas, to
which IACS (International Association of
Classification Societies) soon joined. However there
is rich prior history.

In 2002 Greece made a submission to IMO's MSC
(Marine Safety Committee) with title "Building of
Robust Ships". In that submission the point was
made that, although IMO deals with almost every-
thing having to do with the ship, it has stayed away
from perhaps the most important stage for their
safety -that of their design and construction. The
submission thus proposed that IMO should have a
more active role in the regulations for the construc-
tion of ships which (up to then) were left to the

classification societies. It further urged IACS to
improve its regulations toward more robust ships,
so they can better withstand the rigors of their
environment, without defects. In that submission
one can find the foundations for all the subsequent
basic elements of GBS (i.e. 25-year design life,
strength assessment at true net scantlings -without
considering the corrosion margin, 15 year coating
target life etc). It also urged shipyards to exert more
caution in using high tensile steel and to provide a
guarantee period longer than the (silly) 12 - month
period.

Naturally, the submission brought strong reaction
and resistance from IACS and the shipyards (we
know our job-IMO should stay away) and was
almost ignored by MSC. However, the idea found a
strong ally, the Bahamas, and a new submission
soon followed, this time to the IMO council. Now
things got more serious. IACS itself did not dispute
that the competition of its members had resulted in
a watering down of construction rules. IMO could
not close its eyes to the fact that there was a shipyard
and class competition to construct the lightest (=
cheapest) vessel possible. Furthermore, how could it
be argued that it is proper for IMO to produce rules
for everything but the construction of a vessel?
So the Council had to take the issue onboard and

BY PANOS ZACHARIADIS*
Technical Director 

Atlantic Bulk Carriers Maritime Ltd.

INTRODUCTION
Goal Based Standards (GBS)
started from Greece and
Bahamas with the aim to
improve the construction
rules of bulk carriers and
tankers.  However, along the
way, the intentional delays
and smokescreens from
those opposing them (mainly
shipyards and classification
societies) have weekend the
concept with a probable
result being their "replace-
ment" from other, totally dif-
ferent GBS.  These new "GBS
No.2", based on Risk
Analysis, may hide many
dangers for the safety of
shipping.
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maker of railings who happens to use plastic and rope -
a suitable "study" may show that rope is better than metal - plus it doesn't hurt ones' head when banged on
it). Of course this is a very simplistic example but the same can be true for all parts of the ship - from plate
thicknesses to coatings.

FSA 
These studies, which IMO calls FSAs (Formal Safety Assessment) are so complex that usually another expert
study is required just to check their validity. They use a myriad of assumptions, numbers picked from thin air

dent during the first working groups of MSC, and soon two opposing groups were formed: Those of the ship
operators (Flag States with large bulk carrier and tanker fleets and their operator organizations) and those of
shipbuilding countries and countries with large national classification societies. In the middle there were
many "neutral" members (with no large national classification society or shipbuilding activity) who were
silently enjoying the heated debates. As IMO works, in order for one side to obtain the majority, it has to con-
vince as many "neutrals" as possible for the validity of its arguments.

Soon enough however, the "higher level" intentions of the two opposing groups also became evident. The
operators wanted stronger ships to avoid past accidents in bad weather which were attributed to insufficient
strength (but for which operators were invariably blamed for doing insufficient "maintenance"). They also
wanted to avoid increased steel replacements for the ship to achieve its advertized design life. But the North
Europeans and IACS introduced the Risk Based Approach (Risk analysis and assessment of statistical data,
probabilities of hazards etc.)

GBS and the Risk based Approach.
The proponents of the Risk Based approach suggested that GBS should only state the desired Goal (e.g. ships
should be safe, environmentally friendly and other such generalities) but they should leave the method of
achieving the goals to the experts (namely IACS). They also made clear that they intent to do that using the
new methods of Risk Analysis.

The thinking goes like this: A prescriptive regulation (such as those in SOLAS) which says for example "The
deck railing must be made of steel and have a height of at least 1.20 meters " is overly restrictive. If a design-
er happens to have a better idea, he is prevented from applying it. Thus these prescriptive/restrictive rules
must change with more emphasis to the required aim (goal) and not the method to achieve the aim. Thus the
rule should say "suitable protection means shall be applied on deck to prevent people from falling overboard".
In such case the "experts" will do their studies (which may include analysis of past accidents, experiments,
computer modeling etc) and they will find perhaps better and cheaper ways of protection. 

Sounds nice. However, there are many problems. It is known, for a start, that with proper "handling" of sta-
tistics and probabilities, one can prove anything. Furthermore, financial considerations may influence the out-
come (for example the desire to support a national

submission had different things in mind. It seems
Greece and Bahamas were placing more emphasis
in the word "Standards" while IACS in the word
"Goal" (namely the IACS thinking was: tell us what
Goals you want but it is our business -not IMO's- to
produce the standards to achieve them).

This difference of opinion became immediately evi-

thus it sent it back, like a hot potato, to MSC for fur-
ther progress. IACS, seeing a possible loss of its
complete rule over the design and construction of
tankers and bulk carriers, made a smart move: They
approached Greece and Bahamas offering to com-
ply with the request for better rules and to enlist
their vast technical knowhow to make it reality.
Perhaps at this point, the Greeks at least should
remember the saying "be aware of Greeks (IACS in
this case) bearing gifts". But to be realistic, getting
IACS onboard was a sure way to get GBS widely
accepted by the MSC delegates. And this is how in
2004, the submission "Goal Based New Ship
Construction Standards" by Bahamas, Greece and
IACS, laid the foundations for today's GBS.

The Beginning of troubles: The authors'
different aims.
On one hand Greece and Bahamas aimed at more
robust construction rules to correct the down spiral
optimization (= minimization) of the scantlings of
ships. On the other hand IACS was carrying some
heavy "luggage". For example a) some Far Eastern
members of IACS always had their countries' ship-
building industry as a top priority and b) certain
European members of IACS who believed that the
current prescriptive rules are too confining and do
not promote innovation, especially for the types of
ships built in Europe (passenger and cruise ships).

Thus, from the start the two "authors" of the GBS

According to the site of IMO, GBS was born with a submission by Greece and

Bahamas, to which IACS (International Association of Classification Societies) soon

joined. However there is rich prior history.



and are notoriously non-transparent. Although
IMO has made a noble effort to issue proper guide-
lines, these are not usually followed by the authors
of the studies.

Once these "high level" intentions of the two
opposing groups became understood in the Goal
Based Standards work groups, the differences
became "unbridgeable". The operators were saying
"even with the current prescriptive rules, the yards
find windows to by-pass them. And you are asking
to give them blank checks?" The Risk group would
counter that prescription is anachronistic and kills
innovation.

The separation of GBS in two.
But GBS was approved by IMO's council (and fur-
thermore included in IMO's strategic priorities), so
there was no way back. The only way to move for-
ward was to split GBS in two. Thus the decision
was taken to have two GBS's: Those of Bahamas'
and Greece targeted to improving the construction
rules of tankers and bulkers, and the - longer term
- Risk Based GBS. It was agreed that both GBS's
will be developed in parallel, with a gentlemen's
agreement that one group will not hinder the

progress of the other. Alas, agreements are not
always kept, especially when the stakes are high.

Which stakes?
1. The first is quite clear: Yards seek the lowest

possible construction cost. Since a ship's price
is determined solely by the market and not by
the quality of the ship, there is naturally no
incentive for shipyards to build stronger (=
more expensive) ships.

2. Another one was a European research program
(Safedor) which was in progress at that time,
with 20 million Euro budget aimed at research
to aid the European shipbuilding industry.
Among the first players were European Class
societies and 50 in total other partners
(European shipyards, makers, universities,
research centers, even cruise ship companies).
Even though I do not claim to have any inside
information, it is possible that DNV, having
developed in the past the tools for Risk
Analysis for use in oil rigs, convinced most that
what European shipyards need most to
increase their competitiveness, are more flexi-
ble regulations. This made sense since the then

SOLAS regulations were an obstacle to the
grandiose plans of these shipyards.

Imagine: as you read these lines, a cruise ship for
5,400 passengers is being built (7,500 souls
together with crew!) Soon others of 8,000 or
10,000 passengers will follow. If SOLAS was
applied (which requires each passenger to have a
guaranteed lifeboat seat) where would all the
lifeboats be put? (there wouldn't be any space left
for cabins). So what could be done in order to build
such large cruise ships? Simple - allow "alterna-
tive" rules. Some may say that this way we go back
to the Titanic, where the lifeboats were not enough
for all the passengers. I personally do not support
that argument but I do have my doubts. The fact is
that with the standard rules it would not be possi-
ble to build such ships. The future will show if that
is for better or for worse. But it is interesting to note
that the Titanic was the reason for the formation of
IMO and the first SOLAS. And another noteworthy
detail? That first gigantic cruise ship will fly the flag
of Bahamas! (which opposes at IMO the concept of
"alternate rules" based on Risk Analysis).

Finally, to be fair, we must point out that the said

44

IACS, seeing a possible loss of its complete rule over the design and

construction of tankers and bulk carriers, made a smart move: They

approached Greece and Bahamas offering to comply with the

request for better rules and to enlist their vast technical knowhow to

make it reality. 
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alternate rules were studied by IMO in detail for
many years and were approved. The problem is that
Safedor seeks to apply a much more free approach
to "alternate to SOLAS" rules, based on any "study"
that may show to have followed some IMO-
approved Guidelines for such studies. But based on
the studies (FSAs) submitted to IMO so far, most of
which are lacking in all areas (including common
sense), I hope this rush to replace well tested "stan-
dard" rules is resisted. At least until that time that
the proponents of Risk Analysis and FSA decide to
do some real scientific research instead of using
"assumptions". 

3. The third "stake" driving the resistance to the
prescriptive GBS was the IACS CSR (Common
Structural Rules). At the time IACS had just
started the development of CSR for tankers
and bulk carriers. As soon as it was realized
that IMO may have some serious input into the
CSR through GBS, the CSR were haphazardly
completed in record time. Since then the IACS
(and shipyards) effort has been to tailor and
influence IMO's GBS, so that they become the
same as the CSR (to avoid any embarrassing
changes of CSR).

The "prescriptive" GBS for Bulk Carriers and oil tankers.
After GBS were split in the prescriptive GBS (of Greece/Bahamas/operators) and the Risk Based GBS (of IACS
/ North Europe and shipyards) each group started working toward progress of its favorite method. A 5-tier
system was agreed for the prescriptive GBS with the Goals at the top (tier I), the functional requirements at
tier II (design life, structural strength, fatigue etc), IMO's verification at tier III and the rules themselves in tier
IV (Tier V consists of non mandatory guidelines, industry standards etc.) The thinking for the proponents of
prescriptive GBS was that the current rules are   lacking, and IMO must suggest specific requirements for their
upgrade. Not only that, but the final construction rules must pass IMO's thorough checking for   compliance
with GBS. The debates were heated and the political maneuvers of both sides were many. Greece and com-
pany wanted specific criteria while IACS and company wanted wishful generalities. When Spain came
onboard in the side of Greece and Bahamas (Prestige?) it pulled many neutrals along. Seeing possible defeat,
IACS and company successfully delayed the completion by claiming that a large test of GBS was needed to see
how it works in practice. For IACS the thorniest issue was that of verification. True verification of the rules
against IMO's GBS, would surely result in serious changes of the completed CSR (and in more robust ships.)
They couldn't allow that! The testing took 2 years! Unfortunately for IACS and co., it confirmed (and enhanced)
the original GBS wording! The reaction for IACS/North Europeans and shipyards? Back to the future! Renewed
attempts to introduce the Risk Based Approach into the prescriptive GBS (despite the previous agreement of
separate development), but also newly invented alarmist arguments such as "IMO will not have the resources
to make the verification - it will be too expensive and time consuming" etc.

Any argument, no matter how silly, was enlisted to instill doubt to those at IMO who had not followed GBS
closely. "How can IMO check 10 different sets of Rules by the 10-member IACS? - How long will that take?",
"The one set to be approved first will give an undue advantage to that classification society over the others"
etc. - etc. The fact that all 10 rule sets will be the same by 99.9% (Common Structural Rules) was a conve-
niently forgotten detail.

With these tricks and smokescreens, they achieved to further
delay the official approval of GBS (which was scheduled to be
done at the last MSC).

What should be done now?
Both Prescriptive and Risk Based GBS have their place in rule-
making and can offer significant increases in ship safety. The
prescriptive GBS for Bulk Carriers and tankers are more
urgently needed since these types of ships exhibit increased
problems with their structural strength and many other
recurring defects (and, at least for bulk carriers, more prob-
lems than before are expected because of the CSR).

The Risk based GBS have a long road ahead. A lot of research
must be done before apply them reliably to ship structures.
Nevertheless, the approach can greatly assist, sooner rather
than later, in the application of novel concepts and designs.
However, the false claim "we are ready now" must be
dropped. Doing a "study" with wrong databases, ignoring
reality, and using myriad unjustified assumptions (to avoid
dong the proper research) is a guarantee for serious future
safety problems. �

* Mr. P. Zachariadis has taken part from the
start in IMO's development of Goal Based
Standards.
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Adaptability and Flexibility:
the core competencies 
of Greek shipping

T
he accumulated liquidity of shipping companies and the expectations for the future encouraged
expansionary investment strategies. Moreover, they favoured an even bigger growth in the Greek-
owned fleet, which was discontinued only after the summer of 2008, when demand for transport

services decreased and freight rates plummeted, first in dry bulk, then in containerships and in the last
months of 2008 in wet bulk. 

By the autumn, orders for newbuildings had gradually decreased and by November 2008 cancellations of
newbuilding contracts were announced. Despite all this, in February 2009 the order book of Greek shipping
companies contained orders for 1.072 ships of 93 millions dwt, representing 25.8% of the number of ships
and 35,4% of the tonnage of Greek-owned fleet. In the area of second-hand vessels, Greek business activity
peaked during the first half of 2008 but was considerably lower compared to the activity carried out in 2007.
As a result, in February 2009, the Greek-owned fleet comprised 4 161 vessels of 263.6m tonnes . This meant
a small increase in the transport capacity (nearly 1%) and an insignificant decrease in the number of vessels
(0.3%). 

