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Safety Means
the World to Us

GasLog’s reputation has been earned as one of the world's leading 
owners, operators and managers of LNG Carriers.

As each ship leaves port we are keenly aware of our responsibility 
toward ensuring the safe passage of our people, our cargoes

and our environment.
 

Our attention to detail is a reflection of our company's values
and a demonstration of our dedication.

www.gaslogltd.com
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Become the best at what you do
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Maritime numbers 

On the seafront

“We will continue to cooperate with 
the industry in trying to secure free and 
non-discriminatory market access for EU 
operators”
An interview with EU Commissioner for Transport 
Violeta Bulc

GSCC: Annual report
Greek controlled fleet, a global champion  
in the seas of the world

The annual information paper of the Greek 
Shipping Co-operation Committee on the 
Greek controlled shipping

“Ruling the waves? You could say so”
By Efthimios E. Mitropoulos

“The Greek fleet has been rising constantly, 
maintaining the first position worldwide”
By Dr Spyros M. Polemis

“The importance of a well-funded, quality  
and modern education system for  
the seafarers of tomorrow remains 
paramount to the maritime sector”
By John M. Hadjipateras

“Greek shipping: continuous growth”
By Michael Sarlis

“The Greek merchant marine as a source of 
economic growth and geopolitical influence”
By George S. Koumoutsakos

“The next chapter in Shipping: A new era of 
Ship Managers in the age of digitalization”
By Suzanna Laskaridis

“Greece’s maritime tradition is pivotal 
in understanding its leadership in world 
shipping”
An interview with Prof. Gelina Harlaftis

The new Centre of Maritime History in 
Crete: an international point of reference for 
maritime studies

Greek Shipping Hall of Fame inducts  
Alecos N. Goulandris and Basil M. Mavroleon

A tribute to the Basil and Elise Goulandris 
Foundation

“There is a need for long term maritime 
policies, mainly on the part of the state”
By Capt. Νikolaos Tsoulis

“Women have been breaking stereotypes and 
foraying into the maritime world”
By Victoria Kalinidi – Gaitantzi

“The Unique World of P&I and its Bond  
with Greece” 
By Dorothea Ioannou

“Win–win solutions and no planet B”
By Maria Damanaki

“Germany will continue to stay competitive in 
the global shipping and trade markets”
An interview with Alfred Hartmann

The worldwide shipping community salutes 
the IMO’s adoption of the GHG emissions 
reduction strategy
By Angeliki Koliomichou

International waters

“Our principles can be characterised through 
family values, and this is what makes us 
different”
An interview with Thrasos Tsangarides

SPECIAL REPORT
The challenges of financing, legislation  
and business strategy in the maritime sector

“Regulations should be measured and wise”
By Dr Kostas G. Gkonis

“Regulations, financial viability, and 
technology are the 3 major challenges that 
shipping companies face today”
By Brian Nixon

“The United Kingdom is still 'Open  
for business'"
By Richard Greiner

“Clubs have no choice but to assume a hard 
Brexit”
By Mike Salthouse

“BWTS: the sooner the decision is taken, the 
better the planning and the execution will be”
By Helen Polychronopoulou

“The days of owners going public with 15 ships 
are over”
By Leonidas J. Vrondissis
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“Smaller family-led shipping companies will 
eventually give up the management of their 
vessels”
By Costas Stavropoulos

The ICS presents the Flag State performance 
for the 2017-2018 period
By Angeliki Koliomichou

“Building resilient safety cultures takes more 
than a campaign!”
By Erik Green

“Liberia & Greek Shipping: The Everlasting 
Partnership”
By Michalis Pantazopoulos

"Proactive shipping companies must be one 
step ahead in order to catch up with the 
quickly evolving technology"
An interview with Vassilis Zaimis

NEWBUILDINGS
- Liquified Natural Gas Carrier “gaslog hong kong”
- Liquified Natural Gas Carrier “gaslog genoa”

- Bulk Carrier “concaran”

