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A MARITIME TRADITION

The Greek-owned fleet maintains its leading position in global
shipping having carved an extremely successful growth trajectory since the early 1930s, when it occupied tenth position and
was comprised of 570 ships with a capacity of 1,400,000 gt. For
eighty-five years now, Naftika Chronika, one of the longest standing maritime magazines in the country, has been continuously
recording this amazing course of Greek shipping.
In fact, for the past eighty-five years Greek shipping and Naftika
Chronika have led parallel lives. Without Greek shipping, Naftika
Chronika would not exist. On the other hand, of course, without
Naftika Chronika", Greek shipping, the country's largest industry,
would have significantly less power to communicate its positions
to the "outside world."
Naftika Chronika began its journey on January 1, 1931, with Dimitris Kottakis leading a remarkable team of columnists and journalists at a time when the Greek shipping industry, as Kostas
M. Lemos noted, was small and facing the global financial crisis
of 1930-1933. Until then, there was no magazine in circulation in
Greece dedicated to shipping and apart from news about shipwrecks and accidents, the daily Press articles on the problems of
shipping were few and far between since there were no maritime
editors in the Athens newspapers. As George M. Drakopoulos
pointed out, Naftika Chronika came to fill the gap caused by
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the lack of specialized maritime press in a maritime country and
Dimitris Kottakis, the founder of the magazine, managed to
become a key player in shipping.
The magazine and its editorial team had set as their primary
objective to inform the public about the small and big issues concerning Greek shipping.
There is no sector in Greek shipping which has not been the
object of interest and research for the fortnightly issue of "Naftika Chronika". In its more than forty-five thousand pages from 1931
to date, the reader, expert or not, but also the interested maritime historian and researcher, can find an endless wealth of information on a wide range of topics such as: the ship and its people,
shipowners and seafarers, the shipbuilding industry, technological
developments in transport, maritime insurance, maritime law, our
country’s maritime tradition and history, maritime education, the
welfare of our seafarers, the freight market, international economic and geopolitical developments and many other topics.
Under the direction of Dimitris Kottakis from 1931 to 1983, Naftika
Chronika placed great emphasis on the value of journalistic investigation and managed to transform itself into a dynamic mechanism producing and analysing news from the world of Greek and
international shipping, with an objective, bold, honest, revealing, but
above all, interventional voice.

1931

Launching the magazine
Dimitris Kottakis establishes Naftika
Chronika amid an unstable political and
economic environment for Greek shipping.

1938

Dominance in the Mediterranean Sea
Naftika Chronika records the development
of the Greek fleet and the dominant
presence of Greeks in the Mediterranean.

1941

War and decimation
Greece in a period of conflict. Seamen and the
Greek fleet in the service of the Allies suffer
heavy casualties. Naftika Chronika suspends its
publication.

1945

Back in circulation
After four years of forced silence, Naftika
Chronika and Dimitris Kottakis return to
the service of Greek shipping.

A MARITIME TRADITION

1946

The era of the "blessed" Liberties
Dimitris Kottakis goes to New York and
London and participates in the Liberty
purchase committee. The renewal of the
Greek fleet begins.

1953

The Path to Growth
Naftika Chronika coordinates the
voices of Greek ship-owners for the
amendment of the legislation regarding
the competitiveness of the Greek Register.
Kottakis insists on improvements in
maritime training and education

1960

Greece in the limelight
The registration of the thousandth ship
in the Greek register is celebrated. Stratis
Andreadis, a close friend of Kottakis, takes
over the reins of the Union of Greek
Shipowners.

1964

A "bridge" for different views
The first shipping conference in Athens
brings the London and Piraeus maritime
communities closer. Naftika Chronika plays
a balancing role.
18
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1967
Dictatorship and silence
Kottakis is prosecuted by a Court
Martial for an article that criticised the
Colonels' policies. Throughout the trial
the shipping community supports the
Patriarch of Greek shipping journalism.
The period of silence begins.

1975
Political changeover and rebirth
Anthony Chandris, president of the
Union of Greek Shipowners, launches
a communication strategy focusing on
openness and enhancement of media
relations. The five years that follow are the
golden period of the Greek Shipping Press.

1981
New state of affairs and
unexpected changes
The accession of Greece to the EEC,
the change of government and the
enormous growth of the Greek
flag almost monopolize Naftika
Chronika columns

1983

Tensions and distress
A new law on crew rotation and the
prolonged crisis in the freight market,
which undermine ship ownership and
the seafaring profession, are the focus of
articles in the shipping Press.

1984
Contraction and gloom
The rise in seafarers’ unemployment, the
exodus from the Greek flag and the death
of Kottakis, in conjunction with the release
of new shipping magazines drive Naftika
Chronika to contraction.
20

Μην κοιτάς
το μέλλον σου

Ταξίδεψε και κατάκτησέ το!

Σταδιοδρόμησε ταξιδεύοντας με τους
πρωτοπόρους της Ελληνικής Ναυτιλίας
ως Αξιωματικός του Εμπορικού Ναυτικού

48 σύγχρονα φορτηγά πλοία Capes
ταξιδεύουν την Ελληνική Σημαία στις θάλασσες του κόσμου
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τηλ. 210 94.67.200
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A MARITIME TRADITION

1990
Α new order
The new OPA 90 Act changes the status
quo in shipping. The international media
record the bewilderment and annoyance of
the global maritime community.

1998

A new era
After a prolonged period of distress, the
Naftika Chronika publishing company
goes bankrupt. A new publishing
company re establishes the magazine.

2000

Recognition of a magazine which has
become an institution
Naftika Chronika receives Journalism
awards from the Botsis Foundation and the
Academy of Athens.

2002

Entering the cyberspace era
From April 2002 the internet is a
new means of communication and
knowledge for our readers.
Daily news updates from our
website are now a fact.
22
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2007

Young people in focus
Naftika Chronika collaborates with a
Group of researchers and scientists to
record the sociological characteristics of
young students in shipping.
The GOMARITIME study is launched.

2008

Honoring those who honor
our industry
The first Efkranti awards are awarded at a
special ceremony at Laskarides Foundation.

2011

2015

Continuing and increasing our effort
The educational platform Isalos.net is a
new initiative by Naftika Chronika aimed
at informing young Greek students about
seafaring and shipping professions.
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Keeping young Greek seamen informed
In collaboration with the Ministry of
Shipping 1,500 copies are regularly sent
to all students of M.M.A. and Maritime
Universities, available to them free of
charge. This initiative continues to this day.

SEA WATCH

Trifon Alexiadis forwards
shipowners’ tax revenue data to
Parliament
Deputy finance minister Trifon Alexiadis
has sent to the Greek Parliament data
relating to the collection of ship taxes and
the amounts paid by shipowners under
the voluntary contribution scheme. The
data was forwarded after Communist
Party MPs Christos Katsotis, Nikos Karathanasopoulos, Diamanto Manolakou and
Manolis Sintihakis submitted a Tabling of
Documents Application requesting information on taxes paid by Greek shipowners in 2013, 2014 and 2015 for first class
ships under Greek flag as defined by Law
27/1975, as well as second-class vessels
over 500 GRT under the same law. The
MPs asked that Parliament be informed
regarding the number of shipping companies and the amount they had paid in 2013,
2014 and 2015 based on the compromissum agreement for shipowners’ voluntary
contribution signed between the Greek
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Government and the Union of Greek
Shipowners.
On April 5, 2016, in response to the Tabling
of Documents Application, the Deputy Minister of Finance sent a document
according to which revenues from tonnage tax amounted to EUR14,013,519.90
in 2013, EUR13,154,712.39 in 2014 and
EUR17,617,781.18 in 2015.
Also, based on the voluntary contribution scheme, shipowners’ contribution
amounted to EUR140,546,161.35 in 2014
and EUR145,430,869.71 in 2015.
The Communist Party MPs had requested
that the data on tax revenues from offshore and ship management shipping companies in Greece from 2009 to 2015 and
on the certified unpaid debts of shipowners to the Piraeus Tax Authority also be
forwarded to Parliament. Regarding ship
management companies, the Deputy Minister of Finance replied that in order to do
business on Greek territory, companies
with headquarters abroad are registered
in and monitored through a Tax Register
in accordance with the relevant provisions
and, depending on theιr purpose or business activities, they are categorized under
the appropriate Legal Form of Company.
As the Deputy Minister noted, in order to
answer the question, the Finance Ministry
must therefore receive further clarification on the criteria that these particular
Legal Entities must meet in order to be
characterized as offshore companies.
As regards the request for the submission
of data on the shipowners’ certified and
unpaid debts to the Piraeus Tax Authority,
the ministry replied that data cannot be
collected on this criterion alone.
Maritime Minister Thodoris Dritsas also
replied in writing to the MPs informing
them that 524 companies (just over 90%
of total capacity, measured in capacity of
managed ships) participate in the Voluntary Contribution of the Maritime Community.

SEA WATCH

Goldenport Holdings delists from
London Stock Exchange and sells
fleet

Theodoris Dritsas: Unlike
previous governments we do not
sign blank cheques
At a press conference given in April to
journalists of the maritime press, Maritime Minister Theodoris Dritsas launched
an attack on the opposition noting that
"we have an opposition engaged in discrediting everything in a criminal attempt
to wear down the government and distort
the basic truth, in order to strip the Greek
people of their self-confidence and keep
the real truth from them."
"Every three days or so a minister is targeted and there is a call for his resignation.
I am not touched by this. We will hold this
office for as long as we have the confidence of the government and the Prime
Minister and will not stay a minute longer
if we realize we cannot bring our work to
completion," said the Maritime Minister.
Referring to the sale of the Piraeus Port
Authority, he stressed that the agreement
has been amended “as mentioned three
times by the prime minister in his speech."
"We undertook to continue with the privatizations, but not unconditionally, as did
the previous government which signed
blank checks to the lenders."
Referring to the amendments, the minister said that "the changes were on the
original concession agreement for the sale
of a 67% stake, which became 51%, and on
the 16% which was to be conceded within five years; this will now remain in the
HRADF and whatever benefits arise will
go towards servicing the country's debt."
According to Mr. Dritsas, the agreement
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with Cosco excluded the coastal zone
of the Drapetsona fertilizer plant, the
archaeological site of Cynosure and the
Coast Guard Academy building, while
both the private property of PPA (40
properties not located in the port area)
and the docking area of the Coast Guard
vessels were also not included.
Then, speaking about the refugee issue,
the Maritime Minister said that there
were 6,800 immigrants in the port of
Piraeus two months ago, whereas according to a current count only 3,675 people
remained there. Of these, 1,760 are located at Gate 1, 965 at Gate 2, while Gate 3
has been evacuated because it is an area
where port operations were significantly
burdened by the presence of refugees.The
minister pledged that all refugees will have
been removed from the port of Piraeus by
May, with the largest volume of refugees
and immigrants being directed towards
the Scaramanga facilities, where an initial
1,000 have already have been transferred.
The Maritime Minister also announced the
opening of another hospitality center at
Inofyta (400-700 places) and an additional
wing in Malakasa, which will accommodate
300-500 people.
Mr. Dritsas criticized the Greek and international journalists and the media for the
images broadcast from the port of Piraeus, which have traveled across the globe.
According to the Maritime Minister, these
images of the refugees have negatively
affected tourists while foreign tour operators are essentially using them to make
the cruise industry drop its prices.

The managers of Goldenport Holdings Inc
announced on April 22 that the company’s
directors have approved the proposed
sale of the company’s entire fleet numbering eight vessels, in order to complete the
orderly repayment of the company’s debts.
Further to this decision, the company’s
directors have also approved a request to
delist the company’s shares from the trading market of the London Stock Exchange.
The company suspended the servicing of
its debt on January 22, 2016 and has since
been in talks with its lenders to amend
the terms of its loans. However, as it was
not possible to reach an agreement the
company proposed to sell the six bulk
carriers and two container ships to the
Dragnis family.
Goldenport Holdings Inc, in which the
Dragnis family has majority control,
announced that the reasons behind the
delisting were mainly the prevailing weak
conditions in the dry bulk market resulting in increased idle capacity, weakened
charter rates and a decline in asset values.

€7.5 million from the European
Commission towards attracting
young people to seafaring and
maritime professions
On April 5 2016 the European Commission announced that a sum of nearly €7.5
million has been committed to the European Fund for Maritime and Fisheries Policy (EMFF) to boost jobs in the nautical
and maritime professions.
The European Maritime and Fisheries
Fund (2014-2020 period) is one of the
five European Structural and Investment
Funds which complement each other and
promote a recovery in Europe based on
growth and employment in the "blue"
economy.
This EU initiative committing €7.5 million
in funds is aimed at financing the “Blue
Careers in Europe” project and will be allocated to projects that achieve the objective of supporting activities that increase
employability in the "blue" economy.
The EU initiative comes to answer one of
the major demands of both the Associa-
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SEA WATCH

ate an independent commission of domestic and international experts to evaluate
the current practices of the country that
allow the illegal concealment of financial
transactions, the lack of transparency in
money transfers for the purpose of tax
avoidance and money laundering. The
commission will propose the adoption of
measures which will provide a clear information system, with all databases publicized not only in Panama, but other countries as well. President Juan Carlos Varela
pledged to strengthen the transparency of
all financial and legal systems used in the
country.

Norway reviewing its shipping
taxation framework
Agreement signed between HRADF and COSCO
clinches PPA sale

tion of Danish Shipowners and the Union
of European Community Shipowners'
Association (ECSA) for immediate measures to enhance maritime EU policy, with
emphasis on attracting young people to
marine and maritime professions.
Simon Bergulf, Director EU Affairs at the
Danish Shipowners Association said that
“The Union warmly welcomes this initiative from the Commission's side," and
noted that "the Association of Danish
Shipowners invests annually more than
one million euros in advertising campaigns aimed at attracting young people
to marine and maritime professions. We
sincerely believe that with the European
subsidy similar types of campaigns can be
carried out at European level. "
It is worth mentioning that the Danish owners often have great difficulty in
attracting young people to shipping. These
difficulties led the Danish Shipowners'
Association to try and attract young people through the www.worldcareers.dk
site. It seems that the Danish Shipowners'
move has proven particularly successful.

Agreement signed between
HRADF and COSCO clinches PPA
sale
The initial acquisition of a 51% stake in the
Piraeus Port Authority (PPA) by Chinese
COSCO was signed at Maximou Mansion
(the Greek PM's official office) in the pres-
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ence of Prime Minister Alexis Tsipras.
Under the agreement an additional 16%
will be transferred to COSCO within
five years provided it has completed the
agreed €300 million investment in the
port. The government retains a 23% stake
in PPA and 3 positions on the Board of
Directors until the transfer of the 16%
stake to COSCO; thereafter the State
will retain a 7% share and one position on
the board.
Prime Minister Alexis Tsipras greeted the
President of the Cosco Group, Xu Lirong,
during their meeting, on Friday, April 8
2016, at Maximou Mansion, before signing
the agreement.

Panamanian president announces
formation of Commission to
probe cover-up of illegal financial
transactions
In the wake of the leak of millions of files
from the database of the Panama-based
law firm Mossack Fonesca that has put
many political leaders and prominent
entrepreneurs around the world in an
extremely difficult position, the President
of Panama announced on Wednesday 6
April that his government will form an
independent commission to re-examine
the financial practices of the country.
According to Reuters, the Government of
Panama, via the Foreign Ministry, will cre-

14 APRIL 2016

Norwegian Finance Minister Siv Jensen
recently announced that the existing
corporate tax in Norway is too high and
should be reduced as part of a broader
package of measures to stimulate economic growth.
Speaking at the annual conference of the
Union of Norwegian Shipowners Mrs.
Jensen said that private initiative is essential for maintaining a healthy and flexible
business environment in the Norwegian
economy. She also stressed that both a
lower business taxation and a general
reduction of wealth tax (especially regarding property and capital taxes) for international business owners are indicated.
In December 2015, the Oslo government
issued a decree which reduced corporate
tax by 2%, which currently stands at 25%.
However, Mrs. Jensen said the government
is committed to further tax cuts to "close
the gap between Norway and neighboring countries" and make Norway a more
attractive destination for foreign investment.
Mrs. Jensen also said that a competitive
tax regime is now necessary in order to
maintain the strength of the Norwegian
maritime industry. Therefore, the government intends to keep the existing tonnage
tax regime of Norway. She added that the
government should abolish certain taxes
for Norwegian shipowners to ensure a
level playing field with foreign investors
who are not subject to taxation.

LEADERSHIP

We need new ideas!
An interview with EU Commissioner Violeta Bulc to Ilias Bissias

Violeta Bulc as the EU's Transport
Commissioner since November
2014 leads the European
Commission’s initiatives in the
field of Maritime Transport.
In a challenging political and
economic environment for
Europe Commissioner Bulc has
tried to confront a wide agenda
that includes of policies regarding
EU Shipping, Transport Security
as well as safeguarding European
maritime competitiveness
and knowhow. In her second
interview to Naftika Chronika,
a year later than her previous
editorial contribution we
ask her how the College of
Commissioner and she personally
will act and react in the EU’s most
important period in recent times.

32

Commissioner Bulc, you have recently
met with the new Director General of
the IMO. What were the main points
of mutual interest and how would you
like to collaborate with the IMO in
regards to future initiatives concerning the safety of shipping and the protection of the environment?

EU rules on domestic passenger ship safety in 2017.The process is currently ongoing
and discussions with Member States and
the European Parliament will start in the
second half of 2016. I believe that the IMO
appreciates the continued constructive
input of the Commission and the European Maritime Safety Agency (EMSA).

I had a very positive meeting with Mr
Kitack Lim, the Secretary-General of the
International Maritime Organisation, in
February. We had a very constructive discussion on the decarbonisation of maritime transport and on how the EU and
the IMO can work together towards the
same objective. I also asked for his support
for the upgrade of the international damage stability standard for passenger ships,
pointing to recent accidents and noting
that technological progress is making higher standards feasible. I also encouraged Mr
Lim to maintain the focus on passenger
ship safety that was initiated after the
Costa Concordia disaster in 2012 as the
involvement of the IMO in this issue is
particularly important. We also discussed
my intention to update and simplify the

Last February the Commission welcomed the agreement reached within the International Civil Aviation
Organisation (ICAO) on the first-ever
global standard to cap CO2 emissions
from aircraft. What are your plans for
the shipping industry’s emissions in
this respect?
At the COP21 in Paris the world got the
first-ever global, legally-binding climate
deal. It is true that despite all our efforts,
shipping and aviation were left out of its
scope. Still, I remain optimistic. In 2016, we
have the opportunity to address greenhouse gas emissions from both international shipping and international aviation.
The 69th meeting of the Marine Environment Protection Committee (MEPC),

held between 18 and 22 April 2016, reflects
this momentum and I am thrilled that a
mandatory system to collect and report
emissions from ships on a global scale is
taking shape. But this is just a first step.
I strongly believe that the shipping sector must contribute its fair share to the
fight against climate change in order to
meet the ambitious objective agreed to in
Paris. The European Commission and the
EU Member States are ready to actively
engage with our international partners
in the IMO to find a global solution to a
global problem.
Maritime Transport will be a priority
for you in 2017. What are the strategic
initiatives you are going to propose?
What policies and initiatives should
a European ship-owner expect from
Brussels in the coming years? Should
we expect more laissez faire or more
interventional policies?
Maritime transport is key to ensure global connectivity and an efficient internal
market, to create jobs and growth and
cooperate internationally, notably on climate change issues. We are working in
many areas to modernise the EU maritime
policy framework.. One of the main challenges certainly is administrative simplification. The Reporting Formalities Directive requires Member States to establish
national single windows for submission
of electronic documents - but this is not
enough. We need to further simplify the
administrative procedures by creating
an EU single window. We also need to
replace all cargo documents with one single eManifest. Another important point is
to make our safety rules more effective
and less costly for national administration.
We are evaluating the existing legislative
framework to ensure that it is “fit for purpose” and more capable of promoting the
competitiveness and economic growth of
the sector. The ongoing mid-term review
of the maritime transport strategy is the
first step in the process of modernisation
of our maritime transport policy. I look
forward to an intensive cooperation with
the industry, Member States and anyone
else who is or feels concerned!

The Maritime and Fisheries Fund has
published a new proposal to boost
innovation, growth and jobs in the
marine and maritime sectors. How
can the Maritime industry become
more attractive to the younger generations of Europe without Brussels
having to spend enormous sums every
so often?
I agree that we need to make the maritime profession more attractive to younger Europeans. We need to ensure we have
the knowledge, if we want to create maritime clusters in Europe. We can finance
promotional campaigns and career guidance programs to make Europeans more
aware of the variety of education and
training opportunities. But we also need
the active engagement of the maritime
industry. Whenever I meet students from
maritime academies I hear that there are
too few opportunities to gather practical
experiences. More partnerships between
industry and academies are needed to
solve this problem. I also think that the
administrative simplification I already
talked about could help making the profession more attractive. We should also
make maritime carriers more integrated
and diversified; as a side effect, this would
foster innovation in a sector, where it is
difficult for Europe to compete on cost.
But we need new ideas, indeed! I am
therefore looking forward to the project
proposals under the call of the European
Maritime and Fisheries Fund "Blue carriers
in Europe".
As the latest developments show a
strong consensus among the various
stakeholders, analysts insist that the
EU is close to establishing a framework
on market access to port services and
the financial transparency of ports.
What are your expectations from this
"soft" port package and do you believe
that it is going to be approved by the
EP?
I would like to express my satisfaction
with the positive developments we have
seen on this file so far.We recently opened
so-called "trilogue" discussions between

the European Parliament, the Council and
the Commission. We now have a good
momentum and we are hopeful for a positive conclusion still in 2016. The ports
regulation is a major piece of European
transport policy and part of our strategy
for investments, growth and jobs. We have
high hopes that the ports regulation will
ensure transparency in the use of public
funds in ports, in the organisation of port
services and create legal stability for port
workers and investors. You may call it a
"soft" measure but what matters to me is
the final result and not the form. I am confident that this regulation will deliver value for the ports sector, the providers and
users of port services and in the end the
citizens of the EU. I am glad to note that
we have received positive signals from all
the organisations representing the European port sector, be they workers, port
authorities, port terminal operators or
port service providers.
What are your personal reactions
after the Panama Papers corruption
scandal? Is the Commission considering a more strident approach towards
tax havens and the non-transparency
of business activities?
The phenomenon and its magnitude are
very concerning. But in the meantime, the
focus on tax avoidance provides us with
the momentum we need to drive forward
our agenda. Let me be very clear, the Juncker Commission has a long-standing commitment to the fight against tax avoidance.
It did not start with the Panama Papers.
This Commission has already managed
to deliver some significant results, with
a landmark agreement on the exchange
of information between tax authorities
on tax rulings. We also proposed public
country-by-country reporting. This would
allow not only tax authorities but also
anyone interested to see how much tax
the largest multinationals operating in
Europe pay. The Commission is also pursuing investigations from a state aid perspective. My colleague Vestager, who is in
charge of Competition, has opened several high-profile cases against multinationals
suspected of tax avoidance.
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The European Commission has taken
further action to stimulate investment
in Europe by launching in November
2015 the second call for proposals of
the Connecting Europe Facility (CEF)
endowed with more than €7.6 billion
to finance key transport projects.
What are the Commission’s priorities
in this area and what are the initiatives you would expect from the shipping and maritime industry?

In the aftermath of the terrorist acts in
Brussels, the issue of transport security is inevitably coming to the forefront
once again. What are your priorities
for transport security? Are you considering initiating a discussion towards
additional security measures and regulations in the transport sector?
In the wake of the tragic events that took
place in Brussels on March 22, the Commission together with the Member States
launched a reflection on how to best
enhance transport security in Europe.
Within days of the attacks, the Commission met with the best experts on air and
land security from the Member States.
I then further discussed the issue with the
28 EU Transport ministers at the informal Transport Council on 15 April. We all
agreed that our security approach should
remain strictly proportionate, effective
and risk-based. It is critical not to create
new vulnerabilities - by for example creating queues in front of airport terminal
buildings that could then again become
the target for terrorist attacks. It is still
premature to single out any measure in
particular, but already now the Commission
is ready to facilitate the exchange of best
security techniques and practices between
the Member States. Another aspect is the
importance of intelligence-sharing and
law enforcement in thwarting terrorist
attacks, and there I note that my Greek
colleague Commissioner Avramopoulos
already put a number of proposals on the
table.
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In November 2015 the European Commission published the second edition
of the "EU Transport Scoreboard",
a benchmark which compares how
Member States perform in 29 categories covering all aspects of transport,
in order to create a Single European
Transport Area with high standards,
notably in terms of sustainability. How
did Greece perform and what are the
conclusions drawn in respect to the
shipping industry’s weaknesses?
First, let me stress that the purpose of
the scoreboard is not to name and shame
any Member State. It is rather designed as
a tool which can help the Member States
to identify areas requiring priority investments and actions. Another important
aspect is to look at the trends behind the
indicators, not only at the raw data. So,
when we look at Greece, what do we see?
First, Greece is on-track to complete its
sections of the trans-European Transport
network, and is slightly above EU average
for all modes of transport. Second, infrastructure quality, notably maritime infrastructure, has improved since our previous
scoreboard, although it remains a bit below
the EU average. Third, the time needed to
export or import a standardised cargo by
sea decreased by a day between 2014 and
2015 – from 15.5 to 14.5. In all, this is rather
encouraging, especially when considering
the difficult context in Greece. Nevertheless, one serious problem I see is road congestion. On average a Greek driver loses 41
hours in traffic jam every year!

The objective of the Connecting Europe
Facility, which has an envelope of €24
billion for 2014-2020, is to co-fund priority transport projects, which have a high
European added value. A key focus is on
sustainability and innovation. Under the
first CEF call, we allocated 92% of the
total €13 billion of grants, to environmentally friendly modes, innovative technologies and investment on multi-modality
and Intelligent Transport Systems. For a
country like Greece, the second call we
launched in November 2015 has very similar priorities. What is in all of this for the
maritime sector? Well, let me give you
three examples. First, we offer funding
to seaports to improve their connection
to their hinterland especially through rail
links. This would allow Europe to develop more sustainable short-sea shipping.
Second, we support the deployment
of an alternative fuel infrastructure for
ships, and especially LNG. By 2025, all
major European seaports will have to be
equipped with a fuelling infrastructure for
LNG. Third, we have dedicated funding for
the so-called Motorways of the Sea, which
concentrate flows of freight in viable, regular sea routes. And yet, CEF is not only
about transport infrastructure. It also aims
at bridging the investment gap in Europe
to support growth and job creations.
Such is also the rationale of the so-called
"Juncker Plan", which will unlock at least
€315 billion of funding for strategic sectors such as transport. So to conclude, I
would invite all project promoters from
the shipping and maritime industry to get
in touch with the European Investment
Bank and see how we can help financing
their projects.
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Ship owners facing a new era
of unforseen challenges
and opportunities
A whole series of both foreseen and unforeseen challenges await the shipping industry in the years
to come. To meet these challenges, industry members will be required to adopt a dynamic attitude in
order to deal successfully with the constant changes taking place in the shipping industry. The shipping
industry is facing increasingly fierce global competition, the need to reduce its environmental impact,
as well as rising costs and a lack of qualified workforce. The lack of cooperation within and between
maritime clusters and national/regional governance is also a demanding and pressing challenge for the
maritime companies.
What lies ahead? We asked the representatives of some of the most important European and
International Shipowners’ Associations and Chambers of Shipping about their views on these issues.
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The key to progress,
development and
growth, particularly
in small economies,
lies in the close,
imaginative and
constructive
cooperation between
the public and the
private sector

Themis Papadopoulos,
President of the Cyprus Shipping Chamber,
CEO & Office Manager Interorient Marine Services Ltd.

How do you perceive the recent initiatives towards the reduction of the shipping industry’s environmental impact?
Do you consider them necessary or are
they an extra burden on shipping companies?
According to the latest IMO Green House
Gas Study, published in 2014, international shipping reduced its total emissions by
more than 10% between 2007 and 2012,
despite continuing growth in maritime
trade. Moreover, the proportion of the
world’s total CO2 emissions for which
shipping is responsible was only 2.2% in
2012 compared to 2.8% five years earlier,
although ships continued to move about
90% of world trade by volume. Shipping is
the only industrial sector which already has
a binding global agreement in place, adopted by IMO in 2011, to reduce the industry’s emissions through the establishment
of mandatory efficiency targets for newly
constructed ships and the mandatory use
of Ship Energy Efficiency Management Plans
across the entire world fleet.
The Chamber appreciates that following
the UNFCCC Conference (COP 21) and
the Paris Agreement at the end of 2015,
international shipping must play its part
in peaking its CO2 emissions as soon as
possible before eventually decarbonizing
completely. In this respect, the IMO should
discuss the establishment of IMO commitments for CO2 emission reduction on
behalf of the entire international shipping
sector.
In the meantime, however, the Chamber fully supports the IMO negotiations
towards the establishment of a global system of data collection on CO2 emissions
from international shipping. These negotiations should be concluded the soonest in
order to preempt the danger of unilateral
or regional measures being implemented in
the near future. The global system of data
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collection should be simple for ships to
administer, be based primarily on fuel consumption, and the system itself should not
be used for the development of a Market
Based Measure (MBM). Furthermore, the
Chamber opposes the use of such a system
of data collection as a means for eventually
establishing a mandatory system of operational efficiency indexing for application
to individual ships. Any additional measures should therefore be left open until
the IMO CO2 emissions reporting system
has been established and the results fully
analyzed, thereby providing reliable data to
inform any further developments.
Does the Cyprus Shipping Chamber
implement any specific policy or strategy for attracting young people into the
shipping professions? Is there a national-governmental policy on this issue?
The Chamber has from the very beginning
of its creation recognized the importance
of education and training for young people in the maritime profession as a factor
that will further enhance the sustainability
of the shipping sector in Cyprus. For this
reason, the Chamber set up its own Educational Activities Working Group through
which it develops actions and activities to
educate young people about the importance of shipping and attract them to the
maritime profession.The Chamber’s Educational Activities Working Group has been
instrumental in the promotion of Maritime
Careers in Cyprus by establishing various
projects applicable to all ages. These projects include:
a.The “Adopt-A-Ship” Programme which is
an innovative project that links 5th or 6th
grade elementary school classes with ships
managed by Chamber members’ companies. Via correspondence with the Master
the children learn about the ship, life at sea,
trade routes, cargoes, etc.
b. Maritime Career presentations to students by visiting high schools and lyceums
c. Maritime Career presentations to high
school career advisers
d. Participation in Career Fairs
e. Organization of a biennial day-long “Day
of the Sea” event to educate the wider
public about shipping and maritime careers.
The above activities have been very successful in attracting young persons in
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Cyprus to follow a seafaring career over
the past few years. Furthermore, since its
creation the Chamber has been working
with the Institute of Chartered Shipbrokers (Cyprus Branch) in placing Members’
staff in both the Institute’s Understanding
Shipping Course and also the Institute’s full
qualifying course. For the past five years

the Chamber has also been cooperating
with the Cyprus University of Technology
in placing the University’s shipping students
with Member companies for 5 weeks training in the companies’ offices as part of the
students’ undergraduate Shipping studies
programme. Finally, since 2012, the Chamber Members offer cadet training positions
to the young Cypriots who are studying at
the Greek Merchant Marine Academies.
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What is the role of your Association
vis-a-vis the state's institutional structures? Is there any integration or structured relationship between your Association and the State regarding the
decision-making process on shipping
industry issues?
The key to progress, development and
growth, particularly in small economies
as is the case of Cyprus, lies in the close,
imaginative and constructive cooperation
between the public and the private sector, aiming at common goals. The development of the maritime industry in Cyprus
and its resilience and sustainability despite
serious negative external factors is, by and
large, the outcome of such cooperation.
As the trade association of the Shipping
Industry in Cyprus, the Shipping Chamber’s
involvement in the formulation of the Government’s maritime policy and its overall
cooperation and contribution towards the
continuous growth of the Cyprus Registry
and of the local shipping industry is always
acknowledged by the Government. Since
its establishment in 1989, the Chamber has
gained the reputation of a reliable interlocutor and the closest co-operator of the
Government on issues concerning Shipping,
and no policy decisions concerning shipping matters are taken by the Government
without consulting the Chamber. This has
been achieved through the participation of
the Chamber in numerous joint working
groups and committees with various Government bodies/agencies, and in particular
the Ministry of Transport, Communications and Works and its Department of
Merchant Shipping, with both of which the
Chamber maintains excellent relations. In
all its dealings with the various Ministries
and Departments, the Chamber's primary
objective is to assist the Government at
all levels to adapt new and existing laws,
policies and procedures to the needs of
the Cyprus fleet and the resident Shipping
Industry in a world which is highly competitive and at the same time more conscious
of the need to raise quality, improve safety and protect the environment. Equally
important, the Chamber is regularly called
to appear before Parliamentary Committees when matters affecting Cyprus Shipping are considered at the House of Representatives.
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Better to be fully
involved in the
creation of regulation
that we can live
with, than to have
unrealistic and
infeasible regulation
forced upon us

Does the Hong Kong Shipowners
Association implement any specific
policy or strategy for attracting young
people into the shipping professions?
Is there a national-governmental policy on this issue?