In the positive report of the outcome of Greek shipping companies for 2008, the prosperity created by the high
freight rates and resulting unprecedented high revenues could have been emphasised. On the other hand, one

According to data published
by the Greek Shipping
Cooperation Committee, 
at the beginning of 2008, 
the Greek-owned fleet 
surpassed its previous
records. The fleet consisted
of 4 173 vessels of 261 
million dead weight tonnage
(dwt). Compared to data 
for 2007 the ships' number
was increased by 12,8%
while the dwt  was
increased by 19,5%. 
In 2008, freight rates 
continued the trend of the
last four years reaching
their highest levels. 



shipping companies related to the phenomenon of
companies' fragmentation and the separation of
family concerns. The rise is also the result of the
unprecedented profits of shipping companies
which have attracted investors from other sectors of
the Greek economy, who have set up new shipping
businesses. 

In any case, the increase in the number of small
businesses constitutes a positive development.
Moreover, it confirms research findings stressing
that, in many cases, SMEs are in a position to
remain competitive and make the most of the
opportunities given in shipping. 

Fleet specialisation 
Between 2008 and 2009, based on the data pub-
lished by Lloyd's Register/Fairplay, Greek shipping
companies have continued specialising in tankers
and dry bulk carriers. At the beginning of 2009 in
both ship types the share of Greek owned fleet in
the respective world fleet reached 20,4% for oil

could have focussed on the the worry created by
the cancellations and/or the re-negotiations of
charter parties and of newbuilding contracts. 

The brief analysis that follows aims to identify cer-
tain developments, the consequences of which are
connected to the chance but at the same time are
connected to trends that are expected to affect the
development of Greek shipping companies. 

Number of companies 
Between 2000 and 2005 there was a marked
reduction in the number of shipping companies.
However, from 2005 onwards, this trend is
reversed, and according to Petrofin Research, in
2008 there were 758 shipping companies in opera-
tion, which was 33 (or 4.7%) more than in 2007
and 68 (or 9.9%) more than in 2005. This rise is due
to the 10% increase of small shipping companies
between 2007 and 2008, or the 18% increase dur-
ing 2005-2008. The rise of small businesses is con-
nected with a structural characteristic of Greek
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tankers and 19,1% for ore & bulk carriers exceeding
the total percentage (15.2%) of the fleet. It has to
be mentioned that during 2008 the percentage of
Greek-owned oil tankers and bulk carriers in the
world fleet decreased. At the beginning of 2008,
tankers ' percentage was 21.0% of the world fleet,
whilst the respective percentage of ore & bulk car-
riers was 21.9%. The reduction is due to the
increase of the tonnage of these two categories in
the world fleet. The percentages of these two basic
categories in Greek-owned fleet have seen only
slight changes between 2008 and 2009. During
2008, Greek shipping moved away from general
cargo in favour of expanding in the specialised
trades of LPGs/LNGs. 

Companies represented in the stock
market and their business plans 
The analysis of the strategies employed lately by
companies that have entered foreign stock
exchange markets allows the identification of cer-
tain trends. They were quite aggressive in the area
of new buildings and they placed a large number of
orders for new ships. While in their majority they
employed the 'traditional' strategy of internal
development, at the same time expanded their
fleets through acquisitions, cooperation etc.. 

Thus, acquisitions of other shipping companies,
creation of new companies or participation in
blank-cheque companies,  joint ventures and other
forms of cooperation contributed to the impressive

The rise of small businesses is connected with a structural characteristic of Greek shipping companies

related to the phenomenon of companies' fragmentation and the separation of family concerns.



50

OCEAN GOING SHIPPING

chance in the external environment. 
During 2008, the changeable nature of shipping
was confirmed. At the same time it became once
again evident the imperative need of shipping
companies to be ready to overcome challenges set
by the chance in charter markets. The core compe-
tencies needed is flexibility and adaptability. Both
have marked the path of Greek shipping compa-
nies.  Is there any reason to believe that they will
not continue to mark it in the future? �

managing their fleets internally. However, between 2005 and 2008, the number of vessels in the Greek-
owned fleet increased by nearly 25% and this has contributed to a trend whereby shipping companies out-
sourced to independent ship management companies the management of their ships or part of it. These
were companies that either increased fleet in a very short time or expanded in the management of spe-
cialised ships, such as LPG/LNG or chemical carriers. 

In the former case outsourcing was the result of the inability of the companies to expand their organization-
al structures and to recruit the human resources that would be needed to manage the new ships internally.
In the latter case companies did not posses the needed know-how or the resources that would allow them
to manage the specialized ships internally so they chose to outsource ships' management to specialized
management companies. During 2008, some of the companies belonged to the above mentioned categories

has contributed 

to a trend whereby 

shipping companies

outsourced 

to independent ship

management 

companies the man-

agement of their ships

or part of it.

Greek shipping 

companies have been

managing their fleets

internally. 

However, between

2005 and 2008, 

the number of vessels 

in the Greek-owned

fleet increased by

nearly 25% and this

growth of all the businesses concerned. However, it
remains to be proved whether the expansionary
investment strategies has created better conditions
to face the consequences from a prolonged crisis.
The latter was demonstrated by the drop of their
share price and by the financial  pressure many of
these businesses experienced. 

Managing ships
internally vs outsourcing 
Historically, Greek shipping companies have been

tried to increase their effectiveness by adopting the
'traditional' Greek pattern of conducting ship man-
agement: they invested in developing their human
and organisational resources and thereafter discon-
tinued outsourcing. 

In this brief report, some trends were demonstrat-
ed that showcase the reactions of Greek shipping
companies at this moment in time. The trends also
show the attempts of Greek shipping to exploit
opportunities and to face the threats created by the





either crude or its products. Oil Demand and
Supply, oil trade patterns, oil refinery locations, all
affect the good or bad days for tankers.

The oil demand unfortunately the last two years
has not been as good as it was in the last few years,
especially after 2000 when it was increasing by 1.4
million b/d every year. In fact, from 76 mb/d in
2000 it increased by ten million barrels to 86 mb/d
in 2007. For this year it is expected that the oil
demand will be reduced to 83.4 mb/d which is 2.4
mb/d below the 2008 demand. The download
trend in oil demand has started in 2008 and it is
expected that this decline in oil demand will be
more evident in the OECD countries. Countries like
China, Russia, South Asia and probably South
America will maintain their previous demand of oil.
Talking about demand we should look into the
biggest of all oil markets, the USA. What is happen-

U
nfortunately, we are not in November
2004 but in May 2009, when many of
the tanker vessels are sitting idle with-

out business and if they are lucky to find a cargo
then will not get more than US$ 15,000 per day to
carry 2 million barrels of crude oil from Arabian Gulf
to Europe. 

What happened in this period of four and a half years
is very obvious. After all it is not the first time. Since
1886 when the first tanker was built we always had
this kind of ups and downs and almost every ten
years we had these cycles of the freight market.

World economy, sea trade growth and the changes
in the Tanker Fleet have been always the main fac-
tors which have played an important role in the
creation of the cycles in shipping. Talking of tankers
we have of course to focus on oil. Tankers carry oil,
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I wish we were in November
2004 when lack of space of 
Oil Tankers and an increase in
OPEC production had driven the
shipping rates to records high. 
It was the first time in 30 years
that we had 100 percent utiliza-
tion of the world's tanker fleet.
I wish we were in November
2004 when VLCCs were 
chartered to carry 2 million 
barrels of crude oil at US$
180,000 or more per day!!!

BY EMMANUEL PAPALEXIS
Chairman Mare Maritime Company S.A.

The tanker market cycle



ronmentalists who have a strong voice in America,
then we can assume that the demand of oil by USA
will remain substantial for the foreseeable future. 

As far as the supply of oil is concerned, there is no
problem. The demand can easily be met and there
are always sufficient margins to increase the supply
whenever needed. OPEC in particular, to stabilize
the oil prices has reduced its production by 4.2 mil-
lion barrels per day since September 2000 and in
March 2009 the production was 27.8 mb/d. The
location of the Oil Supply/production is, of course,
what is of interest to Tanker Industry in the short
and long run. The old trade routes and the "TON
MILE" are elements affecting the Tanker Fortunes. It
seems that the short run routes which were quite
common the last few years will become soon less
threatening to tankers as Oil Reserves are
approaching the depletion and in any way the cost

ing or will happen in this country will very much
affect the tanker industry. History is telling us that
in this country the oil imports increased by 25% in
the period 1995 - 2005 and during the same peri-
od the oil production decreased by 11%. What will
happen in the future is an open question. However,
so far it seems that for the first time since 1991 the
demand for gasoline has been reduced. Whether
this is due to economic crisis or change of driving
habits of Americans or usage of alternative sources
of energy, the future will tell. We all remember of
course President Obama's pre-election statements
that USA should increase their oil production to a
degree equal to the oil imports from Middle East
and Venezuela. This means a quantity of about 3
million barrels per day. Considering, however, that
the USA has consumed more than 80% of its ulti-
mate reserves, it is doubtful if Obama's policy will
find many supporters. If we add to that the envi-
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of exploring oil in these areas (North Sea etc.) is
becoming expensive. Oil production in the three
largest non-OPEC oil producers, namely USA, FSU
and Venezuela peaked in 1990, 1973 and 1993
respectively; Mexico in 1998.

In the Middle East Countries it is expected that peak
will come between the years 2015 - 2021. All these
predictions of course are based on the fact that no
new reserves will be discovered in the meantime. 

World economy, sea

trade growth and the

changes in the Tanker

Fleet have been

always the main

factors which have

played an important

role in the creation of

the cycles in shipping.

Phase Out Schedule

Year Marpol EU OPA 90

2005 5.592.387 1.146.029 4.503.916
2006 1.930.294 1.634.554 3.738.253
2007 6.652.643 6.652.643 3.606.883
2008 3.537.791 3.537.791 2.564.443
2009 4.128.039 4.128.039 4.406.692
2010 7.678.216 65.801.972 56. 371.862
2011 5.431.416 1.379.454 945.324
2012 4.351.420 1.784.350 787.303
2013 5.637.679 1.414.400 1.482.970
2014 7.882.470 1.526.912 1.749.124
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The existing Tanker Fleet available to carry the world's oil is of course the key
factor affecting the cycles. Demand and Supply of Tonnage! The everlasting
principle which many times the industry itself or better the people of this
industry have ignored with very damaging consequences and today's number
of orders for new buildings is a proof of this.

What fleet do we have today? There are about 11,000 total tankers (including

chemicals). Most of the world's crude tankers are between 70,000 and
500,000 DWT. 
The orders for new vessels are many!!! For tankers bigger than 10KDWT it is
38% of the existing Fleet. For tankers smaller than 10KDWT it is 6.2%, for
chemicals 43.5% and for various others 10%. Totally 2,152 tankers and chem-
icals of different sizes are on order. In terms of DWT the number is more than
160 million DWT out of which:
51.6 to be delivered in 2009
51.1 to be delivered in 2010
59.4 to be delivered in 2011
Due to the economic crisis it is certain that a good number of these orders will
not be materialized.  A lot will depend on what the number of cancellations is
going to be!!! We have of course to consider the coming PHASE OUT of single
hull tankers. This will also play a role in achieving an equilibrium between sup-
ply and demand of tanker vessels.

In accordance with MARPOL (IMO) vessels of 46 Million DWT will be phased
out by 2015, while the European Union will not allow certain vessels to
approach European waters after 2010. Such vessels represent 66 Million DWT.
And the story continuous: in accordance with OPA 90 certain vessels will not be
allowed to trade in USA also after 2010. Such vessels represent some 56 mil-
lion DWT.
Even with the above restrictions, there is no doubt that this and next year at
least will have in the Market surplus tonnage. In August 2007 in this magazine
we wrote,
"We can say that in the years 2008 - 2009 will be the years with
surplus tonnage"
All in all, things are bad. The recovery certainly will come, but when? This is
somehow difficult to predict! Believing that oil will remain as the prime source
of energy for the foreseeable future we can only expect that the tanker vessels'
fortune will be in the long run good. �
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Time to examine current realities
and future prospects of coastal 
shipping in Greece 

Summer
and Smog: 

The development of coastal transport services has been an issue of major impor-

tance for a long time and captured the interest of both the Greek state and its cit-

izens. The geographical peculiarity of Greece, together with the high seasonality,

do not allow the possibility for "copy and paste" solutions endorsed in other

regions but require special solutions and potentially variable frameworks relying

on the specifications of the system.

BY Dr. MARIA LEKAKOU

T
he absence of a systemic approach that
takes into account all the constituent
parts of the coastal transport has led to

eternal difficulties in developing an efficient and
effective Greek coastal shipping system.
A change of perception is essential in order to
achieve a sustainable balance of public and pri-
vate interests.
It is evident that neither the islanders nor visitors
to the islands benefit from this system. These
practices do not favour cargoes and neither do
they create a strong basis for entrepreneurial
activity. Since the same companies are near to
control more and more areas of the same market,
the socio-economic development of the islands is
not promoted. As a result, a crisis ensued, caused
by the oligopolies or even monopolies in force.  In
view of the fact that there is no evident develop-
ment within the same island or of the islands in
relation to the mainland or to the other islands,
major social inequalities are being created. 
This is the current reality which is constantly con-
firmed in practice and by scientific research. In
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addition, some aspects of maritime transport poli-
cy have recently ended up being discussed in the
Greek Parliament in connection to corruption issues.
On top of all this, we need to take into consideration
the increase in State Aids and the larger increases in
fare prices. These are the facts that have created an
obvious need for redefining, redesigning, and close-
ly monitoring the coastal transport system 

In order to solve the problems of maritime transport
among the islands of this country, measurable indi-

cators have to be defined. These indicators should be constantly appraised, so as to enable the best operating
conditions for this complex system. Before selecting these indicators, the documentation of the interests and
priorities of all the stakeholders involved, is needed, as well as the assessment of their role and their sphere of
influence. This venture should aim at improving access for the citizens and at making Greek islands a more
attractive destination. 
Following this process, five types of Key Performance Indicators have been defined, after reviewing many pub-
lications, studies and scientific papers worldwide.  These are appropriate for monitoring and evaluating the
operation of an integrated coastal shipping system. 
These indicators concern the island maritime transport system and comprise: 
• Indicators for Affordability 
• Effectiveness Indicators 