“Disruptive technologies in the Maritime Sector”
By Dr Nikitas Nikitakos
 
“LNG is not the future for GHG reductions”
By Panos Zachariadis

“Marine fuels solutions in order to comply 
with the strict international environmental 
regulations”
By Nikos Vergounis

"We strive to deliver growth through 
technology and meet or exceed 
environmental compliance requirements"

An interview with Sotiris Meklis

“Shell Marine ready for 2020 sulphur cap”
By Dr Sara Lawrence

Norddeutsche Reederei upgrades 
connectivity options with the Infinity Cube 
from Navarino

“Foreship says hesitation no longer an option 
on ballast water”
By Olli Somerkallio

Hellenic Seaways opted for the ABB
Turbo LifecycleCare service agreement
to maintain maximum availability and
the continuous smooth sailing of their
vessels

Paint suppliers will have to focus more on 
becoming “solution providers” rather than 
being just “product suppliers”
An interview with Harald Hvalvik  
and Sam Chambers

“Cybercrime is an inevitable downside  
of the digital economy, on land or at sea” 
By Peter Broadhurst

“Changing the industry conversation  
on cyber security”
By Rick Scott

Hempel helping to keep your vessel  
in shipshape order

FILE: HEMEXPO 
Hellenic marine manufacturers: innovative products 
are the key to a global brand name

Aviation industry news

Snapshots of the month
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Maritime Numbers

the share of the Greek-owned fleet in the 
global fleet in terms of capacity.

the number of passengers expected to choose 
a cruise ship trip in 2018.

27,200,000 

16.4% 

the number of VLCC ships sent for scrapping 
from the beginning of this year to date.

the growth projected for 2018 by the Inter-
national Monetary Fund for emerging and 
developing economies.

4.9% 

the number of merchant ships trading inter-
nationally transporting every kind of cargo 
and manned by over a million seafarers of 
virtually every nationality.

the tonnes of crude oil exported from Russia 
to China in the first quarter of 2018, an 
increase of 22% against last year.

the value of the US economy, the world's  
largest economy for 2018.

the profit recorded by COSCO during 2017.

the number of LNG carriers flying the Greek 
flag, while LNG carriers flying the Japanese 
flag rank first in the world with is 87.

the number of TEUs managed in the first 
quarter of 2018 by the container handling 
terminal at the port of Piraeus.

1 million 

51 million $429.42 million 

21

the reduction recorded in the incidents 
of pirate attacks and armed robberies on 
ocean-going ships in Southeast Asia during 
the first quarter of 2018.

the number of LNG carriers that crossed the 
Panama Canal during October 2017 - March 
2018.

$20.4 trillion 

50,000 

50% 

60 

134 

18





20

This month’s top news stories
from naftikachronika.gr

Οn the Seafront

ON THE SEAFRONT

China delivers world's largest  
ore carrier 

APRIL 1, 2018

The delivery ceremony of "Ore Tianjin", 
the largest iron ore transport vessel ever 
built, took place at the end of March 2018. 
The ship has 400,000 metric tons carry-
ing capacity and is 362 meters in length, 
65 meters in breadth and 30.4 meters in 
height. It weighs 54,200 tons while its deck 
is the size of three football fields.
The VLOC (Very Large Ore Carrier) was 
delivered to China Merchant Energy Ship-
ping and ICBC Leasing by Qingdao Bei-
hai Shipbuilding Heavy Industry Co. Ltd. 
(BSIC).

This ship is the first of ten of the same class 
ordered by China Merchant Energy Shipping 
and ICBC Leasing which will be chartered 
by Brazilian Vale SA for the transportation of 
iron ore between China and Brazil.
Compared to other large-scale iron ore 
transport vessels, Ore Tianjin consumes 
20% less fuel, which makes it an energy-ef-
ficient and environmentally friendlier ship. 

Ocean Network Express officially 
inaugurated

APRIL 3, 2018

On 1 April 2018, Ocean Network Express 
(ONE), a new alliance in the container-
ships market, was officially inaugurated.