Arthur Bowring,
Managing Director,
Hong Kong Shipowners’ Association Shipping Co. S.A.

How do you perceive the recent initiatives towards the reduction of the
shipping industry’s environmental
impact? Do you consider them necessary or are they an extra burden on
shipping companies?
Some of the initiatives should make the
operation of ships more efficient, but
many do cause an extra burden. The
issue is whether that extra burden will
result in real reductions of the environmental impact of shipping; in some cases
we are not sure that they will. But it is
important, in our view, that the industry
reacts in a positive manner to concerns
that are expressed about the environmental impact of the industry. Positive in the
sense that we must answer the concerns,
not just fit additional equipment without
the necessary research and cost/benefit
analysis. It is better to be fully involved in
the creation of regulation that we can live
with, than to have unrealistic and infeasible regulation forced upon us.
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The Association started a very successful
cadet program some 12 years ago, and also
engages in Maritime Awareness events for
schools and universities. Recent Maritime
Awareness Weeks have been held together with the Maritime Museum, and these
are proving to be very popular with secondary schools. The Government directly subsidizes the salaries of cadets and
also has a Maritime and Aviation Training
Fund that supports education and training
of both seafarers and shore based staff.
The operation of the Fund will soon be
put under the operation of a Committee chaired by an industry person under
the new Maritime Body. There are also
initiatives to create maritime awareness
and attract new entrants into the industry by the Maritime Professional Promotion Foundation, the Young Professionals
in Shipping Network and the Vocational
Training Council all of which the Association supports.
What is the role of your Association
vis-a-vis the state's institutional structures? Is there any integration or
structured relationship between your
Association and the State regarding
the decision-making process on shipping industry issues?
The Association works closely with the
various Bureaus and Departments of
Government.The Chairman of the Association is a member of the present Maritime
Industry Council and will be a member of
the new Maritime Body that will replace
the Council. We also have many of our
members representing the Association on
numerous Government advisory boards
and committees. And, in addition, the
Association secretariat keeps very close
contact with the political appointees and
the members of the civil service. Hong
Kong is a small place, and the only difficulty in maintaining these relationships is
the change in position of those in Government.
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We are concerned that
government policies
do not take maritime
issues into account
Annabel Young,
Executive Director, New Zealand Shipping Federation

units in respect of their bunker fuel. This
is the case even where they compete
directly with New Zealand ships for the
transport of local cargo. We believe this
as unfair.
The ETS system is seen by the Federation
as an unnecessary burden on coastal shipping because:
• Shipping is accepted as
environmentally better than road or rail;
• Between the North Island and the
South Island there is no practical freight
alternative to the 50 nautical mile
journey by sea;
• The cost of fuel is enough incentive
to minimize;
• It is not imposed on international
ships working on the New Zealand
coast.
Does the NZ Shipping Federation
implement any specific policy or strategy for attracting young people into
the shipping professions? Is there a
national-governmental policy on this
issue?
Maritime New Zealand (the regulator)
and the maritime schools have policies
around attracting young people into the
profession. A significant number of graduates from the maritime schools take up
work in other countries. In general, we are
concerned that government policies do
not take maritime issues into account.

How do you perceive the recent initiatives towards the reduction of the
shipping industry’s environmental
impact? Do you consider them necessary or are they an extra burden on
shipping companies?
New Zealand coastal ship operators are
required to purchase NZ ETS units to
match their use of carbon-based fuel.
Foreign ships operating in New Zealand
waters are exempt from the ETS system
so they do not have to purchase NZ ETS
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What is the role of your association
vis-a-vis the state's institutional structures? Is there any integration or
structured relationship between your
Association and the State regarding
the decision-making process on shipping industry issues?
The Federation works to build relationships across government, including but
not limited to the regulator. We are keen
to be consulted. The Federation has traditionally been offered a position on the
Oil Pollution Advisory Committee. Other
consultation is more informal. Our recent
publication “Full Steam Ahead” was distributed widely as a way of raising awareness of issues in the sector. It is available at
www.nzsf.org.nz.
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Norway has managed
to maintain its position
as the sixth-largest
shipowning nation in
the world

How do you perceive the recent initiatives towards the reduction of the
environmental impact of shipping
industry? Do you consider them as a
necessary or as an extra burden for
shipping companies?

Sturla Henriksen,
CEO, Norwegian Shipowners' Association

Shipping can, and will, contribute to the
effort to reduce global greenhouse emissions. The maritime industry has the
expertise, technology, and willingness and
ability to invest in new, more environmentally friendly solutions. International
requirements for reporting emissions will
help to promote this development.
Through a combination of global IMO-regulations and technological advances shipping is moving firmly towards an ever-decreasing carbon footprint.
Bigger and more efficient vessels, technological advances, new technologies
and operations optimization on board
are important emissions reducing measures. Since 2010 our members have
reduced their CO2 emissions by nearly
0 percent per sailed mile.
Norway has the largest LNG fleet in the
world. Both battery and fuel cell technology are examples of alternative energy
sources in use today on Norwegian ships.
This shows that the measures taken are
working, and that shipping is part of the
climate solution.
Does your Association implement any
specific policy or strategy for attracting young people into the shipping
professions? Is there a national-governmental policy on this issue?
Markets change faster than educational
programs. This is a challenge. In a cyclical
and volatile industry, it will always be difficult to dimension recruitment to meet
the industry’s need for competence at any
given time.
The maritime industry has always been
subject to major market swings. In
today’s difficult business environment, it
is encouraging to note that Norway has
managed to maintain its position as the
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focused on the possibilities, opportunities
and the advanced technology and competence that are needed in our industry, in
order to encourage young people to the
industry.
What is the role of your association
vis-a-vis the state's institutional structures? Is there any integration or
structured relationship between your
Association and the State regarding
the decision-making process on shipping industry issues?
In these demanding times, it is imperative
that industry, policy makers and government authorities share a common understanding of the situation.
Competitive policies that reflect the
international nature of shipping, coupled
with close cooperation with the maritime
authorities, are essential if Norwegian
shipowners are to maintain their leading international position. The industry is

strongly affected by political decisions, and
both good and bad maritime policies have
immediate effect.
Last year the Norwegian government
presented its Maritime Strategy, with the
stated ambition of strengthening Norway’s position as a leading global maritime
nation. This strategy was developed in
close dialogue with the industry.
The Norwegian Shipowners’ Association,
the Norwegian Maritime Officers’ Association, The Confederation of Norwegian
Unions, The Norwegian Association of
Marine Engineers and the Norwegian Seafarers Union, also joined forces in 2015 with
the ‘Competitiveness at sea’ initiative. The
aim is to initiate a process to lower the
costs and support increased efficiency in
Norwegian shipowning companies. This is
an example of a good cooperation between
the employee and employer organizations
that stands united to strengthen the industry’s competitiveness.
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sixth-largest shipowning nation in the
world, measured by fleet value. This gives
us a good starting point as we continue to
maneuver for position on the global stage.
Last year the Norwegian government
presented its Maritime Strategy, with the
stated ambition of strengthening Norway’s position as a leading global maritime
nation. It is now important to secure the
competitiveness of companies, the competence in the industry and new recruitment in our unique maritime community.
70 per cent of the earth is covered by
the oceans. 80 per cent of the ocean is
deeper than 3000 meters, and 90 per cent
of ocean space has yet to be explored.
Unique maritime competencies, and an
outstanding ability to adapt and invent,
have for generations made Norway a
leading maritime nation. This is our unique
position as we continue into what we
believe will be the Century of the Sea –
The New Blue.
Therefore, we have in recent years
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The vision of the
Turkish Shipowners'
Association is to
place Turkey among
the best shipping
countries in the world
Kazim Evren Lale,
Assistant Secretary General,
Turkish Shipowners’ Association

ies on marine environment protection
and eco-friendly practices are also submitted to institutions and organizations such
as the Turkish Chamber of Shipping. As
part of our adaptation to the EU Environment norms and the Prevention of Waste
into the Marine Environment regulation
aiming at minimizing pollution and promoting the principles of balanced marine
environment protection, the Turkish Shipowners’ Association developed several
studies and policy papers.
Our Association is currently carrying out
research on the reduction of sulfur dioxide emissions caused by certain fuel types
in order to develop safety procedures and
regulations.
In order to identify the causes of marine
pollution and provide international solutions, the Turkish Shipowners’ Association conducts studies examining the risks
of international seaborne traffic and ballast water management. The Association
supports Turkish Merchant Fleet compliance with the Ballast Water Management
Agreement, which addresses the risk of
harmful organisms being transported through ballast water.
Does the Turkish Shipowners’ Association implement any specific policy or
strategy for attracting young people
into the shipping professions? Is there
a national-governmental policy on this
issue?

How do you perceive the recent initiatives towards the reduction of the
shipping industry’s environmental
impact? Do you consider them necessary or are they an extra burden on
shipping companies?
The Turkish Shipowners’ Association
works to promote the development of
environmental consciousness by conducting relevant research which it shares
with its members. The Association’s stud-
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The Turkish Shipowners’ Association participates in relevant organizations’ events
and University career days and makes
presentations that aim to inform young
people about the developments, demands
and requirements of the shipping industry.
Moreover, the Association tries to provide internships and to guide young people regarding the training requirements in
shipping. The important point is to communicate with young people and provide
them with the latest information and
news through web-sites and the social

media thus assisting the shipping industry
to create the new generation of Seamen
and Chief Officers.
What is the role of your Association
vis-a-vis the state's institutional structures? Is there any integration or
structured relationship between your
Association and the State regarding
the decision-making process on shipping industry issues?
The “Turkish Shipowners’ Association” is
a non-governmental organization which
functions in a professional manner and follows the developments in the worldwide
maritime industry in order to ensure solidarity and cooperation between shipowners and the representatives of maritime
organizations.
The vision of the Turkish Shipowners’
Association is to place Turkey among the
best shipping countries in the world by
promoting the country’s competitiveness
at a global level.
Our work contributes to:
• the creation of maritime policies
which have national and global impact,
• the improvement of the Turkish
Merchant Fleet in terms of quality and
quantity,
• the fulfillment of our
country’s responsibilities towards
society and the environment in
compliance with the global regulatory
framework.
The values espoused by the Association
as a professional organization are: being
reliable while adhering to the code of
professional ethics and rules; reaching
flawless conclusions and adopting realistic
approaches to create permanent solutions
through research; being solution oriented
by combining rationality and a high level of
professionalism with a scientific and analytical approach in order to present accurate and correct results which will lead to
effective and productive procedures for
the shipping industry; being proactive by
ensuring the in depth analysis of adequate
data, and willingness for cooperation in
order to actively influence national and
international operators.
The Turkish Shipowners’ Association has

a communication link with the Ministry
of Transport, Maritime Affairs and Communications, as well as other ministries
and institutional bodies which work for
the benefit of all Turkish Shipowners. The
Association performs its tasks with determination, i.e. it provides overviews and
presents studies on maritime industry
developments and on the positive/negative changes of the sector in our country,
the sector's demands and expectations
from the Ministry, as well as developments
in the international arena.

The Turkish Shipowners’ Association also works closely with The Turkish Chamber of Shipping which is a semi
public institution representing 46 Professional Committees, whereas we are an
NGO which represents only shipowners,
headquartered in Istanbul, with a Liaison
Bureau in Ankara and representation in
all Turkish coastal towns and cities. This
dynamic body allows us to make immediate decisions and produce quick solutions
to the benefit of any shipping related professional organization.
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Safe and
environmentally
responsible shipping
is not only good for the
environment, but also
good for our business

Kathy J. Metcalf,
President and CEO, Chamber of Shipping of America

ping industry. However, like land-based
industries, we too must commit to being
a good corporate citizen of the world
which we all share. For the past decades,
land-based environmental impacts were
the focus of most regulatory initiatives
with little attention being paid to shipping.
Obviously over the past two decades that
has changed significantly and the shipping
industry is being properly asked to minimize our environmental footprint. This
perspective comes with a caveat and that
is that whatever initiatives are finalized
must be practical, economically reasonable and actually minimize the environmental impacts of the global shipping industry.
Safe and environmentally responsible shipping is not only good for the environment,
but also good for our business.
Does the Chamber of Shipping of
America implement any specific policy
or strategy for attracting young people into the shipping professions? Is
there a national-governmental policy
on this issue?
Our organization does not specifically
have a policy or strategy for attracting
young people although we do fund several
scholarships at some of the US maritime
academies. The US Maritime Administration also promotes the industry through
various programs and outreach to allow
young people to learn about the industry
and potential career paths in the industry.
The US Maritime Administration has an
excellent website addressing this topic
which may be viewed at http://www.marad.dot.gov/education/.

How do you perceive the recent initiatives towards the reduction of the
shipping industry’s environmental
impact? Do you consider them necessary or are they an extra burden on
shipping companies?
Recent initiatives to reduce the environmental impact of shipping are most
certainly additional burdens on the ship-
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What is the role of your Association
vis-a-vis the state's institutional structures? Is there any integration or
structured relationship between your
Association and the State regarding
the decision-making process on shipping industry issues?
Our association regularly interfaces with
international (IMO) and US decision
makers on issues impacting the shipping
industry. We participate in relevant initiatives relating to legislation (Congress) and
regulations (US Coast Guard, US Environmental Protection Agency, etc.)
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ABB Turbocharging solutions
to match your applications
ABB Turbocharging is a global leader in the manufacture and
maintenance of turbochargers for 500 kW to 80+ MW diesel and
gas engines. Having produced the world’s first industrial turbocharger,
we have continued to push the turbocharging technology forward,
providing engine builders and application operators with advanced
turbocharging solutions for efficient and flexible application operations
and compliance with the most stringent environmental requirements.

Comprehensive turbocharger
portfolio
ΑΒΒ Turbocharging systems cover all the
major types of large engines used in all areas of application such as Marine, Oil & Gas
offshore, Power Generation, Earthmoving
& Mining equipment, Rail and include a full
array of options:
• Low, medium and high speed two-and
four strokes
• Diesel, gas and dual-fuel engines
employing both the Diesel and Otto
Cycle combustion processes
• Outputs from around 500 kW up
to the very largest marine engines
producing close to 90 MW
In addition, ABB turbochargers boast
some of the widest compressor maps in
the large engine industry, allowing both
flexible adaptation of compressor output
to a maximum range of load profiles in a
given engine application in a given engine
power range, and ensuring excellent
engine response to load impositions within that load profile. On the latest engine
generations, these high pressure ratios
are also a key enabler of Miller Cycles of
varying intensities as a means of greatly
reducing NOx emissions at source, in the
combustion chamber.
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Research and development
Imaginative design and an unparalleled
grasp of aerodynamics and thermodynamics have enabled ABB Turbocharging
engineers to produce turbocharging systems which combine highest levels of performance with lowest unit weights, most
compact dimensional envelopes and bestin-class accessibility for ease-of-maintenance.
ABB Turbocharging develops its single and
two-stage turbocharging systems with
three major aims:
• Engine-friendly: to enable engine
builders to offer best-in-class reliability,
fuel efficiency and flexibility, power
density and load acceptance.
• End-user-friendly: to assist engine
owners and operators to minimize the
Total Cost of Ownership of both their
engines and their turbochargers.
• Environmentally-friendly: to reduce
emissions of NOx and greenhouse
gases safely beyond legal limits.
To achieve these aims, ABB Turbocharging maintains not only the most able and
innovative R&D organization in the turbocharger business, but also the most
extensive after-sales network in the large
turbocharger sector with over 100 Service
Stations in more than 50 countries.
ABB Turbocharging offers engine builders
and end-users outstanding long-term benefits, in particular:
• Operational flexibility
• Low fuel consumption
• Low greenhouse gas and NOx
emissions and compliance with
the most stringent environmental
regulations
• Highest power density for maximised
payloads
• Excellent load acceptance and
transient response for optimum
tractability
• Highest quality construction for
unparalleled robustness
• Low total cost of ownership thanks

to long times between overhauls
• Easy and ready access for
maintenance, repair and overhaul
• Highest operational safety levels

Service excellence - Protect
you investment long-term with
Original Service and Original
Parts

ABB Turbocharging prides itself of service
excellence to ensure customers make the
most of their investment.The right service
prevents repeat maintenance events and
redundant spare part purchases, reduces
downtimes, increases your application’s
availability, and lengthens your application’s lifetime. That’s why we’re dedicated
to providing all of our customers with
Original Service and Original Parts that
offer all those things.
We offer a full range of services 24/7 365
days a year at any one of our 100+ ABB
Service Stations in 50+ countries across
the globe. We own all of our Service Stations, and we employ 600 qualified service
engineers at them so that you get the support you need, when you need it, where
you need it.

Our Service Agreements are designed to
help you minimize the risk of production
interruptions as well as increase the efficiency and reliability of your systems.

Why Original Service? The
benefits of Original Service at a
glance
• 24/7 availability
• OEM trained technicians at over 100+
Service Stations in 50+ countries
• 24-hour availability of 98% of all spare
parts
• Rapid problem solving from the most
reliable source
• Minimum downtime
• Maximum availability
• Direct, local access to the ABB
Turbocharging technology and knowhow
• Solutions based on intimate
knowledge of your application and
turbocharger
ABB Turbocharging
Greece
+30 210 42 12 600
turbo@gr.abb.com
Cyprus
+357 25 34 34 28
turbo@cy.abb.com

HELLENIC SHIPPING

Developments in Greek
controlled shipping during 2015
Identifying the main trends of the Greek controlled fleet over the past year
by Michael Sarlis,
Maritime advisor

Two years ago, on the occasion of POSIDONIA 2014, NAFTIKA CHRONIKA
published an article entitled “Growth of
Greek controlled shipping: a paradox?”.
This year, a few weeks before the POSIDONIA 2016 inauguration ceremony, we
will attempt to identify the main trends of
the Greek controlled fleet (GCF) over the
past year based on data for existing ships
over 1,000gt. The data has been published
by the Institute of Shipping Economics
and Logistics (ISL), Bremen, and provided
by Clarkson Research Services Limited
(CRSL).
GROWTH

During 2015 the GCF grew by 5.3% in
terms of dwt, while the world fleet grew
by 3.3%. Fleets of other major shipping
countries grew by: Japan 0.6%, PRC 7.0%,
Norway 6.1%, USA 2.7%, Singapore 1.2%,
Taiwan 5.1%, Italy 10.7%, while the German

54

fleet decreased by 2.3% and the Korean
by 3.7%. Currently, the GCF constitutes
19.0% of the world fleet in terms of dwt,
up from 18.6% in 2014.The number of ships
in the GCF increased by 4.3%.
GREEK FLAG

Despite the increase in the number of
Greek controlled ships, the Greek flag is
still not attractive to Greek ship owners.
Out of the 4,439 Greek controlled vessels
only 750 fly the Greek flag, which means
that 78.8% of GCF capacity and 83.10% of
Greek controlled vessels are flying foreign
flags. If the fleet under Greek flag had followed the growth rate of the GCF, then
the Greek flag would have registered 91
more vessels. This trend – the use of foreign flags and registries – is also evident in
many other shipping countries as foreign
flags account for 88.3% of the Japanese
controlled fleet, 64.8 % of the Chinese

controlled fleet, 90.7% of the German
controlled fleet, 81.7% of the South Korean controlled fleet etc. In fact, 74.5% of the
world fleet which consists of 41,822 ships
are not home registered. The data shows
a strong tendency in the shipping industry towards a more flexible operational
framework of the global fleet without
the limitations and the burdens imposed
by the national flags of many shipping and
other countries.
FLEET AGE

The GCF has an average age of 11.5 years,
same as in 2014 and below the average age
of the world fleet which is 14.0 years. The
flags that experienced a decrease in the
average age of their registered ships are
those of the PRC 11.2 (11.3 in 2014) and
Italy 12.2 (12.4 in 2014). On the contrary,
the flags that experienced an increase in
the average age of their fleet are those of

Japan 8.3 (8.1 in 2014), Germany 10.3 (9.8 in
2014) and South Korea 13.8 (13.5 in 2014).
The flags of Norway, the USA and Singapore maintained the same average fleet
age as in 2014 with 14.2 years, 15.2 years
and 11.3 years respectively.
AVERAGE SHIP SIZE

The average size of the GCF was 73,080
dwt in 2015 (72,466 in 2014) while the
average size of the global fleet was 40,817
dwt.
SHIP TYPES

The Greek controlled tanker fleet (crude
oil and products, oil, chemical and liquid
gas tankers) increased by 68 units in 2015,
while in terms of dwt capacity growth was
4,7%. The Greek controlled tanker fleet
constituted 19% of the world tanker fleet
in 2015.
As regards to bulkers, in 2015 the GCF
had 2,021 bulkers with a total capacity

of 161,285,000 dwt (21.44% of the world
bulker fleet) – a 4.4% increase compared
to 2014, while the world bulker fleet
increased by 1.89%.
In 2015 the Greek controlled container
fleet included 445 ships with a total capacity of of 24,490,000 dwt, representing 10%
of the global container fleet total capacity.
In 2015 the Greek controlled container
fleet increased by 16% in terms of capacity compared to 2014, while for the same
period the world fleet grew by 7.2%.
In the general cargo segment, the Greek
controlled fleet had 303 vessels in 2015
with a total capacity of 3,697,000 dwt.
Compared to 2014, the Greek controlled
general cargo fleet decreased by 9 vessels
and 85,000 dwt. The share of the Greek
controlled general cargo ships in the
world fleet was 3,43%.
Finally, as regards to passenger vessels, the
Greek controlled fleet grew by 9 vessels in
2015 and its share in the world passenger

vessels fleet was 6,3%. It is worth noting
that the global passenger fleet increased
by 86 ships and 1.8% in terms of capacity
(dwt) during the same period.
Concluding, there are concerns regarding
the effect of the continuing low rates in
the bulk market on Greek shipping. Following the 2008/2009 peak in almost all
shipping markets, the Greek controlled
fleet has not only demonstrated resilience
but also managed to grow in terms of
capacity and improve in terms of quality.
In fact, the growth rates of the GCF have
historically been higher during periods of
market crisis. Apart from the weak markets, the GCF has tackled the transformation of shipping finance which occurred
over the past 5-6 years and adapted to
the peculiarities of the stock exchange
markets. Outbursts of envy appearing
occasionally in various official or unofficial
forms are not in a position to threaten
the Greek shipping community, which is
vital to the growth of the world economy.

K-SIM®

Maximizing performance by providing The Full Picture

km.kongsberg.com

KONGSBERG’s range of K-Sim simulators provide a complete and efficient method
to build competency in a safe and fully realistic training environment. K-Sim meets the
training needs of the industry and ensures that the current and next generation crew
approach operations with precision and high standards, making operations safer, more
efficient and ultimately more profitable!

INTERNATIONAL REGULATIONS

MRV: Another unnecessary regulation
by: Panos Zachariadis,
Technical Director Atlantic Bulk Carriers Management Ltd.

MEPC 69 just finished at IMO last month
where the main elements of IMO’s MRV
(Monitoring, Reporting and Verification)
were agreed. One has to differentiate
IMO’s MRV from EU’ MRV, the latter being
already a European Regulation coming
into force in 2018. The European Union
rushed to adopt its own MRV regulation
last year in an effort to press IMO to move
faster but, primarily to “patronize” IMO so
its future MRV regulation mirrors that of
EU. Thankfully the European “trick” didn’t
quite succeed. Despite immense pressure
by EU member states, the majority of IMO
delegates had enough shipping experience
to stay away from EU’s immensely complicated and bureaucratic MRV version
which, furthermore, uses the nonsensical
EEOI to index individual ships into environmentally good or bad.
In the IMO version it was agreed that
the information provided by operators,
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through their administrations, will remain
confidential and will be used to check general fleet trends and not the “environmental performance” of individual ships. As
opposed to the dogmatic European ideas,
it is understood at IMO that there is no
one index which can indicate the operational environmental performance of individual ships. Now the pressure is on EU
to adjust its own MRV to follow the IMO
global MRV. It’s anybody’s guess if, and to
what extent, this will happen.
MRV is supposed to be the monitoring,
reporting and verification of ships’ CO2
emissions (i.e. the fuel consumption). But
soon it got extended to “transportation
work” both by those who naively believe
that this is an efficiency indicator and by
those who have another agenda; that of
inducting shipping into emissions trading.
For emissions trading you need an index
for the ship and a baseline (average value)
for the fleet. If your ship index is above
the baseline you must buy emission allowances at the carbon exchange (if below
you can sell – but don’t be too sure – the
baselines will be dropping every few years
as EEDI’s do; plus where you end up on
the graph year to year, depends more on
chance than ship performance).
So a ship that always loads full cargo, has no
ballast voyages, and is not unlucky to hit bad
weather in her path will have a good (low)
index. Otherwise tough luck: go straight
to jail (carbon exchange). This is like saying
that an ambulance produces useful work to
society only when it already has a patient
onboard and doesn’t hit too much traffic
on the way to the hospital. When it rushes
(empty of patient) to the accident scene
to pick up the patient, it must be penalized. Such is the distorted logic of EEOI
and other similar operational indices which
attempt to define operational efficiency
for individual ships. They attempt to copy
EEDI but EEDI is a design index. No connection with operational efficiency.

Figure 1

Figure 2

The fact that indices such as EEOI (EVDI, EVI etc) are practically useless is also shown by the various studies that even
proponents of EEOI submit to IMO. Figure 1 is the EEOI
index of a ship on a 4-year dedicated route Brazil to Asia.
It is the annual rolling average, i.e. each point on the graph
is the average of the previous 365 days. Even so we see the
huge variations of the index (due to ballast voyages, weather
conditions, speed reductions etc). Can somebody tell me
what is the annual EEOI of that ship? Whatever the number,
it will have no connection with last year’s EEOI or that of
future years. Just imagine how more scattered the EEOI variations would be if the ship was not on a dedicated route.
But the baselines (EEOI averages) are also nonsense. Statistics use the correlation coefficient R2 which shows how well
the line you drew fits your data. The perfect correlation / fit
has R2 = 1. Anything below 0.5 shows a very weak relevance
of the data to your line. Of course an R² close to zero is
proof of no relevance whatsoever, or that the two variables
being examined are totally random.
In producing such baselines, the EEOIs of the ships in the
fleet are plotted and graphs like those of figures 2 and 3
are produced. Figure 3 is particularly amusing since from a
cluster of thousands of EEOIs at the 10,000 dwt size, one
can magically derive the proper “average” EEOI of 320,000
dwt ships. Note that the R² of these diagrams is not stated
– which is unacceptable. In figures 4 and 5 however (from
a recent German submission to IMO) R² is given as 0.1441
and 0.0548 respectively. What that means? Simply that the
examined variables have no connection at all between them.
Namely EEOI has no connection with DWT, the data is ran-
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Figure 3

Figure 5

dom and the attempt to find a line (baseline) that fits your data is futile. Despite
that, drawing a line and pretending it
means something is beyond me. Not only
that, but the intention is to make such
nonsense-lines the regulation that will
determine which ships are environmentally good or bad! The randomness of such
data is also gloriously evident in figure 6
where the only thing that shows correlation is “distance” when plotted against
itself !!
The EU has stated that each ship’s “environmental efficiency index” will be posted
on a relevant site in an effort to “name and
shame” the “bad” ships and later to force
them to pay up more in taxes or CO2
allowances. Since they require by regulation the declaration of “cargo carried” and
all other information in the EEOI formula,
the “environmental index” they will use is
clearly the EEOI. EU always favored emis-
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Figure 4

Figure 6

sions trading for shipping and for that, ship
indexing is a must. Never mind if the index
used is random or irrelevant to efficiency.
The environmental sensitivity of the public and NGOs is being exploited with the
moto “we must place responsibility on
each individual ship”.
In my view there is no reason for any MRV
regulation. The fuel consumption of shipping, broken down by ship types and fleets,
is known after 3 huge IMO GHG studies.
The fuel consumption of every individual ship is known and monitored by the
operators who furthermore guarantee it
in the charterparties. Competition and
the market are pressing operators to be
as efficient as possible. A bunker tax or
levy would be a strong additional market
incentive to further increase efficiency,
without ill-conceived complicated and
useless monitoring, ship and shore audit
verifications and reporting to Big Brother.

So we start with environmental indices
for each ship, that are totally meaningless,
and after plotting these, we derive baselines which show zero correlation with
these meaningless indices i.e. are totally
irrelevant to them. And this will probably be the result of the MRV regulation
where, depending where your ship may
happen to end up on these diagrams, you
will be called to pay accordingly or “take
measures” to “improve”. Of course, the
real operational efficiency of the ship has
no connection with such MRV concoction.
Isn’t time we try something to really help
the environment instead of wasting time,
money and energy? Like for example give
incentives to any cargo being transferred
from trucks, trains or airplanes to ships
(by far the most efficient form of transport) instead of calling for a future reduction of shipping transport by 60% by 2050.

MAN Alpha

Controllable pitch propellers

Controllable Pitch Propellers Fixed Pitch Propellers Kappel Blades Rudder Bulbs Propeller Nozzles Propulsion Control Systems
MAN Diesel & Turbo’s Controllable Pitch Propeller programme offers tailored propulsion power transmission of
up to and beyond 40,000 kW per shaftline. Today’s high-efcient propellers and aft ship solutions are created
on the basis of state-of-the-art design tools and the accumulated experience from more than 7,000 units.
Full pitch ahead! Find out more at www.mandieselturbo.com

FORECASTS & ESTIMATES

World economy, energy and the shipping market
By Emmanuel Papalexis,
Chairman of Mare Maritime Company S.A.