Table 1 .  Key Per formance Indicators in the Island Maritime Transpor t 

Indicators 1st priority 2nd priority 3rd priority 

Affordability Passenger Ticket Freight  of  Trucks Freight  of  cars

Effectiveness Trip duration Divergence  from the Trip duration to

to the main port announced trip duration the regional port 

to/from the main port 

Requirements Daily Frequency Days of Itineraries Trip Duration / Maximum

(e.g. Monday, Sunday, etc) Accepted trip duration

Ship Capacity Number of Passengers Number of Trucks Number of Cars

Evaluation Indicator of social Number of sailing Number of missing

satisfaction >70% prohibitions due to connections caused

technical  inconsistencies by delays 
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• Indicators of Service Quality  
• Indicators of Transport Capacity 
• Indicators of Evaluation  
There are also methods and models devised which measure the above criteria, plus there is also an index of
social satisfaction ( as a constituent of the evaluation, as an evaluation indicator). 
After defining the indicators, a panel of experts ranked all those criteria according to their importance. The
panel comprised representatives from all the stakeholders involved, along with selected, trained and experi-
enced independent experts. They held discussions concerning the different aspects of islands transports; they
debated, re-evaluated and reassessed all opinions expressed. 
A holistic approach was followed regarding the issue of redefining the Key Performance Indicators. The com-
mittee wished to record the opinions and predictions of all the socio-economic parties directly or indirectly
involved in the operation or business of the ferries. 
The group of experts included local authorities, ship owners, port authorities, seafarers, bankers and financiers,
business associations, travel agents, academics, representatives from the civil service, and senior civil servants
from the Ministry of Maritime Affairs. In this way, all stakeholders were able to express their point of view. The
conference concluded to high levels of consensus for the most critical indicators, which are shown in Table 1. 
The results are important for all the interested parties, since nowadays; there is no complete independent infor-
mation. Most parties have access only to certain sources of information, often controlled by others -for
instance, the government gets most its information from maritime services providers. In addition, most infor-
mation focuses solely on routing and pricing. As a result, those parties directly involved have no ownership of
all the independent knowledge and information that would allow them to evaluate all services provided. This
missing information limits and weakens the effectiveness of intervention by any state organisation, such as the

Committee of Maritime Transport. 
Admittedly, users of the transport services to and
from the islands are in a weaker position. Their
standing could be improved if the services estab-
lished were re-assessed. The measurable indicators
could be assessed against the quality of service
offered according to the price asked, such as in the
Service Level Agreements or the Contract Based
Performance. At the end of the day, the final accept-
ance and evaluation is incumbent upon the local
communities and the local authorities. 
This research will clearly define the indicators that
will enable the involving parts to effectively moni-
tor ferry routes, timetables, and prices. It will also
clarify the strategies required by the EU and the
implementation of Public Service Obligations. 
The findings can undoubtedly become the basis of a
widely accepted system of measurable criteria. It
can be used both for planning island maritime
transport in this country and for evaluating its effec-
tiveness at the socio-economic and entrepreneurial
levels. �
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In order to solve the problems of maritime transport among

the islands of this country, measurable indicators have to

be defined. These indicators should be constantly

appraised, so as to enable the best operating 

conditions for this complex system. 





Would cruise companies
choose Piraeus as a homeport?

Cruising is an extremely dynamic tourism sector which acts as an important

income generator for the ports and the city-ports facilitating cruise ships. The

contribution of cruising to the Greek national and local economies is substan-

tial. An increase of revenue can be effectively achieved through the establish-

ment of homeports, rather than 'ports of call'. The current economic climate

and the immediate prospects of a reduction in the number of incoming tourists

provide an unwelcome development. Yet, the opportunity arises that is to

exploit the potential of further developing cruise tourism in Greece more sys-

tematically than in the past. 

BY Dr. MARIA LEKAKOU

Dr. THANOS PALLIS 

AND Dr. GEORGE VAGGELAS

G
reece is an attractive cruise destination, as it combines captivating landscape, extensive coast-
line, and places of cultural and historical interest. On top of that, the Mediterranean Sea is
expected to be the next El Dorado of a cruise industry that searches for new destinations capa-

ble of capturing the attention of new target groups. Eight million passengers and approximately 150 cruise
ships with a total capacity of 150 000 operated in the Mediterranean Sea in 2008 and forecasts estimate 5.2
million cruise passengers by 2015. Several Mediterranean countries have already exploited the opportunities
to become cruise destinations, and some of them have succeeded in becoming homeports of the largest
cruise companies. The question to be answered is whether Greek ports have the potential to reach the same
homeport status, and which port, or port-related strategies might work towards that end. 

At the moment, Greek ports mainly act as ports of call for the cruise ships, with the respective economic ben-
efits by cruise terminals and relevant activities being lower compared to those that act as homeports. In 2005,

60

PORT POLICIES

Dr. Lekakou and Dr. Pallis 
are Assistant Professors and 
Dr. Vaggelas is Adjunct Lecturer at
the Dept. of Shipping, Trade and
Transport,  University of the Aegean



13

a total of 2.07 million cruise passengers were
served in Greek ports. Yet only 185.000 of them
embarked on their cruise from the port of Piraeus.
In 2006, only 28.3% of the cruise liners that visit-
ed the port of Piraeus began their cruise from this
destination. These numbers reveal a longstanding
weakness of the Port of Piraeus to be established
as a key homeport in the Eastern Mediterranean.
This is despite the fact that its cruise facilities and
the security provisions in the cruise terminals
underwent a massive and comprehensive upgrade
prior to the 2004 Olympic Games. 

It is therefore worth exploring those key factors
that would enable Piraeus to become a regional
homeport. In fact, thorough research which
involved the participation of key decision-makers

and experts in the cruise market has led to the
identification of over 80 potential factors influenc-
ing a cruise company's decision in choosing a
homeport. What follows is an evaluation of the
most important of these factors. 

Two broad categories of factors come first in the
mind of decision-makers. These appear to be the
situation of the port (i.e. if it can offer attractive
areas to be approached in a cruise itinerary) and
the particular site conditions of the port. The geo-
graphical location of a cruise terminal is only mar-
ginally more important, since a lot can be done to
increase its prospects of becoming a regional
homeport. 

The details of the most important selection criteria

of a homeport are illustrated in Table 1. As regards
the airport-related factors, Athens International
Airport is acceptable in terms of its distance its
capacity, and its good connections with the main
cruise source markets (i.e. USA, UK, Germany,
Italy). Yet, its high ground fees and the limited
number of charter flights are issues that need to be
addressed. Otherwise, the port operator needs to
re-adjust its pricing policy and to address these
cost factors in order to increase the attractiveness
of the cruise terminals. 

The port of Piraeus has the appropriate infrastruc-
ture to handle homeport operations and the larger
new-generation cruise ships. It did so without any
problems during the 2004 Olympic Games.
Therefore, a dialogue with cruise companies



regarding potential infrastructure and cost adjust-
ments might be worthwhile, especially as the
political situation is not a hindrance for the devel-
opment of cruising in Greece. 

A key issue relates to the applied cabotage policy,
which is an important factor for every cruise com-
pany that wishes to start up homeport operations.
Its high ranking is largely based on the fact that the
majority of cruise ships are registered in open reg-
istries. What needs to be analysed is what is actu-
ally expected by the industry apart from an open
market. The removal of certain restrictions has
been considered as a measure that would reverse
the negative implications of long-standing inter-

ventionist state policies. Today the industry stands
in favour of abolishing the remaining flag restric-
tions. Greece maintains island cabotage restric-
tions for non-EU flagged vessels and the host state
rules apply for those ships flying a European but
not Greek flag and operating in Greek islands.
Within-market competition is assessed to be a
mean towards a level-playing field, and it gener-
ates incentives for innovation and for further serv-
ices provision. 

The absence of a long-term policy framework
regarding private sector participation in cruise ter-
minal operations, i.e. via concessions, is another
issue deserving further consideration. In recent

times, cruise-terminal concessions have been
favoured in the Mediterranean regions (Barcelona,
Limassol, Marseilles) and bidding for them has
been a new strategy followed by cruise companies
when seeking new homeports. 

The last two issues have historically been some of
the most politically sensitive themes of the Greek
maritime policy. However, decisions to proceed to
adjustments of the relevant provisions in the
national port and national maritime policy need to
be part of a well-founded discussion and a policy-
reform agenda that is based on a long-term strat-
egy for developing cruise activities in Greece.�
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Table 1. Can this be a Homeport? The most important selection criteria

Factor of attractiveness Importance

Availability of a nearby international airport (distance) 4,88

Cost of port services to cruise ships 4,75

Cost of port services to cruse passengers 4,63

Political stability of the country 4,63

Network of air-connections 4,63

Reliable air transport systems 4,63

Quality and capacity of passengers facilitation 4,50

Capacity for handling large number of passengers simultaneously 4,50

Port capacity (length of berths) 4,50

Cabotage policy 4,50

Capacity of the international airport 4,50

Note: The importance of 81 identified potential selection criteria has been assessed with the use of a 5-point scale; only the most important criteria are listed in the Table.
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and the port policy of the ministry
The development of Greek Ports 

T
his geopolitical advantages become
more intense because of recent develop-
ments in South East Europe such as the

opening of new markets in the Balkan region, the
connection of main Greek ports with the European
and Pan-European Transport Networks, the devel-
opment of the East Mediterranean Motorway of
the Sea, as well as the Euro-Mediterranean coop-
eration, especially after President Sarkozy's
Initiative regarding the Union for the Mediter-
ranean. 

Greek port policy seeks to exploit the geopolitical
advantages of the Greek ports.  For this reason, the
modernization and development of the infrastruc-
ture (piers, dredging works etc.) and superstruc-
ture (passenger reception buildings, warehouses,
equipment etc.) of ports and their hinterland con-
nections are our top priorities. The improvement of
the hinterland connections of the Major Greek
ports is among the main targets of the Ministry of
Mercantile Marine and for this purpose, a coopera-
tion between the Ministry and the Greek Railways
has been lunched. The ongoing modernization of
the Greek ports and the investments which have
been planed will enhance port competitiveness
and guarantee high quality port services, so that
the current and future demands of the transport

market will be met. The policy efforts that are cur-
rently running will change the traditional role of
the Greek ports, transforming them into nodal
points in the Mediterranean basin, as well as into
potential network hubs of the East Mediterranean
transport system. 

Taking into consideration the resources required for
this purpose, the Ministry seeks to take full advan-
tage of the financial opportunities offered for the
port development in Greece. Pursuing an integrat-
ed approach and synergies between the various
financial opportunities, the policy adopted by the
Ministry of Mercantile Marine, Aegean & Island
Policy combines the Community's Support
Framework 2007-2013 for Greece with the
Financing Protocol that has been signed between
the Ministry and the European Investment Bank,
according to which the Bank will provide loans for
investments in ports up to the amount of 3 billion
EUR for projects up to 6 billion EUR. The loan con-
ditions are favourable, since an attractive and sta-
ble rate of interest is foreseen, while there is a loan
duration of 25 years and a grace period of 7 years.
The financing depends on the viability of each
individual project. The Ministry has hired a con-
sultant, who will provide the necessary support for
the appropriate use of the Protocol.

The development of the port industry is of great strategic 
importance in Greece, since our country has a vital shipping 
industry and a unique geographical position in Southeast Europe,
connecting the European countries with the Middle East, 
the Black Sea and North Africa. 

BY GEORGE VLACHOS 
General Secretary 

of Ports & Port Policy 

Ministry of Mercantile Marine,

Aegean & Island Policy
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achieve the policy goals. PPPs provide new financial sources for investment projects, encourage innovation
and the spread of best practices, guarantee flexibility, while PPP projects often deliver greater value for money
compared with the conventional methods, because of the reduction of operating costs through the achieve-
ment of synergies. 

For instance, in the 12 Port Authorities S.A. (ports of Piraeus, Thessaloniki, Elefsina, Lavrion, Rafina, Heraklion,
Alexandroupolis, Corfu, Volos, Igoumenitsa, Patras and Kavala) the Ministry is implementing a large pro-
gramme concerning the implementation and maintenance of security systems according to the ISPS Code
with a budget of 150 million Euros).

Some examples of investments in Greek ports, are the construction of the new ports of Patras with an esti-
mated budget of 185 million EUR, the construction of the cargo centre in the port of Igoumenitsa with an esti-
mated budget of 44 million EUR, the construction of a new international exhibition and congress center in
Piraeus with an estimated budget of 80 million EUR, infra and superstructure works in the port of
Alexandroupolis with an estimated budget of 25 million EUR, the TEN-T projects in Greek ports, which have
been defined in the Master Plan of the Motorway of the Sea of  the Southeast Med.

Regarding the port of Piraeus, the COSCO Pacific Limited through an International Public Tender has got the
concession for the piers II and III of the container terminal of the Port. The concession will have a duration of
thirty years with an option for an extension for a five years period. The concession of the terminals aims to fur-
ther develop, expand and modernize the existing infrastructure and superstructure, including the machinery
and electronic equipment, so that port will stay attractive for the transport market. The running of the two
piers of the container terminal by a global operator will enhance the role of the port in the regional transport
system.

In the scope of the above referred policy measures, it is evident that the policy efforts that have been made so
far and the steps planed in mid-term are expected to lead soon to positive effects for the improvement of the
Greek port system.  �

The construction of the Pier I in the Port of Piraeus
is a European Investment Bank co-financed project,
within the context of the Financing Protocol, with
an estimated budget of 110 million EUR. It is con-
sidered as a very important project which will
increase the competitiveness of the port concern-
ing the facilitation of container transport. We
expect that the total volume of the container termi-
nals (I, II, III) in the port of Piraeus will be increased
from 1,6 million TEU's annually to 4,9 million TEU's
at the end of the year 2015.

An other important project which will be also co-
financed by the European Investment Bank is the
extension of the Pier VI in the port of Thessaloniki
with an estimated budget of 210 - 230 million EUR.
The completion of this project, will increase the
capacity of the port to facilitate container cargoes
to a total volume of 1,0 million TEU annually.
Besides this financing perspective, the necessary
investments for the modernisation of the port will
be based on self-financing by the Port Authority.
On the other hand, a strong participation of the pri-
vate sector in the port industry is expected, which
will follow on a public private partnership or on a
concession basis according to a recent legislation
adopted. The Public Private Partnership method is
considered as the most appropriate approach to

Greek port policy seeks to exploit the geopolitical advantages of

the Greek ports. For this reason, the modernization and development

of the infrastructure (piers, dredging works etc.) and superstructure (pas-

senger reception buildings, warehouses, equipment etc.) of ports and their

hinterland connections are our top priorities.



C
orrective actions were deemed necessary. One of those was the recent seemingly completed con-

cession of the port of Piraeus Piers II & III, to COSCO. The Greek Parliament has reformed the rele-

vant laws but the process is still under scrutiny by the European Commission. Another attempt was

the failed tender for Thessaloniki's port. Concessions to international terminal operators have been over-

emphasised as a national priority that will cure all port problems. But do concessions alone - either in their

heavily criticised and partially unsuccessful application or in other formats - stand as the panacea for solving

the competitiveness problems of Greek ports? 