This alliance is the result of the joint ven-
ture between the Japanese companies 
Mitsui OSK Lines, Nippon Yusen Kaisha 
(NYK) and Kawasaki Kisen Kaisha (K 
Line), which will integrate their container 
shipping activities and terminal manage-
ment on a global level, excluding those 
they manage in Japan.
Through the integration of the three compa-
nies, the alliance will have a fleet of 250 ves-
sels with a total capacity of 1,440,000 TEUs.
According to an announcement issued by 
ONE, the new joint venture will operate 
globally and is expected to handle goods 
in more than 200 ports, making it one of 
the largest alliances in the containerships 
market worldwide.

The aim of the ONE alliance is to provide 
competitive, innovative and high-quality 
transport services to its customers.

The world’s first autonomous 
shipping company has been 
established

APRIL 5, 2018

Wilhelmsen and Kongsberg are joining 
forces to take the next step towards auton-
omous shipping by offering a complete val-
ue chain for autonomous ships, from design 
and development to control systems, logis-
tics services, and vessel operations.
Thomas Wilhelmsen, CEO of the Wil-
helmsen Group, said about the new com-

pany: "As a world-leading maritime nation, 
Norway has taken a position at the fore-
front in developing autonomous ships. 
Through the creation of the new company 
named Massterly, we take the next step on 
this journey by establishing infrastructure 
and services to design and operate ves-
sels, as well as advanced logistics solutions 
associated with maritime autonomous 
operations. Massterly will reduce costs 
at all levels and target all companies with 
transport needs."
In the context of the establishment of 
Massterly, land control centers will be 
set up to monitor and operate autono-
mous ships in Norway and internationally. 
Massterly will benefit from Kongsberg's 

The delivery and naming ceremony of the world's largest second-generation ore carrier,"Ore Tianjin", 
at Qingdao Beihai Shipbuilding Heavy Industry Co., Ltd.
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unique expertise and solutions and from 
Wilhelmsen's experience in logistics and 
ship management.
A key milestone for Norway in the field 
of ship autonomy was the announcement 
of "Yara Birkeland" in May 2017. It will be 
the first fully electric container ship in the 
world, which will be completely autono-
mous by 2020. Massterly can deliver and 
operate autonomous vessels such as "Yara 
Birkeland".
The new joint venture company will be 
based in Lysaker, Norway, and will be fully 
operational as of August 2018.

Egypt turning into a strong  
Port State

APRIL 8, 2018

The Egyptian government has begun work 
on the construction of a multi-purpose 
terminal in the port of Damietta in the 
northeast of Egypt.
It is estimated that work on the con-
struction of the terminal will be complet-
ed within 18 months at a cost of $73.6 
million. The project includes the con-
struction of a 75,000 square meters zone 
and a 630 meters long and 17 meters 
wide berth.
Upon completion of the new terminal, the 
Damietta port will be able to handle up to 
4 million tonnes of cargo annually, while it 
is estimated that port revenue will reach 
$ 9.07 million per year.

The new port terminal will contribute to 
the reduction of the waiting time of vessels 
entering the port of Damietta and will be 
capable of handling dry bulk and liquid bulk 
carriers as well as general cargo vessels.
According to international media, the con-
struction of this terminal is being carried 
out within the framework of the Egyptian 
Government's policy to develop the coun-
try's port system.

The first of a new generation  
of environmentally friendly  
bulk carriers

APRIL 11, 2018

"Ilshin Green Iris", the world’s first LNG-
fuelled bulk carrier, was built at Hyundai 
Mipo Dockyard (HMD) in South Korea 
for Ilshin Logistics under a program 
announced in July 2016 to develop the 
first of a new generation of environmen-
tally friendly, LNG-fuelled bulk carriers.
The 50,000dwt bulk carrier is equipped 
with a two-stroke MAN B & W 6G50ME-
GI engine and its compliance with the 
International Gas Fuel (IGF) Code by 
Lloyds Register and the Korean Register 
has been verified. "Ilshin Green Iris" has 
been chartered by POSCO to transport 
limestone to the Korean coastal trade.
"Ilshin Green Iris" features a C-type 500m³ 
LNG bunker tank made of high-manga-
nese austenitic steel, a material recent-
ly developed by POSCO and specifically 