Whenever we are asked to prepare a
paper, a forecast for the situation in shipping, present and future, we feel necessary
to look at parameters and factors which
are affecting the shipping industry. Such
factors are world economy, the sea trade
growth and the size of the fleet. Also we
are going back to see the cycles of this
industry.
It is true that there are a lot of worries
about the global financial situation and
certain quarters are expressing fears for
the immediate future. Like anything else
there are always two schools of thought
on every issue, depending on which way
you look at it. Is there a global economic
crisis on horizon? The IMF says, “no” (at
least not soon). According again the IMF,
the actual forecasts are far from horrible.
It estimates a global growth for the year
2016 of 3.2%, small but it is a growth.
Certain statistics downgrade the prospects of the immediate future but in the
long run it seems that economy walks on
the right path and the four major economies show a growth with the exception of
Japan which is expected to have a negative
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growth of -0.2%. India is the leader showing an expected growth of 7.5% to be followed by China of 6.3% and USA of 2.5%
and in OECD growth will remain at 2.1%.
Modest global growth is expected next
year (2017) due to the slowdown in China. In accordance with WFI the upward
strength of the dollar in relation to other currencies will be maintained during
the current year. The present economic
growth supports the dollar’s position.
WORLD ECONOMY
– EXPECTED GROWTH 2016

USA 			2.5%
CHINA 			6.3%
INDIA 			7.5%
JAPAN 			-0.2%
OECD 			2.1%
EU AREA 		
2.4%
Three key factors are affecting the global outlook: 1) the slowdown of economic activity in China, 2) Lower prices for
energy, and 3) Tightening of monetary
policy in the United States.

Growth in emerging markets and developing economies is projected to increase
to 4.3% for 2016 and 4.7% in 2017. Growth
in China will be reduced to 6.3% in 2016
and 6% in 2017. However, India and other
countries in emerging Asia are expected
to continue growing with fast pace.
Of course all these are forecasts and estimations and might be influenced by a variety of unexpected factors, one of which is
the cost of energy that humanity needs to
live with and move around. The prospects
here are also positive since the price of all
fossil fuels is expected to remain in levels
which prevailed in 2015.
Crude oil prices fell to their lowest point
in November 2015 (from US$60 in June
the price fell to US$41) and fell by the end
of January 2016 to US$30.50 per barrel.
The demand for oil during the year 2016
is expected to slow down and coupled
with the existing glut of oil prices should
remain unchanged. It is estimated that the
strategic reserves of major countries have
been increased to 5 months. During the
latest meeting in Vienna OPEC countries
decided to maintain their production of
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about 33 million barrels per day. The decision not to reduce production in OPEC
has been seen as a strategy to defend
OPEC’s market share and put pressure on
USA shale oil producers.
On top of all the above we have of course
to consider Iran’s production which is
coming into the markets by the lifting
of embargo. The world’s oil consumption
of 92 million barrels per day will show
a growth of 0.2 million barrels per day.
Increase in oil consumption has been
incurred in countries outside OECD. China of course continues to be in the lead of
non-OECD oil consumption growth.
The non-OPEC oil supply is estimated at
57 million barrels per day and the OPEC is
around 33 million.
Overall, OPEC’s output was 1.1 million b/d
above the production of the previous year
whereas the Saudi production remained in
excess of 10 million b/d and Iraq’s production about 4 million b/d.
The expectation is that the daily demand
will grow by 1.2 million b/d for the current year, somehow lower from 1.8 which
it was in 2015.
In any case it seems that the fossil fuels
(crude oil, coal, gas) will be in the near
future the prime sources of energy as
they have been in the past. We do not
have recent statistics but 3 years ago the
world’s energy was covered 36% by oil,
26% by coal and 23% by gas. So, 85% of
the world’s energy is being covered by fossil fuels. Unfortunately the other forms of
energy cover only 15%. The hydroelectric
covers 6%, the nuclear 8% and all others
(geothermal, solar, tidal, wind, waste) 1%.
It is estimated that global energy demand
will be increased in the next 25 years by 50
percent and oil demand will be increased
in the same period to 110 mbb from 90
mbb which it is today!
It is therefore questionable whether the
recent Agreement in Paris for the protection of the environment can achieve
a reduction in world’s temperature by 2
degrees. It is apparent that the pollutant
fossil fuels have to be used in the future.
THE STEEL INDUSTRY (IRON ORE)
This industry is facing a crisis created by
a global glut of steel products therefore
a meeting of Ministers and trade officials
from 30 countries was held in Belgium in
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April 2016 to discuss various issues such
as safety, health for those involved in the
industry and most important to discuss
how to deal with the oversupply of steel
products. Focus of course was on China
which is required to reduce the production. It was also in April when World Steel
Association released its Short Range Outlook for 2016 and 2017. In line with this
report the global demand for steel will
be decreased by 0.8% to 1488 m/t in 2016
following a contraction of -3% in 2015. In
the meantime in March 2016 the world
crude steel production for the 66 countries which are reporting to the World
Steel Association was 120 million tons in
February 2016, a 3.3% decrease compared
to February 2015.
Although the steel production has been
contracted by 4% in China the iron ore
imports increased in the first quarter of
2016 by 7%. This has happened because
of the restocking of the iron ore inventories, however this has not triggered any
increase in freight of capesizes.
WORLD’S 10 BIGGEST STEEL
PRODUCERS (mill. Metric Tons)
CHINA 			803
EUROPEAN UNION
166
JAPAN 			106
INDIA 			81
USA 			79
RUSSIA 			71
SOUTH KOREA 		
70
GERMANY 		
43
BRAZIL 			33
TURKEY 		
31
TOP 10 IRON ORE
PRODUCERS (in Metric Tons)
CHINA 			1,380,000
AUSTRALIA		 824,000
BRAZIL 			428,000
INDIA 			129,000
RUSSIA 			112,000
UKRAINE 		
68,000
SOUTH AFRICA 		
80,000
USA 			43,000
CANADA 		
39,000
SWEDEN 		
37,000
We follow up closely the developments
in the steel industry as the state of this

industry influences a lot the maritime
transportation; especially the big bulk carriers which are carrying iron ore, a commodity which is needed for the production of steel.
THE SHIPPING MARKET
Eighty percent (80%) of the world trade
is carried by sea. The volume of these
cargoes in 2014 was 9.6 billion tons. It is
expected that during the current year
there will be an increase of 3.9%. Trying
now to valuate the actual situation in
shipping today it is apparent that this long
lasted crisis in dry cargo vessels might be
attributed to the global bad economy but
also to the oversupply of vessels of this
type.
It is well accepted that the plethora of the
existing dry cargo vessels will continue
for some time to keep freights in a level
which the operation of these vessels will
not be sustainable. The experts are indicating that only after some “discipline”
is imposed then we can see sometime
in 2017 an improvement of the freight
rates to some level sufficient to cover the
operating cost. By “discipline” they mean
increased scrapping and zero new deliveries; long time layups of course will play a
positive role.
In the transportation of oil tanker industry things are more positive. In the past
year 2015 tanker owners enjoyed good
revenues and the story continues this year.
As we have indicated earlier in this paper
the demand for oil is expected to be
increased in the foreseeable future which
means larger tonnage for transportation
by tankers. The belief is that a reasonably good market for tankers and product
tankers will prevail.
To conclude, taking the optimistic side we
believe that demand for maritime transportation will be always present and from
time to time will be influenced by various geopolitical events. A major factor of
course for a healthy shipping will be the
number of ships available to service the
industry.

Our Mission is to Provide Safe, Reliable
and Trouble-free Transportation.
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AIRLINE INDUSTRY

Greece is becoming a key destination
in the flight schedules of most airlines
For the first time in its history the Lufthansa Group has appointed a Greek
national as its new General Manager Passenger Sales for Greece and Cyprus.
As a leading consortium of airlines with extensive experience in moving ship
crews through its Marine Traffic department, Lufthansa and its affiliates have
strong links with the shipping community in Athens offering more flights, hubs and
connections than any other global network in the world. In his exclusive interview
to Naftika Chronika, Mr Tzevelekos analyzes the challenges facing the world
airline industry today and the importance of Greece for the Lufthansa Group.
An interview with Konstantinos Tzevelekos,
General Manager Passenger Sales for Greece and Cyprus, Lufthansa Group

the Greek market. We are already recording a steady increase in tourist arrivals in
Greece and we believe that this will continue. Despite the adverse conditions, not
only low-cost airlines, but also larger regular airlines from around the world find the
Greek market highly attractive and interesting. It is very gratifying to see that this
summer Greece is becoming a key destination in the flight schedule of most airlines.
Within this environment of heightened
competition, Lufthansa gains an even
stronger presence in the airline scene in
Greece by increasing its summer island
destinations.
The Lufthansa timetable for summer 2016
includes Santorini as a new destination, Corfu, which is making a come-back after many
decades, and Heraklion in Crete, which is
served for the second consecutive year.

During the summer period the
Lufthansa Group will connect Frankfurt, Munich, Zurich and Vienna with
even more destinations in Greece, to
a number of which, up until recently,
flights were carried out by low-cost
airlines. What are the reasons that led
Lufthansa to this business 'opening'?
The fact that once again there are positive signs for Greek tourism this season,
but also our estimation that tourist traffic
will remain on an upward trend, fueled our
decision to further expand our activities in
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Is there any potential for further
strengthening the presence of the
Lufthansa Group in Greece? What
role will the individual companies of
the Group (SWISS, Austrian Airlines,
Brussels Airlines, Eurowings, Edelweiss Air) be called to play?
As mentioned above, the Greek market is
one of the most dynamic at the moment
and this will become even more evident
in the future. For the Lufthansa Group,
investment in Greece's tourism product is
a strategic decision with a long term horizon. Building on the solid foundations we

have created so far, we are already looking
at new investment projects in our country
from today onwards.
This is the axis along which all the Group’s
airline companies will be moving when
considering investing in new fleets and
new extensions of their networks in order
to become more attractive and offer travelers throughout Europe more options
for vacation destinations in Greece. The
Swiss airline company SWISS has already
made a strong comeback in Greece, while
Eurowings continues to expand its position in the market by starting a new route
from Dusseldorf to Kavala in spring. Overall, during this summer season the airlines
of the Lufthansa Group will operate about
200 flights per week from Greece.
The Lufthansa Group is a major player
in shipping-related travel, especially
in Greek ocean-going shipping (ship’s
crews, shipping company executives’
transportation). How does the airline
deal with the growing competition
from other airlines with a global network such as Etihad or Turkish Airlines;
Lufthansa is a reliable partner for companies working in the shipping industry.
Special fares for ship crews offer significant benefits in terms of price, free baggage allowance and flexibility of cancellation. However, a key factor in maintaining
our competitive advantage is the highly
trained staff of Lufthansa’s Marine Traffic
department, who are fully aware of the
complexity and requirements of handling
crews and the special characteristics of
their transportation. Many times reservations must be made at very short notice
and often involve moving a large numbers
of passengers. Changes or cancellations
are also likely to happen at the last minute
and it is therefore very important that the
service is prompt and efficient.
It is worth noting that at Lufthansa we
place special importance on the professional development and managerial
competence of our staff through regular
seminars and training courses which are
continuously updated in response to the
new developments and changing needs in
the field of ship crew travel.
In addition, we respond to international

competition with sustained investment in
our product, which includes new aircraft,
modernization of the existing wide-body
aircraft with new cabins and innovative
services; we have also recently launched
the new Satellite Terminal which is an
extension of Terminal 2 at Munich Airport.
Finally, I would like to mention that the
new route to Panama is also very important for the Greek market as apart from
being an up-and-coming financial center, it
is also a key destination for the maritime
industry.
Does the ongoing economic crisis
affect the market of business passengers to and from Greek airports, and
if so, to what extent?
It is a fact that the prolonged instability
and the unfavorable economic environment have had an impact on business
travel since companies, in an effort to
minimize their costs, prefer to make reservations in Economy Class, where the
fares are lower. Lufthansa promptly identified this need and responded immediately
to the demands of travelers launching in
2014 the Premium Economy Class, which
is available on intercontinental flights and
offers new, comfortable seats, 50% more
space and many additional features compared to the Economy Class. However,
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fare prices for the Premium Economy
Class are specially designed for business
and private travel and are closer to Economy than to Business Class fares.
How does the Lufthansa Group view
the concession of the Greek regional
airports to the Fraport - Slentel consortium?
The regional airports serve a very large
portion of incoming tourism. On our side,
we view every effort to upgrade them in
a positive light and we believe that privatization opens the way to investments
which will allow the immediate implementation of the necessary infrastructure projects which will attract more airlines. The
upgrading of regional airports will contribute to the increase of tourism travel,
the creation of new jobs and thus to the
development of local communities. But it
is important that each step is taken carefully, based mainly on the very good value
for money services offered.
As a founding member of the Star
Alliance airline network, how does
Lufthansa view the future of the alliance itself and what are the benefits
for the Greek aviation market?
Growing competition among airlines on
a global level and the need of passengers
for even better travel services in terms of
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quality and lower costs were the main factors that led in 1997 to the establishment
of Star Alliance, the first global airline alliance. Its aim is to offer travelers access
to a global network of destinations and
a smooth and pleasant travel experience.
Judging by the numerous awards it has
received, we could fairly say that its work
has been extremely successful. The secret
of Star Alliance’s success is the powerful
bond between its members, which make
it a compact alliance, durable over time.
Keeping these stable relationships and
attracting new members without disturbing its image as a strong alliance is the
most important challenge which Star Alliance will have to face in the future.
In terms of benefits for the Greek market, it is worth noting that within the Star
Alliance framework of cooperation member airlines offer linking of frequent flyer
reward programs, access to all member
company lounges, easy connections and
transfers between companies and numerous other privileges for travelers.
Through our airport hubs and our Star
Alliance partners our customers can travel in comfort to any part of the world.

Since 1975, the Onassis Foundation, continuing the tradition of its
founder Aristotle Onassis in shipping, through Olympic Shipping
and Management manages a fleet of 26 vessels manned mainly by Greek
officers with the purpose of continuously implementing public benefit
projects which promote the Hellenic Civilisation.

When the Power of Shipping
Transforms into Public Benefit Projects and Culture
Onassis Cardiac Surgery Centre / Onassis Cultural Centre / Scholarships (6.500 scholarships, up to date) /
Onassis International Prizes / Affiliated Onassis Foundation in New York, U.S.A. /
Suppor t of University Chairs and Programs of Hellenic Studies
www.onassis.οrg

THE WAKE

The Shipping industry in the constellation
of alliances and mergers
by Dr. Panagiotis Kapetanakis

After nearly eight years, the negative consequences of the crisis are now also visible
in the shipping industry. The Danish giant
Moller-Maersk decides to proceed with
staff layoffs and cuts 4,000 jobs. The two
state shipping companies of China, Cosco
and China Shipping, are being merged into
one company. French CMA CGM, the third
largest container shipping company in the
world, is taking over Singapore-based APL.
Korean shipping companies Hyundai and
Hanjin are facing significant financial problems which may lead them to a merger.
In each of these cases, what surprises shipping industry specialists is that only now do
these problems "appear" to be taking such
dimensions. In fact, Klaus-Michael Kühne,
owner of a freight forwarding company
and a major shareholder in Hapag-Lloyd
said to Die Welt that it is an "unbelievable phenomenon". For him, "there haven’t
been any large bankruptcies so far due to
the fact that certain shipping companies
were essentially supported financially by
their countries' governments". He also
believes that it will be very hard for the
maritime industry to return immediately
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to the path of "reason" and "prudence".
The turmoil in the maritime industry is
intensifying as the mergers that are currently being finalized or are underway have
first to be completed before a new balance of power is achieved, which is what
typically happens with major carriers.
Most consumers know that in the aviation industry major airlines cooperate
on air services with common codes, ticket-booking systems and frequent flyer
programs, yet they continue to maintain
their independence. A typical example is
Lufthansa, which is a member of the Star
Alliance together with 27 other airlines.
This reality in the aviation industry seems
to also be the "future" of the shipping
industry, which in the near future is
expected to operate four major shipping
alliances dividing among themselves maritime transport operations to and from
Asia, Europe and America.
The picture of shipping alliances today is
as follows. Most merchant ships belong
to the 2M Alliance established by Maersk
and MSC, the two largest freight forwarding companies in the world. Opposite the

2M Alliance stand the following alliances:
in third place in terms of capacity is CMA
CGM together with newly acquired APL,
and in fourth place the Chinese Cosco
and China Shipping alliance. Finally, it is
expected that the second place will be
occupied by Evergreen Line, which operates the fourth largest container fleet in
the world with more than 180 ships with
total capacity 650.000 TEUs.
As regards the great German shipping
company Hapag-Lloyd, at present it leads
the G6 alliance which up to the end of
2015 consisted of six member companies: Hapag-Lloyd, APL, Hyundai Merchant
Marine, Mitsui OSK Lines, Nippon Yusen
Kaisha and Orient Overseas Container Line. However, the alliance has lost a
member since APL was acquired by CMA
CGM, while Korean Hyundai Merchant
Marine-HMM is facing major financial
problems and is likely to leave the Hapag-Lloyd alliance.
Rolf Habben Jansen CEO Hapag Lloyd
expects to have a clearer picture on the
growth prospects of both Hapag-Lloyd
and the alliance led by the company by the
end of spring. In any case, the Hapag-Lloyd
CEO has expressed optimism for the
future of the company.The same optimism
was also expressed by other members of
the company, who argue that "thanks to
our modern fleet and our strong position in the Atlantic market, we remain an
attractive partner for each of the existing
shipping alliances."
Undoubtedly, the formation of four major
alliances in the shipping industry signifies
the need for antitrust measures which will
ensure the smooth operation of the market in terms of competitiveness. Of course
it remains to be seen in the near future
whether and how the shipping companies
can operate satisfactorily –always for the
benefit of the consumer – within a new
framework of mergers and alliances.
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Minimum Wage for Seafarer
remains static
The recommended International Labour
Organization (ILO) Minimum Wage for
Able Seafarers will remain at its current
level of US$ 614 basic pay per month until
at least 2018.
Following the ILO Joint Maritime Commission meeting held in Geneva last week
attended by representatives of maritime
employers, the International Chamber of
Shipping (ICS), seafarers’ unions and the
International Transport Workers’ Federation (ITF), the spokesperson for the
German Shipowners’ Association Mr Max
Johns said:
“The continuation of the current minimum wage until at least 2018, at the
increased level which came into effect in
January 2016 as a result of the previous
JMC agreement, means that employers
should benefit from a period of stability in
what are otherwise very challenging markets for the global industry.”
A representative of ICS said that the
Chamber firmly continues to support the
global minimum wage, a concept unique to
the international shipping industry. While
the ILO minimum only refers to the basic
wage of non-specialized seafarers and
crews and not to Merchant Navy officers,
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the total minimum payable is actually
much higher when overtime payments
and other pay related entitlements under
the ILO Maritime Labour Convention are
taken into account.

London shipping community
alarmed over Brexit possibility
Particularly worried over the prospect
of the UK leaving the European Union is
how Reuters describes the shipping community in the City of London. According
to Reuters and other media analysts, the
country's maritime cluster is faced with
thorny and long-term problems such as
the instability of the pound, the hazy government policy on individual and corporate taxation, the skyrocketing property
prices, the reduced numbers of specialized
staff and the freight market recession.
Shipping contributes about £10 billion
annually to the UK economy and directly
employs 240,000 workers in many parts
of the country, even in areas with rampant
unemployment and industrial decline.
Global economic and political uncertainty,
the Chinese slowdown and an oversupply
of capacity are already acting as contraction factors on the optimism of the London shipping community, which is alarmed
over the fact that the country may be leav-
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Violent protests in Bangladesh following the
death of a worker in shipbreaking yard

Prices of newbuildings in the shipyards of South Korea
and China to plummet

ing the EU after the 23 June referendum.
Renegotiating trade agreements with individual EU countries and the EU itself will
exacerbate the already tense situation and
short-circuit current normality resulting in
an additional obstacle to business growth.
"The EU may seek to 'punish' the United
Kingdom for leaving, in order to discourage other countries from the thought of
leaving the EU", said Mr. Guy Platten, CEO
of the British Chamber of Shipping Trade
to Reuters, adding that following a Brexit,
negotiations on all commercial, financial
or transport dealings between the EU and
the UK will be extremely complex and
lengthy.
Referring to the insurance market in London, Mr. John Nelson, chairman of Lloyd's,
said that the consequences could be
extremely negative, stressing that "it would
be 'fantasy' to expect any bilateral negotiations in the near future to be simple."
Reuters and the British financial press
pointed out that everything implemented and adhered to for many, many years
between the EU and Britain, especially
concerning matters of shipping, trade and
the provision of services, will go back to
square one.

Violent protests in Bangladesh
following the death of a worker in
shipbreaking yard
Last April seven people were injured when
armed guards started shooting during violent demonstrations in the city of Chittagong in Bangladesh following the death
of a worker in a shipbreaking yard. The
guards opened fire on demonstrators protesting against the death of a worker and
the working conditions at the Kabir yard.
According to reports, Kabir Steel had initially refused to hand over the body of the
unfortunate worker and this caused the
anger of workers and relatives.
NGOs and trade unions in the country
have sent official letters to the prime minister asking for his intervention and the
immediate and effective implementation
of the national legislation on recycling of
ships passed by the National Assembly in
Dhaka in 2015.
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NGOs, trade unions and associations
have also urged the government to accelerate steps for the ratification of the
Hong Kong Convention for the safe and
environmentally sound recycling of ships.
Several NGOs report that in the last several years Bangladeshi shipbreaking yards
have recorded an increasing number of
serious or fatal accidents. In 2014, at least
two workers were killed and six more
severely injured at a yard during the shipbreaking process. In the first quarter of
2016 four confirmed deaths have already
been recorded during shipbreaking operations.

Tehran goes ahead with tanker
and aircraft fleet upgrade
After the lifting of sanctions, Tehran
authorities are in a race to immediately
modernize the Iranian tanker and aircraft
fleets. The National Iranian Tanker Company (NITC) is seeking ways to replace
more than 20 tankers which include 11
Very Large Crude Carriers (VLCC) and
10 Suexmaxes which were built before
1999, as well as ten other large tonnage
tankers built in 2000.The NITC has a fleet
of 70 ships, half of which are of relatively modern technology and construction.
The renewal of the large tanker fleet will
require funds totaling US 2.5 billion.
According to Tehran’s representatives,
although all the tankers are double-hull
and comply with international regulations,
their age and technological equipment
makes them uncompetitive,
In the aircraft sector, the aging Iran Air fleet
urgently needs to be replaced in order to
cope with the invasion of international operators in the country. The national
carrier’s 43 aircraft are very old and the
country's transport minister has already
signed a preliminary agreement with Airbus for the acquisition of 127 new aircraft.
The deal will include 8 A380, which are
currently the largest aircraft in the skies
in terms of capacity. In the long term the
country's air carrier will be 'needing' 400
new aircrafts, a fact that has whetted the
appetite of many international manufacturers and suppliers.
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Prices of newbuildings in the
shipyards of South Korea and
China to plummet

Tehran goes ahead with tanker and
aircraft fleet upgrade

Over 50% drop in piracy attacks in Southeast Asia,
Gulf of Guinea situation remains turbulent

Barry Rogliano Salles Brokers, the historic
French shipbrokers’ company, has published its annual review which provides an
in-depth analysis of all shipping and shipbuilding markets.
Among other key findings, BRS "warns"
that compared to 2015 the prices of newbuildings in the shipyards of South Korea
and China will take a tumble in 2016 that
will reach 10%.
"Newbuilding prices will suffer a lot of
pressure during 2016," BRS analysts say
characteristically. The low demand for
newbuildings, the reduced second-hand
prices, the hard price war between the
shipyards and the uncertainty in the
freight market are leading newbuilding
prices to a continuous fall which is causing
concern in Beijing and Seoul.
On the other hand,, the downward trend in
steel prices, the weakening of national currencies and the competition among mechanical equipment manufacturers are considered
a 'kiss of life' for struggling shipyards.

Foundational changes in
America’s transport map

K-Line reduces its small bulk carrier fleet by half
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The shift in the transport map of America
and in the trade between the Far East and
North America will soon be a reality following the expansion of the Panama Canal
to be completed in June. From this summer
onward, American freight forwarders and
charterers will have more cost effective
routing options for the sea transport of
products and goods. According to FLEXPORT, this mainly concerns certain Midwestern and Southern US states, whereas
the ports on the East Coast and the Gulf
of Mexico coast will gain more container
traffic at the expense of West Coast ports.
A report by the Boston Consulting Group
in fact estimates that about 10% of all container traffic will shift from the ports of the
West Coast to other US ports.
Ports on the East Coast, however, almost
all of which are smaller than the main
West Coast ports, are likely to suffer
congestion problems, while West Coast
ports will not only face a slight decrease

in container volume, but also experience
slower growth rates. The ports of Philadelphia, New York and Norfolk in particular will experience a significant cargo
traffic increase in all categories, especially
in containers.
Furthermore, analysts believe that this
shift will also have an impact on the
routing decisions of US rail carriers. Rail
transportation from West Coast ports
to the central parts of the country will
be reduced, and many regular railroad
services perhaps eliminated. Maersk and
MSC already offer a service linking Asia
with Houston port so that shipments can
bypass Los Angeles. There are, however,
additional factors that will determine the
pace and extent of developments: one
factor is the existing port infrastructure
on the East Coast where some ports are
already experiencing congestion problems. It is also clear that the existing railway network, especially in the central and
eastern parts of the country, cannot meet
the new requirements. Analysts are also
focusing on the 'behavior' of seafarers’
and dockers’ unions which might react
to these foundational changes in the East
Coast trade.

Over 50% drop in piracy attacks
in Southeast Asia, Gulf of Guinea
situation remains turbulent
International analysts recorded a 50%
drop in piracy and armed attacks against
vessels in international waters during the
first quarter of 2016, a figure which causes optimism after 10 years of continuous
raids against international merchant shipping vessels.
The first quarter of 2016 also represents
the longest period without attacks against
ships in the wider sea area of Singapore.
The situation in Somalia also remains at
manageable levels as international naval
forces in the region confirm that there
have been very few attacks on ocean-going
vessels since January 2014, although experts
say that this is no reason for complacency.
Nevertheless, the situation in the Gulf of
Guinea continues to be extremely unstable. From January to March 2016, the region
saw continuous attacks against ships and
oil refineries; sabotage in offshore installations and attacks on merchant ships are
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now commonplace: 14 merchant ships
were attacked off the Niger River and in
the Delta region, while in 6 of these incidents 23 members of crew were kidnapped
for ransom. Both the Maritime Trade Information Sharing Centre - Gulf of Guinea
(MTISC GOG) and the International Maritime Bureau (IMB) recommend extreme
caution to ships traveling to the region as
pirate and bandit attacks occur not only
during night hours but also during the day.
Aspiring pirates in the region remain
extremely dangerous as they not only
show aggressive behavior against crews
but sometimes exercise uncontrollable
violence. Despite the Abuja government’s
commitment to fighting this phenomenon,
the situation remains extremely worrying,
according to Dryad Maritime, a British
maritime security company.

K-Line reduces its small bulk
carrier fleet by half
Kawasaki Kisen Kaisha, Ltd. has decided
to halve its small bulk carrier fleet. K-Line
is the third largest shipping company in
Japan with a fleet of 375 cargo vessels, 70
container ships and 49 vessels engaged in
the transport of oil and gas.
K-Line, which owns approximately 100
panamax and handymax -sized ships,
plans to make the reduction through the
non-renewal of the charter agreements it
had with shipowners. According to information, the company is in fact prepared
to pay any penalties entailed in breaking
charter contracts in order to get rid of
the ships as soon as possible.
This likely development is the result of the
poor freight market in dry bulk cargoes,
which has led the company to low profits or even losses. K-Line has already gone
ahead with a reduction of its capesize fleet.

Will Turkish become an official
EU language?
One of the texts of the European Parlia-
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ment Report on Turkey adopted on April
14th calls for making Turkish an official language of the EU. The report was passed
by 375 votes to 133, with 87 abstentions.
Although the report includes some critical points towards Turkey (for example on
the issue of Turkey’s stand on the Armenian genocide), there are other points which
seem to have been included in order to
please Turkey. One of these is the point
stating that the EU welcomes the initiative
of Cyprus President Mr. Anastasiades to
make Turkish an official language of the EU.
For many, this initiative is strongly related
to the efforts between Greek-Cypriots
and Turskish-Cypriots to reach an agreement regarding the reunification of the
island.

American Eagle Tankers to
acquire remaining 50% stake
in Paramount Tankers
American Eagle Tankers, a subsidiary of
Malaysian MISC, has expressed an interest
to buy the remaining 50% stake in Paramount Tankers from Golden Energy Tankers. In 2010, American Eagle and Golden
Energy had formed a joint venture operating a fleet of six aframax vessels. Under the
new agreement, which is expected to be
completed by the end of September 2016,
American Eagle Tankers will become the
sole stakeholder of Paramount Tankers
and will operate the six tankers on its own.

Could the Sulu Sea become the
new El Dorado for pirates?
According to Indonesian security officials,
Indonesia is expressing concern regarding the risks for vessels in the Sulu Sea as
there has been a series of attacks in the
past few months which involved taking
crew members as hostages for ransom.
Towards this, Indonesia has issued a warning to shipowners to exercise extreme
caution and take all necessary security
measures when their vessels are transiting

this area. According to the same officials,
the recent attacks seem to be organized
and executed by the Philippine militant
group Abu Sayyaf. The foreign ministers of
Indonesia, the Philippines and Malaysia are
scheduled to meet in Jakarta in order to
discuss the issue and to take appropriate
measures which will probably include joint
patrols.