In order to answer this complex question, it would be extremely useful to gain an insight in the port users' per-

spectives. Ports have to fulfil needs and deliver high value in order to satisfy current users and recruit new ones,

especially in the post-financial tsunami period when shipping lines rearrange the distribution of their network.

As the loyalty of the users is becoming increasingly conditional, their perspectives can guide future strategies

and the sustainable development of Greek ports. Surprisingly, most analysts ignore this and focus purely on

productivity parameters. 

A systematic study that includes interviews with users of Piraeus, Thessaloniki, and other European ports, sug-

gests that shipping companies' perspectives are quite distinctive in significant respects. Differences in size
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remain a decisive factor influencing diversified

structures, organisation, horizontal and vertical

integration, volumes, and operations patterns, and

thus differentiated expectations by the visited ports. 

For all SMEs and feeders the key issues are cargo avail-

ability along with reasonable rates, rather than the

port's productivity or its geographical location. A port

user of this category operating in several European ports

has stated that, "I would even enter the port with the

worst productivity, if rates were good and if there was a

demand for transportation". This is understandably

associated with safety, damage minimisation, and "in

advance provision of a well-respected, in-practice

stevedoring plan".  The latter is absent from Greek ports. 

As size increases, shipping companies are guided

Greek container-port competitiveness 
perspectives of users do matter

PORT POLICIES

Following the conclusion of the calls for tenders to run the con-
tainer terminals of Piraeus and Thessaloniki, Greek ports need
to make major decisions. In recent years, the two largest ports
of the country have failed to keep up with the pace of through-
put development of other European ports. 
On top of that, the entire Greek port system has proved unable
to respond to international challenges and competition. BY Dr. THANOS PALLIS 

AND Drs THOMAS VITSOUNIS
University of the Aegean
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more and more by the particular range of services

they wish to provide to their customers via the use

of a port. Based on a network of agents and on indi-

vidual strategies to access a specific market, these

companies adjust their interest in alternative ports

and terminals within a broader port region. The cost

of services and productivity performance are thus

becoming increasingly central. 

The largest (global) shipping companies above all

evaluate the infrastructure of the port, i.e. adequate

depth, land, cranes, and hinterland networking for

handling large-scale vessels. Terminal productivity

is a top priority, and the time spent by a vessel in the

port is crucial. Along with the geographical location,

the combination of transhipment with local cargo is

significant, in order to exploit economies of scale.

These users also demand reliable services and

expect to receive good treatment by ports and ter-

minal operators as regards broader networking

activities and service agreements. 

Greek port authorities need to decide which of these

users should be targeted and they should then

develop strategies to attract them. What should be

reviewed is the unquestionable dogma of the recent

past that the current port hierarchy should remain

untouchable, and the dominant view that "only big

(port) is beautiful". Adjunct ports that co-operate

more and more provide ample examples of how to

enact multi-level strategies. 

At the same time, they need to urgently address a

number of existing key issues. The most essential of

those is the development of intra-port competition.

A deficiency indicated by all users is the lack of alter-

natives (ports, terminals, or services providers) that

serve maritime transport to and from mainland

Greece. In addition, another problem is the existing

state monopoly for the provision of container port

services in Piraeus and Thessaloniki. These are the

only ports having the structure and operational

capability to serve middle and large-scale container

vessels. The resulting duopoly in the Greek market

(i.e. cargo imported or exported from Greece) leads

users to often express the need for the development

of a level playing field that would provide alternative

solutions. As a port user stressed, "I struggle to win

customers in a competitive environment. A port also

has to struggle to win my company as a customer,

otherwise there is a great imbalance in terms of the

pressures of competition". 

The anticipated EU guidelines on concessions will

help in preventing the repetition of deficiencies

observed in the completed concession process. It

will also enable the market to open even more.

Clarifying competitive rules is also too important,

especially in the light of the findings by the National

Competition Commission that the Piraeus PA was

breaking competition rules when it was giving pref-

erential treatment to its biggest customer, MSC. 

Significant imbalances between imported and

exported containers are an additional major prob-

lem, which is increased by the imbalances regarding

exported containers between Thessaloniki and

Piraeus. Users call for incentives, similar to the ones

already developed by other European ports, that

would decrease the cost of exported containers. 

The paradox in the Greek case is that while current

users praise the capabilities of port labour, they also

remain severely critical of the inflexible and highly

bureaucratic administration of labour  that often

leads to a significant decrease in productivity. A

structured dialogue leading to reforms that will

guarantee the disappearance of the industrial

actions observed in the past would benefit all social

partners. 

Since the geographical location is a notable advan-

tage, port authorities need to develop innovative

strategies to address these problems. They should

develop long-term pricing policies and should insti-

tutionalise the currently absent structured commu-

nication between them and port users. These poli-

cies will create value for current and targeted users,

and will guide Greek ports towards much-desired

competitiveness. �

The paradox in the
Greek case is that

while current users

praise the capabilities

of port labour, they
also remain severely
critical of the
inflexible and highly
bureaucratic admin-
istration of labour
that often leads to a

significant decrease in

productivity.



Consequently, since the global crisis started affect-
ing shipping in September 2008, shipping banks
have adopted a cautious attitude and have down-
scaled. They have reviewed lending policies, show-
ing that "the small 2008 growth, is really the power
of the previous strong momentum, rather than the
wish for the banks to expand at this phase, because
of committed facilities". Petrofin also anticipates fur-
ther reduction in the Greek ship financing banks as
a consequence of the overall consolidation in the
banking sector as well as the shift of focus of insti-
tutions in performing core lending functions. 

The number of shipping banks active in the market
has grown to 40, after the addition of Deka Bank and
Lloyds TSB and Fortis Bank NL, "which decided to
split their Greek shipping portfolio away from Fortis
Bank Belgium, which has a Greek presence." The
report also divides these institutions into three differ-

In 2008, the Greek ship financing market was affected by the global

credit and economic crises, in line with the rest of the 

capital intensive industries. According to Petrofin Bank Research, total

loans to Greek ship owners for 2008 reached US$73.228bn. This

represents a 9.39% increase from the US$66.94bn issued in 2007. 

T
he Greek ship financing portfolio presents us with US$53.57 drawn loans, which shows an 18%
increase from 2007 whilst undrawn funds reach US$19.65bn or an 8.9% decrease for the same peri-
od. Between 2006 and 2007, the portfolio grew by an astonishing 44.31%; drawn loans increased

by 44.17% whilst undrawn commitments grew by 44.5%. 

The report highlights the fact that the record amounts of financing credited during 2007 were offered by "keen
banks, which placed great confidence in Greek shipping, in view of its solid foundations and excellent opera-
tions". It also adds that, " The fact that this crisis is heavily testing the biggest economies, it is only logical,
although not through a fault of its own, that shipping prospects and bank appetite have fallen sharply from the
end of 2008 up to now, affected both by the economic recession as well as the banks' liquidity crisis".

68

SHIP FINANCE

Key Developments 
and Growth in Greek Ship Finance
The main themes of Petrofin Bank Research Report 



ent groups: Greek banks, international banks with a
Greek presence and international banks without a
Greek presence. The lion's share is retained by the
last group with a portfolio of US$38.984bn and an
annual growth rate of 5.25%; BNP Paribas was the
fastest growing bank with 59.86%. International
banks with a Greek presence control US$17.995bn
and enjoy an accelerated growth rate of 23.03%,
with Bank of Ireland recording a 127.45% portfolio
growth rate. Greek banks control US$16.944bn, rep-
resenting a 6.97% increase from the 2007 levels;
Agricultural Bank of Greece grew by 83.63% this
year (US$88m portfolio) followed by Bank of Cyprus
with 66.54% (US$ 302m). 

Syndicated loan facilities for 2008 reached
US$18.977bn representing a 45.9% increase in 2007,
as increased demand for capital from the booming
listed shipping companies was met by the formation
of large syndications. This reflects  increased willing-
ness by banks to spread ship financing risk and
Petrofin anticipates further interest during 2009. 

Petrofin anticipates Greek ship-financing to
decrease for the first time in 8 years. In terms of
existing agreements, it expects a portion of the
undrawn loan commitments not to become avail-
able for drawdown due to vessel cancellations,
abandonment, yard failure, order renegotiations
and "adjustments of loan facilities". On the other
hand, new loans are already offered at lower lever-
age levels and higher margins than a year ago. Poor
performance of the shipping market has decreased
returns on shipping loans, a fact which will make
banks more stringent in allocating capital to the
industry. Market conditions and sector consolida-
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tion will decrease the number of financiers available and discourage new entrants to the sector. 

In line with other market specialists, Petrofin expects that "total shipping finance loans shall recover and
resume their growth upon the recovery of the world economy, international trade and shipping from 2010
onwards". �
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SC CABLUL ROMANESC SA

SC CABLUL ROMANESC SA, is the biggest producer of wire ropes
and slings in Romania and among the most important ones in
Europe, with  wide experience in the production of steel wire ropes used
in the marine field, oil, mining and forest industries, cranes and eleva-
tors equipment. 

SC Cablul Romanesc SA was established in 1925 with the name
"Anglia" due to the fact that the founders of the company were English.
The English investors invested in the latest technology equipment of
that time, bringing all of it from abroad. 

In the years that followed, the factory continued to expand not only in
terms of its capacity but also in terms of the variety of the product line,
always with a view to producing top quality products. Cablul Romanesc
was constantly increasing its capacity and remained a leading exporter
of goods, recognized for the top quality of its steel wire ropes as well as
for its sterling services. In 1990 the factory became a joint stock com-
pany and changed its name for one last time to SC "CABLUL
ROMANESC" SA.  

In 2001 SC Cablul Romanesc decided to expand its activities in the
marine Industry as well. To this end, it started a business partnership
with Katradis Marine Ropes Industry. It was an ideal partnership. Thus
the partnership between S.C. Cablul Romanesc and Katradis Marine
Ropes Industry SA opened up windows of opportunity for both compa-
nies. These two companies share the same philosophy, as they both
place a high value on quality and safety.

Katradis Marine Ropes Industry SA, a company that has being
serving the marine industry since 1936, having already excelled as a

Focusing
on quality and

safety

PUBLI
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manufacturer of synthetic mooring ropes and anodes for the cathodic
protection and having established a clientele of over 3000 vessels and
a wide network of agents at major ports around the world saw the need
of vessels worldwide for high quality steel wire ropes. 

By becoming a member of the Katradis Group of Companies, S.C.
Cablul Romanesc has not only extended its business in the marine
industry but due to the dedication of its personnel and competent tech-
nical staff, who are always eager to offer technical advice and support,
it has also acquired an established clientele. 

Enjoying national and international reputation, S.C. Cablul Romanesc
has a group of traditional customers and strong reliable business rela-
tionships in European Union countries, the Middle East, Africa and the
United States. Some of its most famous customers are OMV Petrom,
ROPEQUIP Netherlands and EUROCABLE Belgium major suppliers for
North Sea oil rigs and assistance vessels (tugs, tankers, etc), GSP
Romania - offshore drilling platforms, Fyns Kran Udstyr A/S Finland,
STX Europe Shipyards, Damen Yards, Daewoo Mangalia Shipyard,
Constanta Shipyard and the list goes on.

Nowadays, S.C. Cablul Romanesc is sited in a huge complex in Ploiesti,
Romania, which is only 60km away from the capital Bucharest. Its fully
equipped factory, its state of the art warehouses, and its luxurious main
offices occupy 19.500 square meters, whereas the total compound with
the surrounding grounds occupies 70.000 square meters. 

S.C Cablul Romanesc manufactures all type of wire ropes including
non-rotation type, from galvanized or bright steel wire, according to
DIN EN, ABS, ISO, API, RRW - 410E, GOST or to customer specifi-

cations. Striving for quality, CABLUL ROMANESC SA is testing all raw
materials and products in its own Lloyd's Register and
Germanischer Lloyd approved laboratory, thus guaranteeing trust
and reliability. 

CABLUL ROMANESC is able to provide complex products within its
field of activity such as simple leg slings, hand spliced or mechanically
pressed, which may be assembled with hooks, rings and thimbles,
according to clients' request. 

S.C Cablul Romanesc also manufactures slings from cables up to 68 mm
as it has a pres which can make slings up to 68 mm. It will soon acquire a
stronger press in order to manufacture slings with bigger diameters since
its production capability extends up to 80 mm diameter steel wire ropes.

For more information regarding the products of S.C. Cablul Romanesc
as well as its certificates and specifications, please feel free to visit its
official website at www.cablul-romanesc.ro 

SC CABLUL ROMANESC SA
Phone : +40 (244) 598 052

+40 (344) 730 152 

Fax : +40 (244) 598 632 

Email: info@cablul-romanesc.ro 

Address: 293, Republicii Bvd., 

Ploiesti - Romania
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T
he official reports published by the Bank of Greece and the National Statistical Service include data

on direct taxation from ships and the number of seafarers employed. In order to determine the num-

ber of people employed in the other sectors of the Greek economy and to calculate the  tax revenue

generated by the foreign exchange made from the shipping industry, the following methodology was used. 

(1) The gross added value and employment rate of the sector were calculated from tables issued by the Greek

Statistical Service. 

(2) The 18% of the gross added value (8% for food, tobacco, beverages and agriculture) was calculated  as

indirect taxation (VAT) for those categories that benefit the overseas shipping activity. 

(3) Taking into consideration the percentage of the financial impact of shipping activity on the gross added

value of the economy, the indirect contribution of the shipping industry to the total employment rate was

then calculated. 

(4) We took into consideration the level of taxation levied on the private incomes generated by different

groups of professionals (source: Annual Report of the Governor of the Bank of Greece). We then calculat-

ed the direct and indirect posts created as a result of  overseas maritime activity and the revenue resulting
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from direct personal taxation. 

The estimated distribution of the net foreign

exchange made from maritime transportation is

presented in Table 1. Based on the total annual

maritime foreign exchange, we proceeded to dis-

tribute it to the different sectors of the economy. For

the period between 2004-2008, we applied the

lowest level of annual foreign exchange for the year

2004. We thus came up with the results shown in

Table 2: 13,3 billion euros and a net input amount-

ing to 9,5 billion euros incorporated into the input-

output analysis of the Greek economy2. 

If we analyse the results from Table 2, for 13,3 bil-

The Maritime industry 
and greek economy

The study of the influence of the shipping industry on 
the Greek economy was undertaken by the Research Laboratory
of Maritime Economy, Management and Marine Accidents 
of the University of Piraeus on behalf of the Chamber 
of Greek Shipping1. 