designed for cryogenic liquefied natural 
gas and liquefied gas storage applications.
With more than 200 engines of this type 
ordered, the MAN Diesel & Turbo ME-GI 
(Gas Injection) engine has set a new industry 
standard for two-stroke propulsion engines 
designed for - amongst other vessels - LNG 
carriers, container vessels, and bulk carriers. 
With the ME-GI engine, the development of 
two-stroke engines has gone a step further 
by combining the unique properties of mul-
tifuel combustion and the well-known relia-
bility of the Man Diesel & Turbo ME engines.

Towards creating  
an auxiliary OPEC?

APRIL 11, 2018

Russian Energy Minister Alexander Novak 
recently spoke about the possibility of 
setting up a joint organization between 
OPEC and non-OPEC countries once 
the OPEC agreement on oil output curbs 
expires at the end of 2018.
For his part, Saudi Arabian prince Moham-
med bin Salman pointed out that Saudi 
Arabia and Russia are working on a long-
term agreement, possibly 10 to 20 years, 
which could help to extend controls over 
world crude supplies by major oil export-
ing countries.
The Russian Energy Minister stressed that 
he has discussed with his Saudi counter-
part Khalid al-Falih the possibility of a 
long-term cooperation between oil-pro-
ducing countries and of joint actions in 
the energy sector.
According to a Gulf Business report, in the 
framework of the OPEC deal to reduce glob-
al oil output, Russia has managed to reduce its 
daily production by 300,000 barrels.
Novak pointed out that the reduction 
in oil production is not a panacea but a 
necessary measure, adding that a wider 
cooperation between OPEC members is 
needed.

3.5-year high in oil prices

APRIL 12, 2018

Oil has reached highs not seen since 
December 2014, amid political and mili-
tary tensions in the Middle East as inves-
tors are concerned about the situation in 
Syria and the ever-increasing threats.
Brent climbed to $71.50 a barrel, the high-

ON THE SEAFRONT
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est price since 3 December 2014, while 
US crude reached $66/barrel.
Due to the crisis in Syria, the Middle East 
is once again at the center of attention 
and the possibility of US and Saudi military 
operations creates increased risks in trans-
porting the black gold, which contributes 
towards maintaining the pressure on prices.
Finally, the possibility of a trade war 
between the US and China and the dam-
aging consequences it would have on 
the two largest economies of the world 
create further wariness in markets and 
investors.

The docking of the first ship in the 
new "PIRAEUS III" floating dock 

APRIL 13, 2018 

PPA SA has announced that after the com-
pletion of the procedure for the final instal-
lation and mooring of the new “PIRAEUS 
III” floating dock in a permanent position 

in Pier I of the Ship Repair Zone in Perama, 
the new floating dock was successfully put 
into operation on 12 April 2018 with the 
docking of the first ship.
In addition, extensive infrastructure 
improvement works are being carried out 
in the Ship Repair Zone, such as:
• Upgrading of the quay wall.
• Reconstruction of dock floors.
• Repair/reconstruction of tracks.
• Improvement of electromechanical 

installations and networks.
The total investments foreseen in the con-
cession contract, which are in progress 
at the Ship Repair Zone of Perama, will 
exceed € 55,000,000.

Surge in armed attacks on ships  
in the Gulf of Guinea 

APRIL 13, 2018

An increase was recorded in the number 
of armed attacks on ships during the first 