Norway’s DSD Shipping fined $2.5
million for sea pollution
A $2,500,000 fine was imposed on Norwegian DSD Shipping (DSD - Det Stavangerske Dampskibsselskab AS.) after a conviction by an Alabama court which found
the company guilty of impeding the course
of justice, violating the Prevention of Pollution from Ships Act (APPS) and inciting
witnesses to conceal true testimony.
The company was ordered by the court
to pay $500,000 of the total fine amount
to the Dauphin Island Sea Lab Foundation which specializes in marine research
to enhance coastal habitats in the Gulf of
Mexico and Mobile Bay.
Moreover, DSD will be under a three-year
probation during which it will be continuously monitored for compliance with
APPS provisions, while it has been ordered
to ensure that from now all its ships will
apply both the American and international
environmental regulations.
It should be noted that between 2010 and
2014 DSD Shipping’s Stavanger Blossom,
a 105,641 dwt tanker, had been carrying
crude oil without the required oil water
separator, although this is expressly stipulated by APPS law. In fact, as is clear from
the tanker record book, for four years the
crew of the M / T Stavanger Blossom had
deliberately dumped about 20,000 gallons
of oil into the sea, while during the last
two and a half months of 2014 it dumped
into the ocean 270 gallons of ship- tank
sludge in plastic bags.
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The World Today and the challenges
in the Dry Bulk Shipping Market
by Maria Bertzeletou,
Shipping Market Analyst

The year “2016” reminds to everyone that
economic recession is endless and the
developments in emerging countries show
that crisis will not end this year or next.
The macroeconomic fundamentals will
continue to provoke a challenging period
for the shipping market, while fleet growth
remains the same worrying issue for the
industry. This year and the next 2 remain
tough for the dry bulk shipping industry as
the net fleet growth will continue to pressure the freight market given the existing
fleet.
To realize the magnitude of the current
crisis, it is easy when we look at the latest
press releases from international organizations for the recent performance of
the global economy. On 12 April 2016, the
International Monetary Fund released its
updated World Economic Outlook stating
that sluggish growth now returns and cut
its estimate for 2016 world expansion to
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3.2% from 3.4%. IMF said that future economic prospects are now so poor that an
immediate, proactive response is called for.
There is a need for a more potent policy
mix to turn the tide based on well-known
elements: fiscal and monetary policies, as
well as structural measures. IMF suggests
joint action by nations across the world.
The baseline projection for global growth
in 2016 is a modest 3.2%, broadly in line
with last year, and 0.2% down relative to
the January 2016 World Economic Outlook Update. The recovery is projected to
strengthen in 2017 and beyond, driven primarily by emerging and developing economies, as conditions in stressed economies
start gradually to normalize.
While growth in emerging market and
developing economies still accounts for
the lion’s share of projected world growth
in 2016, prospects across countries remain
uneven and generally weaker than over
the past two decades. In particular, a number of large emerging markets – including Brazil and Russia – are still mixed in
deep recessions. Others, including several
oil-exporting countries, also face a difficult
macroeconomic environment with sharply
weaker terms of trade and tighter external
financial conditions. Growth in China and
India has been broadly in line with projections, but trade growth has slowed down
noticeably. The trade slowdown is related to the decline in investment growth
across emerging market economies, which
reflects rebalancing in China but also the
sharp scaling down of investment in commodity exports, particularly those facing
difficult macroeconomic conditions.
Growth in advanced economies is projected to remain modest, in line with 2015
outcomes. Overall, the potential pick-up
in growth in 2017 (3.5%) and over the
rest of the forecast horizon hinges crucially on rising growth in emerging market and developing economies, as growth
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Source: International Monetary Fund, April 2016

in advanced economies is expected to
remain modest, in line with weakened
potential growth. A sharper slowdown in
China than currently projected could have
strong international spillovers through
trade, commodity prices and confidence
and lead to a more generalized slowdown in the global economy. The unexpected weakness in late 2015 reflected
to an important extent softer activity in
advanced economies – especially in the
United States, but also in Japan and other advanced Asian economies. The picture
of emerging markets is quite diverse, with
high growth rates in China and most of
emerging Asia, but severe macroeconomic
conditions in Brazil, Russia and a number
of other commodity exporters.
Interesting development of the current
year is the declining trend in commodity
prices. Oil prices decreased further by 32%
between August 2015 and February 2016
on account of strong supply from members of the Organization of the Petroleum
Exporting Countries and Russia, expectations of higher supply from the Islamic
Republic of Iran and concerns about the
resilience of global demand and medium
term growth prospects, as well as risk-off
behavior in financial markets, leading investors to move away from commodities as
well as stocks. Coal and natural gas prices
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also declined, as the latter are linked to oil
prices. Non fuel commodity prices weakened as well, with metal and agricultural
commodity prices declining by 9% and 4%
respectively. Low oil prices spurred global
oil demand growth as it is estimated to
have been about 1.6 million barrels/day,
significantly above earlier forecasts by the
International Energy Agency.
By looking at the major global activity
indicators, global trade and manufacturing
activity, we can easily realize that future
prospects remain very challenging. However, there is glimmer of hope, since the
growth in world trade remains at some
level encouraging.
According to the International Monetary
Fund, global trade volumes rebounded in
the second half of 2015 after contracting
sharply in the first half of the year. Global
industrial production remained subdued
throughout the year. In both advanced
and merging market and developing economies, the growth projections suggest
some pickup in activity in 2016, but to
generally weaker levels than projected in
October 2015 World Economic Outlook.
The troubled concern is that capital
flows to emerging market and developing economies reached their lowest level
since the global financial crisis in the second half of 2015.

The slowdown from China creates spillovers on world trade and is driven mainly
by investment and exports. The weakening in investment reflects a correction
after an extended period of very rapid
growth. Given China’s size, openness, high
investment rate and the high import content of its investment and exports, the
slowdown has entailed sizable global spillovers through trade channels.
By looking at the major global activity
indicators, global trade and manufacturing
activity, we can easily realize that future
prospects remain very challenging. However, there is glimmer of hope, since the
growth in world trade remains at some
level encouraging.
According to the International Monetary
Fund, global trade volumes rebounded in the
second half of 2015 after contracting sharply
in the first half of the year. Global industrial
production remained subdued throughout
the year. In both advanced and merging market and developing economies, the growth
projections suggest some pickup in activity
in 2016, but to generally weaker levels than
projected in October 2015 World Economic
Outlook.
The troubled concern is that capital flows to
emerging market and developing economies
reached their lowest level since the global
financial crisis in the second half of 2015.
The slowdown from China creates spillovers on world trade and is driven mainly
by investment and exports.The weakening
in investment reflects a correction after
an extended period of very rapid growth.
Given China’s size, openness, high investment rate and the high import content
of its investment and exports, the slowdown has entailed sizable global spillovers
through trade channels.
China is one of the main trading partners
of more than 100 economies that account
for about “80% of world GDP”. China‘s
role is significant in commodities trade and
seaborne developments. China is a major
importer across a range of commodities,
especially metals, for which it accounted
for about 40% of total global demand in
2014.China’s investment slowdown has
had a significant impact on the demand for
and prices of those commodities closely
related to investment activities – metal prices have fallen steadily since early
2011 (by almost 60% on average) affecting
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Source: International Monetary Fund, April 2016

negatively the steel industry and dry bulk
shipping. Excess capacity some segments
of the Chinese manufacturing sector can
contribute to lowering the prices of specific manufactured products (for example
steel) and hence affect China’s competitors reducing their profits and possibly
investment rates.
Growth in China is projected to slow to
6.5% this year and 6.2% in 2017, slightly
higher than the projections in the October 2015 WEO, reflecting announced policy
stimulus. A further weakening is expected
in the industrial sector, as excess capacity continues to unwind, especially in real
estate and related upstream industries, as
well as in manufacturing.
As China is slowing down, India is gaining strength and creates a positive impact
on the dry bulk shipping. In India, growth
is projected to increase up to 7.5% in
2016-2017 and growth will continue to
be driven by private consumption, which
has benefited from lower energy prices
and higher real incomes. With the revival of sentiment and pick up in industrial
activity, a recovery of private investment
is expected to further strengthen growth.
China is one of the main trading partners
of more than 100 economies that account
for about “80% of world GDP”. China‘s
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role is significant in commodities trade and
seaborne developments. China is a major
importer across a range of commodities,
especially metals, for which it accounted
for about 40% of total global demand in
2014.China’s investment slowdown has
had a significant impact on the demand for
and prices of those commodities closely
related to investment activities – metal prices have fallen steadily since early
2011 (by almost 60% on average) affecting
negatively the steel industry and dry bulk
shipping. Excess capacity some segments
of the Chinese manufacturing sector can
contribute to lowering the prices of specific manufactured products (for example
steel) and hence affect China’s competitors reducing their profits and possibly
investment rates.
Growth in China is projected to slow to
6.5% this year and 6.2% in 2017, slightly
higher than the projections in the October 2015 WEO, reflecting announced policy
stimulus. A further weakening is expected
in the industrial sector, as excess capacity continues to unwind, especially in real
estate and related upstream industries, as
well as in manufacturing.
As China is slowing down, India is gaining strength and creates a positive impact
on the dry bulk shipping. In India, growth

is projected to increase up to 7.5% in
2016-2017 and growth will continue to
be driven by private consumption, which
has benefited from lower energy prices
and higher real incomes. With the revival of sentiment and pick up in industrial
activity, a recovery of private investment
is expected to further strengthen growth.
Among the ASEAN-5 economies (Indonesia, Malaysia, Philippines,Thailand,Vietnam),
growth will ease in 2016 in Malaysia and
Vietnam (to 4.4% and 6.3% respectively)
but increase moderately in Indonesia, the
Philippines and Thailand (to 4.9%, 6.0%
and 3.0% respectively). Growth in the
ASEAN-5 is envisaged to pick up further
in 2017 and thereafter, underpinned by
strong demand and a gradual increase in
exports.
Under the current macroeconomic developments in both advanced and emerging countries, world trade growth is in a
mode of slow recovery. In the two decades leading up to the global financial crisis, international trade expanded rapidly,
at a pace roughly double that of world
GDP. Since the rebound from the great
trade collapse of 2008-2009, world trade
volume growth has moderated notably in
recent years, both in its level and relative
to GDP growth.
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According to UNCTAD, global trade
slowed down to a 5- year low in 2015 and
global merchandise as a percentage to the
world trade, declined by 13%. Measured
in current US dollars, global merchandise
trade was recorded at 16.5 trillion in 2015.
According to UNCTAD, global trade
slowed down to a 5- year low in 2015 and
global merchandise as a percentage to the
world trade, declined by 13%. Measured
in current US dollars, global merchandise
trade was recorded at 16.5 trillion in 2015.
There is a close correlation among the
world GDP growth, world trade, world
merchandise trade and world seaborne
trade. Demand for maritime transport
services and seaborne trade volumes continue to be shaped by global economic
growth and the need to carry merchandise trade. Preliminary estimates indicate
that the volume of world seaborne shipments expanded by 3.4% in 2014, that is,
at the same rate as in 2013. Dry cargo was
estimated to have accounted for over two
thirds of the total, while the share of tanker trade, including crude oil, petroleum
products and gas was estimated to have
slightly declined from nearly 30.0% in 2013
to 28.7%in 2014.
Dry cargo shipments increased by 5.0%,
while tanker trade contracted by 1.6%.
Within dry cargo, dry bulk trade, including the five major bulk commodities (iron
ore, coal, grain, bauxite/alumina and phosphate rock) as well as the minor bulk
commodities (agribulks, metals and minerals, and manufactures) is estimated to
have increased by 5.0%, taking the total to
4.55 billion tons. Although growth in coal
trade is estimated to have decelerated significantly to 2.8% as compared with over
12.0% in 2012 and 5.0% cent in 2013, dry
bulk shipments continued to be supported by the rapid expansion of global iron
ore volumes, which in turn, was driven by
China’s continued strong import demand.
Over the past decade, developing countries have incrementally shifted patterns
of trade. Since the 1970s, the distribution
between the goods loaded and unloaded
has changed significantly. Over the years
developing countries have become major
importers and exporters and a driving
force underpinning seaborne trade flows
and demand for maritime transport ser-
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vices. The import demand of emerging
developing economies, in particular China and India, remain the main driver of
growth in dry bulk cargo shipments.
Growth was underpinned by the strong
expansion in iron ore trade (+12.4%)
which accounted for about 30.0% of all
dry bulk cargo and reached 1.34 billion
tons. In contrast, coal trade shipments
were estimated to have increased by a
modest 2.8%, a much slower rate than the
double-digit growth recorded in 2012
Shipments of the five major bulk commodities increased by 6.5%, while the volume
of minor bulk commodities is estimated
to have increased by 2.0%, reaching 3.1 billion tons and 1.43 billion tons. Looking
forward, while, in the short term, iron ore
shipments are expected to continue to
grow, concerns relating to a slowdown of
China’s steel industry and import demand
are causing uncertainty in the outlook for
bulk carrier demand. Additionally, while
lower iron ore prices stimulated iron ore
trade, the sharp fall in prices raises concerns about the ability of some miners to
continue production at a loss.
The main threat for the current oversupplied dry bulk segment is now that Chinese
GDP is supported more by the growth in
services. The current growth of China’s
GDP is the lowest since the height of the
global financial crisis and what we have to
emphasize is that services do not require
transportation by sea. Thus, if Chinese
economy becomes even more dependent
on the service sector, the implications for
seaborne trade could be profound. Not
only are services rarely transported by
sea, but they do not demand inputs that
are trade-intensive either compared with
the construction sector or industry.
On February 10, 2016 the Baltic Dry Index
hit 290 points, the lowest since 1985. At
that point, a bulk carrier regardless of its
size, age and fuel-efficient qualities earned
a time charter average of USD 2,417-2,776
per day. Despite the fact that earnings
have doubled in March - April, they remain
below OPEX levels for the largest part of
the fleet. The main items that can improve
or damage the fundamentals of the dry
bulk shipping market is the development
of Chinese imports of coal and iron ore
and the net fleet growth.

According to BIMCO’s forecast, despite
a record high volume of demolished dry
bulk shipping capacity in the first three
months of 2016, the total dry bulk fleet
still grew. 16.7 million DWT of new capacity entered the fleet while 14 million DWT
was sold for scrap. Not all of the dry bulk
sub-segments saw an increase in fleet size.
The capesize fleet, for instance, which has
doubled over the past 6½ years, reduced
in number (7 ships less) as well as capacity
(-0.2%) in Q1-2016. For the full year, BIMCO holds unchanged expectations for
deliveries and demolitions, which means
we expect the fleet to grow by 1.1% or 10
million DWT in 2016.
The cyclical pattern of the shipping industry implies that the dry bulk shipping
market seems to be now at the “trough”
stage and the correction mechanism for
the phase of recovery has already started. The current supply trends indicate flat
annual growth, decreasing demand for
new ordering of ships, postponements of
existing vessel deliveries or cancellations,
accelerated scrapping activity and decreasing trend in vessel age to be scrapped. The
current distressed picture of the industry
indicate investment opportunities as ship
prices are now at historical lows. The value of a five-year ship is now around 55%
of the value of an equivalent newbuilding
vessel and seems to be the lowest post1980s. This ratio in late 2007/early 2008
was around 160%.
Dry bulk shipping industry needs to rebalance the supply growth with demand for
this year and the next two, and the main
disadvantage for the industry is that most
of 50% of the dry bulk fleet is young –
and needs to grow old over the next 15
years, as the average age of the fleet is less
than 10 years. More than 50% of the global
dry bulk fleet is concentrated to the age
group of up to 5 years old. However, there
is an upside potential from 2017 given that
the decreasing demand for new ordering
of ships will persist till the end of this
year and next. Lastly, it is very crucial that
China’s appetite for iron ore will not fade
since there are ongoing intensive stimulus
measures approved plans for Rmb1tn infrastructure spending that will continue to
support the growth of seaborne demand
and the need for maritime transportation.

Tanker Management Inc.
Dry Management Inc.

“Seaven” is the new company name of “Evia Petrol Group”,
which was established in 2003. Seaven features the width
of the company‘s scope and calls to its ships’ potential
of travelling across the Seven Seas, all over the globe.
Even, steady and reliable, Seaven‘s fleet comprises five
medium sized Greek flag modern oil/chemical tankers
(M/T “EVIAPETROL I, II, III, IV & V”), double-hulled and being
equipped with the most technologically advanced equipment.
The tankers are trading mainly between North Europe,
Mediterranean and Black Sea ports, chartered by demanding
and well respected companies in the market, with oil majors
and known oil traders being among them.
Additionally Seaven Group has under its management
a pneumatic cement carrier vsl (“M/V Eviacement III”)
which is trading within Mediterranean ports and is chartered
by first class cement major companies.
All companies in the Seaven Group are ISO 14001 rated.
The Group’s goal is clear and definite, following the notions
of its name: “sea” and “even”. Seaven aims to continue
its expansion and growth in the years to come, trying
to offer the best quality service possible to deal quickly
and efficiently in our demanding trade. The sea is our route,
and corporate reliability has always been our even choice.
This is what makes Seaven unique and globally appreciated.

43, Iroon Polytechniou Ave.
185 35 Piraeus, Greece
Tel: +30 210 422 8085
Fax: +30 210 422 8076
Ε-mail: tankerops@seaven.gr
E-mail: dryops@seaven.gr
www.seaven.gr

UMAR | WSR
TO BE BETTER THAN THE PROMISES
WE KEEP!
UMAR / WSR was founded in 2000, to offer superior maritime
products and services to ship owners and ship management
companies.

From our modest beginnings, UMAR
I WSR has evolved from strength to
strength throughout the first decade of
our existence, with an expanding series of
acclaimed principles and a parade of dry
docks to match our outstanding service
performance. We were rewarded with
the OEB Innovation Award by the Cyprus
Employers and Industrialists Federation,
in recognition of our Online Information
System (U.O.L.I.S.), which enables continuous project handling information to
our customers. If we had a mission statement in those days, it could not have been
expressed more eloquently than, “To offer
a level of service and commitment to
their clients, without compromise”. These
words are just as relevant today as they
continue to reflect our beliefs, actions
and ambitions for the future. Located in
Limassol, Cyprus, UMAR I WSR maintains
its dedication to offering premium quality
maritime products and services to professionals anywhere and at any time, globally.
The characteristics that define the
company are unmistakable: Uparalleled commitment, quality products,
dedicated service, a personalised
approach and expert know-how. Yet
it is the combination of these charecteristics that has made our brand
unique.
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At UMAR I WSR we like to do things
differently. We employ personnel based
on values and knowledge. Each and every
member on the team is considered family, and our numerous clients are simply…
family friends. UMAR I WSR is no ordinary
company; for us, the maritime industry
is life itself. We challenge business conventions in search of a better approach.
We believe that people who follow their
dreams can celebrate their very existence.
Company operated with ISO 9001/2000
in regard to quality and ISO 14000 certification for environmental procedures.
We have also established The Life Jacket
Foundation, which was formed in order
to support the needs of children, both
locally and around the world. The Life
Jacket Foundation is a result of many
years of community service that was
eventually developed by the founders into
a non-profit organisation. Every company
in the group of UMAR|WSR contributes
a fixed amount to the foundation with
every order we take, resulting in an annual
donation. In this way we involve our clients as well as individuals, who share our
vision and sense of social responsibility.

UMAR shipping services
Our philosophy is to ensure that
everything we offer, every principal
we represent, reflects our brand's
emphasis on quality and high services
standards.
It is with this philosophy in mind that
we carefully select our principles and in
a manner of speaking why they, choose
UMAR to represent them. Today, UMAR
represents over 30 of the world’s leading
manufacturers of maritime equipment.
From highly sophisticated electronic systems, electrical and mechanical equipment to uniquely developed equipment
that serve specific aspects of the shipping
industry, we have created a global network
able to serve any task regardless of size,
complexity or time frame.

WSR services
At WSR, worldwide resources are our
greatest asset and the most important differentiating factor.
Through our exclusive representation, our
principals offer WSR’s clientele strategically located ship repair yards, underwater
services, repair stations worldwide and
marine coatings. Reliable services cover
all aspects of shipping and the respective
needs, including new buildings, dry dock
repairs, modifications and conversions.
Prompt delivery schedules, response time,
cost-effectiveness and professional expertise in the field have earned WSR an enviable reputation and a sustainable market
share within the industry.

SHIP RECYCLING

A review of the demolition market for 2015
by George Lazaridis,
Head of Market Research and Valuations ALLIED SHIPBROKING INC

A difficult year for shipping with an ever
growing challenge to tackle the gross
imbalance present between the demand
and supply of tonnage. With difficulties
spread far and wide and with an immense
orderbook schedule looming over the
horizon, the decision for scrapping was
easily brought forth despite the considerably softer prices for scrapping being
noted compared to what we were seeing
one year prior.
This has been the case for the dry bulk
market which has been the main driver of
the demolition market over the past 12
months or so. Similar circumstances have
prevailed in the containership market
as well, were the notable influx of VLCV
newbuldings ordered in the past by liner
operators continue to shift the market
causing ever more cascading effects over
to the smaller size groups (especially the
panamax range which is also starting to
feel pressure from the upcoming opening
of the enlarged Panama Canal).
For the tanker and gas carriers markets
things have been fairly different with the
prevailing windfall from the drop in energy commodity prices driving earnings to
considerably lucrative levels, while the
lack of tonnage which can be considered
overage and the drop in scrap prices have
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left few owners out there which are willing to look at the scrapping option in any
favorable light.This is highly evident by the
gross lack in reported scrapping activity
for these two sectors, particularly over
the course of the past 6 months.
As such the main “feedstock” sectors for
end buyers have been the dry bulk and
containership markets, leaving a smaller
pool for which to satisfy the prevailing
appetite for scrap steel in the five main
ship recycling countries. This is a great
benefit under the current market conditions, as an excess of demo candidates
could easily drive scrap prices to considerably lower levels, given the fact that
after the collapse of the scrap market
during the early summer period of 2015,
a considerable part of the global ship
recycling capacity was taken off line, while
the excessive glut in cheap steel products
being churned out of China has flooded
the global markets and has put great pressure on the going price of scrap steel. As
a good indicator to this it is worth noting
that prices for dry bulk tonnage during the
same period last year was in the region
of around US$ 360-410/ldt while this price
range is now closer to US$ 280-295/ldt,
an almost 28% drop most which was noted during last year’s monsoon period. This

was also the time period were many “cash
buyers” and “end buyers” had been caught
off guard, having made purchases at relatively high levels from which in turn they
sustained large losses during the period
between purchase and actually “beaching”
of the vessel. This has been one of the
main “thorns” pocking at the market for
some time now, as a number of defaults
or mere disruptions in operations due to
inability to secure new Letters of Credit
from their banks left several scrap yards
out of active operation and as such out of
competition. It has also been a major blow
on sentiment, with most buyers taking up
a considerably more cautious view in their
future purchases (leaving few aggressive
speculators out there to drive up prices)
and an increased effort by all markets to
setup price dictating cartels so as to eliminate buying competition all together and
cap prices at much more highly lucrative
and profitable levels for the end buyers.
Despite these efforts, the dictating of
pricing has overall failed in most cases,
while during the latest spike in the price of
steel commodities, some speculative buying was noted in the ship recycling market.
Pricing has only been one half of the
equation, with the past six months seeing
demolition sales driven by the loss making earning levels being noted and many
sellers looking to take on the scrapping
option in part as a way to boost their cash
flow and support the remaining vessels in
their fleet, while others have been pressed
by the fact that their vessel is nearing due
date for its fourth or fifth special survey
renewal, a forbidding cost to undertake
under such low earnings scenarios and
with little indication of better days to
come. In fact earnings got to such bad levels for dry bulkers during the first quarter
of the year that losses were pilling on so
quick, it seemed reasonable to send older vessels for scrap, especially since most
of the “cold” lay-up options seemed to
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possess, in the opinion of many owners,
further wasted investment for vessels
beyond a certain age. It is hard to see how
a vessel beyond 20 years of age (and with
asset prices at such low levels) would be
able to recover such a large cost typically
associated with putting a vessel into cold
lay-up.
In terms of activity noted during the past
18 months, the volume of vessels that
were sent to be scrapped during the first
half of 2015 had started at very firm levels
with a total of 725 vessels (or 27.26 million
dwt) recycled, averaging around 121 vessels
(or 4.54 million dwt) per month. This all
changed once the market collapsed in the
early part of the summer with the second
half of 2015 seeing only 446 vessels (or
13.28 million dwt) and averaging at around
74 vessels (or 2.21 million dwt) per month
(a 38.8% drop on the monthly average in
terms of number of vessels). This drop
noted in the second half of 2015 was a
drop noted across all ship types as the
drop in prices created a major deterrent
towards the retiring of older vessels. This
however was not the only reason, as positive developments in the freight markets
of some of the worst performing sectors
(such as dry bulkers and containerships)
had left a residual optimism as to how well
these markets would perform going forward. In the dry bulk market, the late summer recovery in freight rates had many
seeing the prospects of good earnings
being noted during the second half of 2015,
as such and coupled with the lower scrap
prices on offer, many owners postponed
the decision to recycle their vessels (when
possible) in the hope of squeezing some
extra cash inflow from these assets. In
the case of the better performing tanker
markets, the situation was becoming ever
more complicated, with the drop in scrap
values making the decision to retire any
older aged vessels ever more difficult. As
such it is no surprise that not only did the
number of tanker vessels being sent to the
breakers yards drop by almost half in the
second half of 2015, but it also continued
to drop further in the first half of 2016. As
such it is no surprise that the percentage
of vessels being sent to be scrapped that
were tankers drop from 9% in 2015, down
to 4.4% in 2016. In comparison the percentage that were dry bulkers increased
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from 36%, up to 52.8% respectively, while
containerships increased from 8%, up to
12.3%.
Despite the considerable drop in the price
of scrap, many have been of the opinion
that 2016 could be a record year (or at
least close to the record volume recorded in 2012), given that most of the issues
caused in the freight markets are as a result
of the excess supply of tonnage available
compared to the demand requirements.
However up until now we are still lagging
in the monthly activity reported compared to what was seen in the first half of
2015 and even more so compared to the
volume seen in 2012. Even when you focus
solely on the dry bulk market, in terms of
number of vessels, this year has been on
par with what was being seen during the
same period last year. Things are slightly
different when you compare these figures
in terms of total deadweight, mainly due
to the increased number of capesize and
panamax vessels being scrapped. In fact
the only size segment of the dry bulk
market were we are almost certainly set
to break a record is for Capesize vessels,
with 60 vessels already having being sent
to the breakers yards in the 4 ½ months
of 2016, while the total number for the
whole of 2015 had reached 92 vessels,
while in 2012 we only saw 75 capesize vessels.Taking into account that expectations
are for scrap prices to remain subdued
(with probability waning more on the
chance of even further price drops to be
noted) and given that the summer period
tends to be slower in terms of demolition
activity due to the monsoon season in the
Indian Sub-Continent, we will likely see
an end of year demolition volume figure
which is slightly higher than that noted in
2015 though still lower than the record
volume of 2012.
In terms of how well these figures can
be accommodated by the total scrapping
capacity available, even given the fact that
a number of ship breakers especially in the
Indian Sub-Continent are currently under
performing or in some cases are still out
of active operation, there is still ample
active capacity out there. In order to push
towards the maximum available global
scrapping capacity, we would need to see
a considerable increase in the number of
vessels being circulated in the market as

demo candidates in any given time, something that would in turn push for a significant drop in scrap prices (which would
in turn make the first requirement even
harder as fewer owners would be willing
to send their vessels to be scrapped as
prices start to drop) and as such would
also allow all available ship breakers to
increase their operations to the max
given that they would be likely making
higher margins on each vessel while their
requirements on each vessel for both
short term financing and cash flow would
be quite diminished.
As a conclusive note, the main role of the
demolition market as a pressure release
valve to revert any excesses in the supply of tonnage, has played fairly well since
the start of 2015. Of course this does not
mean that the dry bulk market has been
able to reach a good balance between
supply and demand just yet. As pointed
out, the price of scrap has played a major
role here, having drop considerably compared to where it was more than a year
ago. Given the prevailing surplus steel production capacity still being noted in China
and the flooding of global markets with
cheaply sourced steel products, there are
limited expectations as to the possibility
of any improvement in scrap prices being
offered. At the same time, current appetite amongst shipbreakers is not enough
to spark any intense competition and in
turn drive prices up to their past highs.
During the summer period this may well
get worse as we may well see the seasonal drop in shipbreakers appetite due
to the monsoon period, bringing about a
further softening in prices and dampening
the total number of vessels being sent
to be scrapped. As such the decision to
scrap will continue, for the time being, to
be mainly driven by lack in earnings and
cost barriers to further operating a vessel such as the renewal of a special survey or repair of costly damage (obviously
taken under the evaluation of how easily
recoverable these costs would be by the
continued trading of the vessel in question). In the case that China manages to
cut back its steel production capacity, we
may be able to see a positive change in the
price of scrap steel. For the moment however it looks as though this will be hard to
achieve at least within 2016.