BY Dr. K . GIZIAKIS  
Professor at the Department 

of Maritime Studies, 

University of Piraeus 

ANALYSIS
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lion euros: 

(a) the net foreign exchange amounted to 9,5 bil-

lion euros 

(b) the estimated revenue due to VAT reached 1,63

billion euros 

(c) the posts created in other sectors outside the

maritime industry were estimated to be 255 000 

(d) The effect on GNP was estimated at 6.5% 

The shipping industry is considered to be a global

industry. The maritime foreign exchange depends

on the trend of this industry and it had been

increasing between 2004 and 2008. Thus its effect

on the Greek economy has been increasing. For the

year 2009, the maritime foreign exchange is expect-

ed to reach a lower level than that of the years 2007

and 2008, but higher than for 2004. In this presen-

tation, results have been shown for a relatively low

level of foreign exchange, that is for 13,3 billion

euros. 

In Table 3, you will see an estimate of the revenue

generated from direct private taxation levied on 255

000 employees working in different sectors of the

economy apart from the maritime industry. The

respective estimate amounts to 402,2 million euros. 

The contribution of the shipping sector to the

employment rate is highly significant. If the level of

foreign exchange generated by the shipping sector

is around 13 billion euros, then the number of peo-

Cost Categories % Distribution

1 Commissions from freight  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .2,00
2 Loading and unloading costs  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .3,80
3 Cost of register and surveys  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .0,70
4 Bunkers and lubricants  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .7,20
5 Spare parts  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .4,30
6 Salaries of Greek seafarers  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .39,20
7 Employer insurance contributions to SPF*  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 3,50
8 Cost of travelling  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .2,50
9 Provisions  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .1,40
10 Ship repairs in shipyards  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .8,00
11 Sundries . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .2,50
12 Hull and machinery insurance . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .1,30
13 P & I club insurance  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .1,20
14 Financial costs  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .5,10
15 Salaries and insurance contributions of shipping companies employees  . . . .3,10
16 General expenses of shipping companies . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .8,90
17 Cost of services from third parties (lawyers etc)  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 0,50
18 Telecommunications  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .0,90
19 Other expenses including tax payments  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .3,90

TOTAL  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .100,00

* SPF : Seafarers' Pension Fund

Source: Study of Input-Output analysis - Dept of Economics, University of Piraeus, 2001

T A B L E  1 . E S T I M AT E D   D I S T R I B U T I O N  O F  N E T  F O R E I G N  E X C H A N G E  F R O M  M A R I T I M E  I N D U S T R Y
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T A B L E  2 . I N F L U E N C E  O F  N E T  F O R E I G N  E X C H A N G E  T O  T H E  G R E E K  E C O N O M Y  
F R O M  M A R I T I M E  I N D U S T R Y  ( N E T  F O R E I G N  E X C H A N G E  9 , 5  B I L L I O N  E U R O S )

CODES SECTOR OF ECONOMY INFLUENCE OF  VAT EMPLOYMENT
STAKOD-91 MARITIME DUE TO MARITIME DUE TO 

ACTIVITY PER SECTOR ACTIVITY MARITIME ACTIVITY
('000000 �) ('000000 �) (NO. OF PEOPLE)

1 01-05 Agriculture-Livestock-Forestry-Fishing 165,3 13,2 10690
2 10-14 Mining and quarrying 0,0 0,0 0
3 15-16 Food & tobacco products & beverages 637,3 51,0 21844
4 17 Manufacture of textiles 65,9 11,9 3585
5 18 Manufacture of wearing apparel 156,1 28,1 8788
6 19 Manufacture of footwear, leather & luggage related products 48,6 8,7 2083
7 20 Manufacture of wood products except furniture 2,0 0,4 137
8 21-22 Paper-printing and publishing products 57,8 10,4 1518
9 23 Manufacture of coke and refined petroleum products 838,7 151,0 5651
10 24 Chemical products 204,7 36,8 4064
11 25 Rubber and plastic products 140,5 25,3 4627
12 26 Other non-metallic mineral products 20,8 3,7 439
13 27 Non-basic metals 0,0 0,0 0
14 28 Metal products except machinery 9,3 1,7 512
15 29 Machinery and equipment 493,4 88,8 29633
16 30-33 Computer, electronic and optical tools 93,4 16,8 2720
17 34 Manufacture of motor vehicles 85,5 15,4 2778
18 35 Manufacture of other transport equipment 777,4 139,9 17788
19 36-37 Furniture, recycling and other industries 181,8 32,7 8373
20 40-41 Electricity, natural gas, water supply 212,9 38,3 3537
21 45 Construction 404,9 72,9 10535
22 50-52 Commerce, repairing 853,1 153,5 28197
23 55 Accommodation & food service activities 523,9 94,3 12287
24 60-61 Land transport, transport via pipeline 117,1 21,1 3056
25 62 Air transport 258,5 46,5 8161
26 63 Support activities for transportation 626,1 112,7 20988
27 64 Postal & telecommunication activities 168,2 30,3 2100
28 65 Intermediate financial entities 501,1 90,2 5618
29 66 Insurance and pension funding 268,9 48,4 6681
30 67-70 Other financial entities, management of real estate 725,7 130,6 938
31 71-73 Rental and leasing of machinery & household goods,

information service activities, research and development 12,7 2,3 209
32 74 Other administrative activities 58,7 10,6 3838
33 75 Public administration and defence 283,0 50,9 7835
34 80 Education 111,9 20,1 4206
35 85 Human health & social work activities 260,2 46,8 5903
36 90-95 Other service activities 134,5 24,2 5860

ALL SECTORS 9500,0 1629,7 255181





ple directly employed in the shipping sector is in the

region of 50 000 (of which 35 000 are seafarers and

15 000 are office-based). Furthermore, the number

of those indirectly employed amounts to 255 181.

An increase or decrease in the level of foreign

exchange will affect the employment rate and the

state revenue accordingly. �
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T A B L E  3 . E S T I M AT E D   R E V E N U E S  D U E  T O  D I R E C T  T A X AT I O N  
( Based on 255181 people shown on table 2)

CODES SECTOR OF ECONOMY ESTIMATED
STAKOD-91 REVENUES DUE TO

DIRECT TAXATION
('000000 �)

1 01-05 Agriculture-Livestock-Forestry-Fishing 1,2
2 10-14 Mining and quarrying 0
3 15-16 Food & tobacco products & beverages 25,6
4 17 Manufacture of textiles 4,2
5 18 Manufacture of wearing apparel 11,9
6 19 Manufacture of footwear, leather & luggage related products 2,8
7 20 Manufacture of wood products except furniture 0,2
8 21-22 Paper-printing and publishing products 2,1
9 23 Manufacture of coke and refined petroleum products 6,6
10 24 Chemical products 4,8
11 25 Rubber and plastic products 5,4
12 26 Other non-metallic mineral products 0,5
13 27 Non basic metals 0
14 28 Metal products except machinery 0,7
15 29 Machinery and equipment 40,3
16 30-33 Computer, electronic and optical tools 3,7
17 34 Manufacture of motor vehicles 3,3
18 35 Manufacture of other transport equipment 20,8
19 36-37 Furniture, recycling and other industries 11,4
20 40-41 Electricity, natural gas, water supply 4,1
21 45 Construction 48,4
22 50-52 Commerce, repairing 38,3
23 55 Accommodation & food service activities 56,4
24 60-61 Land transport, transport via pipeline 3,6
25 62 Air transport 9,5
26 63 Support activities for transportation 24,6
27 64 Postal & telecommunication activities 2,5
28 65 Intermediate financial entities 6,6
29 66 Insurance and pension funding 7,8
30 67-70 Other financial entities, management of real estate 1,1
31 71-73 Rental and leasing of machinery & household goods, 

information service activities, research and development 1,0
32 74 Other administrative activities 5,2
33 75 Public administration and defence 9,2
34 80 Education 4,9
35 85 Human health & social work activities 6,9
36 90-95 Other service activities 26,9

ALL SECTORS 402,2



E
ίναι γνωστό ότι η αγορά της ναυτιλίας χαρακτηρίζεται
από συχνές μεταβολές και ανακατατάξεις και από έντο-
νο ανταγωνισμό. Είναι επίσης γεγονός ότι η διεθνής οι-

κονομική ύφεση έχει επηρεάσει τη ναυτιλιακή κοινότητα, προκαλώντας
έντονο προβληματισμό. Η δραστηριοποίηση μιας επιχείρησης στη συ-
γκεκριμένη αγορά απαιτεί προσεκτική παρακολούθηση των επικείμε-
νων εξελίξεων και ενδελεχή εκτίμηση των δεδομένων του ανταγωνι-
σμού και των κυρίαρχων τάσεων. Απαιτεί επίσης ολοκληρωμένη ανάλυ-
ση των επιχειρηματικών αναγκών της και πλήρη αξιοποίηση των δυνα-
τοτήτων της.

Η ΑΣΠΙΣ ΠΡΟΝΟΙΑ, με 65 χρόνια παρουσίας και προσφοράς στην
ελληνική ασφαλιστική αγορά, αποτελεί μια από τις μακροβιότερες ιδιω-
τικές ασφαλιστικές εταιρείες και έχει συμβάλει τα μέγιστα στην ανάπτυ-
ξη  της ιδιωτικής ασφάλισης στην Ελλάδα. Ο Όμιλος Ασπίς, ένας από
τους ισχυρότερους χρηματοοικονομικούς ομίλους στην Ελλάδα αποτε-
λεί το αποκορύφωμα αυτής της δυναμικής πορείας και είναι ο άμεσος
κληρονόμος και συνεχιστής μιας μακράς ασφαλιστικής παράδοσης
γνώσης και πείρας. Σήμερα περιλαμβάνει 16 κύριες εταιρείες που δρα-
στηριοποιούνται σε 7 χώρες παγκοσμίως και έχει περισσότερους από 1
εκ ικανοποιημένους και ταυτόχρονα πιστούς πελάτες.

Ο Όμιλος ΑΣΠΙΣ διαθέτει μια ευρεία γκάμα προϊόντων και
υπηρεσιών που καλύπτουν πλήρως και τις πλέον εξειδικευμένες
απαιτήσεις τόσο ιδιωτών όσο και επιχειρήσεων. Ειδικά για τις εταιρείες
που δραστηριοποιούνται  στο χώρο της ναυτιλίας, ο Όμιλος ΑΣΠΙΣ μπο-
ρεί να ικανοποιήσει ανάγκες όπως εξεύρεση κεφαλαίων, χρηματοδότη-
ση, διαχείριση διαθεσίμων και χαρτοφυλακίων, οικονομικός σχεδια-
σμός, απόκτηση ή μίσθωση ακινήτων, αλλά και ανάγκες ασφάλισης πε-
ριουσίας, παγίων και προσωπικού.

Παρά τις αντίξοες συνθήκες και τις κρίσεις που ανά διαστήματα
πλήττουν την παγκόσμια ναυτιλία, η ναυτιλιακή επιχειρηματικότητα των
Ελλήνων διαπρέπει. Ο Όμιλος ΑΣΠΙΣ μπορεί να βοηθήσει τους Έλληνες
πλοιοκτήτες να συνεχίσουν απρόσκοπτα την ανάπτυξη των δραστηριο-
τήτων τους. Όποια κι αν είναι η ανάγκη της ναυτιλιακής επιχείρησης ο
Όμιλος ΑΣΠΙΣ είναι σε θέση να την καλύψει, προσφέροντας εξατομικευ-
μένες, ευέλικτες λύσεις, προσαρμοσμένες στις ιδιαίτερες απαιτήσεις της.

65 Xρόνια Πορείας

Κωνσταντίνος Γ. Φειδόπουλος
Επιχειρηματικός  Σύμβουλος 

Λεωφ. Συγγρού 128, 17671 Καλλιθέα
Τηλ. Γραφ. 2109233940 

Fax. 2109233945
Kιν. 6930144638

e-mail. feidopoulos@in.gr  



N
evertheless today, no shipping nation
can afford to ignore the goals and
dreams of the younger seamen and

cadets. The Greek shipping community, with its
long-standing tradition on the international mar-
itime scene has always grown and become
stronger based on a successful and close co-oper-
ation between shipowners and mariners. Greek
shipowners, many of them former officers in the
Merchant Marine, have traditionally maintained
and supported the ongoing vision of certain
father-figures of Greek shipping. These leading
figures have always insisted that our predomi-
nance in shipping can only be upheld through the

An open dialogue 
with the younger generation 
of Greek seafarers 

In this current time of uncertainty, lack of optimism, and general
upheaval amongst the younger generation, all professional
members of our society need to make some self-assessment
and self-analysis. During the past decades, time and again, most
members of the maritime press have ignored the younger sea-
farers and have neglected to maintain an open channel of com-
munication with them. This has been a crucial mistake and has
become a fundamental handicap that has partially contributed to
the weakening of the image of the shipping profession. The
declining numbers of entrants to the Merchant Marine
Academies of our country give a clear indication that we all -the
press included- have forgotten to appreciate the younger gener-
ation's aspirations and vision. 
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expertise and practical know-how gained by our
mariners. 
I recently had the opportunity to meet with three
young officers from the Greek Merchant Marine.
They were about to embark on the maiden voyage
of a new vessel owned and managed by the Tsakos
Group. I had the privilege to witness the naming of
the vessel at the Sungdong Shipyard in South
Korea and experience first hand the excitement of
the Greek crew just a few hours before their depar-
ture to the Pacific Ocean. The brand-new, state-of-
the-art M/T World Harmony is a 73,800 dwt
product carrier. It was named on April the 10th,
2009, by Mrs Soon Taek Yoo, wife of the UN
Secretary General. The wonderful celebrations creat-
ed an atmosphere of overwhelming joy both in the
shipyard and onboard the vessel. 
After the ceremony I had the opportunity to lunch
with three young members of the Greek and
Philipino crew. These were Vasilis Margaritis, a
3rd engine officer, who has graduated from the Nea
Michaniona Merchant Marine Academy, in
Macedonia, close to the city of Thessaloniki in
Northern Greece, along with officers Sozon
Vlachogiannis and Loucas Armaos, who have
graduated from the famous Aspropyrgos Merchant
Marine Academy, in Attica. 