quarter of 2018 compared to the same 
period last year.
According to the Pirate Reporting Center 
of the International Maritime Bureau 
(IMB), 66 incidents of armed attacks 
occurred from the beginning of this year 
to the end of March, compared to 43 inci-
dents in the first quarter of 2017 and 37 
incidents in the same period of 2016.
40% of the total attacks are estimated to 
have occurred in the Gulf of Guinea in the 
first quarter of 2018, while about 22 inci-
dents of pirate attacks were reported in 
Nigeria during the same period.
Worldwide, during the first quarter of 
this year, 100 seamen were held hostage 
at in the Gulf of Guinea, while 14 were 
kidnapped.
According to an IMB spokesman, armed 
attacks on tankers anchored in the Bay of 
Guinea are of grave concern. The intention 
of the pirates in these cases is to steal a 
ship’s cargo and to kidnap the crew. How-
ever, timely detection of any suspicious 
movements and immediate response by 
ship security personnel can contribute 
significantly to addressing such incidents.
According to the IMB's Piracy Reporting 
Center, attacks on ships during the first 
quarter of this year also occurred off the 
coast of Somalia and Indonesia.

Shares dive due to  
the West-Russia trade war

APRIL 14, 2018

In the vortex of the trade war between 
the West and Russia, there are many 
important companies around the world 
suffering the aftermath of the policies pur-
sued by US President Donald Trump and 
the retaliation of the countries affected.
British-Swiss giant Glencore, the world's 
largest mining company, saw its share price 
fall more than 6% in two days due to the 
US sanctions against Russian government 
officials and businessmen close to Russian 
President Vladimir Putin. Glencore holds a 
significant stake in Rusal, the Russian alumi-
num company whose share dropped nearly 
50% on the Hong Kong Stock Exchange. 
The Russian company produces 6% of 
the world’s aluminum and is the largest 
non-Chinese aluminum producer.
The Russian ruble suffered the biggest 
losses in the last four years while inves-

ON THE SEAFRONT
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tors are worried that the crisis in Rus-
sia-West relations is not showing signs of 
de-escalation.
Foreign information networks are warning 
of a possible domino effect of successive 
economic downturns as the econom-
ic war that began with the imposition of 
import tariffs on product imports to the 
US has led to retaliation by the threat-
ened countries. The commodities and 
foreign exchange markets are under con-
stant pressure, accepting the blows of any 
announcements made by governments.

Smiles in Brussels for the 
"success" of the Sulfur Directive

APRIL 17, 2018

The common policies of the EU Member 
States and the global maritime community 
following the adoption of recent EU legis-
lative initiatives on the use of cleaner fuels 
appear to have contributed significantly to 
the reduction of sulfur oxides emissions 
by ships in the last years.
For many officials in Brussels, the shipping 
industry is one of the sources of atmos-
pheric pollution as ships emit harmful 
gaseous pollutants during their shipping 
operations. Driven by this, NGOs and 
"green" organizations are pushing through 
the MEPs, especially of the North, for 
additional measures to make both Euro-
pean Registry ships as well as other ships 
approaching the seas of Europe “friendli-
er” to the environment. Nevertheless, the 
reactions of the European maritime com-
munity are already known.
According to the Communication regard-
ing the recent report by the European 
Commission on reduced sulfur emissions, 
known as the Sulfur Directive, the results 
for many NGOs - but also for the Maltese 
Environment Commissioner – have been 
positive. More specifically, according to the 
same Communication by the competent 
body, ships - without any further details - 
appear to be to a great extent in line with 
the stringent environmental requirements, 
particularly in the areas defined as 'Sulfur 
Oxides Emission Control Areas'. The con-
centration of sulfur oxides in these areas 
appears to have fallen by half compared to 
2015 levels.