MARITIME SECURITY

Enhancing the development
of the Nigerian shipping industry
by Irekhore A. Raymond,
LLB. MA (International Maritime Policy)

The Nigerian Maritime Administration
and Safety Agency, (NIMASA) is an agency
of the federal republic of Nigeria with the
responsibility of regulating the maritime
industry in Nigeria. Via its mandate viza-viz its role in encouraging Nigerians in
entering the maritime industry, developing
the maritime infrastructure and dealing
with the daunting security challenges facing the industry.
Traditionally, the sea, most of which
extends beyond the domination of the
coastal states- at least as regards the customary instrument, has always been an
important source of sea food and a means
of direct communication with other countries (outside the territorial control of
third countries). Direct military attacks
can also be made from the sea. In addition,
the sea bed has long been a source of minerals, particularly oil.
According to Hubbard (2011), in the summation of his paper said that, there are
three notable features of the sea: the
many economic prospects it affords, its
strategic significance and its extraterritorial position. These factors accounts for
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the difficulty of the maritime interests of
individual states, as well as for the linkage that exists between all public policies relating to the sea, so that a policy
on the sea can be envisaged, covering all
official measures associated with the sea.
Therefore, maritime law has to combine
the specific objectives for which a policy is
been formulated.
The economic values of the coastal
resources to Nigeria in terms of foreign
incomes are directly related to the maritime components of the respective industrial sector. Internal sea borne trade is
about 95% of Nigerian’s coastal and inland
shipping while fishing trawlers and break
bulk carriers make up the remaining 5%.
This presents Nigeria with job or employment opportunities for the crowded
Nigerian population but also enormous
challenges .
The Nigerian government mindful of the
need to develop an indigenous merchant
marine fleet and the associated shipping
industry, has therefore at various times
initiated laws, policies and projects to
boost indigenous vessel acquisition and to
increase participation of Nigerians in the
maritime industry.
In pursuance of a success on maritime
reforms, Nigeria made a bold attempt
to change the face of maritime business
within its maritime borders by attempting to boost and beef up its safety and
security measures in line with the international standards required by the International Maritime Organization (IMO). It did
this by setting up the National Maritime
Authority (NMA) in1987. The NMA was
changed to Nigeria Maritime Administration and Safety Agency (NIMASA) in 2006
as a result of merger with JOMALIC (Joint
Maritime Labour) as both an enforcement
and regulatory body.
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MARITIME SECURITY

A brief history of the Nigerian maritime administration and safety agency
(NIMASA)
The Nigerian Maritime Administration
and Safety Agency (NIMASA), formerly National Maritime Authority (NMA)
is responsible for regulations relating
to Nigerian shipping and the maritime
industry in general (this covers maritime
administration and safety). The agency
also undertakes inspections and provides
search and rescue services. The governing board includes representatives of the
Ministry of Labour, the Ministry of Transport and the Navy. The National Maritime
Authority (NMA), predecessor of NIMASA, was established by the Shipping Policy
Decree of 11 May 1987, and was supervised
by the Federal Ministry of Transport. Its
mandate was to ensure orderly development, protection and manpower training
in the shipping industry.The NMA also was
given responsibility for monitoring marine
pollution and spillage in Nigerian waters.
The oil platforms off the Niger Delta are
vulnerable, and the decree recognized the
role of maritime cargo carriage in defense.
In 1st of August, 2006, NIMASA was created through an Act of the National Assembly of the Federal Republic of Nigeria,
“Nigerian Maritime Administration and
Safety Agency Act, 2007”.
The Nigerian government in August 2007
set up the Nigerian Maritime Administration and Safety Agency (NIMASA)
to address the security and other maritime administrative issues. Following the
increasing level of insecurity in the Nigerian
inland, coastal and territorial waters and
the EEZ, the Nigerian Maritime Administration and safety Agency (NIMASA) in 2012
requested the engagement of 124 military
personnel to be part of its Maritime Guard
Command (MGC), a unit that is part of the
policing of the territorial waters.
Objectives of NIMASA under the Act
Under the Act, NIMASA was mandated
with the following objectives:
• promote the development of
indigenous commercial shipping in
international and coastal shipping trade;
and
• regulate and promote maritime safety,
security, marine pollution and maritime
labour
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Brief Overview of the development of
Shipping/Maritime Industry in Nigeria
Ekpo, (2012, p. 109) noted that shipping in
Nigeria started during the second half of
the last century with the coming of the
foreign shipping lines. According to him,
Woreman line started as a trading house
in Hamburg and later developed into a visible shipping company in 1894. Their first
ship “Theresa Henrietter” he added left
Hamburg for West Africa on 24th march,
1849 having Elder Dempster commencing services in Nigeria in 1892 with their
first ship “Fore runner”. This was followed
by another British line “Palm line” which
came into being after the Second World
War. In 1960, Nigerian shipping line joined
the trade as a junior. This period marked
the formation of the Nigerian National Shipping Line (NNSL) in 1958 and the
beginning of Nigeria national carrier’s participation in sea borne trade.
The first direct government intervention in the industry was the UNCTAD
40:40:20 cargo sharing formula introduced
by Decree 10 of 1987 (Military Decree).
The cargo sharing regime strictly reserved
cargoes for indigenous shipping companies while the Cabotage law broadened
the scope of intervention to protect a
wider spectrum of indigenous operators
in the maritime industry including ship
builders, seafarers and other allied maritime services providers. The law reserved
the commercial transportation of goods
and services within Nigerian coastal and
inland waters to vessels flying the Nigerian
flag however this still operates with some
wavers as Cabotage is still in its teething
stage (Ekpo,2012, p. 109).
Maritime Industry and its Economic
Importance to Nigeria
Nigeria has a coastline which includes
inshore (lakes and rivers), coastal and territorial waters (870 kilometers of coast
line and 3000kilometers of inland waterways) and the EEZ and 913, 075 square
meters including crude oil, natural gas, tin,
columbite, iron ore, coal, zinc, limestone,
lead and with a population of over 150,
000 people (see FIG 1&FIG 2). Nigeria has
proven 600 trillion cubic feet reserve of

gas, estimated 40 billion metric tons of
crude oil and 3-5 trillion cubic meters of
Bitumen (Okeke and Aniche 2012, p.12).
As said above, the economic value of
these resources to Nigeria in terms of
foreign earnings is directly related to the
maritime component of the respective
industry sector as the predominant sector in Nigeria’s short sea trade constitute
in estimate about 95 percent coastal and
inland shipping while fishing trawlers and
break bulk carriers make up the remaining
5 percent.Again, this presents Nigeria with
job or employment opportunities for the
teeming Nigerian population. It will facilitate the development of human resources through capacity building necessary
for reducing levels of unemployment and
alleviating poverty in Nigeria (Okeke and
Aniche 2012, p.12)
According to Ekpo, (2012, p.107), the maritime industry includes all enterprises
engaged in the business of designing, constructing, manufacturing, acquiring, operating, supplying, repairing and/or maintaining
vessels, or component parts thereof: of
managing and/or operating shipping lines,
stevedoring and customs brokerage services, shipyards, dry docks, marine railways,
marine repair shops, shipping and freight
forwarding services and similar enterprises. Shipping in maritime can be a physical
process of transporting commodities and
merchandise goods and cargo, by land, air,
and sea. It also can describe the movement
of cargo by ship from point A to point B,
or from port A to port B, or from one
country to another, (Ekpo, 2012, p.108).
Okeke and Aniche, (2012, p.12-28), in summation, stated that the maritime industry occupies a very prominent position
in the economy of nations all over the
world. According to them, the industry in
its strict sense embraces all the maritime
related business activities which take place
within a country’s maritime boundaries.
These include offshore economic activities such as fishing, salvage, towage, underwater resources exploration/exploitation
and on-shore economic activities such
as port activities, maritime transport
(shipping), ship construction, repairs and
maintenance activities. Of all these activities, Ekpo, (2012, p.108) explained further
that shipping stands out as the greatest
boost to a nation’s economic growth
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and development. This is so because all
other maritime activities revolve around
shipping, (Ekpo, 2012, p.108). Shipping as a
primary logistics provider is critical in the
process of Nigeria’s international trade
and economic development. As a mode of
transport, shipping provides the cheapest
and most efficient means of moving large
volumes of import and export round the
world thereby creating jobs and adding value to the economy. (Ma, 2011, p.13). Igbokwe
(2001) as presented by Okeke and Aniche,
(2012, p.14), highlighted the significance of
the maritime industry/transportation into
the following categories; transportation,
facilitation of trade and commerce, revenue generation and availability of finance,
promotion of tourism, development of
related economic activities, employment
and job opportunity, enhancement of
industrial growth and development, institutional development, international relations
and peaceful co-existence, socio-political
harmony as well as defence and security/
territorial protection.
Financial Intelligence, FI (2012) also noted, acknowledging the importance of the
maritime industry to nation’s economic
development and stated that the maritime
industry is a key sector of the Nigerian
economy, considering the country's status
as an oil producing and exporting country.
As a consumer nation, FI (2012) noted, the
country is a large market for foreign goods
owing to its population. As such, shipping
remains very crucial to Nigeria’s economy
as the petroleum industry which is currently the number one revenue earner for
the country and industry depends largely
on shipping for its major operation both
as raw or finish product. Without shipping,
product lifting becomes impossible as it is
the back bone of oil and gas production
and marketing.
According to FI (2012) over 70% of the
world’s oil is produced in regions where
total consumption of oil produced is not
feasible. Hence, transportation to other regions of need becomes essential in
ensuring full consumption. Statistics from
FI (2012) shows that over 80% of the global oil is transported by ship and in the
case of Nigeria it is 100 %. Accordingly,
the Nigerian oil and gas sector requires
huge shipping and logistics services for its
smooth operations. This subsector of the
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maritime industry is estimated at over $3
billion, (Financial Intelligence, 2012).
Recently, the United Nations Conference on Trade and Development (UNCTAD) quoted by the Financial Intelligence
(2012) found that 35 coastal countries
were served by only three or fewer liner
companies. The implication of this according to Financial Intelligence (2012) is that
the consolidation of services provided
by the container shipping industry to
achieve improved operational efficiency
may reduce negotiating powers for some
players and result in less overall market
efficiency in some market segments. But
however, FI (2012) noted that as developing countries strive for improved infrastructure capacity, they will be confronted
with increasing concentration of shipping
services. The improvements in competitiveness are critical to ensuring a country’s
effective integration into global trading
networks, (FI, 2012).
Enebeli-Uzor (2012, p. 48-55) in this paper
“towards Nigeria’s Economic Growth”,
maintained that the maritime industry is
unarguably one of Nigeria’s most strategic
industries, second only to oil and gas in
revenue generation, and an essential part
of the oil and gas industry which is presently the lifeline of the Nigerian economy.
The maritime industry has the potential to
surpass oil and gas in revenue generation if
optimally harnessed, and could contribute
immensely towards the goal of massive
employment creation. But despite being
the nation’s second largest revenue earner,
the enormous potential of the industry is
yet to be fully harnessed due to a myriad
of challenges. Okeke and Aniche, (2012,
p.12-28), said that Nigeria is endowed with
a vast coastline of over 900 nautical miles
on the Atlantic Coast of West Africa, 200
nautical miles of exclusive economic zone,
nine coastal states, and coastline comprising inshore waters, coastal lagoons,
estuaries and mangrove, Nigeria is strategically positioned to be one of the major
maritime hubs in the world, servicing four
major land-locked African Countries –
Mali, Burkina-Faso, Niger and Chad as well
as serving as a transshipment hub for the
whole of West and Central Africa. With
six major port complexes (Lagos, Tincan
Island, Rivers, Delta, Calabar and Onne),
ten crude oil terminals and several inland

ports along the 3,000km of inland waterways including Onitsha, Oguta, Opobo,
Lokoja, Baro, and Jebba, Nigeria has all it
takes to be a beehive of maritime activities. Statistics from the Nigerian Ports
Authority (NPA) shows that 5,327 vessels with 122,831,704grt entered Nigerian
ports and crude oil terminals in 2011. With
an estimated total number of passengers
passing through the seaports in excess of
15,000 annually, Nigeria has all the trappings of a major maritime nation. Unfortunately, Nigeria is not yet a major player in
the global maritime arena because a country’s maritime status is measured by the
percentage of the world’s total tonnage
flying the country’s flag, (Ekpo, 2012, p.110).
Okeke and Aniche, (2012, p.12-28), opined
that even in the hay days of the defunct
Nigerian National Shipping Line (NNSL)
when Nigeria had a comparatively thriving maritime industry with 24 vessels in its
national fleet, indigenous shipping companies accounted for just 11 percent of the
total volume of Nigerian traffic and earned
less than 9 percent of the total freight
revenue. The Nigerian National Shipping
Line (NNSL) was liquidated in 1995 due
to huge indebtedness and its inability to
compete with foreign shipping lines. For
a country with over 75 percent of its
trade being import-oriented, absolute
reliance on foreign owned vessels for its
import and export trade has serious economic consequences. It is estimated that
annually, a huge chunk of revenue up to
N2trillion (conservative estimate) is lost
to foreign shipping companies involved in
lifting of cargoes and petroleum products.
In addition to this, huge employment
Opportunities are also lost due to denial
of employment opportunities to Nigerian seafarers. Statistics also indicate that
less than 20 percent crude oil lifting is
presently executed by Nigerian flagged
vessels. In its determination to maximize
the opportunities and potential of the
maritime industry, diversify the nation’s
income stream and become a major maritime hub, the federal government recently
unveiled a 25-year National Ports Master
Plan for the sustainable development of
the nation’s seaports (Enebeli-Uzor, 2012,
p. 48-55)
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The Role of NIMASA as a Regulatory
Agency for developing maritime infrastructure and for protecting merchant
vessels against piracy and encouraging
Nigerian’s to enter into the Maritime
industry
The Nigerian Maritime Administration
and Safety Agency (NIMASA) is an agency
of the Federal Ministry of Transport created from the merger of National Maritime Authority (NMA) and Joint Maritime
Labour Industrial Council (JMLIC) (both
former parastatals of the Federal Ministry
of Transport) on August 1, 2006 to monitor, implement and enforce Cabotage
Act 2003, otherwise known as Nigerian
Coastal and Inland Shipping Act 2003. By
2007, the National Assembly passed a law
formalizing the establishment of the Nigerian Maritime Administration and Safety
Agency (NIMASA) known as NIMASA Act
2007 empowering it to implement and
enforce the Cabotage Act 2003 (Usoro,
2010 in Okeke and Aniche, 2012, p.12-28).
In the course of enforcing the Cabotage
Act 2003, the NIMASA under the supervision of the Federal Ministry of Transport synergized with the following federal
agencies such as Nigerian Inland Waterways Authority (NIWA), the Nigeria Ports
Authority (NPA), and the security agencies like Nigerian customs, police and navy.
Also, in order for effective enforcement
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of the Cabotage Act 2003, the NIMASA
is divided into sub units or departments
like the Register of Ships, Cabotage
Enforcement Unit, Collecting Agency
for Cabotage Vessel Fund and Seafarers
Training and Certification Development
(Wilson, 2005 in Okeke and Aniche, 2012,
p.12-28). The Nigerian Maritime Administration and Safety Agency, NIMASA Act
2007, Merchant Shipping Act 2007 and
Cabotage Act 2003 empower NIMASA
to monitor, implement and enforce the
Cabotage Act 2003 by conferring the following functions on the agency: (a) restrict
the use of foreign vessels in domestic
coastal trade (b) promote development of
indigenous tonnage (c) establish Cabotage
Vessel Financing Fund (d) reserve the bulk
of coastal trade for vessels built, owned,
registered in Nigeria and manned by
qualified Nigerian seafarers (e) stimulate
and expose Nigeria’s indigenous shipping
firms to shipping business in the coast as
a stepping stone to deep sea or international shipping (f) encourage acquisition of
shipping technology by creating and diversifying employment opportunities in the
industry (g) improve environmental safety
(h) protect the nation’s security interests
(i) enhancing domestic waterborne transportation (i) increase the national fleet
or tonnage (j) develop ship building and
repair capability (k) create opportunities for employment (l) conserve foreign

exchange (m) protect national economy
and security (Usoro, 2010 in Okeke and
Aniche, 2012, p.12-28).
In other words, the mandate of the Nigerian Maritime Administration and Safety
Agency (NIMASA) is derived from the following: (a) Nigerian Maritime Administration and Safety Agency Act 2007; (b) Merchant Shipping Act 2007; and (c) Coastal
and Inland Shipping (Cabotage) Act 2003.
The Nigerian Maritime Administration and
Safety Agency (NIMASA) is to implement
and administer the Cabotage Act 2003
by; one, encouraging indigenous shipping
lines to participate in coastal and inland
trade; two, administering Cabotage Vessel
Financing Fund (CVFF); three, enlightening
and sensitizing would-be investors in the
cabotage trade through seminars, conferences, workshops, etc; four, maintaining a
Registry of Vessels for cabotage trade; and
five, registering ships owned by indigenous
shipping lines to participate in the nation’s
cabotage trade (Usoro, 2010).
Prior to the creation of NIMASA, the
National Maritime Authority (NMA), predecessor of NIMASA, was established by
the shipping policy decree of May 11, 1987,
and was supervised by the Federal Ministry of Transport. Its mandate was to
ensure orderly development, protection
and manpower training in the shipping
industry. The NMA also was given responsibility for maintaining marine pollution
and spillage in Nigerian waters. In 2003,
following the enactment of Cabotage
Act, Nigerian government provides just
$25million for shipping development, a
very small amount given the size of the
country. In effect, both the indigenous
entrepreneurs and the NMA merely play
the role of rent collectors.
The NMA’s earnings (in hard currency)
rather than serve in any meaningful way
to develop the industry have simply made
it a veritable honey-pot plundered by
successive governments and their agents
(Olukoju, 2004, p. 169). Under the Act
establishing NIMASA, 5 percent of annual income would support the Maritime
Academy of Nigeria (MAN) and 35% of
income would be used to develop maritime infrastructure. The agency provided
funding to MAN for a jetty and boat project. In December 2009, the agency said it
was setting up a fund which would cover
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40% of the cost of a nautical education
with the students being responsible for
the remainder.
In June 2010, it was confirmed that NIMASA was encouraging Nigeria to enter the
maritime industry. The agency was enforcing the directive that all shop operators
engaged in cabotage trade whether Nigerian or foreign owned must have Nigeria
cadets on board so they could gain seatime experience. Yet, there was a severe
shortage of trained sailors. As of 2011, the
agency was still spending large amounts
on training Nigerians in India, Scotland and
Egypt because MAN lacked the capability
to provide complete training.
The government’s plan to open new
training institutes was under criticism,
since they seemed likely to be operated
no more effectively than MAN. Also in
June 2011, it was announced that NIMASA
would be acting as the approving authority and guarantor for beneficiaries of a new
Cabotage Vessels Finance Fund (CVFF),
this time administered by banks replacing the former Ship Acquisition and Ship
Building Fund (Bernard, 2010 in Okeke and
Aniche, 2012, p.12-28).
Wilson (2005 in Okeke and Aniche, 2012,
p.12-28) writes however that Nigeria has
made a bold step to change the face or
transform the maritime business within
its coast when it enacted the Coastal and
Inland Shipping (Cabotage) Act of 2003. The
guidelines on implementation of Coastal
and Inland Shipping (Cabotage) Act 2003
were issued in April 2004 to facilitate implementation of cabotage regime. The Act
became enforceable or effective on May
2004. Although, designed to restrict foreign
participation in Nigeria’s domestic coastal
trade, a lot of opportunities exist for foreign
involvement or investment. The consideration in arriving at the tariff and fees for registration, waivers and licences are basically
to cover administrative costs of the entire
process from application stage to issuance
of respective certificates. Fees and tariffs are
subject to annual review by the Minister of
Transport and the figures may be reviewed
to introduce punitive and deterrent parameters as may be found necessary.
According to Bernard, (2010 in Okeke and
Aniche, 2012, p.12-28), it was confirmed
that NIMASA was encouraging Nigeria to
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enter the maritime industry. The agency
was enforcing the directive that all shop
operators engaged in cabotage trade,
whether Nigerian or foreign owned, must
have Nigerian cadets on board so they
could gain sea-time experience. Yet, there
was a severe shortage of trained sailors. As
of 2011, the agency was still spending large
amounts on training Nigerians in India,
Scotland and Egypt because MAN lacked
the capability to provide complete training.
The government’s plan to open new training institutes was under criticism, since
they seemed likely to be operated no
more effectively than the MAN. Also in
June 2011, it was announced that NIMASA
would be acting as the approving authority and guarantor for beneficiaries of a new
Cabotage Vessels Finance Fund (CVFF),
this time administered by banks replacing the former Ship Acquisition and Ship
Building Fund (Bernard, 2010 in Okeke and
Aniche, 2012, p.12-28). The full implementation of the cabotage regime will depend
on the ability of NIMASA to grow indigenous capacity, facilitating tonnage volume
and positioning the maritime industry as a
major contributor to federal revenue and
natural development. To create value and
the right impact, the programmes must be
performance-driven. Since the commencement date for the disposal of the cabotage
vessel financing fund (CVFF) on December
31, 2009, NIMASA has not demonstrated
any seriousness in the management and
disbursement of the $40 million fund currently at the agency’s disposal. NIMASA
has been accused of diverting the Fund for
political purposes (Bernard, 2010).
The stakeholders and industry watchers
have insisted that the failure of cabotage,
as it were, goes beyond the absence of
available legal framework to drive the
regime. Maritime experts contend that
the 2003 Act as conceptualized, is enough
to encourage Nigerian participation in the
lucrative shipping business. But the point is
that there is not enough indigenous capacity to absorb the available opportunities
in the coastal and inland shipping industry.
Nigerians have not availed themselves to
seize the numerous opportunities created by the cabotage regime (Bernard, 2010
in Okeke and Aniche, 2012, p.12-28). This
is because NIMASA has not been able

to build sufficient indigenous capacity to
bridge the gap between the indigenous or
local capacity and available opportunities
thrown up by the cabotage Act or close
the supply-demand gap in the coastal and
inland shipping sector.
In the bid to provide for about 50,000
seafarers to meet with the needs of the
Nigerian Shipping Industry to realize its
full potentials, the Agency came up with
a seafarer training program which was to
see to the training of seafarers both home
and abroad. This program was referred
to as the NSDP (The Nigerian Seafarers
Development Program). The first batch
of beneficiaries of the program went to
India in 2009, 27 beneficiaries were drawn
from Ondo and Benue states because the
two states responded to the call for joint
sponsorship of young Nigerian to seek
career at sea as seafarers.
As at today, NIMASA has fully sponsored
over 2,500 young Nigerian seafarers in various reputable maritime universities around
the world to acquire the necessary skills in
marine engineering, science etc.
The maritime industry stands out as one
of the major economic boost to any
nation. Nigeria has a coastline of about
870 kilometer square, about 3,000 kilometers of inland waters and 913,075
square kilometers in land mass, (Okeke
and Aniche, 2012, p.12-28). With this the
economic relevance of the coaster assets
to Nigeria can only be described as enormous. Ekpo, (2012, p.110) stressed that the
maritime industry occupies a very prominent position in the economy of nations
all over the world.The industry in its strict
sense embraces all the maritime related
business activities which take places within the country’s maritime environment.
These include offshore economic activities such as fishing, salvage, towage, underwater resources and on-shore economic
activities such as port activities, maritime
transport (shipping), ship construction,
repairs and maintenance activities. Of all
these activities, according to Ekpo, (2012,
p.110), shipping stands out as the greatest
boost to a nation’s economic growth and
development. This is so because all other
maritime activities revolve around shipping, (Ekpo, 2012, p.110).

CREW MANAGEMENT

How well do you know your Filipino seafarers?
by Dr. Maria Progoulaki

The author with Filipino crew (2007)

The Philippines represent a major maritime labour supplier country in the
world. According to the Philippine Overseas Employment Administration (POEA,
2014), the Philippines have 401,826 active
seafarers, of which approximately 15,000
are Filipino masters and officers working
onboard ships registered in the EU, as well
as many more Filipino ratings. The seafaring profession is strongly promoted in
the country through 90 maritime higher
education institutions with recognised
merchant marine officer programmes (as
of February 2015) and 119 private maritime
training institutes offering authorised and
accredited training programmes (MARINA, 2015). Seafarers' private recruitment
and placement service providers in Manila
and other Philippine cities count today
404 licensed manning agencies and crewing companies, reflecting the well-established network of intermediates bringing
together national seafarers with mainly
foreign employers. Currently there are
43 bilateral labour agreements for Filipino
seafarers, both with states and ship management companies, within and outside
the EU (MARINA, 2015).
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Considering the large number of Filipino
seafarers employed on the EU-controlled
fleet, the European Commission regularly assesses the training and certification
systems in many third countries in order
to verify whether they comply with the
requirements of the International Convention on Standards of Training, Certification and Watchkeeping for Seafarers
(STCW), and thus recognise certificates
issued by these third countries. Based on
the Directive 2001/25/EC, the European
Commission has entrusted the European Maritime Safety Agency (EMSA) to
conduct inspection visits and compile all
relevant information on the implementation of the STCW. Following a series of
EMSA audits on Philippine maritime education and training schools starting back
in 2006, the delegation of the European
Commission recently acknowledged the
efforts made by the Philippine authorities
to bring their maritime education, training and certification system in line with
the requirements of the STCW. However, the Commission noted that there are
still concerns about the compliance of the
numerous maritime institutions operat-

ing in the country, and requested that the
Philippine authorities provide by end July
2016 the necessary evidence to demonstrate that all outstanding deficiencies
have been resolved. The EU recognition of
the Philippines under the STCW Convention is vital for the EU-fleet. Be that as it
may, failure of the Philippine authorities to
resolve the identified deficiencies may still
result in the loss of the valuable EU recognition. A loss of EU recognition would
create major challenges for the Greek,
German and other EU shipping companies
employing Filipino officers and ratings. As
concern over the EMSA's findings remains,
shipowners and ship managers have to
deal with the challenge of retaining qualified Filipino seafarers, especially officers.
Quite a few ship management companies have focused on developing sets of
fringe benefits which often include private
health insurance and pension plans, as well
as paid time-off or stand-by wages. These
financial incentives have been producing
high retention rates up till now. However,
the current condition of the freight market, especially in certain sectors, requires
alternative and rather innovative non-financial retention practices. In this vein,
the long-standing personal relationships
between the Filipino seafarers and the
Western employers seem to be working
well in quantitative terms of low turnover
rates. Competition between the shipping
companies and the ship and crew managers on having steady access to the qualified Philippine maritime labour force has
led to investing in specialised training on
cross-cultural management. Among the
popular training topics, one can find leadership, cross-cultural crew management
and analysis of the cultural profiles of the
most commonly employed nationalities of
seafarers.
The case of the Philippine cultural profile is one of the most interesting ones,
as this culture is a blend of many eth-
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nicities with great influences from other
cultures and nationalities. The Filipino culture includes native traits of the Negrito,
Malay and Indo immigrants from Australia,
Malaysia and Indonesia, respectively. As the
Philippines experienced both Mexican and
Spanish dominion, they also received a Hispanic influence. After the Spanish colonial
era, the Philippines became a United States
territory for about 40 years. The influence
of the US is seen in the wide use of the
English language and the modern life style.
Other cultural traits stem from the extensive trade with China, the arrival of Arab
traders during the 12th century, as well
as the country’s long colonisation history.
Even today, the Filipino culture continues
to assimilate contemporary cultural traits
from the many Filipinos employed overseas.
The term "culture" describes an integrated system of learned behaviour patterns.
Thus, everything that a group of people
perceives, leads to the formation of certain customs and self-concepts. Everything
that a group of people says, reflects its
morals and the common communication
language. Values, beliefs and rituals bind a
group to joint activities, while this is also
represented in the attitudes and manners often found among members of the
same cultural group. The basic goals that
motivate the Filipinos' behaviour are considered to be social acceptance, economic security and social mobility (Andres,
1991). Social acceptance is related to three
important cultural values of the Filipinos;
the Smooth Interpersonal Relationship
(SIR) that relies on the avoidance of conflict, and the sensitivity to personal insult,
which is related to two other Philippine
values, "hiya" (dignity) and "amor propio"
(self-esteem, self-respect). The second
goal for economic security is linked to the
desire of Filipinos to possess the essentials
for a decent life and the opportunities to
improve the quality of life of their family.
Finally, social mobility is an important goal
for the Philippine culture as advancement
to a higher social class means improvement of one's self and the family members' quality of life, as well as enjoyment of
rewards, power and prestige.
The analysis of the cultural values of the
Filipinos is needful, as these strongly influence the attitude, behaviours and even the
hidden meanings of the frequent smile, the
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silence and other indirect communication
patterns of Filipinos. For instance, the value
of "amor propio" drives the individual to
protect his personal reputation. Thus, the
person detests losing face in public, often
likes to be listened to and may like to be
praised by superiors. The analysis of this
cultural value can guide the management
of Filipino officers and crews towards a
more effective collaboration, especially
in culturally diverse crew syntheses. The
"utang na loob" value represents the feeling of obligation developed when one has
received a favour from another; this value
is correctly comprehended only by few
western crew managers. The essence of
"utang na loob" is an obligation to appropriately repay a person who has done one
a favour and is unquantifiable; it goes much
deeper than the sense of the ordinary
debt found in most western cultures.
The absence of scientific knowledge on
the Philippine culture is evident in the
shipping industry, despite the long presence of Filipino seafarers in the global
shipping industry. Filipinos are found to
be employed on ships flying traditional
registries, such as those of Greece, Germany and Denmark and of course many
open registries such as those of Panama,
the Bahamas, Liberia, the Marshall Islands,
and Cyprus (POEA, 2014). This means that
it is a seafaring nation with valuable and
extensive experience in co-operating, living and working with many foreign nationalities and cultures. Cultural exposure
and experience however, do not ensure
cultural competency. In practice, cultural
competency is based on stereotypes created by experience and enriched by the
mentoring system on board (Progoulaki,
2008). "Stereotype" is the term used to
describe a widely held but fixed and oversimplified image of a particular type of
person. Stereotypes are used to describe
or distinguish a group of people. In this
vein, the observed positive stereotypes
concerning Filipino seafarers include perceptions that they are hard-working, obedient, adaptable, family-focused, religious,
and good English speakers. Concurrently,
the negative labels attributed to Filipino
seafarers stereotype them as lacking leadership and initiative skills, being submissive
and responsibility averse (Lamvik, 2002;
Progoulaki, 2008; Swift, 2007).

Whether negative or positive, the generalisation that occurs by using stereotypes
fails to accurately reflect reality and ends
in distorting the actual personality of
an individual. There is evidence that the
cultural diversity of seagoing personnel
affects the applied management practices,
which seem to be designed on the basis
of certain cultural stereotypes (Knudsen,
2004; Østreng, 2001; Theotokas and Progoulaki, 2007). At the same time, Kahveci
et al. (2002) maintain that seafarers are less
likely to have stereotyped understandings
of the nationality groups with whom they
had sailed regularly. Cultural stereotypes
found in the shipping industry concerning
Filipinos and other nationalities are currently being transferred from the old generation of seafarers to the young, as well
as to shore-based personnel, since ex-seafarers are transferred to shore-based positions in the maritime industry (Progoulaki,
2008). While it becomes apparent that
stereotyping diminishes with contact on
board, and that professional experience
makes it easier for seafarers to deal with
various aspects of cultural diversity on
board, the role of cross-cultural training
remains crucial. Education and training on
cultures and cross-cultural management
provide the knowledge needed not simply
to identify the cultural traits, but to deeply
understand, interpret, effectively communicate and safely work in a multi-cultural
setting such as the environment on board.
As retaining qualified and valuable seagoing personnel remains a challenge for
shipping companies and crew managers,
personal contact with people seems to
create long-standing bonds and loyalty. In order to achieve such bonding, it
is vital to focus on gaining knowledge on
the concerned seafarers' cultural profiles,
especially on the relevant value systems,
traditions, body language interpretations
and other aspects of culture. Achieving
retention of the Filipino, and generally of
seafarers perceived as “most valuable”,
requires an understanding of their cultural
values, social networks and collectivistic
group-thinking, but also of the characteristics of pathways for the seafarers'
access to employment, career developing
and money making. It is now the time to
ask the question: "How well do you know
your seafarers"?
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the reliability of gas supply to consumers
all over Europe".
The three companies have stated that
they plan to take advantage of the work
done so far within the ITGI Poseidon project to the fullest extent possible.

Hopes that oil supply surplus will
be offset by global growth

Russian project for gas
transportation to Europe via
Greece - ITGI Poseidon closer to
implementation
Gazprom representative Sergey Kupriyanov told TASS news agency that Gazprom, Edison and DEPA have already
started establishing working groups as
defined by the framework of the MoU
relating to natural gas supplies from Russia via the Black Sea (underwater pipeline)
and third countries to Greece and from
there to Italy.
It should be noted that a Memorandum
of Cooperation was signed last February in Rome between the Russian energy giant Gazprom, Italian Edison and the
Greek natural gas company DEPA. At the
signing ceremony Gazprom CEO Alexey
Miller had said that “The expansion of the
intra-European gas transmission capacities
is an essential component for enhancing
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The current oil oversupply in the energy
market will be overcome in 2 years, said
Igor Sechin, President of Russia’s stateowned oil company Rosneft at the 2016
Commodities Global Summit in Lausanne.
The Russian official claimed that during
this period the excess supply in the market will be offset due to global growth, the
strengthening of developing world economies and the increase in consumption all
around the globe.
In Mr. Setsin’s view it will take some time
for this new status quo to be achieved.
The necessary new balance in the energy market, which is currently undergoing
foundational reorganization and readjustment due to the upheaval in global industry and trade, is troubling all analysts.
During this period the market will be
characterized by continuing volatility
therefore making strategic decisions will
require a full analysis of short-term and
fundamental factors affecting the industry.

Concerns over possible
cancellation of Nord Stream II
construction
According to the Polish press, German
newspaper «Die Welt» is in possession of
a document in which Germany’s security
services express their deep concern over
the success of the Nord Stream II pipeline
construction project. Their concerns are
attributed mainly to the fact that there
have been strong reactions in Eastern
Europe, but also in other EU countries
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such as Italy, which, despite their contrary
opinion see the energy role and the presence of Russia in Europe being upgraded.
It should be mentioned that to date the
exact timetable for the construction of
the second subsea gas pipeline from Russia to Germany via the Baltic Sea, which
will make Germany the distribution hub
of Russian gas to Western Europe, has not
been made public.
According to the Polish news site “biznesalert.pl”, despite the objections of several EU countries regarding the necessity
of constructing the pipeline, objections
which were submitted in an official letter
to European Commission President JeanClaude Juncker, Nord Stream AG representatives have expressed their optimism
that the Nord Stream II project will proceed. In fact, according to “biznesalert.pl”,
Die Welt sources point out that there has
been a "strange closeness" between Germany and Russia.

National Iranian Oil Company
utilizes Norwegian Golar LNG fleet
Iran is exploring the option of utilizing
floating natural gas liquefaction facilities as
a means for speeding up the process of
exporting gas to Europe, instead of using
the existing gas pipelines network.
Ali Kardor, deputy head for investment
and funding of NIOC (National Iranian
Oil Company), announced that a Norwegian company is in talks with NIOC to
dispatch - at this stage- small floating liquefied natural gas (FLNG) vessels to the
Persian Gulf.
Mr. Ali Kardor did not disclose the company’s name but, according to news sites,
Iranian sources name the Norwegian
company Golar LNG as the company in
negotiations with NIOC. Golar LNG has
a large number of its own FLNG vessels
ready for dispatching to Iran, while there
are plans for building new ones on behalf
of NIOC.
On these floating facilities gas which
comes from the land is chilled to -162°C,
and in this way is shrunk 600 times in volume, and then is transported to international markets.
Managing director of National Iranian Gas
Company (NIGC) Alireza Kameli told the
Wall Street Journal last January that Iran's
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goal is to be able to supply Europe with
liquefied natural gas in less than two years
from the date of signing the agreement
with the Norwegian company.
It should be noted that the FLNG is a
floating platform which resembles a tanker, whose length however can reach up to
500 meters.This platform can be anchored
directly above the natural gas source and
has the ability to mine, chill, liquefy, and
even store natural gas and then load it in
ships which will transport it to international ports.