"Are you proud to be officers of the Merchant
Marine?" was my first question to them,
which received a clear-cut answer: 

81

Mavromaras Markos, Master

a) Margaritis Vasileios - 3rd Engineer, b) Armaos Loukas - 2nd Officer, 
c) Vlachogenis Sozon - Junior Offiser
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"We do not belong to the 700-euro-a-month gen-
eration. We neither are nor want to be waiters in tav-
ernas. We have a good life at sea and we manage to
have a three- or even four-month unbroken holiday
each year ashore", said Sozon Vlachoniannis the
youngest of the officers. "We feel proud to be mem-
bers of such an important community. It is very
rewarding when shipowners and our managers take
pride in us. Last Christmas, Captain P. Tsakos called us
while we were in the middle of the ocean. He spoke
to everyone and wished us all a merry Christmas.
This personal touch is what makes this company and
Greek shipping in general so special, so unique. This
behaviour and approach make us feel proud and
honoured" said Loucas Armaos. 
What makes Greek seamen valued and
respected by the Greek and international

ship owning community? 
Captain Loucas Armaos explains that Greek seafarers
like to take initiatives. "They feel that the ship is their
home and need to protect and safeguard it from
potential dangers and hazardous situations. Some
say that the younger generation has a lack of aspira-
tion. They are obviously talking about certain young-
sters we have never met", he concludes.
Why is it then that young Greeks are not that
interested in this profession? 
All three officers agree that teenagers in Greece are
not aware of the opportunities of a career at sea. A
good advertising and targeted marketing campaign
is needed. "Shipping companies should visit the first
two or three grades of high school and talk to
teenagers well in advance, before the latter have
already decided which university degree they would

Cargo control room, Armaos Loukas - 2nd Officer
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like to pursue", they all explain. According to the three mariners, there is sadly no
proper information given to high school pupils regarding the shipping professions.
"No one knows that we may travel for seven or so months but we are totally free
for two or three months after that. No one even knows that at the age of 32 a
Merchant Marine officer can achieve the highest rank and become a first officer in
command of a modern large vessel and no one out there knows about our excel-
lent salaries", says Sozon Vlachogiannis. 
What would you advise young cadets that are now attending classes? 
"At the Merchant Marine Academies, cadets should pay particular attention to
courses on the English Language and on ICT. They should however try and make
the most out of their training voyages after the first and second year at the
Academy. The knowledge that they obtain will be significant and crucial, says
Sozon Vlachogiannis, the youngest of all three. 
How is your everyday life onboard? 
"You have to cope with the loneliness and the silence of the seas", replies Vasilis
Margaritis. "We have an eight-hour watch, which is not your usual nine-to-five
office work. Everyday life can get hard and during loading and unloading you have
to be very alert", says Sozon Vlachogiannis. "We do have some free time and we
manage to read, watch TV, or exercise in the vessel's gym. We all need and want
to get along when we are together. A vessel's crew resembles a very small, closed
community. We have to remain on good terms with each other", answers Loucas
Armaos. 
Who should pursue a career at sea? 
Vasilis Margaritis emphatically replied at this point, "We love the sea; we do not
fear it. No one can pursue a career at sea unless he loves the endless silence of the
oceans. No one stays just for the money. Young people who do not fear work,
enjoy travelling and want to make money should pursue a life at sea". 
The other two officers had a different perspective. "Everyday life aboard ship has
totally changed in comparison to previous decades. It is still not an easy life, but it
is not as hard or as isolated as before. Our company has insisted on excellent high-
tech telecommunications on board all vessels. The M/T World Harmony enjoys the
outstanding potential offered by the V Sat system. In practice, this means that all
seamen can have free internet access 24/7, as well as free phone calls, for up to 80
minutes per month. Moreover, this state-of-the-art technology allows access to
many TV channels around the globe. The ship even has a fully-equipped medical
room. We do not feel isolated anymore". 
Many young officers would like to pursue a career with a shipping
company ashore. What about you? 
"We will choose a career ashore when the time comes, but we will not rush into
it. We need the experience and practical knowledge of being on a vessel", replied
the young officers. 
How does Greece feel when you are ashore?
"Greek seafarers are well-treated and respected in all ports of the world, apart
form Greece", said the Engineer Vasilis Margaritis. "When we are ashore, we
always feel alienated at first. Many people ask us how we cope with this profes-

sion. "We always answer, We enjoy it, it is our life,". 
The Secretary General Mr Mitropoulos recently unveiled a statue in
Galaxidi, the town of his birth, portraying and honouring the seafar-
er's wife. How difficult is it for a Merchant Marine officer to have a sta-
ble family life? 
"It is not that easy, but we've all got an ace hidden up our sleeves", they answer
optimistically. "This has always been a difficult issue for all seamen and their loved
ones. The balance is very fragile", they agree. "Yet, since previous generations
managed to find a way through this, we hope and believe that this will be the case
for us, too".

Shortly after our interview the vessel sailed for a long trip east, passing through
the Korea Strait and the Sea of Japan. On board this Greek-flagged vessel, a part
of our homeland's maritime tradition travels around the oceans and harbours of
the globe. Our mariners, our people make us proud. "Those who control the sea,
control everything", said Thucydides. This is our most notable tradition, one of the
very few traditions that we now should, through our younger generation,
strengthen and preserve. �

By Ilias Bissias



T
he European Maritime Day was established at the initiative of the Vice-President of the European
Parliament Mrs Rodi Kratsa, after a 2-year procedure.  "This European Day is an opportunity to realize
the prospects of the sea for development, employment as well as the need for its protection. It consti-

tutes a special occasion for sensitisation in relation to the vital importance of the role of marine environment
as well as of the coastal and insular areas of the EU. The 68.000 kilometers of european coastal line constitute
one of the most attractive tourist destinations combining natural beauty with cultural identity, both of which
we have to promote but also protect, with a view to sustainability", underlines Rodi Kratsa. 

The Vice-President of the European Parliament, Mrs Kratsa visited Rome in order to be part of the official
events organised by the European Commission and the Italian Government to celebrate the European
Maritime Day. The Prime Minister of Italy Silvio Berlusconi and the President of the European Commission
Jose-Manuel Barroso also participated at the opening ceremony. 
"In Europe we can count around 1.200 ports that provide necessary services of economic development as
well as social and territorial cohesion. It is important to realise that the ports and coasts of the EU are an
important capital not only as tourist destinations but also as key for the development of the internal euro-
pean economy and the EU position in international trade. Thus, we need to modernise them and provide
them with opportunities to provide high quality services, while protecting the environment, including the
urban environment", concludes Mrs. Kratsa. 

With the occasion of the celebration of this Day, Mrs Kratsa visited the Philately Section of the Hellenic Post
in order to support and promote the circulation for the first time of a commemorative stamp depicting the
mythological ship "Argo" and containing a reference to the "European Maritime Day".

At the presence of Board of Directors of the Hellenic
Post - its President, Mr. Angelos Bratakos, the
Director General, Mr. Dimitris Kyriakidis, the
Director of Philately Section, Mr. Vassilis Schoinas
and the Special Advisor of Philately, Mr. Moses
Konstantinis, Mrs. Kratsa stamped commemorative
envelopes with the special Maritime Day stamp.
These envelopes were then offered for free to the
citizens in order to commemorate the European
Maritime Day. 

"My initiative of the establishment of the European
Maritime Day, supported by the Hellenic Post with
the commemorative stamp, contributes to informing
Greek as well as all other European citizens on the
great value of the maritime industry as well as the sea
for economic and social development, for employ-
ment, for transportation and for communication. It
offers an important opportunity to sensitise the citi-
zens and the governments for the need to protect the
marine environment as well as the coastal and insu-
lar areas of the EU", highlights Rodi Kratsa. �
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20 May
Celebrating the European
Maritime Day
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A T H A N A S I O S  MA RT I N O S ,  MANAGING DIRECTOR OF EASTERN MEDITERRANEAN MARITIME LIMITED • G E O R G E  G R A TS O S ,  PRESIDENT HELLENIC CHAMBER

OF SHIPPING • P E R I K L I S  PA N A G O P O U LO S ,  PRESIDENT MAGNA MARITIME INC. • PA N O S  L A S K A R I D I S ,  MANAGING DIRECTOR LASKARIDIS SHIPPING

COMPANY LTD. • MA R I A  TS A KO U,  CHIEF EXECUTIVE OFFICER OF TSAKOS GROUP • N I C H O L A S  VA R VA T E S ,  CHAIRMAN NAFTOTRADE SHIPPING & COMMERCIAL

S.A., CHAIRMAN HELLENIC SHORT SEA SHIPOWNERS ASSOCIATION • H A R RY  VA F I A S ,  PRESIDENT & CEO STEALTHGAS • N I CO L A S  A .  TS A V L I R I S ,  PRINCIPAL

TSAVLIRIS SALVAGE GROUP • A N TO N I O S  C .  A N TO N I O U,  PRESIDENT OF OLYMPIC GROUP • T H E M I S  P E T R A K I S ,  VICE PRESIDENT IOLCOS HELLENIC

MARITIME ENTERPRISES CO. LTD. • VA S I L I S  B A CO L I TS A S ,  DIRECTOR SEA PIONEER SHIPPING CORPORATION

What are the goals, 
aspirations and uncertainties 

of today’s Greek Ship owning Community?

SPECIAL REPORT

Eleven well respected members of the Greek Shipping Community- four of them rep-
resenting the next generation of ship owners- answer ten questions submitted by the edi-
torial team of Naftika Chronika, explaining their points of view and proposals. 



>> GEORGE GRATSOS 

The simple answer is yes. The world, over the cen-
turies, has had experience with pirates, convoys
etc., it is a matter of countries to decide either to
eradicate the problem or to effectively protect the
innocent passage of cargo ships. The world com-
munity should stop discussing the problem and
apply its mind to finding effective solutions.  By not
doing so it seems that some may have a hidden
agenda.
In continuation to the above, unfortunately the
ineffectiveness of the heretofore measures has
encouraged other pirates to set up shop in other
locations since it seems to be a good business
prospect. Thus it is becoming more and more diffi-
cult to alter routes to find safe passage. You cannot
exclude the whole African continent or South East
Asia. The answer is to eradicate piracy on the high
seas, it has been done before it can be done now.

>> ANTONIOS C. ANTONIOU

The new era of shipping which uncontradictable
we live, is characterized not only from the diameter
of the opposite characteristics of shipping market
but also by the intense phenomena which threat-
ens immediate the safety of the ships. These phe-
nomena were not expressed from one day after the
other.  On the contrary constitute the result of rea-
sonable succession of conditions and situations
that take place in a robust depth of time. The gene-
sis of the cases of piracy so much in East and in
West Africa is a result of a mixture of causes that
leads to the illegal detention of vessels and their
crews with simultaneous claims of huge pecuniary
sums for their release. The economic situation and
the biotic level, with the almost absolute absence
of state and legal institutions in these countries of
Africa gave the opportunity in certain persons, to
chase the easy money. The diplomatic laziness

which was observed from the first moment of gen-
esis of these phenomena made more fertile the
ground for the consolidation and their growth. And
this gave the opportunity to the pirates to exploit
their actions in investing to the modern equipment
and armament and much more in the human
potential and organizational subjects.  However, I
don't know what are the real causes that resulted in
this diplomatic laziness. Even if it appears as inex-
pert at the diplomatic way, I consider that the inter-
national community found rather unprepared to
face such phenomenon. This fact led to"numbness"
and an expectance of development of the situa-
tions, under the shade of fear's complication. The
fear is not that much for the issue of result, as much
as the resultant of this.
The contingency of embargo of this sea ways or
regions where is heard intensely the last interval as
a solution in the problem of piracy, ideally could
eliminate the phenomenon. The characterization of
ideal lies in that, without fuel matter cannot main-
tain the fire by itself, it's almost improbable for the
sea areas to be excluded or this sea ways, because
something like this presupposes coordinated activ-
ity of freighters and ship-owners, jeopardize a huge
economic interest.

>> MARIA TSAKOU

Only a part, of course, of the problem of "modern
piracy" - which has currently flared up at certain
points of sea routes - is due to the slow reaction of
the international community. 

a) Do you think that the worrying incidents of piracy in
East and West Africa are partly caused by the inertia of the
diplomatic community, which failed to immediately recog-
nise the seriousness of the problem? 

b) If charterers and shipping companies imposed an embar-
go on the dangerous sea routes, do you think that this cur-
rent threat to the international shipping would disappear? 
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>> NICOLAS A. TSAVLIRIS 

Throughout human history, there was (and is) only
one way to rid ourselves of the scourge of piracy/
terrorism/ extortion; and that is by the conscious
use of lethal force. 
Although the bandits may be defeated in courts
and ports and on beaches and at banks and in their
"rat holes", it is axiomatic that they must be con-
fronted at sea while actually in the act. 
War should formally be declared on the littoral
states, harbouring the bandits, invoking a "state of
hostilities" regime and legalising pre-emptive
strikes. The entire coastline and adjacent wide
expanses of sea should be subjected to a naval
blockade. Within a designated (ship transit) corri-
dor (and after giving all appropriate notices) "stop
and search", "seek and destroy", should be the
objective. No "Pirates of the Caribbean" or "Robin
Hood" non-sense. No self-defence or rules of
engagement issues. No deterrence manoeuvres. No
steering clear. No prisoners. Just "verify and exter-
minate" the enemies of the human race. 
The exemplary actions of the US sharp shooters in
the "Maersk Alabama" incident, and of the Israeli
armed guards on the "MCC Melody", are to be com-
mended. If I were in charge, my message would be:
"Don't allow the civilized world to be held to ran-
som. We have enough fire power to pulverize them.
Our commanders will sort out the logistics. Trust
them. Fight for the just cause. Keep up the good
work. Perseverance and determination. Strength
and honour." 

I believe that the causes of the problem are deeper
and more serious. Unfortunately, the new state of
affairs and the uneven development that has been
imposed create pockets of "losers", in which the
prospects are either the birth of terrorist cells, or
various activities, including - in this case - piracy.
This trend is boosted significantly by the dissolution
of social structures, the lack of elementary demo-
cratic values, the collapse of state powers, and the
prevalence of theocratic attitudes.  
At the same time, we should stress that the existing
global legislative framework with its gaps, its contra-
dictions, and its deficiencies concerning the compe-
tencies of the bodies involved - or those that should
be involved - are factors of crucial importance in the
non-effective tackling of the phenomenon. At this
point, a great deal should and can be done, immedi-
ately. Of key importance in addressing the problem -
apart from specific countries and organisations -
should be, and is, the International Maritime
Organisation (IMO), which must be backed by all the
countries and, in particular, by the major powers, in
order to undertake coordination of international ini-

tiatives to deal with the problem. Only through glob-
al understanding, cooperation and effort can we
hope to eliminate the phenomenon. 
I don't believe the phenomenon should be
addressed by acts of embargo. Embargoes, in any
form, are extreme solutions, which in well-gov-
erned societies should be avoided. Before an
embargo is imposed, much should be done. I men-
tioned a small example of the actions that should
be taken when answering your first question. I reit-
erate that international understanding, coopera-
tion, and joint decisions and actions, should consti-
tute our ongoing concern. Greece, as an important
shipping country - although unfortunately lacking
the "size and prestige" of the major powers -
should support global organisations like the IMO
and demand clarification of the international legal
framework prevailing in cases of dealing with pira-
cy, the rules of engagement, legalisation of initia-
tives, etc., on the basis of which piracies will be
tackled. Organisations and governments must be
mobilised, and effective information and preven-
tion are required. 