Karmenu Vella, European Commissioner 
responsible for the Environment, Fisheries 
and Maritime Affairs, said that the adoption 
of EU environmental legislation by shipping 
has ultimately contributed to improving the 
quality of life of residents, especially in the 
Special Protection Marine Areas.
It should be noted that in 2012 the EU 
adopted the relevant legislation to reduce 
sulfur content (Sulfur Directive) in marine 
fuels from 3.5% to 0.5% by 1 January 2020.
In areas such as the Baltic Sea and the North 
Sea, which are part of the Sulfur Oxides 
Emission Control Areas and are the focus 
of interest of European NGOs, Green MEPs 
but also state environmental organizations 
in the North, the target is to reduce the sul-
fur content of marine fuels to 0.1%. 
As stated in the European Commission's 
Communication, the reasons that led to 
the successful implementation of the EU 
Sulfur Directive were inter alia the coop-
eration and constructive dialogue between 
EU Member States and the provision of 
technical assistance to the members of the 
European Maritime Safety Agency (EMSA). 
The synergies between the EU and IMO 
have also played an important role. In addi-
tion to the "successful" implementation 
of the Sulfur Directive, the EU has also 
contributed to the control of emissions 
of gaseous pollutants from ships, which is 
carried out by specialized electronic sys-
tems installed on them.
However, let us not forget that for many 
sceptics, behind every initiative in Brussels 
there are always economic motives and 
ultimate goals. The European Commission 
promotes sustainable maritime transport 
through the provision of multilevel financial 
instruments (direct and indirect subsidies 
but also research supporting institutions 
and bodies) to develop programs such as 
Horizon 2020, which promotes clean fuels.
So perhaps the announcement by the 
Commissioner's office in Brussels a few 
days after the publication of the IMO's 
strategy for reducing CO2 emissions from 
shipping may not be accidental. It seems 
that the Commission is once again "manip-
ulating" developments by welcoming its ... 
own initiatives and trying to appease vot-
ers in the North with regard to the suc-
cess of its "green" initiatives.
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Japanese NYK issues  
"green" bonds

APRIL 18, 2018

Japanese NYK (Nippon Yusen Kaisha) is 
about to issue five-year "green" bonds on 
Japan's domestic market to attract funds to 
finance environmentally-friendly projects. 
This decision is a global first in shipping.
These projects mainly concern building 
LNG-fuelled ships, LNG bunkering vessels 
as well as installing scrubber systems and 
ship ballast water treatment systems.
This move is part of NYK's strategic plan 
named "Staying Ahead 2022 with Digitali-
zation and Green". NYK's goal is to inte-
grate digitization and environmental con-
sciousness into its strategic planning.
It is estimated that NYK will receive $ 93.5 
million from the issue of the green bonds.

Panama Canal breaking  
one record after the other

APRIL 22, 2018

The Panama Canal Authority has 
announced that on 17 April 2018, three 
LNG carriers sailed through the new Pan-
ama Canal. This is a record for the Panama 
Canal as it was the first time three LNG 
ships crossed it in one day.
Last Tuesday, all three ships - "Clean 
Ocean", "Gaslog Gibraltar" and "Gaslog 
Hong Kong" - crossed the Panama Canal 
from the Pacific side to the Atlantic Ocean.
The growth of the LNG market has led 
to a significant increase in the number of 
LNG carriers crossing the new Panama 
Canal, which was expanded in June 2016.
According to a statement by the Panama 
Canal Authority, an average of five LNG 

carriers crosses the Canal on a weekly 
basis. In periods of high LNG demand, it 
is estimated that approximately 2 ships 
cross the canal each day.
It is noteworthy that from the beginning 
of last October to the end of March, 134 
LNG carriers sailed through the Canal.
As stated in the press release by the Pana-
ma Canal Authority, as demand for LNG will 
continue to grow in the future, the Canal has 
properly prepared in order to respond to 
and serve its customers' needs adequately.

Dorian LPG Ltd. enters into 
Memorandum of Understanding 
with Hyundai Global Service 
Co., Ltd. to cooperate on vessel 
upgrades