16.6% increase in LNG imports to
Europe in 2015
In 2015 net LNG imports (LNG) in Europe
recorded a 16.6% increase as demand for
natural gas grew significantly in the region.
According to «Cedigaz», an international natural gas association, net imports to
Europe increased by 4.47 million tons in
2015, reaching a total of 31.35 million tons.
With the exception of France and Greece,
all other European countries recorded an
increase in gas imports. Specifically, French
net imports dropped from 5.07 to 4.77 million tons, while re-exports also recorded
a slight drop by 30,000 tons. As regards
Greece, imports remained unchanged at
about 450,000 tons. In contrast, the largest
natural gas imports were recorded by Spain,
the United Kingdom, Italy and Belgium.
Qatar and Nigeria were Europe's main
natural gas sources. LNG imports from
Qatar rose by 15% (total imported: 19.21

million tons) compared to 2014, while
imports from Nigeria rose by 39% reaching a total of 4.57 million tons. Norway
also exported significant quantities of
LNG to Europe which reached 2.23 million tons, whereas in 2014 it exported 1.72
million. On the other hand, a decrease was
recorded in LNG import volumes from
Trinidad & Tobago, as well as Algeria. In
fact, the decrease of imports from Algeria
reached 11.8%.

Russian government will support
the privatization of state oil
companies
A Kremlin official announced that Russian
state-owned oil companies Rosneft and
Bashneft are “ready” to be immediately and concurrently privatized. Moscow,
according to TASS News Agency, wants to
receive the money from the sale of these
assets, but it is also important to ensure
the effective management of the companies.
"Their privatization is not only about raising money (for the state budget), it is also
important in terms of effective management of the companies," said the Russian
official to the Russian news agency.
During his annual televised interview, Russian President Vladimir Putin said that if a
strategic investor is found, the government
will support the privatization of Rosneft
even amid adverse market conditions.
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port in East Africa. If all goes as planned,
construction of the proposed US $4 billion pipeline from Kabale in Uganda to
Tanga port in Tanzania will commence by
August this year. The pipeline will cover
1,403 kilometres and is expected to convey 200,000 barrels of crude oil per day
for exports. Uganda has so far discovered
6.5 billion barrels of crude oil along the
Lake Albert basin.

New record for US natural gas
production
2015 was a record year for the USA in
terms of natural gas production as nearly 80 billion cubic feet were produced on
average, 5% up from 2014, according to the
US Energy Information Agency.This robust
production growth has been backed by
the strong increases in shale gas output
in the eastern states and in North Dakota which offset the production reduction
in Louisiana and the Gulf of Mexico. The
strong supply and low gas prices have led
to a drop in the Baker Hughes Combined
Rig Count. The index marked its fourth
straight record low at 440, which means
that compared to the same period in 2015,
there about 550 fewer active rigs in 2016.

Nigeria needs about $700 million
to upgrade refineries
About $700 million are needed for
upgrading the refineries in Nigeria in
order to produce at maximum capacities, as the Minister of Petroleum Mr. Ibe
Kachikwu said to reporters. He added
that this amount cannot be covered by
the State budget and for this reason Nigeria will be inviting investors to participate
in the investment, although he made clear
that they will not be inviting foreign partners to take over the refineries. As he said
“the best thing to do is to find a very creative way to bring in investors, who will
come in and work with our team here;
investors, who have the skills to reactivate and upgrade facilities in this place and
help us provide technical support will be
paid through the flow-out of the refined
products over time". The goal of the
Nigerian government is to increase refineries’ performance to 90%. According to
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Mr. Kachikwu, Nigeria consumes about 45
million liters of petrol daily, whereas the
refineries produce 12 million liters daily, as
they were working at 60 per cent capacity. If the refineries manage to achieve 90%
productivity, then about 20 million liters
will be produced daily.

Iran starts shipping crude oil to
Greece again
According to the Director of International Affairs of the National Iranian Oil
Company (NIOC), Mr Mohsen Qamsari,
Iran has resumed exporting about 60,000
barrels of crude oil per day to Greece.
The oil refiner buying the shipments is
the “Hellenic Petroleum - ELPE” and
these exports are based on an agreement
recently signed by the two parties. As Mr
Qamsari said, Greece was considered as
one of Iran’s traditional oil markets before
the sanctions were imposed. In another
statement, Iran’s Deputy Oil Minister Mr.
Amin-Hossein Zamaninia said, that “Hellenic Petroleum” would increase the volume of oil imports from Iran to 150.000
barrels per day in the near future.

Tanzanian port will handle
Uganda oil
The government of Uganda sees the Tanga port in Tanzania as the most suitable
port to export its crude oil from Hoima,
as the Minister of Energy and Minerals of
Tanzania Prof. Sospeter Muhongo, confirmed. A pipeline will transport the oil
from Uganda to the Tanzanian port, a project that can also benefit other countries
in the region such as Kenya, Rwanda and
the Democratic Republic of Congo as
it will be cheaper and easier to use the
proposed pipeline compared to any other

World Bank sees increased oil
prices in 2016
The World Bank raised its forecast for
crude oil prices in 2016 to 41 U.S. dollars per barrel. In its latest Commodity
Markets Outlook report, the Washington-based global lender raised its forecast
for crude oil prices this year to 41 dollars
per barrel from its January forecast of 37
dollars per barrel. The upgrade reflected the improving market sentiment and
a weakening dollar. The World Bank also
expected the oversupply in markets to
recede. Oil prices recovered from a low
of 25 dollars per barrel in mid-January
to 40 dollars per barrel in April following
production disruptions in Iraq and Nigeria and a decline in non-OPEC production
and a decline in U.S shale oil production.

The ultimate goal for India: zero
coal imports
India’s power minister Mr. Piyush Goyal
said in a recent interview to Bloomberg
that his country aims to eliminate coal
imports and that there is an ongoing
effort to find new reserves in India in
order to eliminate the country’s dependence on imports. Asked when India might
stop importing the power-plant fuel altogether, Mr. Goyal said that he wished it
was yesterday, but that perhaps it will be
in two or three years. In the recent past,
India has been seen as the savior of coal
companies beset with problems due to
slowing Chinese demand and plummeting
commodity prices. India is developing new
shipping routes and adding railroad capacity to transport domestic coal from mining
areas to coastal power plants in the hope
that it will further reduce its reliance on
foreign coal.

onia:
Visit us at Posid
15
Hall 4 - No 4.1

WELCOME HOME!
DNV GL has expanded its responsibilities in Greece to
support local customers even better by having Greece as
its third home market. We have improved response times
and strengthened our capabilities in Greece, with a focus
on providing services, decision making and supporting Greek
companies directly from our Piraeus office. Our customers
will be able to conduct their business directly with the
local team in Piraeus – and around the world through the

SAFER, SMARTER, GREENER

DNV GL global network of Greek-speaking surveyors in all
major shipping hubs, such as the US, Belgium, the Netherlands, the UAE, Singapore, China and Korea.
At home in Greece, at home around the world with DNV GL.
T: +30 210 41 00 200
E: Piraeus@dnvgl.com
I: www.dnvgl.com/gr

Are you
Are
you
LNG ready?
LNG ready?
LR has established standards describing
different levels of readiness to use
gas as a marine fuel. Most shipowners
interested
in gas fuelled
operations
are
LR has established
standards
describing
not
yet ready
toof
commit
to LNG
fuel but
different
levels
readiness
to use
want
thefuel.
option
toshipowners
adopt gas as
gas astoa have
marine
Most
ainterested
fuel in the
future.
in gas fuelled operations are
not yet ready to commit to LNG fuel but
Whatever
technology
or solution
want to have
the option
to adoptyou’re
gas as
exploring,
we’re
here to help you assess
a fuel in the
future.
hasmake
established
standards describing
it, understand it LR
and
it safe.
LR has established standards
differentdescribing
levels of readiness to use
Whatever
technology
or
solution
you’re
different
levels
of readiness
use
gas as ato
marine
fuel. Most
shipowners
gas
as
a
marine
fuel.
Most
shipowners
exploring, we’reinterested
here toinhelp
you assess
gas fuelled
operations are
interested in gas fuelled
operations
yetmake
ready to
commit
it, understand itnot
and
itare
safe. to LNG fuel but
not yet ready to commit to LNG fuel but

Are Are
youyou
ready?
LNGLNG
ready?
want to have the option to adopt gas as
want to have the option
to in
adopt
gas as
a fuel
the future.
a fuel in the future.
Whatever technology or solution you’re
Whatever technologyexploring,
or solution
you’re
we’re
here to help you assess
exploring, we’re hereit,tounderstand
help you assess
it and make it safe.
it, understand it and make it safe.

Image: New LNG fuelled ferry, built by Fincantieri for
Société des traversiers du Québec (STQ) to LR class.
New
LNG built
fuelledby
ferry,
built by Fincantieri
Image: New LNG Image:
fuelled
ferry,
Fincantieri
for for
Image: New LNG fuelled
ferry, des
builttraversiers
by Fincantieri
for
Société
du
Québec
(STQ)
to
LR class.
Find
out
more
www.lr.org/lng
Société
des
traversiers
du
Québec
Société
des
traversiers
du at
Québec
(STQ) to LR(STQ)
class. to LR class.

Find out more at www.lr.org/lng
Find out more at www.lr.org/lng

Find out more at www.lr.org/lng

Working together

Working
together
for a safer
world
Working togetherfor
a safer world
for a safer world
and variants
of it
trading Register
names of Lloyd’s
Register
Groupits
Limited,
its subsidiaries
and liates.
affiliates.
Lloyd’s Register and variantsLloyd’s
of it Register
are trading
names
ofareLloyd’s
Group
Limited,
subsidiaries
and affi
© Lloyd’s
Register
Group Group
LimitedLimited,
2015. A member
of the
Lloyd’s
Register group.
Lloyd’s Register
variants
of it areCopyright
trading names
of Lloyd’s
subsidiaries
and
affi
liates.
Copyright
© and
Lloyd’s
Register
Group
Limited
2015.Register
A member
of the its
Lloyd’s
Register
group.
Copyright © Lloyd’s Register Group Limited 2015. A member of the Lloyd’s Register group.

Working together
for a safer world

SPECIAL REPORT

A touch of Class
Classification Societies follow and in some respects even shape the
evolution of the maritime sector. In an extremely volatile industry,
charactrized today by low freight rates it is expected that the
Classification Societies will have to adapt their strategies. Trying to
identify their role, their priorities and their needs Naftika Chronika
interviewed executives from leading Classification Societies.
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Classification societies provide
their services in a very demanding
regulatory status

Aris Arvanitakis
President & CEO of Phoenix Register of Shipping

The role and business priorities of a
modern classification society have
significantly changed during the last
decade. How much importance and
how much emphasis does the Classification Society you represent place on
new areas of education, R and D and
innovation?
Phoenix Register of Shipping, known also
as PHRS, is a relatively young classification
society established in 2000. We agree with
your views that many things have changed
in the last decade and classification societies are providing their services in a very
demanding regulatory status. PHRS management is recognising the necessity for
increased expertise in all classification
fields and consequently it considers education and R&D as a first priority issue thus is
already implementing a specialised training
and educational program for its staff. This
program has already verified for compliance with the recently applied code of Recognised Organisations stipulated by IMO.
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The liability of a classification society
is somewhat limited by national and
regional legislation. Some critics argue
that a Classification Society is almost
never to blame as a vessel can never
be fully inspected and a surveyor cannot guarantee future developments
on issues of safety. How do you react
to this argument? Do you believe that
future legal developments, especially
in Europe, might change a Class's liability for negligent inspections?
Concern for liability has been significantly
increased over the last years further to
the consequences of significant marine
accidents and disasters involving loss of
lives and serious harm to the environment. During the cause analysis of such
accidents is expected that the role of
each one related to ships’ seaworthiness
is subject to investigation for possible
participation to the liability and of course
classification societies cannot be excluded
from such critic. However, as a matter of
fact, a surveyor cannot be on board all the
times to verify continuously that a ship
remains seaworthy. It is also an undeniable
fact that certificates represents ship’s status at the moment that the survey is completed. Certainly a problematic ship with
accumulated problems over the time may
reveal possible liability for the classification society but this something subject to
further analysis. Every case is unique and
therefore liability issues shall be carefully
analysed by the appropriate parties. It’s
a common sense that classification societies cannot be blamed for omissions or
defects occurred by inappropriate management or lack of effectiveness during
ships’ operation. This is widely recognised
in the shipping industry apart from the fact
that classification societies are maintaining
liability insurance for errors or omissions
of their staff.

To what extent has the current
troublesome situation in the dry
bulk industry and the offshore industry affected your Group's financial
results. How has your management
team reacted in order to protect its
economic stability and safeguard its
future development in the face of the
ongoing crisis affecting the industry?
The current situation in dry bulk industry
is a complex consequence of other global
financial problems. PHRS, as part of maritime
industry certainly is being affected as the
same happens for all classification societies.
Our society was always acting in a proactive
attitude distributing the business risk avoiding to concentrate its business priority on a
particular type of ships and therefore consequences were limited. PHRS business are
expanded to several market areas all over
the world so the impact was the minimum
possible thus safeguarding its development
and financial stability.
What do you consider to be the most
significant international legislative initiative today (in respect to safety and/
or the protection of the environment)
that will change the day to day routine
of the industry?
Legislation focusing on environmental
issues is the highlighted topic for the future.
Improvement of the environmental impact
from the shipping industry is demanding
the implementation of costly and high tech
solutions increasing over all the industry
cost. This will raise the necessity for new
techniques, new technologies at a higher
cost against a financial global shrinkage.This
is, really a hard equation asking for solution.
However, I am optimist that environmental
issues will be faced with the appropriate
responsibility by all parties concerned, as
this is the only way for the future.
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Imposing unlimited liability on classification
societies would not improve ship safety

Lambros Chahalis,
Vice President, Regional Chief Executive for the
Hellenic and Black Sea Region, Bureau Veritas

The role and business priorities of a
modern classification society have
significantly changed during the last
decade. How much importance and
how much emphasis does the Classification Society you represent place on
new areas of education, R and D and
innovation?
Our priorities have not changed. The role
of Bureau Veritas is to help shipowners to
operate safe, clean and compliant ships.
That is our core business and it will remain
that way.What we have done is add a wide
range of extra services to that, all aimed
at helping shipowners to be more efficient and competitive in a difficult market.
In education we have a training academy
and we provide a wide range of training
and skill transfer courses to shipowners.
In R&D we co-operate with over twenty
universities and institutes worldwide and
are world leaders in the development of
Computational Fluid Dynamics, for example. BV has recently funded a new chair at
the Ecole Centrale Nantes, France’s leading maritime and engineering university,
which will focus on developing CFD modelling to provide better, quicker and less
costly optimisation of hull forms and tank
geometry. As for innovation, we are currently undergoing a digital transformation
which is based on building a digital twin of
all the ships and units we class. As already
shown we can slash design approval times
for new vessels by 75 per cent and will
lead to focused asset integrity services
which will mean better inspections and
better targeting of maintenance for the
future.
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The liability of a classification society
is somewhat limited by national and
regional legislation. Some critics argue
that a Classification Society is almost
never to blame as a vessel can never
be fully inspected and a surveyor cannot guarantee future developments
on issues of safety. How do you react
to this argument? Do you believe that
future legal developments, especially
in Europe, might change a Class's liability for negligent inspections?
We believe that imposing unlimited liability on classification societies would
not improve ship safety. It would simply
overburden the classification societies and
inhibit them from fulfilling their main goal
of trying to enhance ship safety. This is
why the principle of a limitation of liability
need now to be considered. One idea is
to establish an instrument at an international level. This instrument could define
a universal liability regime for classification
society and determine legal relationship
between class societies, their clients, the
administrations and third parties. IMO
through its Legal Committee is naturally
competent for setting up a compulsory
instrument harmonising levels of liability
for class societies world-wide and to protecting these organisations from financial
disasters.
To what extent has the current
troublesome situation in the dry
bulk industry and the offshore industry affected your Group's financial
results. How has your management
team reacted in order to protect its
economic stability and safeguard its
future development in the face of the
ongoing crisis affecting the industry?
Bureau Veritas is not just the largest group
in the world engaged in testing, inspection,
certification and ship classification; it is
also quite diversified across several markets. While we experienced in 2015 a 10%

slowdown in activities exposed to the
drop in oil prices, the overall revenue still
grew by 11% to €4.6 billion.
The Marine & Offshore division of Bureau
Veritas provides classification and certification services to more than 11,300 ships.
It is the historical activity of the Bureau
Veritas group. The Marine & Offshore
division has performed well in 2015, with
a 10.2% organic growth, and the incorporation of two new companies (MatthewsDaniels, Hydrocean) in its portfolio. While
the cruise and tanker markets remained
strong in 2015, we have experienced a
drastic reduction in new orders for Bulk
Carriers; similarly many Capex Offshore
projects have been postponed or outright
cancelled.We are therefore more cautious
in our growth predictions for the current
year.
Shipping has always been cyclical and
top owners demonstrate both resilience
and agility. So investments in new tonnage and innovative ships will ultimately
resume. Also, environmental regulations
will continue to accelerate fleet renewals
in all segments. In offshore, oil will have
to rebound at some time, the unknown
is when.
During this painful transition phase, we
will be implementing innovative solutions
to support owners and operators to
maintain their assets and remain compliant in the more cost effective way.
To achieve this, we have launched Digital
initiatives such as:
shorter design approval times using
advanced 3D modelling which interfaces
directly with our calculation tools
lifetime Asset Integrity Management Systems based on “digital twins” of ships and
offshore units new mobile applications to
help clients manage their relationship with
BV and their assets.
Fruitful business relationships in the maritime sectors are always built for the long
term. In these difficult times, the main priority with our clients is to remain at their side.
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What do you consider to be the most
significant international legislative initiative today (in respect to safety and/
or the protection of the environment)
that will change the day to day routine
of the industry?

There is no one piece of legislation we
can highlight, we have to look at all of it
in detail and as a trend. There are a lot
of environmental changes coming, especially Ballast Water Management and air
emission restrictions and perhaps carbon
restrictions too. Our role will always be

to work with governments and owners at
the drafting stage to ensure regulations
are workable and to help owners at the
implementation stage to find cost-effective and secure ways to comply.

Education is the foundation
that supports the advancement
of the maritime industry

Aristides Dalakas,
Regional Manager of Eastern Mediterranean Sea and
North Black Sea ClassNK

The role and business priorities of a
modern classification society have
significantly changed during the last
decade. How much importance and
how much emphasis does the Classification Society you represent place on
new areas of education, R and D and
innovation?
Education is the foundation that supports
the advancement of the maritime industry.
In order for real progress in shipping to be
achieved, it is necessary for training institutions, regulatory bodies and the maritime industry to work together toward a
single goal.
This is why ClassNK is taking a long-term
approach to ensure the sustainability of
the maritime industry. By joining forces
with academia, and players in the shipping
and shipbuilding industries ClassNK is
helping to rebuild a stable foundation that
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The liability of a classification society
is somewhat limited by national and
regional legislation. Some critics argue
that a Classification Society is almost
never to blame as a vessel can never
be fully inspected and a surveyor cannot guarantee future developments
on issues of safety. How do you react
to this argument? Do you believe that
future legal developments, especially
in Europe, might change a Class's liability for negligent inspections?

strength and integrity of essential parts of
the ship’s hull and its appendages, and the
reliability and function of the propulsion
and steering systems, power generation
and those other features and auxiliary systems which have been built into the ship
in order to maintain essential services on
board for the purpose of safe operation
of a ship.
Classification Societies aim to achieve this
objective through the development and
application of their own rules and by verifying compliance with international and/or
national statutory regulations on behalf of
flag Administrations.
However, Classification Societies are not
guarantors of safety of life or property
at sea or the seaworthiness of a vessel
because the Classification Society has no
control over how a vessel is operated and
maintained in between the periodical surveys which it conducts.”.
In light of this, ClassNK does not believe
that future legal developments will change
Class’s liability.

As one of the founding members of IACS,
ClassNK fully supports the organization’s
objectives and what it stands for. IACS
Charter 1.2 states: “The objective of ship
classification is to verify the structural

To what extent has the current
troublesome situation in the dry
bulk industry and the offshore industry affected your Group's financial
results. How has your management

will stimulate future growth in maritime.
R&D is equally as important to ClassNK
because it encourages innovation and
solution creation. Since 2009, ClassNK
has contributed to over 350 R&D projects
through its Joint R&D for Industry Program. In one initiative, called Liquefaction,
ClassNK has teamed up with a consortium of Europe’s top research institutions
and shipowners to better understand the
properties of cargo liquefaction in order
to prevent bulk carrier casualties.

team reacted in order to protect its
economic stability and safeguard its
future development in the face of the
ongoing crisis affecting the industry?
As a non-profit society, ClassNK’s activities are not dictated by shareholders
or motivated by profit. Its mission is to
ensure safety of life and property at sea
whilst protecting the marine environment.
Fulfilling this mission is its number one
priority.
For better or worse, ClassNK’s share in
the offshore sector is still emerging so its
business has not been greatly impacted by
the current troublesome situation. On the
other hand, a large share of ClassNK’s register is comprised of bulk carriers so business activities in this area are anticipated
to slow in the near future.
In spite of the recent downturn, ClassNK
has managed to maintain a healthy number of orders year on year, and in 2015 it
successfully added more than 18 million
gross tons to its register.
ClassNK recognizes that all parties in the

maritime industry right now are faced
with a changing market. While the market
presents financial challenges, industry regulations are also becoming stricter each
year, making compliance even more challenging.
ClassNK is supporting the industry with
compliance through the development of
innovative tools. For example, PrimeShip-HULL(HCSR) software solution was
designed to reflect the latest CSR BC&OT
(Common Structural Rules for Bulk Carriers & Oil Tankers). In addition, it established the ClassNK Archive Center, the
world’s first GBS-SCF center to facilitate
compliance with the SOLAS requirements
on the storage of GBS-SCF documents. In
these ways, ClassNK is supporting its clients in complying with regulatory changes.
What do you consider to be the most
significant international legislative initiative today (in respect to safety and/
or the protection of the environment)
that will change the day to day routine
of the industry?

There are several significant international
legislations that will shape the future of
the maritime industry. As a world-leading
classification society, ClassNK provides
the tools necessary to comply with these
regulations.
Environmental regulations are essential for a sustainable maritime industry
but at the same time they also present
new obstacles for shipping companies.
For example, complying with the revised
MARPOL Annex VI which will limit SOx
and PM emissions in areas outside Emission Control Areas (ECAs) to 0.5% m/m
in 2020 or 2025 is likely to prove challenging for shipowners and ship operators.
As a proactive initiative ClassNK has been
working on a research project to develop the world’s first Exhaust Gas Cleaning
System (EGCS) for use outside ECAs.
Working with a leading EGCS manufacturer, ClassNK plans to utilize the most
advanced technology available to simplify
EGCS operations as well as reduce costs
to ensure that the industry is prepared
when this amendment comes into force
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Stricter environmental
requirements have paved the way
towards technological solutions

Charilaos Karadeloglou,
Technical Director
Hellenic Register of Shipping

The role and business priorities of a
modern classification society have
significantly changed during the last
decade. How much importance and
how much emphasis does the Classification Society you represent place on
new areas of education, R and D and
innovation?
HRS has participated in more than 20
research projects during the last 10 years
targeting its involvement in new technological advancements covering the emerging industry needs. Such a recent project
was LNGCOMSHIP. Current and forthcoming stricter environmental requirements such as those related with the emissions of ships have paved the way towards
technological solutions such as the utilization of alternative fuels. Such a promising
fuel is LNG and towards this direction,
LNGCOMSHIP aimed at handling all the
technical and class related issues spanning
the modification of an existing shuttle ferry. The project was funded by Greek General Secretary of Research and Technology
and the other partner of the project was
the Department of Naval Architecture of
Technological Educational Institute of Athens.The conversion requirements in order
the diesel propulsion plants to operate on
either LNG or Diesel fuel were examined,
targeting the areas of storage, supply and
operational safety. The results of the program will be able to cover future needs of
the Greek shipping industry for the design,
construction or conversion of such ships.
HRS participates also as industrial partner
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in the ARCADES innovative training network. (Algebraic Representations in Computer-Aided Design for complEx Shapes,
http://arcades-network.eu/). This EU
project aims to revolutionary the CAD
related issues of several software applications. As a Class Society we are involved
in studies such as structural strength analysis using Finite Element Methods where
appropriate mesh generation could consume about 80% of the total work time.
Therefore, developments in this field
could have a direct impact on our daily
workload. HRS will host secondments of
PhD students in order to study marine’s
industry related problems.
Furthermore, HRS has strategically established close relationships with the National Technical University of Athens and the
Technological Educational Institute of
Athens by hosting frequently students for
training aiming at a productive interface
between the academia and industry.
The liability of a classification society
is somewhat limited by national and
regional legislation. Some critics argue
that a Classification Society is almost
never to blame as a vessel can never
be fully inspected and a surveyor cannot guarantee future developments
on issues of safety. How do you react
to this argument? Do you believe that
future legal developments, especially
in Europe, might change a Class's liability for negligent inspections?
The issue of limitation of liability of classification societies is a complex one as
it involves the legislative relationship of
many stakeholders (e.g. ship-owner, state,
third parties) which is not covered by a
uniform international applicable regulatory
framework. The services of a classification
society can be both private when involving
classification issues and public when acting
as an authorised body of a flag state for
the issuance of statutory certificates. Thus

while these services are financially initiated by the ship-owners, other parties such
as buyers of ships, charterers, insurers of
cargo and vessel may have legitimate interest in these services. Strict standards for
the recognition of the classification societies and the improvement of their services have been set both in International and
European level the previous years. However, these reasons allow also the supporting
view that the classification societies could
be held liable in tort towards third parties
for the non-performance of their services.
Nevertheless, one could not disregard the
duties of the various parties in order to
ensure the safe operations of a ship and
the fact that maritime claims are based
on the notion of limitation of liabilities as
established by the 1976 London International Convention (e.g. for ship-owners).
Thus, a uniform International legislative
framework that will cover all ship operations, prescribing the duties and the limits
of liability of the involved parties, based for
example on the fee charged for the services provided to the vessel instead of the
vessel’s tonnage, could lead towards a fair
accommodation of negligence‘s results.
What do you consider to be the most
significant international legislative initiative today (in respect to safety and/
or the protection of the environment)
that will change the day to day routine
of the industry?
We consider the new EU regulation on
CO2 Monitoring, Reporting and Verification (MRV) as an initiative related with
the protection of the environment that
will incur significant changes in the daily
routine of the industry. The mandating of
the collection and analysis of the emission
data could pose several difficulties either
on the selection of the appropriate monitoring methodology and on the validation
and verification process, while additional
workload would be duly carried out. Furthermore, the publication of this information may raise concerns about its commercial impact. On the other hand, this
could be proved an enhanced opportunity
to gain sufficient data for informed decisions regarding the environmental efficiency based on appropriate analysis tools.
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Added value services and
customer centric policy the keys
for ABS's competitiveness

in Europe, might change a Class's liability for negligent inspections?

Vassilios Kroustallis,
Senior Vice President of the Eastern Region, ABS Europe

The role and business priorities of a
modern classification society have significantly changed during the last decade. How much importance and how
much emphasis does the Classification
Society you represent place on new
areas of education, R&D and innovation?
ABS places a very strong emphasis on
meeting our client’s needs for services
that extend beyond our traditional class
role. However, I would say that ABS has
been able to retain its leading position in
the Greek market through a combination
of our core focus on classification, together with these additional services.
Having a class-centric approach means
that clients know ABS invests in our people, their training and skills as well as being
a trusted technical authority and independent advisor, providing practical solutions that meet needs of our clients
ABS has a history of technology leadership
and innovation, from the first containership to the largest vessels afloat today, the
first gas carriers and LNG as fuel projects,
as well as a legacy of supporting innovation in the offshore market.
The liability of a classification society
is somewhat limited by national and
regional legislation. Some critics argue
that a Classification Society is almost
never to blame as a vessel can never
be fully inspected and a surveyor cannot guarantee future developments
on issues of safety. How do you react
to this argument? Do you believe that
future legal developments, especially
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Classification Societies are a self-regulating mechanism that provides critical support to the industry in meeting the mandatory standards developed by the IMO
through their individual class rules.Though
the International Association of Classification Societies (IACS), regular dialogue
takes place with the IMO and the EU
Commission to ensure that there is clarity
on the thinking of the regulators, and this
is a process we expect to continue.
In addition, the mandatory IACS Quality
System Certification Scheme has provided a means to benchmark the work of
IACS members including their actions as
Recognised Organisations for 25 years.
QSCS embraces the entire ‘class cycle’ of
rule development, design approval, survey
during construction, survey during service,
research and development and feedback
gained from experience in the practical
implementation of rules and regulations
as well as industry feedback, incidents and
casualties.
To what extent has the current
troublesome situation in the dry
bulk industry and the offshore industry affected your Group's financial
results. How has your management
team reacted in order to protect its
economic stability and safeguard its
future development in the face of the
ongoing crisis affecting the industry?
We have been able to plan ahead to some
extent and prepare for market scenarios
we could predict, such as in dry bulk freight
and container shipping markets, as well as
the continued fall in the oil price, adjusting
our business plan to market conditions.
Our business is truly global and to reflect

that we maintain a balanced view. Clearly
Asia is important in terms of newbuilding
construction but Europe and the US are
also important in complementary ways.
One illustration of this is our strategy of
‘Global Greece’ where the Athens office is
required to meet the need of local owners whose needs are highly challenging. To
do this, we have team members from the
Operational and Environmental Performance, Global Gas Solutions, ABS Academy and ABS Nautical Systems, as well
as Engineering and Technology functions,
who have direct access to ABS corporate
headquarters.
What do you consider to be the most
significant international legislative initiative today (in respect to safety and/
or the protection of the environment)
that will change the day to day routine
of the industry?
Until recently I would have said the IMO
Ballast Water Management Convention, as
well as the related US Coast Guard rules
on this subject.Although neither are finally
settled, the industry is getting there, both
in terms of technology for compliance and
the likely operational requirements.
I think the issue with the most significance
that is happening today and will continue
to affect owners for some time is CO2
emissions. ABS has worked with shipowners in Greece on compliance with the EU
MRV Regulation and IMO is sure to follow,
judging from the outcome of the recent
MEPC meeting. The commitments made
at COP21 in Paris, if implemented by the
signatories, will see persistent and increasing pressure on shipping to contribute
to climate solutions and reduce its own
emissions over the longer term.
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Collaboration and innovation together with
customers and stakeholders are vital means
to achieving long-term prosperity

Georgios Teriakidis,
Regional

Business

Development

Manager,

Regional Office South East Europe & Middle East,
DNV GL – MARITIME

The role and business priorities of a
modern classification society have
significantly changed during the last
decade. How much importance and
how much emphasis does the Classification Society you represent place on
new areas of education, R and D and
innovation?
DNV GL – Maritime is continually working on projects, both in cooperation with
our customers and industry stakeholders and internally, to examine the future
of the shipping industry and offer solutions to improve safety, increase efficiency and minimise environmental impacts.
5% of DNV GL’s revenue is reserved for
Research and Innovation (R&I). Collaboration and innovation together with customers and stakeholders are vital means
to achieving long-term prosperity. DNV
GL runs 30-40 Joint Industry Projects
every year with the aim of updating or
shaping brand new standards.
One of the most important aspects of
our R&D programme is that we have
enhanced the R&D capabilities in our
regional offices, and intensified their focus
on the commercial side of the business,
so that they are working directly with
regional stakeholders and beyond (GasLog, GTT, HHI) to benefit the local market. The Piraeus R&D team, for example,
worked together with project partners to
develop the award winning LNGreen LNG
carrier concept.This joint industry project
set out to develop tomorrow’s LNG carrier today, by using the latest technology
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within the bounds of existing shipbuilding
methods. The vessel concept has a significantly improved environmental footprint,
a higher level of energy efficiency, as well
as an improved boil-off rate and cargo
capacity. The vessel design is approximately eight per cent more energy efficient and
has increased its cargo volume capacity by
five per cent.
On the training side, DNV GL's Maritime
Academy is a leading global training provider in the maritime industry and offers
one of the broadest course portfolios.
A comprehensive range of courses and
workshops enables customers to put
together customized, individual or company-related training programmes by using
our modular system for further training.
The idea is to convey the experience and
know-how available at DNV GL. We have
Academy managers in 18 key locations
so that participants receive professional training with a practical reference and
can take advantage of the experience of a
globally operating organisation of experts.
The liability of a classification society
is somewhat limited by national and
regional legislation. Some critics argue
that a Classification Society is almost
never to blame as a vessel can never
be fully inspected and a surveyor cannot guarantee future developments
on issues of safety. How do you react
to this argument? Do you believe that
future legal developments, especially
in Europe, might change a Class's liability for negligent inspections?
I think the trend has generally been
towards, more litigation – but not just
in terms of the relationship between a
classification society and a customer, but
throughout the industry. It’s something
that has been building over the last twenty years or so and certainly seems to be
intensifying in these highly competitive
tough economic times.