“The genesis of the cases of piracy so much in East and in West
Africa is a result of a mixture of causes that leads to the illegal
detention of vessels and their crews with simultaneous claims of
huge pecuniary sums for their release” NICOLAS A. TSAVLIRIS 
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>> THEMIS PETRAKIS

The shipping market is to a large extent self-regu-

lating. Quality-wise, for example, standards are

more effectively implemented by market forces

(e.g. by charterers -see vetting inspections and the

OCIMF SIRE program in the tanker market, or by

classification societies, insurers, etc.), rather than

politicians themselves. To our experience, govern-

mental and intergovernmental bodies and organi-

zations tend to come up with stringent rules and

regulations (which may not always be applicable in

a given market reality) only after a major shipping

disaster, in order to appease the public outcry. But

really it is the market participants and the market

conditions themselves who dictate which of these

will be genuinely implemented and which ones

only amass to merely more paperwork for the ship-

ping company and the vessel's Master.

Nevertheless, if the politicians decide that they

earnestly and magnanimously wish to assist the

shipping market, there is always room for help from

their part. An important issue to which a coordinat-

ed effort on behalf of the European Commission

could be invaluable to shipping is that of piracy,

especially in the Gulf of Aden. As we all know, pira-

cy incidents have grown out of proportion and it

seems that the international military presence in

the area, although valuable, has not managed to

effectively tackle the problem. Apparently, as long

as the P&I clubs and -consequently- the shipping

companies yield to the pirates' ransom demands

and as long as there haven't been any casualties of

US or EU citizens, the international community's

actions in resolving the issue are limited to simply

mobilizing a small number of warships to patrol an

area twice the size of Texas. This of course not only

will it not purge the Gulf of Aden of pirates, but is at

the same time a considerable expense to the coun-

tries involved, thus posing a question of how much

longer this task force will continue its mission. I

believe that a more coordinated effort between the

EU, the US and other major shipping nations is

required, as is a stronger stance against piracy -per-

haps even a joint strike force to stage an offensive

against pirate bases.

Furthermore, if our elected representatives wish to

demonstrate a spirit of support to the shipping

community, there are actions that can be taken in

order to ensure the market's viability during this

financially troubled period. We all know that ship-

ping is going through some very harsh times and,

unlike other sectors of the economy, is getting little

or no direct governmental help (with a very few

exceptions, like the Governement of Korea). Despite

the fact that EU countries control a whopping 37%

of the world's fleet, so far there seems to be little

appetite from EU officials to support this industry.

Support could come in many forms: Stimulus pack-

ages, loan facilities, subsidies, a shipping distress

fund, or even a comprehensive reassessment of

many of the safety and quality regulations which

may be of little or no value to improving safety

conditions on board vessels, yet add to the overall

costs of operating a ship.

Nevertheless, the shipping industry, throughout its

extensive history, has learned to expect a lot from

politicians and, in the end, receive little -despite its

fundamental contribution to the economy.  But

since hope dies last, we hope that the above will

not remain just wishful thinking.

>> PERIKLIS PANAGOPOULOS

We feel that the work done by members of the

European Parliament is not well known to the

wider public.  We would expect that the new

Parliament will take steps to improve its image and

demonstrate its ability to implement its decisions.

We fear that at this moment in time the European

Parliament is considered by many as a debating

forum without real law making powers.

In a few weeks, there is a European election. New
European commissioners will be appointed to deal with the
issues concerning the shipping community. What are your
expectations from the new European political family? 
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>> NICHOLAS VARVATES

The outcome of the polls for the election of the new

members of the European Parliament is an impor-

tant political event for the European Union, which is

now a world class player of 600 million inhabitants

in international affairs. Also of significant impor-

tance is the appointment of new Commissioners in

the executive arm of the EU, the Commission. The

character and personal style of each one of them

does make a difference, despite the existence of

Community policies and strategies which do not

change with the change in persons. 

Major changes in the context of shipping policy

itself are not expected after the Commission's

ambitions in the context of the Blue Bible have

been trimmed. Nevertheless, important issues will

emerge in connection with general EU policies

related to ship safety and several aspects of envi-

ronmental protection. It looks however as though

the old Greek saying about the involvement of the

state in shipping matters - the less of it, the better

- applies also in a European perspective. 

When considering these, it may be useful to keep in

mind the distinction between Short Sea and Deep

Sea shipping. The former is saddled with the task of

the internal carriage of goods and passengers with-

in the Community, whereas the latter pertains to

sea transport with countries from abroad, as well as

the EU's role as international cross trader. Despite

the different roles, the EU Commission has so far a

unified approach to shipping affairs.

• Would the appearance of new faces make a

difference in the frequent differences of opin-

ion between the Commission and the IMO? I

do not think so. 

• How likely would it be to see a real budget for

the promotion of Short Sea Shipping replacing

the pathetically unsuccessful Marco Polo proj-

ect? Frankly, we have learnt not to expect

much in that direction. 

• Can we see the Motorways of the Sea flying

high in the immediate future? If experience

from the past is of any use, we should be hold-

ing a small basket.

In short, we are welcoming the new persons and

we value the enthusiasm of the newcomers. On the

other hand, given that - unlike the Euro MPs - we

still remain in our posts, we are left wondering

what it would take to turn the present sleepy style

of political management in the EU to a fresh, inven-

tive and promising style of management like the

one we have seen across the Atlantic, that would

help it achieve all that it has not achieved during its

52years of existence. 

>> NICOLAS A. TSAVLIRIS 

Issues requiring the European Commission's atten-
tion are:
- Decriminalization of seafarers 
- Responder immunity for salvors (negligence/

errors of judgment) 
- Proliferation of "rogue state" in international

trade
- Proliferation of sovereign immunity abuse 
- Financial responsibility regime (for protection of

seafarers rights)
- Advent of environmental/ liability salvage

regime 
- Universal application of tonnage tax (extinguish

all other fiscal liabilities)
- Proliferation of government sponsored (ETV's) -

abstention from offering assistance in competi-
tion with commercially available salvage assis-
tance

- Mandatory (Green card) 3rd party liability
insurance

It is unfortunate that the European Commission
declined to adopt an EUR-OPA framework along the
lines of the USA OPA '90 regime. Thus, the opportu-
nity was lost to replace (by law) discretionary
indemnity insurance with mandatory liability insur-
ance. Put another way, the P&I Clubs were able to
hold on to the right - the option - to indemnify on a
voluntary/ discretionary basis rather than on an
obligatory/ direct payment basis. The consequence:
Green card third party insurance, which applies to
cars - does not yet apply to ships!

“We would expect that the new Parliament will take steps to
improve its image and demonstrate its ability to implement its deci-
sions.  ” PERIKLIS PANAGOPOULOS
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>> ATHANASIOS MARTINOS
It is correct that the Greek family owned and run
shipping companies suffer less in the present ship-
ping crisis. As opposed to public companies which
were obliged to invest funds raised in IPOs in
expensive ships. Some public companies were pru-
dent to fix the acquired ships to reliable charterers
for long periods so they have less risk.
Family companies can follow a more opportunistic
approach; to invest when second hand prices are
low and can hold on to profits when the freight
markets recover.

>> THEMIS PETRAKIS
I believe that the basic reason why this statement is to
a large extent true, is because of the nature and prac-
tices of capital markets per se. Investors like growth
stories.  Investors do not want their money to be idle,
they want to see a company's cash being leveraged
and invested to the fullest, in order to efficiently work
towards maximizing their potential returns, even if
something like that may not necessarily seem like the
right thing to do at any given tmes, and listed com-
panies tend to play by these rules.
Most conservative family-owned companies (and I
am making this distinction because there are many
family-owned companies which are far from con-

servative) did the exact opposite: when vessel val-
ues rose to levels that were unimaginable a few
years ago, they stopped buying tonnage; instead
they sold. When the spot market was offering
mind-boggling rates, they put their ships on long-
period time charters, accepting lower hires (though
by no means little), but securing a steady cash flow
for the next few years. And when the supply of
money (by banks or even private investors) was
more than ample, instead of leveraging they paid
off as much debt as their pockets allowed them to.
And so came the time when exactly these actions
proved to be life-saving. The crisis found most list-
ed companies with large fleets, heavy orderbooks,
deeply indebted and with less time-charter cover,
in a market that barely compensates a vessel's run-
ning costs, let alone the return on her Owners'
investments.
I do wish to stress out however, that this is not nec-
essarily an attribute exclusive to public companies.
We saw a few examples of family-owned compa-
nies that adopted a more risky management style,
aiming high -unfortunately higher than their hand
could reach. Nevertheless, this "adventurous"
approach is the exception rather than the rule
amongst private firms, whilst the opposite goes for
the stock-listed players.

>> PANOS LASKARIDIS 
The current economic crisis has hit both listed com-
panies and companie swith family management
alike. The effects of this crisis have mostly depended
on factors which are independent of management
structure and depend largely on timing of purchases,
apt management practices, depth of market cover-
age, prudent purchasing of ships and placing new-
building orders and reliance on substantial counter-
parties both in chartering as well as shipbuilding.
There is no reason why in principle there should be
any difference on all of the above between listed
and family managed companies , however there
might be some secondary effects which might dif-
fer between the two and which may affect the per-
ception as to how companies of different manage-
ment weather this storm. Disclosure and compli-
ance requirements may make things somewhat
more difficult for listed companies but overall the
effect is not too large.

>> NICHOLAS VARVATES
In shipping we see good management and bad
management. Both of the shipping company types
mentioned above can be subject to either, therefore
the question really pertains to the ability to survive. 
In my view, this is a minor question and it is missing

Many commentators claim that the freight market crisis has influenced the traditional 
family-run shipping companies less. Do you agree with this view? 
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the point. One thing is certain. Family style man-
agement alone cannot warrant good management.
Professional competence and experience are much
more powerful factors affecting the quality of serv-
ices rendered to the ships than family bonds. If these
qualities exist within the family, so much the better,
otherwise I would always go for the professionals.
Considering the matter of survival, as matters have
evolved since last autumn, the principal question is
how the present crisis has been affecting our char-
terers, rather than if the charterers themselves are
good, bad or ugly. If the system supports the char-
terers, we are in a much better position than in the
opposite case. However, there are also the small -
invariably family style - shipping companies which
are sitting atop a mountain of money awaiting the
market to hit bottom in order to buy cheap.
In contrast with the companies which have been
raising funds from the money markets or from the
banking sector, these conservative companies have
no obligation to give out dividends or pay interest
as they have sold their ships while the market was
good and can now wait. In such cases however the
critical factor is the acumen of the shipping busi-
nessman and his ability to play the cycle and that is
unrelated to whether the company is run family
style, or in any other style.  

>> ANTONIOS C. ANTONIOU 
The crisis observed in the charter market over the
recent months has reached more or less each unit of
the maritime industry. The question is to what
degree. We can observe the phenomenon in which
companies based in traditional Greek shipping that is
directly the issue of traditional management to prove
more strongly to sequentially crisis hits. This phenom-
enon owes its existence to a set of parameters, each
of which stems from a certain idiosyncrasy governing
companies based in traditional Greek shipping. The
most important parameters is the personal interest of
the ship-owners and any member of the family for
any activity taking place within the company. Being
owner of a company of this nature I can assure you
that for us, each ship is not an economic unit with an
absolute sense of the term but something more,
more virtual, in a sense of extension of ourselves.

Another important parameter is how the tradition-
al shipping companies involved in the so-called
"financial risk". Is not the disinclination to take the
risk, but the most careful character with which
companies promote this type of investment.
We could not ignore the personal relationship of
the owners of a traditional organization with their
shore personnel and sea personnel as well, which
enhances the performance of the company.
Moving in this way, we the Olympic Gulf Tankers,
follow a line of open policy with all our employees
(the so-called open door policy management)
treating with a certain way the problem of training
human resources and a lack of crew members

which also is a plague in shipping. The cornerstone
of all our actions towards this direction is the foun-
dation of Olympic Gulf  Marine Tankers in Manila in
2007, an office with the aim to strengthen the
training of our seamen, and on the other hand the
personification of the Olympic Gulf Tankers to them
by being beside them and their families at any
time.
The characteristics of our company as a traditional
shipping company and my personal dream is the
idea of giving birth to the idea of Olympic Gulf
Tankers and those I bequeath to my children to be
able to share with them any time of its existence, in
good or a bad conditions.

>> VASILIS BACOLITSAS 
It is difficult to discriminate between public and
private companies when it comes down to the
effects that the current shipping crisis has brought
on to them. The fact that most public companies
used cheap and easy money to bolster their
fleets(in a much bigger way than most privately

held companies), should theoretically create a larg-
er burden on them, as they are now facing larger
writedowns of asset values, as well as larger loans
and more stringent covenants to deal with. At the
same time though, public companies have had to
lock their ships into long terms charters, which as
long as they are being honoured by the charterers,
should alleviate any short term troubles with the
banks. At the same time, public companies, being
larger and more visible entities, have been able to
flex their muscle and negotiate new terms with
their bankers, helping themselves along the way to
a better financial future(at least in the short to
medium term).

Privately held and run companies on the other
hand seem to have expanded less aggressively, and
this would tend to play in their favour when com-
pared to the publicly listed companies. Having said
that, privately held companies that did expand sig-
nificantly over the past few years (especially those
with substantial orderbooks without any charter
cover),might be facing a real uphill struggle, as
asset values have dropped and financing is not
available at the moment.
All in all I would tend to believe that although pub-
licly listed entities may have taken a real beating in
terms of share price(because of the world financial
meltdown rather than a shipping crisis),they have
been able to deal with their financing issues better
than privately held companies, eventhough their
fleets, investments and loans are much larger than
the traditional private company. Then again private
held companies that have played that asset game
correctly and those that have grown in a conserva-
tive manner, will weather the storm in an easier
fashion.

03QUESTION



>> ATHANASIOS MARTINOS

a) I believe Greek shipping will survive the present

low market relatively unscathed. In fact it will be an

opportunity for many Greek owners to expand their

fleets with modern tonnage at low prices. (So

unfortunately, do the Chinese - they are presently

the main buyers in the second hand market for dry

cargo vessels).