MAY 4, 2018 

Following a signing ceremony in Houston, 
Dorian LPG Ltd. announced today it has 
entered into a memorandum of under-
standing with Hyundai Global Service Co., 
Ltd ("HGS") to undertake research and pre-
liminary engineering studies to upgrade the 
main engines of up to 10 of the Company's 
very large gas carriers to dual fuel technol-
ogy utilizing liquefied petroleum gas as fuel 
in anticipation of upcoming environmental 
regulations to reduce Sulphur emissions. 
Dorian LPG and Hyundai Global Service 
Enter into MOU to Retrofit up to 10 VLGCs 
to use LPG as fuel.
John Hadjipateras, Chairman and Chief 
Executive Officer of the Company, stated: 
"The cargo transported by our vessels is an 
energy source with well-documented envi-
ronmental benefits relative to other fuels. 
We are undertaking this initiative with the 
dual goals of acting as a responsible corpo-
rate citizen and potentially achieving a signif-
icant competitive advantage that will benefit 
both our customers and shareholders."
Ki Sun Chung and Kwang Hean An, Co-CEO 
& President of HGS added, "We are pleased 
to be partnering with a first-class organi-
zation with whom we have a long-standing 
relationship. Both HGS and Dorian LPG are 
committed to the advancement of technol-
ogy that provides the global shipping indus-
try alternatives to achieve compliance with 
important environmental mandates."

ON THE SEAFRONT
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What is your reaction to the 
recent IMO announcement of its 
initial strategy for cutting carbon 
dioxide emissions in shipping? 
Will the Commission insist in 
particular measures to be adopt-
ed by the industry?

The agreement reached at the IMO on 
the reduction of greenhouse gas (GHG) 
emissions from international shipping is 
a significant step forward in our global 

We will continue to cooperate with the industry  
in trying to secure free and non-discriminatory  
market access for EU operators

The European Commissioner for Transport  
Violeta Bulc talks to Ilias Bissias

Since 2000 Naftika Chronika in its biennial special Posidonia 
issue hosts exclusive interviews with the EU Commissioners 
responsible for Transport. In her third interview to Naftika 
Chronika Violeta Bulc, the EU Commissioner responsible for 
Transport and Shipping, focuses on the key challenges that 
the European shipping community faces today as they will be 
discussed during the numerous conferences, seminars and 
round tables during this year’s Posidonia Exhibition.

EXCLUSIVE INTERVIEW



efforts to tackle climate change. I wel-
come the GHG emission reduction objec-
tive of at least 50% by 2050 compared to 
2008 levels, with a view to phase out the 
GHG emissions of the sector as soon as 
possible in this century. This objective can 
now guide discussions on concrete meas-
ures needed to achieve the reductions and 
drive innovation and investments in new 
technologies and low-carbon or zero-car-
bon fuels.  It is clear that one key prior-
ity of the IMO now must be developing 
and implementing short-term measures 
to reduce emissions also before 2023 as 
well as start developing other, longer-term 
measures. While we do not insist on any 
particular measures to be adopted by the 
industry, the strengthening of the Energy 
Efficiency Design Index requirements and 
the use of speed management are among 
the most evident short-term measures to 
be assessed.  Also, the industry could con-
sider initiating voluntary financial schemes 
that could then generate support for 
future research and technology develop-
ment aimed at improving energy efficiency 
and lowering CO2 emissions from ships.

How will the forthcoming Brex-
it affect trade relations and the 
competitiveness of traditional 
maritime centers in Europe? 

Brexit's exact implications for trade rela-
tions and transport, in particular maritime 
transport, will depend on the outcome of 
negotiations with the UK. Negotiations 
are now in the second phase in which 
trade and transport will also be a key issue. 
However, it is currently difficult to predict 
the exact implications. Whereas there is a 
commitment from both sides to achieve 
a positive outcome to these negotiations, 
work on the Withdrawal Agreement con-
tinues and there can be no certainty on 
any part of the agreement - including the 
transition period - until its final ratifica-
tion. Consequently, we - the Commission, 
national authorities and industry stake-
holders – have to prepare for the con-
sequences of the UK's withdrawal, taking 
into account all possible outcomes.

EU shipping companies, ships, and 
ports are increasingly becoming 
targets of cyber attacks disrupt-
ing their activities at huge cost 
and delays in world trade. How 
can a balance be struck between 
the beneficial effects of digi-
talisation and cyber security to 
mitigate the effects of exposure 
of shipping data on the inter-
net? Does the NIS Directive pro-
vide sufficient assistance in this 
respect or should it be coupled 
with other legal tools and meas-
ures? 