Please note that classification societies
inspect the vessels registered to them, in
connection to specific rules and regulations. These rules and regulations are the
ones made by class (class rules) and the
ones imposed by the national authorities
and IMO (statutory rules). Beyond that, it
is the responsibility of the owner/manager
to keep the vessel at a condition in line
with the above rules and regulations. The
owners/managers will then invite classification societies to verify that their vessel
is in compliance with the above rules and
regulations. Once this survey is completed successfully, certificates are issued or
endorsed.
Therefore classification societies and
owners, share a responsibility in connection with the condition of a vessel.
Europe and more specifically the EU, can
regulate and impose their rules. However
the IMO should be the body which will
control and apply world wide regulations
for the safety of ships, the protection of
the environment and seafarers.
I need to stress an important role that classification societies play in today’s maritime
complicated environment – the role of
partnership for ship owners and managers.
Classification societies will continue to
play a strong role, as they have all these
years - classification societies still have an
accumulation of expertise and depth of
experience that is hard to find anywhere
else, so I believe that our special role will
continue to be appreciated.
To what extent has the current
troublesome situation in the dry
bulk industry and the offshore industry affected your Group's financial
results. How has your management
team reacted in order to protect its
economic stability and safeguard its
future development in the face of the
ongoing crisis affecting the industry?
It’s no secret that there have been tough

times recently. Bulk has been very hard but
so too has the offshore sector, in fact the
whole maritime industry has suffered as a
result of the global slowdown.The reduced
newbuildings have had an impact on our
business, but this was something that was
not unexpected. We had projected a significant downturn in construction, roughly
from the time of the merger in 2013.
At DNV GL, the maritime business unit is
the driving force behind the whole group;
we are by far the largest business area in
terms of staff and turnover. But, our recent
merger meant we had already been taking
a very close look at our organisation from
top to bottom. We could base the new
structure of DNV GL on those projections, and in doing so adapt capacities in
certain areas, such as approval, in line with
the market outlook.
Overall, I think the slowdown, has really
sharpened our focus on our core classification activities. In many ways the merger had already had this effect – we were
looking very closely into every aspect of
our maritime business. What does each
organisation do well? What could be
improved? Where could we make changes to structures and processes? How are
our customers reacting and where are the
markets and sectors we need to emphasise going forward?
The results are obvious to see, the new
rule set, the development of the modern class initiatives, new pricing and con-

tracting models. It’s especially true here
in Greece where we decided to put
resources into the region, expand the
responsibilities and number of experts
located here, and make Greece our third
home market. Tough times can often spell
trouble for companies who look for a new
magic bullet, but it can also mean, you get
back to basics. And that’s the case at DNV
GL; we’ve redoubled our commitment to
working towards our customers to deliver high quality, innovative services, as efficiently as possible.
What do you consider to be the most
significant international legislative initiative today (in respect to safety and/
or the protection of the environment)
that will change the day to day routine
of the industry?
I think this would have to be the growing
movement to regulate and control emissions to air more strictly. In 2015 the introduction of stricter limitations on sulphur
emissions (SOx) in Emission Control Areas (ECA) was a significant step to reducing the industry’s environmental footprint.
These controls on sulphur will almost
certainly be tightened in the future. Also,
within the decade we will see the first
tracking of CO2 emissions with the EU
MRV regulations, something that will in all
likelihood be extended globally.
These developments have generated a lot

of interest in performance management
solutions such as DNV GL’s ECO Insight.
Currently, many shipowners already monitor engine performance and speed-consumption for different operational patterns. To get to the next level, the industry needs improved monitoring schemes
that analyse, amongst others, the vessel’s
power consumption at all relevant speeds,
drafts and trims – but doing as little as
installing two additional sensors could
be enough to make significant improvements. DNV GL is continually working
to develop its ECO Insight performance
management solution. Recently, DNV GL
signed a cooperation agreement with Veritas Petroleum Services (VPS) to develop
a new module for DNV GL’s ECO Insight
fleet, which will focus on fuel quality. By
tapping into the world’s largest fuel sampling database, this module will allow owners, operators and managers to determine
how fuel quality can result in performance
differences between similar vessels.
We have also worked to help customers
examine many of the options for compliance with these regulations, such as using
alternative fuels like LNG, methanol or
electricity. For continuing to use conventional fuel with scrubbers, we developed
the SCRUBBER READY notation. The
notation identifies the general type and
category of scrubber systems than can be
installed on the vessel. It also details the
level of scrubber readiness, with the minimum scope attesting that the space available and future installation arrangement
meets class and statutory requirements. It
gives shipowners the flexibility to minimize
their initial investment when ordering a
newbuilding, while at the same time having the confidence that their vessels are
already on the track to easy compliance
with incoming emissions regulations.
Finally for owners who choose to switch
from Heavy Fuel Oil to Marine Gas Oil in
ECAs, the most popular option for many
shipping companies, we created a general
guidance about the most common issues
that could harm propulsion system and
developed a ship-specific Fuel ChangeOver Calculator (FCO) to help shipowners
and operators determine the ideal parameters for their vessel’s fuel change-over.
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Training, new services
and technologies are the added
value in the shipping industry

Spyridon Zolotas,
General Manager Area Manager Greece & Cyprus Country, RINA Services

The role and business priorities of a
modern classification society have significantly changed during the last decade. How much importance and how
much emphasis does the Classification
Society you represent place on new
areas of education, R&D and innovation?
At RINA we believe that training, new services and technologies are the added value
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in the shipping industry.
Taking into account the education matters, we consider that the human factor is
always a key factor and the crew is essential
for the operation and management of the
ship in normal and emergency conditions.
For this reason, RINA recently established
the RINA Academy, a structure that provides specific training paths for operators
in the marine sector, from builders to sailors. Our objective is to provide our skills
to organisations in order to ensure that
their staff is constantly trained and updated, to the benefit of safety, protection of
environment, productivity and quality of
the services provided. Many of our training programmes are officially recognised
by third-party Companies, such as Flag
Authorities and certification companies.
In the R&D area RINA is very active both
in participating in research projects co-financed by the EU, addressed to make the
shipping industry safer and cleaner, and in
developing new services and tools based
on shipowners’ needs. Two examples are
InfoSHIP EGO (Energy Governance) software tool and the Asset Integrity Management Scheme for Ro-Ro passenger ships.
InfoSHIP EGO is a monitoring and decision support system designed by RINA for
efficient management of the energy cycle
on board, which contributes to global saving in ship operation.
RINA has also developed a series of additional services for improving operational
management of ferries, called Asset Integrity Management Scheme. Such a scheme
takes into consideration the management
of the identification of critical components and spaces, fire risks and risk mitigation through advance maintenance criteria
and correct management of ship spaces.
The scheme also includes programmes for
managing the human factor, by means of
dedicated training courses.
The package includes the Best Management Scheme Certification, an innovative
goal-based scheme that rewards efficient

and reliable fleet management.
To what extent has the current
troublesome situation in the dry
bulk industry and the offshore industry affected your Group's financial
results. How has your management
team reacted in order to protect its
economic stability and safeguard its
future development in the face of the
ongoing crisis affecting the industry?
RINA is facing the low expectations for the
shipping market, mainly in the dry cargo
segment, by investing in its sector of excellence, the passenger ships segment (cruise,
ro-ro pax, mega yachts) in particular.
While in the cargo ships segment we see
fewer orders, slippage of new buildings
under construction and cancellation of
some options, in the passenger ship segment RINA is experiencing a boom in the
supervision of cruise ships new projects
and conversions. Up to now, RINA cruise
orderbook is around 2 million GT and
some new opportunities are currently
under discussion. In addition to the supervision of new buildings, all at European
yards, RINA is also involved in conversion
projects of cruise ships in Asia, thus balancing the lowering of new orders for cargo carrying ships.
The Company recently developed additional services to the traditional classification and certification activities, with the
final aim of protecting and enhancing the
client's assets and is also enhancing the
competences of its personnel and its network. In February a new RINA office in the
heart of HafenCity, Hamburg, was opened.
In addition to the Containership Centre of
Excellence, in Hamburg there is also the
new Passenger Ship Centre of Excellence.
During 2016, RINA also plans to launch a
brand new Centre of Competence for
software and digital supporting tools.
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GEOPOLITICS

port, Gazpromneft-Sakhalin, Gazflot and
Sovcomflot have in fact undertaken to
prepare detailed reports that will present
the challenges and requirements of navigating the Northern Sea Route.
It has been noted that Japan has also
expressed interest in the development
of the Northern Sea Route, an interest
which mainly focuses on the prospects of
fishing and trading marine products in the
seas and ports of Arctic Russia.

Iran and Kazakhstan set up joint
shipping line
Russia, Iran and Azerbaijan start
working on North-South transport
corridor
Russia, Iran and Azerbaijan have agreed to
immediately initiate working committees
to discuss the procedures and methods
that will allow the implementation of the
new ‘North-South’ transport corridor.
After a meeting with his counterparts
Javad Zarif and Elmar Mamamdyarov in
April, Russian Foreign Minister Sergei
Lavrov said that all issues concerning policies that will strengthen cooperation are
already being discussed. "We agreed that
our relevant agencies will start detailing
practical aspects of implementing the project of the ‘North-South’ transport corridor along the western Caspian coast,"
Lavrov said characteristically. The three
Transport ministries will have to look at
the technical and economic parameters of
the project; at same time it was agreed
that there would be direct cooperation
between customs and consular services
along the new corridor which is about
to change the transport map across the
whole of Central Asia. The new corridor
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is one of the major road and rail routes
between Europe, Central Asia and the
Middle East and when completed, it will
change the status quo in maritime transport which up to now has been the only
way to transport goods in a region that is
now growing at a tremendous pace.

Russia, China, Finland, Norway
and South Korea discuss use of
Northern Sea Route
Diplomats and top executives of leading
corporations from Russia, China, Finland,
Norway and South Korea operating in
the field of maritime transportation, met
in Murmansk and discussed the prospects
for the use and further development of
the Northern Sea lane, which is the shortest sea route between Europe and Asia
and runs through the Arctic Ocean along
the Arctic coast of Russia.
The participants’ interest chiefly focused
on the need for international cooperation in the fields of emergency situations
prevention and search and rescue operations in the Arctic areas. The large Russian
shipping companies Atomflot, Rosmor-

According to local media, Iran and Kazakhstan signed a historic agreement aimed at
establishing a joint shipping company in
the Caspian Sea. The new company will
participate in Iran Shipping Lines (IRISL),
which hopes to strengthen its presence in
Central Asia and the Far East.
Iran Daily News reports that the agreement was signed in Tehran at a recent
meeting of the presidents of the two
countries. Iran and Kazakhstan have also
decided to increase rail transportation via
a railroad linking Iran, Turkmenistan and
Kazakhstan on a daily basis.
The new shipping company, which will
mainly focus on freight transport, will
boost bilateral trade and enhance traffic through Iran’s Bandar Anzali port and
Kazakhstan’s Aktau port in the Caspian
Sea.
According to the Iranian media, the Iranian
president revealed that the bilateral cooperation in the Caspian Sea includes grand
plans in the fields of maritime transportation and tourism, as well as the determination of the rights and obligations of
coastal states in the Caspian Sea.

China is seeking to exploit the
Northwest Passage

India ratifies Trade Facilitation
Agreement of WTO

Happy Birthday “Box”

China recently published a shipping guide
for the Northwest Passage, a shortcut route
from the Pacific to the Atlantic Ocean. This
route at the North of Canada can offer
shorter journeys between China and the
US East Coast than the Panama Canal or
Cape Horn. Although the passage remains
icebound for large part of the year, global
warming and the retreat of the Arctic Sea
ice are making it more accessible to vessels.
If this passage manages to facilitate a part
of the China-US East Coast trade, then it
will definitely affect the global trade routes
and will decrease the trade via the Panama Canal. China is also seeking to exploit
another passage north of Russia and COSCO has already announced that it plans to
launch a regular service through the Arctic
Ocean to Europe.

India announced that it has formally ratified
the Trade Facilitation Agreement (TFA) of
the World Trade Organization.TFA aims at
lowering burdens on customs procedures
in order to boost trade. India is among the
most dynamic economies on a global scale
and when TFA enters into force, it will
create new opportunities for Indian products in the global markets and increase
the Asian country’s competitiveness in
attracting Foreign Direct Investments. The
TFA will come into force once two-thirds
of WTO members formally accept the
Agreement. India is the 76th WTO member to ratify the TFA. According to a WTO
report, implementation of the TFA has the
potential to increase global merchandise
exports by up to USD 1 trillion per annum.

On 26th of April 1956 the first shipment
of containers was loaded on “SS Ideal
X”, a converted oil tanker. That was the
first time a container was used as a way
to transport goods. Malcom McLean, an
American trucker and trucking company owner, and mechanical engineer Keith
Tantlinger joined forces and developed the
first shipping container. It is widely accepted that the container changed global trade
by providing improved and speedier cargo handling and door to door operations
and of course by reducing transport costs.
Since that day global trade has never been
the same.

COASTAL
SHIPPING
to Ireland, was the last to return to service
complete with her new scrubber installation. Work to Pont-Aven had been carried
out at the famous Gdansk shipyard, in
Poland, and her scrubbers will be fine-tuned
by engineers over the next few weeks.
Armorique, a cruise-ferry which carries
passengers on the route of the first Brittany voyage between Roscoff and Plymouth on 1 January 1973, has also recently
returned to service. Her scrubbers were
manufactured in the Astander shipyard,
Spain and the design allows passengers to
see the complexity of the internal works
for themselves. Collectively, the investment in these two ships was around £30m.

Boom in Danube cruising
Danube cruising is booming and the main
reason for this is the growing interest of
American passengers in inland cruises. In
fact, American interest is so intense that
cruise companies based in the Austrian
city of Linz are planning to intensify their
campaign in US states in cooperation with
American travel agents.
Last year the port of Linz, the third largest city and state capital of Upper Austria
which is built on both banks of the Danube, was visited by 760 cruise ships carrying a total of 60,000 passengers of which
almost 60% were Americans.
It is worth noting that on Wednesday
April 13, US shipping company Avalon
Waterways unveiled its newest luxurious
barge and its 2017 cruise plans, which will
allow river cruise lovers to travel along
the Danube and arrive in Budapest seven
days after leaving the city of Linz.

New ferry link between
Vladivostok and Shanghai
changing NE Asia transport map
ST. PETER LINE, the largest Baltic Sea ferry operator, will be launching a new regular connection between the ports of Vlad-
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ivostok and Shanghai.
This line will be used for freight transport,
but also for leisure purposes as a cruise
ship of special specifications.
The new connection will probably be
launched in 2017 and those in charge
estimate that every time it sails it will be
able to transport 2,300 passengers and
70 trucks and operate the Vladivostok –
Busan – Shanghai – Nagasaki – Vladivostok
route.
The investment plan is budgeted at $250
million, while it has not been decided yet
which vessel will be deployed.

Brittany Ferries completes
£60m investment in green fleet
technology
The Brittany Ferries is in the final phase of
a project that will significantly improve the
environmental performance of its fleet.
In total, £60m has been invested over 18
months to install so-called 'scrubbers' to
six cruise-ferries.These vast and technically-complex exhaust systems strip sulphur
from funnel emissions and significantly cut
particulate output.
Brittany Ferries flagship, which carries up
to 2,400 passengers from Portsmouth to
Spain and France, as well as from France

"Harmony of the Seas” delivery
and crew honoring ceremony
On May 12, 2016 Royal Caribbean International honored the crew and project
team of the new Harmony of the Seas
at a traditional delivery and flag changing
ceremony in Saint Nazaire, France. Following 32 months of construction at the
STX France shipyard involving thousands
of shipyard employees, sub-contractors
and suppliers, the world’s largest and
most innovative cruise ship is now home
to 2,100 crew members from 77 different
nationalities. Costing more than a $1billion,
Harmony of the Seas will be the 25th ship
in the Royal Caribbean fleet and boasts
highly anticipated first-at-sea experiences.
Harmony of the Seas will span 16 guest
decks, encompass 227,000 gross registered tons, carry 5,479 guests at double
occupancy, and feature 2,747 staterooms.
Harmony of the Seas will homeport in
Barcelona, Spain and embark on the first
of 34 seven-night sailings in the western
Mediterranean on June 7, exploring some
of Europe’s most beautiful locations. In
November 2016, Harmony will arrive at
her homeport of Port Everglades, Fort
Lauderdale, FL., from where she will offer
seven-night eastern and western Caribbean sailings.
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What lies ahead
for Open Registries?
As the shipping industry is operating today in an extremely uncertain environment, Registries have to
respond to contemporary challenges, risks, opportunities and threats. We addressed four world leading
Open Registries in order to have their views on specific issues faced by operators and managers today.
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The Panama Papers will have some effect in
respect of the decision of the location of the
shipping companies

Ioannis Efstratiou,
Acting Director Department of Merchant Shipping
Republic of Cyprus

Does the new status quo in the taxation policy at European Union and
national level, as well as in port
state controls affect your customers'
requests and needs? What are the
effects of the aforementioned changes on your strategy regarding the provision of services in a more or less foggy market situation?
In 2004, the Commission adopted its latest Community Guidelines on State aid to
maritime transport. These guidelines notably specify that they will be reviewed within seven years of their date of application.
Even though the first public consultation
took place in 2012, the Guidelines have not
been revised so far, however there is a tendency towards that direction.
As far as the Cyprus Tonnage Tax System, is concerned, it was approved by the
European Commission in May 2010, as
compatible with the requirements of the
EU acquis, in accordance with the relevant
guidelines on State Aid to Maritime Transport and is valid until the 31st December
2019. This provides a stable fiscal environment to the shipping companies, which
are under the Tonnage Tax System.
In respect of whether the low freight
rates that prevail in the market in the last
few years affect the decision of shipowners to choose a cheaper flag on the cost
of safety (i.e. to choose a flag on the grey
or black list of the Paris or Tokyo MOUs
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on Port State Control), this has not been
the case with the Cyprus flag so far.
Even though the majority of ships registered under the Cyprus flag are bulk carriers, the market of which experienced
a dramatic fall in freight rates in recent
years, the tonnage of such vessels registered in our Registry has not decreased.
This is also the case with the other types
of ships registered under the Cyprus flag.
To what extent has the crisis in the
global financial markets affected the
development of your registry and
what strategies are you going to
adopt in order to avoid loosing ships
from your registry?
Cyprus of course could not avoid the
effects of the unprecedented global economic crisis. Cyprus was faced with difficult economic and financial circumstances.
However, it seems that the impact of the
economic crisis on our shipping industry
is manageable and our overall shipping
infrastructure remains intact.
During the last years, however the Cyprus
fleet has experienced a relative stagnation
in the number of ships registered. Therefore, the Ministry of Transport, Communications and Works and its Department
of Merchant Shipping reached a decision
to take measures to enhance the competitiveness of our flag and of the Cyprus
maritime cluster.
In an effort to develop a holistic strategic
development plan for the Cyprus shipping industry, a study has been recently
completed. The study identified and documented specific strategic measures in
order to strengthen the Cyprus Merchant
fleet and to improve the competitiveness
and further develop the Shipping Industry
in Cyprus.
These measures were codified under the

following 5 Pillars:
• The Development and
Implementation of a National Shipping
Promotion Strategy;
• The Cooperation Enhancement
within the Cyprus Maritime Cluster;
• Establishment of Shipping Incentive
Schemes;
• Fine Tuning of the Ship Registry
Pricing Policy;
• Development of the One-Stop-Shipping
Shop.
The main supporting actions to the pillars are the conduction of a study on the
socio-economic impact of the shipping
industry to the economy, the re-organisation and technology upgrading of the
Maritime Administration, as well as the
establishment of an ongoing dialogue with
the main stakeholders.
Based on these 5 Pillars, 3 working groups
were established in order to examine and
analyse the various measures proposed by
the study and to suggest ways of implementation. The working groups consist of
Government officials and stakeholders of
the maritime cluster.

The 3 working groups have submitted
their proposals on solutions and strategic measures to be adopted and some
of these have already been implemented.
We are confident that we are on the right
track and that concrete results will be
witnessed soon.
Do you believe that the Panama
Papers case will affect the global shipping industry and perhaps even the
registries?
We believe that the Panama Papers will
have some effect in respect of the decision
of the location of the shipping companies,
but not on the flag of the vessel itself.
The decision as to the flag depends not
only on fiscal matters but also on the levels of safety, on manning requirements,
ranking in the lists of the Paris and Tokyo
MoUs on Port State Control as well as
the efficiency of services.
The “Panama Papers” case increases the
demand of our societies for transparent
transactions of the entrepreneurs and
elimination of tax avoidance.

Cyprus is a prominent international shipping centre and is party to all international
maritime conventions on safety, security,
pollution prevention, maritime labour and
health and safety, giving full and complete
effect to their provisions.
Matters involving Cyprus shipowning
companies are based on transparency and
information regarding the directors of
such companies is easily accessible by the
public at the Department of Registrar of
Companies and Official Receiver. Furthermore in the case of companies established
outside the European Union, these may
register Cyprus ships in their ownership
provided that sufficient evidence is submitted to the Registrar of Cyprus Ships
that such companies are in fact controlled
by Europeans, i.e. more than 50% of the
shares of such companies must be owned
by citizens of Member States of the European Union or the majority of the Directors of such companies must be citizens
of Member States of the European Union.
It is therefore not anticipated that the
“Panama Papers” will affect the Cyprus
Register of Ships.
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Shipping industry in need of effective
and efficient flag state administrations

national flags; rather we see our opportunity to be the first choice when circumstances require a high quality globally
operated international flag.

Michalis Pantazopoulos,
Senior Vice-President & Managing Director
of the Liberian Registry in Greece

Does the new status quo in the taxation
policy at European Union and national
level, as well as in port state controls
affect your customers' requests and
needs? What are the effects of the
aforementioned changes on your strategy regarding the provision of services
in a more or less foggy market situation?
We are aware of the ongoing discussions
related to Greek Law 89, the voluntary
tonnage taxes that Greek shipowners
have agreed to pay and the EU’s efforts to
see to it that Greece increases its tax revenue base. Strictly speaking, these are not
matters that directly affect the Liberian
Registry nor our strategy or our provision
of services.
As an informed observer of the situation,
we recognize the EU’s aim to ensure an
appropriate EU flag content in the case
of state aid and that some tonnage tax
regimes meet the definition of state aid.
That said, we also consider that the Union
of Greek Shipowners have correctly
argued that Greek shipowners are paying
a higher tax rate than shipowners in other
European Countries, then as a whole, the
Greek Shipowners are already the world’s
largest users of EU flags and finally, that
Liberia has always tried to support national flags, such as the Greek flag. The point
being missed by these discussions is the
shipping industry’s need for effective and
efficient flag state administrations, such as
Liberia. Liberia does not compete against
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To what extent has the crisis in the
global financial markets affected the
development of your registry and
what strategies are you going to
adopt in order to avoid loosing ships
from your registry?
The Liberian Registry regards its clients
as partners in an ongoing venture, and we
seek to go the extra mile when times are
tough. In recent years we have developed
new initiatives to help owners and managers save money, while still maintaining the
very highest standards. Examples include
a progressive lay-up concept, drydock
extensions, harmonized audit programs
and fleet consolidation initiatives.
While engaged in a program of planned,
quality expansion, the Liberian Registry
has not lost sight of its primary objective
of staying close to its customers – the
shipowners & shipmanagers - and taking
proactive steps, where appropriate, to
protect their interests.This philosophy can
be seen in a number of recent initiatives,
not least the industry-leading role which
Liberia has taken in connection with its
unique and exclusive Harmonized Audit
Program. Liberia is the only Flag State that
provides ship owners with the option of
harmonized audits, combining vessel certification for ISM and ISPS Codes and the
annual safety inspection into a single visit,
with important cost and time savings for
owners and operators. Liberia’s value-added service eliminates the need for engaging three different auditors. The key to
Liberia’s ability to offer such services is its
global network of more than 300 Nautical
Inspectors and Auditors, trained exclusively by the Liberian Administration, who

are conducting ISM/ISPS and MLC 2006
Code verification and certification audits
for many ship owners.
Moreover,
the
Registry
recently
announced its partnership with U.S. based
specialty ship finance firm, Ursus Maritime
Capital, to reduce global carbon emissions,
enhance fleet efficiency and competitiveness, and promote a greener Liberian fleet.
In addition, each ship in the program will
be entitled to a 50 percent annual tonnage
tax discount in the first year, and up to a
25 percent discount in both the second
and third years.
Ursus’ partnership with LISCR offers a
complete turnkey energy-saving solution
for ships on a global basis with an addon specifically crafted for Emissions Control Areas (ECAs). Ursus will provide the
financial capital needed for each project,
and assume responsibility for technology
performance and fuel volatility risk, along
with the technical supervision and monitoring to perform retrofits. Owners and
operators remit to Ursus a proportion
of the amount they save on fuel costs, or
which they receive in the form of additional negotiated hire. The retrofit projects require no upfront capital by owners,
and since the payments are always a share
of the savings, there is an ongoing net benefit to customers. It should also produce
improved utilization rates and marketability, and reduce port costs, freeing up funds
for core business investments, including
new ship acquisitions, or just facilitating
the preservation of cash reserves to make
it through a tough market.
The Liberian Registry continues to work
closely with owners and managers to help
them make the most of their assets and
minimize unnecessary expenditure. Specifically, it developed a pilot scheme to
extend compulsory drydocking intervals
to periods of seven-and-a-half-years to
help provide greater flexibility. The pro-

gram is currently applicable to containers
and LPG and LNG carriers and we are
working to test cases with bulk carrier
vessels.
Moreover, safety will always be the number one priority for the Liberian Registry.
That, together with a commitment to
providing the very highest quality of service and responsiveness, is the reason why
the registry continues to expand so quickly and so successfully.
Liberia has been named as the best-performing major ship registry worldwide
over the last three years, a period during
which it has featured on all PSC White
Lists. Moreover, during this same period,
the Paris Memorandum of Understanding
(MoU) statistics confirm that Liberia had
the best detention rate amongst the largest major flag states.
The Liberian Registry has developed
a unique satellite-based Compliance
Assistance Program (CAP) which has
helped ensure regulatory compliance and
prevent detentions in some of the world’s
most active Port State Control (PSC)
areas. This development further strengthens the leading role which Liberia has
established over a number of years as the
world’s most technologically innovative
flag state.The CAP tracks ships when they
enter selected jurisdictions and allows the
registry’s risk analysis team to perform
detailed reviews of vessels, their history,
and the ports at which they are calling.
As a result, Liberian vessels have experienced a decrease in detentions in heavily
trafficked PSC regions such as China. The
CAP supplements the existing electronic
services already provided by Liberia and is
part of a program which adopts a uniquely
proactive approach to ensuring that ships
flying the Liberian flag are properly prepared for their upcoming port calls, and
that any possible deficiencies are handled
prior to entering port.The system is total-

ly electronic and non-burdensome, and is
provided at no extra cost to owners and
managers.
In addition to the Registry’s ANOA and
Zone Notifications programs, it also
informs shipowners and operators of
PSC Concentrated Inspection Campaigns
(CICs) and recommends action where
necessary. Based on feedback from the
various MoUs, Liberian-flagged ships have
performed very well during the CICs.
The Registry also contacts PSC directly
when there is an issue or a misunderstanding, and appeals detentions where
they are considered unwarranted. Prior to
arrival for every vessel, the Administration
uses an innovative risk analysis tool that
it has developed to calculate whether a
particular vessel may be a high target for
PSC boarding. Subjective risk criteria cover both the ship and the company, drawing
on PSC deficiency and detention histories.
If the Administration has concerns that
a vessel may not be in compliance, it has
several proactive support services that
will be implemented.
Most recently, the Republic of Liberia and
the People’s Republic of China signed an
historic reciprocal agreement designed
to develop friendly relations between
the two governments and to strengthen
their co-operation in the field of maritime
transport. Pursuant to the agreement,
Liberian shipowners and charters will
enjoy favorable treatment when calling at
Chinese ports. Liberian flag vessels will be
charged the preferential rate for tonnage
dues when visiting any port in China. The
preferential rate savings equates to a 28%
discount for each vessel’s tonnage dues.
The maritime transport agreement serves
to facilitate the development of relations
between the PRC and Liberia on the basis
of equality and mutual benefit, freedom of
navigation and the principle of non-discrimination. The Chinese authorities will

take all appropriate measures to avoid
unnecessary delay to Liberian-flag vessels,
and will simplify and expedite as far as
possible the relevant customs procedures
and other port formalities relating to such
vessels, including those concerning access
to existing reception facilities for waste
from ships.
The agreement also provides for co-operation between the PRC and Liberia
on a range of other issues, including the
promotion of maritime and port development, full and effective use of the fleets
of the two countries to meet foreign
trade demands, and safety of vessels, crew
and cargo. Certificates of nationality and
other ship’s documents held by vessels
registered in Liberia and issued on behalf
of the Liberian Maritime Authority will
be recognized by PRC authorities, while
Liberian vessels holding valid tonnage certificates will not be re-measured in PRC
ports. Furthermore, seamen’s identification and record books issued on behalf
of Liberia for members of the crew of
Liberian-registered ships will meanwhile
be recognized by PRC authorities. Other
accommodations in the agreement relate
to stop-overs by crew members and their
entry, stay, departure or transit.
• The Liberian Registry is one of the
world’s largest and most active shipping
registers, and has long been considered
the world’s most technologically
advanced maritime administration. It
has a long-established track record
of combining the highest standards of
safety for its more than 4,040 vessels
and crews with the highest levels of
responsive service to owners.
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A continuous growth despite
the shipping markets crisis

Theofilos K. Xenakoudis,
Director, Worldwide Business Operations Managing
Director - Piraeus, Greece