The economic crisis is a crisis concerning the west-

ern banks and stock markets; i.e. it is a financial cri-

sis concerning the West. The world economy

expansion is happening in the East and the

prospects are for continuous growth in the popu-

lous countries of China and India (their total popu-

lation is 2.5 billion as opposed to half billion people

in US and Europe). The demand for Greek tramp

ships is related to these Eastern economies espe-

cially to China. We see already encouraging signs of

growth for the Chinese economy. Of course one cat-

egory of ships, containers, suffer most due to their

dependence on western consumer.

b) The lack of Bank credit will have an indirect ben-

eficial effect to the shipping market. The cancella-

tion of newbuildings (maybe by 30%) and reduc-

tion of the tonnage overhang.

c) We expect that bank credit will normalize sooner

rather than later. We already see encouraging signs.

>>NICHOLAS VARVATES

a) Shipping has been among the first sectors to feel

the effects of the recent economic crisis. Whether

this is a crisis of capitalism, or not, remains to be

seen. Capitalism is nothing more than a system of

economic organization of the society and as such it

has certain advantages and, on the other hand, cer-

tain drawbacks. Under the new conditions of glob-

alization, capitalism, as practiced in our days, is

showing clear signs of ageing that must be

addressed without further delays by the interna-

tional community. Nevertheless, there is today

widespread disagreement about which measures

will need to be taken and in what priority among

the principal players.

b) It is a matter of time when banks will be back

supporting shipping investment. Banks need to

lend as much as we need to borrow from them.

Their withdrawal from lending has been due to

fears about potential inability of the borrowers to

perform and the risk of loans becoming liabilities in

their own balance sheets. What will happen then is

not raising any major questions. We have seen that

happening time and again since 1981. We all know

that booms are followed by busts in shipping and

the only question is how long these will last.

c) The completion of our own investment pro-

gramme calls for some minor adjustments but gen-

erally it goes ahead without any major alterations.

Our lending banks are appreciative of our company's

performance during difficult times and, we like to

believe, have faith in our ability to satisfy the partic-

ular demands of our charterers in the ups, as well as

in the downs, of the freight cycle, while respecting

our obligations to them. One must also not forget

that the cement sector benefits directly from count-

er-cyclical state economic policies which take effect

through investments in infrastructure and it is again

expected to lead the way in the face of recovery.  

04QUESTION
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>>HARRY VAFIAS

Shipping companies, public or private will pay

dearly for the huge mistakes that the banking insti-

tutions made the last few years. Some serious con-

sequences are already fealt by all of us, shipping

companies have been asking the banks assistance,

many Newbuildings are cancelled or just dropped

and many charterers are walking away from their

obligations!

b) Its worrying that only 5% of banks are open to

finance shipping projects today and that applies

ONLY to the larger and more established shipown-

ers. Shipowners are trying to find other ways to

raise equity through bonds, hedge funds, joint ven-

tures and for the listed companies issuing new

shares at heavily discounted levels. If the banks

don't return to shipping finance within 2010 then

many shipping companies will cease operating…

shipping is a capital intensive business and without

debt it cant really function.

c) We have been quite prudent and lucky. Lucky

because our exposure to dry bulk is minimal and

because we havent invested in containerships.

Prudent because we succeeded in cancelling 15

newbuildings and the remaining 12 are all

financed and fixed out to hopefully performing

charterers. Obviously if we had predicted this crisis

we wouldnt have invested so much capital into

new projects.

>>NICOLAS A. TSAVLIRIS 

The credit crunch has affected the International

Shipping Industry on a number of different levels.

For a start freight rates have dropped exponentially

from the previous highs seen between 2003-mid

2008.  Values of vessels themselves have plummet-

ed. Cancellations are rife with owners not will-

ing/able to take delivery of what is a staggering

newbuilding orderbook.  Whereas shipping has

seen bad markets before e.g. the mid 80's, this par-

ticular crisis has been exacerbated by the fact that

the banks themselves are hanging by a thread

making it hugely problematic for owners to

restructure their financing. Shipowners are current-

ly suffering losses/ problems: 

- From drop in ship values 

- From drop in charter earnings 

- From charterer defaults 

- From lack of bank finance 

- From inability comply with finance covenants 

- From drop in shareholder value 

- From lack of equity (investment) interest 

- From derivatives (FFA's) gambling 

- From drop in overall wealth 

Therefore, maritime companies will have to contin-

ue operating and trading by using their own

funds/capital until the eventual upturn of the

financial sector.  As a result, there will be a suspen-

sion of current and planed investments, as in all

business sectors.

What can be expected to happen in the future

awaits to be seen. Commentators have both been

optimistic and pessimistic. Some commentators

have stated that we will witness an upturn by the

end of 2009/beginning of 2010. As stated above

this is not the first time that the shipping industry

has faced an economic crisis and it survived the last

one so it is reasonably safe to say that it will survive

this one. However, in my vie, we are in for the long

haul!

Even when the world's general financials improve -

shipping will continue to suffer from (over-order-

ing) surplus tonnage. It is surprising that the banks

have been so patient - in fact they have no (better)

option. 

It goes without saying that many companies will

"shut up shop".  Those likely to survive and profit

considerably in the long-term are the ones that

were more conservative through the highs and as

such are not overly leveraged and are cash rich.

Every cloud has a silver lining as they say!

“The world economy expansion is happening in the East
and the prospects are for continuous growth in the popu-
lous countries of China and India.” ATHANASIOS MARTINOS
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>> PANOS LASKARIDIS

There are no magic solutions to the question of an

expected or anticipated overtonnaging in the years

to come. Neither will the many laboriously studied

methods of solving the system work, as they have

never worked in the past.

Solving overcapacity problems in shipping will not

differ grately to methods of solving the problem in

shore based industries. Ultimately market forces

will dictate the solution to the problem.

Newbuilding cancellations and delays, accelerated

scraping, prolonged layups will help on the supply

side however most influencial will be what hap-

pens on the demand side.The development of the

world economy and levels of economic activity will

be the other side of the same coin.

In short, there are no quick or easy answers .Time,

and (sometimes painful) efforts will be required

and adaptation to the world economy's develop-

ment will dictate what happens with oversupply of

ships in the coming years. 

VASILIS BACOLITSAS

Unfortunately the issue of overcapacity is not an

easy one to solve. We, as a shipowning communi-

ty, are responsible for creating this mess, and it is

we who will be suffering from it as a result.

Delaying the delivery of ships or converting them

to another type of ship, simply delays or shifts the

problem elsewhere. I do not expect cancellations to

be of such magnitude that will influence positively

the market in the coming years. If you add to this

the fact that both the Korean and Chinese govern-

ments have pledged to back up a significant num-

ber of shipbuilders and local shipowners and char-

terers, then you get the whole picture for the mar-

ket going forward, which for me is very bleak. The

only hope for the market to pick up in the coming

years, is for the world financial markets to revive,

and for the economies of the world to start operat-

ing at healthy levels, which should kickstart world

trade and thus enable shipping to return to prof-

itable levels.

HARRY VAFIAS

The overcapacity problem has greatly affected all

shipping segments and especially containerships!

The good thing is that already we have seen signif-

icant number of newbuilding cancellations espe-

cially on the drybulk front. If 50% of the dry order-

book from 2010 and later is cancelled and some

shipyards go bust then I believe we will see a cor-

rection for dry and tanker freight rates from early

2011 onwards. For containerships I am far more

pessimistic since the orderbook is very large and

very few cancellations are surfacing!

05QUESTION

Over capacity 
is expected to affect
freight market in the
next few years. 
How can this 
problem be faced?
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>> GEORGE GRATSOS 
As trade and prosperity expand so does the need for
more ships and therefore the need for more crew. A
lack of good officers and crew is already visible and
has been measured by the BIMCO ISF Manpower
Study. Therefore international shipping will always
provide jobs for well trained officers.  
Greek youth unemployment is very high and in the
present financial crisis it will most probably increase.
Considering the high salaries paid to Greek officers
when compared to the available jobs on land, it is
perplexing why being a ship officer is not considered
as a good career opportunity. This should be the sub-
ject of an in-depth study by the Greek government.
Greek officers are the backbone of the Greek mer-
chant fleet, they have the know-how of ship oper-
ations which has helped Greece to become the
largest shipowning nation. It is therefore important
that we have sufficient officers to maintain this
know-how and this position.  
On the other hand shipping is a financial exercise. Our
profitability must be at least as good, if not better,
than that of our competitors particularly since we all
work in the same market and get the same freights.

Under the circumstances in view of the fact that
Greek officers are more expensive it is very important
that the education and training they receive in the
Naval Academies is of an extremely high standard
and not only to STCW criteria. A well trained officer
who will be able to avoid problems or damages
(downtime) is worth the higher wages. If he is not he
is an unjustifiable expense that hurts the ship's prof-
itability and the company's financial viability.

>> PERIKLIS PANAGOPOULOS
The sea faring profession offers to youngsters a bet-
ter paying job than the ones on shore.  This is real-
istically the main attraction to young Greeks. On the
other hand seamen have to endure working and
living conditions which cannot be compared to
those on shore. The relative isolation of the seafar-
ing job and the lack of a family and friend environ-
ment constitute a major negative consideration for
youngsters. We have therefore to understand the
difficulties of attracting new generation seamen by
trying to improve working and living conditions
and by emphasizing the advantages of a job  at sea. 
In that context we should bear in mind that we

must maintain at all times the competitiveness of
the Greek flag ship and also maintain the seafaring
tradition of the nation. Shipping is an international
industry open to worldwide competition.

>> MARIA TSAKOU
Unfortunately, it is not easy to give one simple
reply to your question. The problem - as you also
noted - is of vital importance for Greek shipping in
particular. We have reached a borderline point,
with repercussions on all sectors, such as maritime
enterprises, the national economy, and the social
security of shipping employees.  
I don't think that the younger generations will
automatically turn towards the maritime profes-
sion, unless prerequisites and factors exist that
would contribute to this. Even now, with the glob-
al economic crisis on our doorstep - not to say
already present - it is not easy for young people to
turn to seafaring on their own. A comprehensive,
ongoing and consistent - in terms of its aim - effort
would be required, by all the "competent" bodies,
both public and private. Allow me, indicatively, to
mention a few thoughts on this issue. It would
require sincere collaboration between the state,
shipowners' associations and trade unions.
Unfortunately, today, we have not experienced this
cooperation. It would require that stereotypes be
smashed and existing rigidity be eliminated in
many sectors, such as maritime training. Without
modern, reliable, maritime training, worthy of the
world's biggest shipping, the game is lost. 
It would require that a "crusade" be undertaken to
inform Greek families, Greek society, and young
people about the benefits of employment in our
shipping industry. The profession of the seafarer
must definitely be upgraded socially, in order to be
"in", as our young people say.  
Of course, there are many other things that should
be done, which have been mentioned from time to
time by the competent officials. I confine myself to
stressing the above thoughts and to emphasize the
need for similar initiatives to be undertaken by our
shipping bodies, especially the Union of Greek
Shipowners (UGS) and the Merchant Marine,
Aegean and Island Policy ministry. 

06QUESTION

GEORGE GRATSOS 
PRESIDENT HELLENIC

CHAMBER

OF SHIPPING

PERIKLIS
PANAGOPOULOS
PRESIDENT MAGNA

MARITIME INC. 

MARIA TSAKOU
CHIEF EXECUTIVE OFFICER

OF TSAKOS GROUP

There is a lack of merchant marine officers worldwide. This
has caused a lot of concern in the international shipowners
and seafarers organisations. Do you think that the younger
Greeks will follow the seafaring trade at a time of affluence
and plenty? What strategies will the ship owners and the
Greek state employ to attract young people into seafaring?





O
riginally built in 1990 at the Cantieri Navale Ferrari shipyard in
Italy, the distinguished Clelia II cruise ship spent the last year
undergoing extensive refurbishment including conversion into

an ice-strengthened expedition ship. The refurbishment was con-
tracted through Megatechnica Ltd. Perama, Greece and the vessel
was re-launched in spring 2009 under the flag of Malta. 
The all-suite Clelia II offers the finest in small-ship cruise travel. This
private yacht-like cruise ship accommodates only 100 guests in 50
suites, each of which affords ocean views, measures 20 square meters
or more and is appointed with a sitting area or separate living room,
twin or queen-size beds, spacious closets, air conditioning. All the
suites include satellite TV, DVD/CD player, telephone, mini-bar, a mar-
ble-appointed bathroom with fine toiletries and teak floor,  plush
terry robes and slippers, fresh flowers and fruit basket and 24-hour
room service.
Decorated with rich fabrics, handsome wood, polished brass, rare
antiquities and fine works of art, the yacht's public spaces are warm
and inviting. These areas include a library with Internet access, 2
lounges with audiovisual facilities, dining Room, state-of-the art
gym/spa, beauty salon, boutique, hospital, elevator servicing all pas-

senger decks, two sundecks and a Jacuzzi as well as a swimming plat-
form to that enables guests to swim in remote bays inaccessible to
larger vessels.
The Clelia II complies with the latest international and U.S. Coast Guard
safety regulations and is outfitted with the most current navigational
and communications technology as well as with retractable fin stabiliz-
ers for smooth sailing, an ice-strengthened hull and a fleet of Zodiacs.
Clelia II is staffed by 65 European and Philippine officers and crew.
Taken together with her limited guest capacity, excellence of design,
craftsmanship and material, Clelia II's spaciousness and intimate ambi-
ence combine to make her ideal for distinctive cultural and expedition
voyages. 

The Clelia II will be operating expedition cruises in the regions of
Antarctica, South America and the Amazon, and the Great Lakes.

For more information and cruise destinations you may 
contact Helios Shipping Ltd., 16 Akti Moutsopoulou, Piraeus
18535, Tel: +30210 - 4280451, 
Email: reservations@helios-shipping.gr. 

The Maiden voyage of the refurbished M/Y Clelia II

PUBLI
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AT A GLANCE

Greek shipping
the world leader

The Greek merchant fleet is the biggest in the world representing approximately 17% of the world total.  It

is 40% of the European fleet. Greek shipping represents about 11% of Greek GDP made up approximately as follows: 7%

ocean going shipping, 3.5% passenger shipping, 0.5% commercial pleasure yachts. These sectors together create about

400.000 direct and indirect jobs. Ocean going shipping accounted for approximately 18 billion EURO foreign

exchange income for Greece in 2008.  Shipping is the most cost and energy efficient form of transport.  It transports

over 90% of the world's trade.  Shipping is the enabler of globalization and world prosperity.  It is therefore a fun-

damental industry and must be regarded as such.

*Information provided to us by George Gratsos, President of the Hellenic Chamber of Shipping
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