Does the new status quo in the taxation policy at European Union and
national level, as well as in port
state controls affect your customers'
requests and needs? What are the
effects of the aforementioned changes on your strategy regarding the provision of services in a more or less foggy market situation?
One of the major challenges for the shipping community is the increasingly stringent international regulatory environment.
The International Maritime Organization
(IMO) plays a key role in the international regulatory framework and encourages
harmonization and coordination of port
State control (PSC) activities. The Republic of the Marshall Islands (RMI) maintains
a permanent representative and active
delegation at the IMO, thereby shaping future regulations, particularly with
respect to the condition of ships, ships’
equipment, and operational standards.
The overall quality and compliance of the
RMI fleet with PSC activities is improving
worldwide; the RMI Maritime Registry
(the “Registry”) is determined to maintain
the highest safety standards. The RMI has
received the highest ratings in PSC international rankings and is included on the
White Lists of both the Paris and Tokyo
Memorandums of Understanding (MoUs)
and has met the flag criteria for a low risk
ship under the New Inspection Regimes
for these MoUs. Recently, at the Connecticut Maritime Association’s Shipping 2016
conference, the RMI received preliminary
recognition from the United States Coast
Guard (USCG) indicating that the Registry will maintain its status on the Qual-
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ship 21 list for the 12th consecutive year in
2016, which is unprecedented. Of the top
three flag States, the RMI is the only one
to hold all of these accolades.
To what extent has the crisis in the
global financial markets affected the
development of your registry and
what strategies are you going to
adopt in order to avoid loosing ships
from your registry?
Irrespective of the growing challenges
faced by the maritime industry, in 2014
the Registry had a record-breaking year,
having grown by 17% in gross tons (GT),
the largest increase in its fleet and GT for
more than a decade. The total number of
RMI vessels grew by over 320 vessels and
16 million GT and the number of Greek
vessels under the RMI’s flag increased by
over 120 vessels, the largest increase in
number in a year. In 2015, the Registry
also achieved significant fleet and service
expansion, with the RMI fleet surpassing
128 million GT and over 3,700 vessels by
the end of December 2015. Despite the
crisis faced by the global maritime industry in 2015, the Registry experienced the
largest percentage of growth of the top
ten registries. The RMI Registry surpassed
3,785 vessels and over 131 million gross
tons at the end of April 2016 and is now
the largest foreign flag overall in Greece.
The Registry considers its customers and

staff of qualified personnel to be its most
important assets, and remains focused
on quality and service. International Registries, Inc. and its affiliates (IRI) provide
administrative and technical support to
the RMI Maritime and Corporate Registries. IRI takes great pride in its high level
of customer service, competitive pricing,
and extensive experience, providing all clients with full service from any of its 27
offices worldwide, 24-hours a day.The Registry is fully committed to the safety and
security of personnel ashore and afloat,
the Registry’s vessels, and the marine environment. By continuing to strengthen its
team worldwide, IRI ensures a high level
of service and continual improvement to
the decentralization of Registry-related
services for the increasing number of RMI
flagged vessels. Each of IRI's worldwide
offices has the ability to register a vessel, including those under construction,
record a mortgage or financing charter,
form a business entity, issue seafarer documentation, and service clientele. IRI’s
number one goal is to provide outstanding service to its owners, operators, and
industry stakeholders worldwide. IRI’s
investment in human capital and expansion of its services to additional markets
and strategic areas of interest for RMI vessels are aligned with this goal and will help
sustain the Registry’s future growth and
success.
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Promoting economic incentives to attract
ships of the Greek merchant fleet

General Consulate
of Panama in Greece
Does the new status quo in the taxation
policy at European Union and national
level, as well as in port state controls
affect your customers' requests and
needs? What are the effects of the
aforementioned changes on your strategy regarding the provision of services
in a more or less foggy market situation?
We acknowledge that currently, the third
macroeconomic adjustment program of
the European Union seeks to restore fiscal sustainability of Greece, and its adjustments have had an impact, including among
other, expanding the tax system, increase
over the naval tonnage and the abolition of
tax advantages for the marine industry.
In this regard, the Panama Maritime
Authority, aware of the financial crisis that
the Hellenic Republic is facing and which
requires the support of the international
community, has introduced assessments
and appropriate strategies to promote
economic incentives to attract ships of
the Greek merchant fleet.
The Panama Maritime Authority has also
simplified various processes for flagging
vessels and continues to encourage ship
owners, with special resolutions that provide up to 100% discount applied towards
the registration fee and the annual consular fee to new construction ships.
To what extent has the crisis in the
global financial markets affected the
development of your registry and
what strategies are you going to
adopt in order to avoid loosing ships
from your registry?
As for the impact of the economic cri-
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sis, we can emphasize that its effect has
not been felt severely, thanks to our early
implementation of the strategy to attract
new builds to the Registry, through the
expansion of economic incentives through
special Resolutions established in Law No.
57 of August 6, 2008, General Law of the
Merchant Marine, which have permitted
additional discounts to those already
established for ships being registered in
the Panamanian Merchant Marine.
Since 2008 economic incentives have been
strengthened taking into account the global financial crisis. Thus, for example, the
Special Lay-up registry was established for
ships from other registries that have been
temporarily declared out of operation and
that wish to register with the Panama flag.
Today we continue to promote the registration of new ships in the Registry through
new incentives for new constructions that
are flagged by the December 31, 2016.
In addition, the Panama Maritime Authority through the Directorate General of
Merchant Marine offers a special discount

since 2016 for those vessels whose owners/managers provide evidence of programs of corporate civil responsibility
aimed at reducing air and sea pollution.
Do you believe that the Panama
Papers case will affect the global shipping industry and perhaps even the
registries?
Panama’s know-how of the shipping sector is what gives us leadership. The Panama Ship Registry is not a private company; we were created by law almost one
hundred years ago; our main offices are
located in Panama and our staff is governmental. Our Registry is well-known for
being reliable and in compliance with all
the mandatory international regulations
from the International Maritime Organization (IMO). The ongoing investigation
against a local law firm has no bearing on
the vessels registered in Panama and their
operation abroad.

We support innovative solutions
to improve energy efficiency
and reduce emissions
For more information, please contact:
Bureau Veritas Hellas A.E.
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Tel: +30 (210) 40 63 000
Email: grc_lpr@gr.bureauveritas.com
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TRIBUTE

The sea perspective of Zaha Hadid
A tribute to the architect who changed the public picture of modern
architecture but also everyday life in ports, shipping companies, marinas
and seafront areas
by Paul Filippakis and Charis Pappas

Iraqi-British architect Zaha Hadid born
in Bagdad on 31 October 1950, died on
31 March 2016 at the age of 65 while in
hospital in Miami where she was being
treated for bronchitis, leaving behind her
an important cultural legacy.
Zaha Hadid, a principal representative
of the school of deconstruction, studied
mathematics at the American University
of Beirut before enrolling at the Architectural Association in London.
The internationally renowned architect
opened her own architectural firm in London
in 1980, and in 2004 became the first woman
to win the Pritzker Architecture Prize.
In 2008, Forbes magazine included her on
the list of the 100 most powerful women
in the world, while the Guardian newspaper selected the famous architect as
one of the 50 most elegant women in the
world.
For two consecutive years she received
the Stirling Prize of the Royal Institute
of British Architects, in 2010 for MAXXI,
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the National Museum of the 21st Century
Arts in Rome, and in 2011 for the Evelyn
Grace Academy in London.
In 2014, she also won the Design of the
Year Award for the design of the modern Heydar Aliyev cultural center in Baku,
Azerbaijan, and in 2015 she received the
Gold Medal of the Royal Institute of British Architects, a particularly prestigious
architectural distinction.
Zaha Hadid, one of the major creative
forces in modern architecture, designed
dozens of famous buildings around the
world; among other things, she also redefined the aesthetics of shipping industry
buildings around the world. Below are
some of her maritime related projects.
"People think that the most appropriate
building is a rectangle, but the world is not
a rectangle."
In our tribute to Zaha Hadid we present
some of her less known work relating to
the maritime industry and seafront aesthetic and development.

Unique Circle Yachts

CMA CGM Headquarters, Marseille, France

Sheikh Zayed Bridge, Abu Dhabi, UAE

London Aquatics Centre, London, UK

Guangzhou Opera House, Guangzhou, China

Heydar Aliyev Centre, Baku, Azerbaijan

AVIATION INDUSTRY NEWS

British Airways launches flights to
Kalamata and Chania for summer
2016
British Airways announced that it has
added flights to Kalamata and Chania in
Greece for summer 2016. As of April 30
the British air carrier will connect the two
Greek destinations with London, with
two flights per week to each destination.
Additionally, the company will continue
to connect London with other popular
Greek tourist destinations like Heraklion
(five flights a week), Corfu (six flights a
week), Kos (two flights a week), Rhodes
(two flights a week) Mykonos (two flights
a week), Santorini (four flights a week) and
Thessaloniki (four flights a week).
The flights will be carried out by Airbus 319
and Airbus 320 aircraft from the airports
of Heathrow and Gatwick. BA connects
Athens to London with four daily flights.

Deep concerns over the increase
of unmanned drones near airports
A British Airways aircraft on a flight from
Geneva to London was 'struck' by an
unknown object as it approached London
Heathrow airport last April. This news
made the round of the international media
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since there are currently serious concerns
about the alarming increase of unmanned
drones in areas with increased air traffic.
Although the aircraft carrying 132 passengers landed without problems, the pilot
reported after landing that an unknown
object had hit the front of the A320.
If confirmed, it is believed that this will be
the first case of a drone hitting an aircraft
in the United Kingdom.
However, many analysts and commentators point out that it is now a matter
of time before there is an "attack" of
unmanned aircraft or drones which will
have incalculable consequences and call
for stricter implementation of existing
security standards at airports.

Aegean Airlines continues to
thrive despite Greek financial
crisis
Aegean Airlines S.A., the largest Greek
airline by total number of passengers carried, by number of destinations served and
by fleet size, reports full year 2015 results
with consolidated revenue at €983m, 8%
higher compared to 2014. Passenger traffic
rose by 15% to 11.6m passengers, continuing the fast growth for a second consecutive year following the acquisition of

Olympic Air.
Pre-tax earnings rose 6% to €100.3m
while net earnings after tax reached
€68.4m, 15% lower compared to 2014 due
to higher corporate tax rate as well as an
increased deferred taxation effect.
EBITDAR reached €217.3m while EBITDA stood at €111.2m, resulting to cash &
short term financial assets of €238m at
year end.
Traffic in the domestic network increased
by 7% to 5.6m passengers driven by
demand stimulation on lower fares and
strong connecting traffic. International
traffic rose by 24% to 6m passengers.
Mr. Dimitris Gerogiannis, Managing Director, commented:
“In 2015 despite numerous challenges we
implemented significant investments in
both network and fleet, growing by 18%
in terms of revenue passenger kilometers within a recessionary environment.
Just two years following the acquisition
of Olympic Air we now carry 40% more
passengers on our international network,
growing considerably faster than the overall rate of air arrivals to Greece.

Boeing Delivers Record Number of
Airplanes to Turkish Airlines
Boeing is set to deliver a record number
of airplanes this year to Turkey’s flag-carrier, Turkish Airlines. In total, the carrier will
take delivery of six 777-300ERs and 20
Next-Generation 737-800s in 2016.
“Turkish Airlines is one of the world’s
ascendant airlines and an established global network carrier. It has achieved this
through various significant investments
as maden in its fleet which now stands at
over 310 and growing,” said Ahmet Bolat,
Chief Investment and Technology Officer,
Turkish Airlines. “The delivery of a further
26 Boeing aircraft this year, which form
a substantial part of our long-haul and
short-haul fleets, are integral to Turkish’s
continued growth and we look forward
to introducing the new planes on our
domestic and international network.”

Double daily to Africa and the Middle East via
Cairo
EgyptAir, the national airline of Egypt, has added a second
daily flight between Cairo and Athens.
The airline’s new flight will take place every evening at
19.30 from Athens to Cairo in addition to its midday flight
at 12.40.
EgyptAir also operates flights to Alexandria every Monday
and Friday afternnon.
Customers flying with EgyptAir are allowed two pieces of
luggage (23 kg each) free of charge. Transit flight passengers
who have to spend the night in Cairo until their next flight,
have the option of staying for free at a five-star hotel room
in Cairo, whereas passengers with a six to ten-hour wait for
their connecting flight, are entitled to pass their time in Cairo
either by staying in a five-star hotel room or by taking a free
tour to Cairo, the Nile and the Pyramids. If the flight connection is outside working hours, a free lunch is offered to passengers at a restaurant overlooking the site of the Pyramids.
EgyptAir is the only African airline flying to and from Athens.

New domestic flights in Greece by Volotea
Volotea, the Spanish low cost short and medium haul airline,launched new flights from Athens to Mykonos and Mytilini (the capital of Lesbos) in May. The new routes will run
until October. On each route Volotea will offer three flights
per week, every Monday,Wednesday and Friday.Volotea started its operations from Athens on April 3, 2015, offering five
new routes (Bari, Santorini, Palermo, Pisa and Venice). With
the addition of the Mykonos and Mytilini routes, the company is increasing the number of flights (764) and seats (95.500)
offered from Athens by 66 percent.

Croatia airlines expansion
from Athens
For the summer season, Croatia Airlines, a Star Alliance member, relaunches its flights to Athens, which will run until October 16th, gradually increasing its flights, reaching seven per
week. The airline will link Athens to Dubrovnik and Zagreb
every day except Friday and a new Athens to Split flight will
depart every Saturday.
In addition, Croatia Airlines, a Star Alliance member, inaugurates new flights from Zagreb to Prague, Milan, Lisbon and
St. Petersburg. For these new flights, Croatia Airlines offers
return tickets at special prices for bookings through www.
croatiaairlines.hror through travel agencies.
During the summer season, Croatia Airlines will directly link
Zagreb to 34 destinations in 20 European countries and
around the world in cooperation with other airlines – members of Star Alliance.
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Malta; a Financial Services Hub

Dr. Jean-Pie Gauci-Maistre
Director/ Advocate
GM International Services Limited

Malta has tried for some time now to be
a financial hub, with a range of financial
services including shipping services. Malta offers great advantages and benefits to
those who choose to register their vessels under its Maritime flag. It offers a wide
range of economic benefits and favourable

treatment in certain ports not subject to
any trading restrictions. The vessels which
are registered under the Malta flag cater
an efficient corporate and tax structure
with regards to the shipping industry, as
well as in other sectors due to industry
demands for more effective financial solutions. For instance, Malta has a substantial amount of Double Tax Treaties with
all the major economic trading partners,
which has become of great importance.
Furthermore, pleasure yachts may benefit
from substantially reduced VAT rates on
short term charters beginning in Malta.
Moreover, it offers an effective rate of tax
of a company which can be brought down
to 5% and the company’s personnel have

the potential of being subjected to a rate
of tax of 15%, all within the bounds of EU
legislation, the whole package becomes
very attractive. It offers the much needed
stability to those stakeholders that face
uncertain economic times and it becomes
a cost effective option. Malta’s financial
services industry includes many sectors
such as aviation, corporate structures,
i-gaming, funds, tax advisory, residency and
citizenship together with all the ancillary
services. Every one of these sectors has
helped to become the main driver for opting for Malta and apart from the financial
aspect at the core of many of these sectors, it is the sum of all these aspects that
is the biggest attraction nowadays.

World’s first MSc degree in Shipping at sea via Infinity’s Application Platform
Navarino and the Business Centre of
Athens (BCA) College are very proud to
introduce the world’s first MSc in Shipping
designed specifically for seafarers and executives, offered through e-learning on board
ships. The program will be launched this
summer at Posidonia from 6th-10th June.
The online Master’s degree will be available exclusively via the Infinity platform and
allows seafarers to study and complete
a full Master’s degree accredited by the
University of Plymouth, wherever their
vessel takes them. The MSc in Shipping
is designed to be flexible in the choice of
option subjects, and as it is offered on a
distance learning pattern of attendance,
making it ideal for those who spend long
periods at sea. The course is designed
for any seafarer seeking to expand their
career opportunities and an in-depth education in the maritime sector, but who
cannot attend regular taught classes due
to the nature of their work.
The programme of study combines a
thorough understanding of the theoretical concepts of shipping in particular, along
with case studies and practical subjects.
The modules offered cover the entire
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range of the main shipping business areas
and functions, including modules on Maritime Economics, Chartering, Shipping Law,
Shipping Finance and Shipping Operations
amongst others, with a particular focus on
decision making.
All course materials will be embedded
within Infinity. These will include 15 hours
of video material per module, e-books,
webinars and research materials. Students
at sea will also enjoy web conferencing
and continuous teacher support online,
all available over their own personal electronic devices. They will be able to complete the modules at their own pace, as
their own time allows, making it a very
flexible way of earning their MSc and perfectly suited for those who work on board
vessels.

‘For seafarers looking to further their
education, e-learning is by far the most
efficient choice in terms of both time
and cost.’ said Navarino CEO Dimitris
Tsikopoulos. ‘The great value of e- learning stems from its flexibility, affordability and portability, three factors which
combine to make it ideal for those who
spend a lot of time at sea. Furthermore,
thanks to the latest advances in satellite
communications technology, E learning is
now more accessible than ever before. It
is therefore with great pleasure that we
look forward to working in conjunction
with the BCA college to offer this degree
‘online, onboard’. Mr Daskalakis, founder
of the BCA, added ‘We are very excited
to offer our MSc in Shipping to seafarers in such an innovative manner. Thanks
to Infinity, this kind of education is now
available even to those who traditionally
have been unable to effectively participate in e learning programs, and we are
delighted that we now have the possibility
to reach anyone wanting to further their
education, even if they are in the middle
of the ocean.’
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80th anniversary of the
establishment
of the Katradis company

Messrs. Nikolaos and Konstantinos Katradis and the
president of H.I.M.T., Mr. Konstantinos Spyrou

On the occasion of 80 years since the establishment
of Katradis Marine Ropes Industry S.A. a Technical
Presentation was held under the auspices of the Hellenic
Institute of Marine Technology

Dr. Anagnostis Zachariades is the inventor of the patent
used in Katradis’ new rope SIRIUS True-Guard® and
made the technical presentation of its advantages

Katradis Marine Ropes S.A. organized a
technical presentation on ''SIRIUS TrueGuard®: The new generation of innovative hightech ropes''.The presentation was
held under the auspices of the Hellenic
Institute of Marine Technology (H.I.M.T.)
at the Eugenides Foundation with Dr.
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Anagnostis E. Zachariades, President of
Polteco Inc. as the keynote speaker and
was attended by representatives from
shipping companies, the Greek Navy and
other friends of Greek shipping.
The event was opened by the President
Mr. Nikolaos Katradis who on the occasion marking the 80th anniversary of the
establishment of the Katradis company
thanked the representatives of shipping
companies for their cooperation and their
trust in the company's products, while
he also praised the great contribution
of Greek-owned shipping to the Greek
economy.
We remind the reader that the Katradis
company, which was founded in 1936, has
today a broad customer base in shipping
and other relevant sectors such as shipyards and oil platforms, as well as in manufacturing, construction, the Armed Forces
etc. The Katradis company is a pioneer in
the production of high performance ropes
for marine applications which are made of
high quality raw materials. The company
offers a wide range of certified products
which address the needs of ships worldwide via a carefully selected network of
agents and partners in the largest ports
around the world.
Next, the floor was taken by Dr. Anagnostis E. Zachariades, president of Polteco
Inc. and inventor of the patent used in the
new KATRADIS ropes traded under the
name SIRIUS True-Guard®, which is a new
generation of high performance ropes of
much greater durability than wire ropes at
only 1/8 of the wire rope weight.
During his presentation, Dr. Anagnostis
E. Zachariades discussed the importance
of the business alliance between Katradis
Marine Ropes Industry S.A. and Polteco
Inc. in the production of the SIRIUS TrueGuard® mooring rope, a cooperation
which after years of research and development and a period of successful testing resulted in the two types of SIRIUS
True-Guard® rope, S-12 and X-12 rope
constructions, which were presented to
the audience. At this point it is worth noting that the use of ultra-high molecular
weight polyethylene (UHMWPE) has been
quite widespread in recent years, replacing
wire ropes with great success.

Dr. Anagnostis E. Zachariades continued
his presentation explaining that in a conventional rope consisting of bundles of
multifilament fibers we can observe that
friction is a great cause of wear. In contrast, SIRIUS True-Guard® ropes feature
an outer braided layer of UHMWPE tapes
over high strength HMPE core fibers that
protect the core fibers without the bulky
outer layers of multifilament fibers of conventional ropes. The rope construction of
SIRIUS True-Guard® ropes enables high
performance with reduced diameter and
weight. The outer braided True-Guard®
layer also acts as a protective barrier to
environmental debris that can damage
the core fibers. The True-Guard® tapes
are designed to exhibit elastic behaviour
which can provide other unique features
including controlled flexibility, reduced
recoil and safety features. The transparency of the True-Guard® outer braided layer facilitates inspection and monitoring of
the rope and inner core and is also useful
for many functionalities including marking.
The True-Guard® outer braided layer can
also be used with different core fibers for
engineering ropes to meet specific performance criteria. Unlike wire ropes, SIRIUS
True-Guard® ropes have reduced weight,
floatability, rapid attachment and release,
corrosion resistance and do not require
greases, contributing to improved maintenance. The presentation covered several
important topics relating to the novel
rope construction of SIRIUS True-Guard®
ropes and their combined features for
high performance and improved safety and
efficiency for operations on vessels.
Finally, Dr. Zachariades also presented the
True-Guard® Protector, a new design
with an open structure utilizing UHMWPE and having a low friction coefficient
for protecting ropes against very abrasive
conditions such as hawseholes for example and protecting rope lifetime.
At the end of the presentation the speaker and KATRADIS executives answered
many attendee questions and the event
ended with a special reception dedicated
to the 80 years of Katradis Marine Ropes
SA’s reliable and quality services in providing advanced products to the shipping
industry.

photo: (l-r) Kostas Vlachos (CMM), Alex
Hadjipateras (Dorian LPG), Harry Vafias
(StealthGas), Jonathan Gaylor (Affinity), Nikolaos
Ioanou (Benelux)

“Gas Shipping
- Shaping the future today”
The 1st LR Gas Shipping Forum in Greece
On Wednesday 11 May Lloyd’s Register
(LR) held its first Gas Shipping Forum in
Greece, ‘Gas shipping – shaping the future
today’. The forum took place at the Aikaterini Laskaridis Foundation in Piraeus and
combined presentations and panel discussions on technical and commercial aspects.
The programme was focused on essential
technologies and commercial opportunities in the LPG sector, a market where LR
has the leading share of the orderbook
both in Greece and world-wide.
In the Technical session LPG containment
systems, storage and handling technology
were areas of focus, including very interesting presentations by high-level representatives of Wartsila, Babcock-LGE, M.E.S.,
GTT, TGE Marine and MAN. LR’s Jose
Navarro addressed on how legislation is
driving design and made special reference
to the IGC Code. The technical session
was followed by a very fruitful panel discussion where representatives of Shipping
Companies and Shipyards contributed
their views on technology and innovation.
Knut Erik Heggem (Wartsila), Li Xiaoling
(JiangNan), Antonios Georgantzis (CMM),
George Paul Perantzakis (Naftomar) and
Diamantis Andriotis (StealthGas) framed
the technical panel.
In the commercial session of the forum
Dr Jonathan Gaylor of Affinity Shipbrokers

provided a thorough look at broader gas
market opportunities. Furthermore, LR’s
Leo Karistios provided an overview of the
essential LPG technologies and presented
the positioning of LR in the Gas Markets,
whereas LR’s Panayiotis Mitrou addressed
on Small Scale LNG as alternative fuel.
The day ended with a Market Outlook
panel discussion where Shipowners’ perspectives on the Gas markets were provided by Kostas Vlachos (CMM), Alexander Hadjipateras (Dorian LPG), Harry
Vafias (StealthGas) and Nikolaos Ioannou
(Benelux).
Anthi Miliou, LR Business Development
Manager for Greece & Cyprus commented, “Our role is to help shipowners and
technology providers make the best decisions based on the best technical independent insight. Bridging the technical and
the commercial today, we shared a useful
dialogue with engine makers, containment
and gas handling technology providers,
shipyards and owners.”
“It is great to see how the Greek shipping
community embraces new technologies
especially in the gas sector. The Gas Shipping Forum in Piraeus was a milestone for
LR and further enhanced our engagement
to promote innovation and ensure that
new technologies that enter the market
are safe, reliable and meet the needs of
the Greek industry.” said Leonidas Karistios, LR Global Gas Technology Market
Manager.
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The importance of maritime
education and training in the
shipping sector

Natalia Margioli
Managing Director
HMC / ICS Greek Branch
Historically, shipping has united the world
by carrying the goods and commodities
that support the global economy.
The shipping industry today is a modern,
highly technical, professional discipline
that requires a great deal of skill, knowledge and expertise from the maritime
workforce.Thus the industry is, now more
than ever, in need of well-qualified, trained
and adequate manpower base, equipped
to counter any adversities. The global
shipping industry continuously provides
an attractive career opportunity with
a broad international perspective. Even
during the global economic crises, the
demand for highly shipping professionals around the world is still going strong.
This is because the answer to economic
challenges lies in investment in knowledge
- and by knowledge I mean education,
research and innovation.
As a truly international industry, shipping needs a global network of specialist
education and training establishments to
ensure a continuing stream of high standards recruits.
Maritime education and training must be
of a high and consistent quality worldwide, as the human element in shipping
becomes increasingly important and the
industry moves towards higher standards
of sustainability, safety and environmental
impact.
Shipping is one of the few industries in
Greece always ready to employ highly
educated and trained professionals with
up-to-date knowledge, skills and expertise. Greece is witnessing a surge of
enthusiasm from men and women keen
to pursue shipbroking as a career. The
upswing in the already popular profession
in the traditionally strong shipping nation
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was reported recently by Bruce Ogilvy,
President of the Institute of Chartered
Shipbrokers, when he addressed a meeting in London of the International Maritime Industries Forum.
The continual rise in numbers of students
and ICs members suggests that professional qualifications are even more important today, as both companies and professionals are preparing themselves for when
the market turns.
It is our core belief that Greek shipping,
still at the top of world rankings and being
the country's most important industry,
requires well trained professionals, better
equipped to make a difference.
Proving the above, the Institute of Chartered Shipbrokers Greek Branch excelled
once again this year.
Τhe Institute of Chartered Shipbrokers
(ICS) is the major international provider of
professional education and training in the
shipping industry since 1911. The Hellenic
Management Centre, official educational
provider of ICS in Greece, committed to
the provision of continuous professional
development within the shipping industry
offers the Annual Professional Maritime
Programme that prepares the candidates for the ICS Professional Qualifying
Examinations, leading to ICS Membership,
the only professional qualification that is
internationally recognized as a mark of
competence for shipping professionals.
Individuals, as well as Shipping Companies have realised that they can benefit
immensely from the ICS Annual Professional Maritime Programme as its unique
training approach prepares candidates
to directly relate and apply the knowledge, skills and expertise gained from the
course immediately on their work. It gives
them the opportunity to broaden their
understanding of the industry and expand
their career potential.
This is mainly because Chartered Shipbroker status commands respect, demonstrating a commitment to lifelong learning.
It also opens the doorway to an established and worldwide network within the
shipping industry.
''As I always state professionally qualified
individuals are betters placed to make
better decisions on behalf of themselves,
their companies and their customers ".

High reliability. More uptime to keep you moving.

Designed to maximize application uptime, the A100-M series comprises state-of-the-art
turbochargers, for those current generations of HFO-burning medium-speed, four-stroke
engines requiring a combination of: very high compressor pressure ratios, very high
turbocharging efficiency, and very wide compressor maps. It supports dual-fuel
operations, allowing choice of fuel most suited to the application. Fuel consumption
and emissions can be significantly reduced, with no compromise on performance or
operational flexibility. Find out what we can do for your application:
www.abb.com/turbocharging

ABB at Posidonia
Hall 2 | Stand 2.211

ABB SA
Turbocharging
13th km Athens-Korinth National Road
12462 Skaramagkas
Phone: +30 210 42 12 600
E-mail: turbo@gr.abb.com
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The effectiveness of legal
maritime education in
a stressed market.

Dr Alexandros X.M. Ntovas
D. Director LLM in International
Shipping Law, Piraeus
Centre for Commercial Law Studies
Queen Mary, University of London
Since time immemorial, ships and their
activities have been the subject of customs
and laws inexorably transcending authorities anchored in a single land jurisdiction.
It is historically recorded that shipping is
the oldest economic activity that engendered the legal concept of international
regulation.
However, shipping as a trading activity that
amounts to more than 80% of the volume
of international trade in goods carried by
sea, due to its truly inherent international nature, faces up to a diverse range of
traditional and contemporary risks that
affect the performance of charter-parties
and bill of ladings.
Next to the prolonged fragile econom-

ic recovery, piracy, terrorism, sanctions,
irregular migration by sea, increasing environmental concerns and the advent of
sophisticated innovative technology have
necessitated new and stricter requirements, which have resulted into an evolving complex applicable legislation, at both
domestic and international levels. In this
highly demanding context, a sound and
internationally endorsed education on
maritime law affords the indispensable
professional advantage to assure safe,
secure, environmentally efficient and economically profitable undertakings in international shipping.
To this end the Queen Mary University
of London (QMUL), one of the UK’s leading research institutions with an equally
enviable reputation for teaching excellence, through the Centre for Commercial
Law Studies (CCLS) in the heart of legal
London, specialises with a world-wide
acclaimed reputation in the knowledge
and skills in commercial law that can be
placed at the service of governments, public bodies, overseas institutions, the legal
profession, industry and commerce. Honouring the long established Greek tradition in shipping, QMUL created a new LLM
in International Shipping Law (Piraeus), following the success of the London-based
LLM programme, in cooperation with

the Hellenic Management Centre (HMC).
This programme is delivered by the CCLS
academic staff at the prestigious facilities
of the HMC in Piraeus, one of the major
international shipping centres in the world,
and is aimed at lawyers and professionals
with relevant work experience and an
academic background and is taught in six
intensive blocks throughout two academic
semesters, so that it can be fitted in with
their other professional commitments.

CERAMICS FROM CHINA
This summer, ninety works of ceramic art from China donated to the Benaki Museum
by George Eumorfopoulos, first President of the OCS, in 1929/30 and 1936 (TOCS 66,
2001-2), will be displayed for the first time in decades.
The exhibition, including artefacts from the Neolithic to the late Qing, will focus on the
global impact of Chinese ceramics and their re-appraisal in the early twentieth century.
Several items are well-known to OCS members from early publications such as R.L.
Hobson's Chinese Pottery and Porcelain from 1915 and A.L. Hetherington's The Early
Ceramic Wares of China from 1922. Others, exhibited at seminal early shows, such as the
1910 Burlington Fine Arts Club 'Exhibition of Early Chinese Pottery and Porcelain' and at
the 1913 'Exhibition of Chinese Applied Art' at Manchester City Art Gallery, will be complemented by practically-unknown examples from classic wares of the Chinese ceramic
canon. A full-colour publication in English, China Rediscovered. The Benaki Museum Collection of Chinese Ceramics, will accompany the exhibition.
Members of the OCS are cordially invited to the opening reception on Tuesday 7 June
2016 at 8 pm.
Exhibition at the Benaki Museum, 1 Koumbari St., Athens, Greece;
8 June - 4 September 2016, www.benaki.gr
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