The rapid uptake of digital technologies in 
the transport sector is inevitably associat-
ed with cyber-security-related vulnerabil-
ities, threats, and risks, which often evolve 
hand-in-hand. Maritime transport is not 
immune despite the progress. With the 
current EU Strategy and Action Plan on 
hybrid threats in place, cyber-security pre-
paredness and prevention, resilience and 
response in sectors like transport remains 
an important priority. The best way to pre-
serve and protect EU shipping companies, 
ships and ports is to continue working on 
EU policy and legislation with persistence 
and determination together with Mem-
ber States and industry. The Directive on 
the security of network and information 
systems (NIS Directive) substantially con-
tributes to that goal, with the definition 
of so-called "Operators of Essential Ser-
vices", or by introducing the obligation to 
report on cyber-security incidents, which 
is currently one of the existing weak 
points due to weak commercial incentives.

Commercial protectionist trends 
evidenced in several countries 
may have a spillover effect and 
lead to the adoption of maritime 
protectionist measures, like flag 
discrimination, unilateral cargo 
reservations, and bilateral cargo 
sharing agreements. Since 90% 
of world trade is carried by sea 
and the EU fleet is par excellence 
a cross trader (carrying cargoes 
between third countries) it can 
be particularly hit by such prac-
tices worldwide. In anticipation 
of such trends does the European 
Commission envisage the activa-
tion of its maritime liberalization 
legislation of the 1980’s (Regu-
lation 4055/1986 and Regulation 
4058/1986) or create an early 
warning mechanism to detect 
such trends or activate economic 
diplomacy vis a vis third countries 
to deal with them or adopt other 
measures?  

My colleague, Commissioner Malmström, 
has been active to ensure open, free mar-
kets and fair competition for European 
trade, including for the shipping sector. 
Further, our maritime dialogues and coor-
dinated EU action, through bilateral and 
multilateral talks with other countries 
and regions have helped build alliances 
on issues of common concern. This has 
helped promote mutual understanding, 
also of private sector concerns, helping 
both to avoid and resolve disputes.  We 
will continue to pursue this objective 
and cooperate with industry in trying to 

I am convinced that further digitalisation 
and automation in shipping will increase 
the need for skilled labour and enhance 
employment opportunities onshore.
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secure free and non-discriminatory mar-
ket access for EU operators. We will be 
particularly attentive to developments in 
the main growth markets, namely in Asia 
and Africa. We rely on the maritime indus-
try and our delegations in third countries 
to inform us about developments that 
could affect free trade and the EU shipping 
sector. The earlier we receive full informa-
tion about such measures or practices - 
the better and quicker we can react with 
an appropriate action. 

Do you believe that the European 
States, as well as EU Institutions, 
have failed to convince the young-
er generation of Europeans on the 
advantages of selecting a career 
at Sea? Has the European Mari-

time Day initiative succeeded in 
its initial goals to strengthen and 
improve the public image of ship-
ping? What more can be done?

The EU has launched various projects and 
campaigns to increase the attractiveness 
of a career at sea. We have also undertak-
en initiatives to promote the development 
of skills of young Europeans to match the 
future skills required in the sector. Our 
Blue Print Initiative is a good example. 
This large scale project intends to address 
skills mismatches and to ensure that acad-
emies can deliver qualifications which 
correspond to future needs. At the same 
time, I am conscious that this is a difficult 
challenge, given that our seafarers face 
harsh competition from seafarers from 

countries with low-cost labour. However, 
I am convinced that further digitalisation 
and automation in shipping will increase 
the need for skilled labour and enhance 
employment opportunities onshore. This 
will result in more and better careers 
especially for young Europeans and for 
women in shipping. Let me also stress 
the important role of the social part-
ners in this respect. The EU is also work-
ing through various fora to raise public 
awareness about shipping. The European 
Maritime Day hosted by my colleague, 
Commissioner Vella, is such an event. I am 
pleased to have started European Ship-
ping Week together with the European 
Community Shipowners' Associations as 
another venue to increase the awareness 
of policy makers in the EU on these issues. 

EXCLUSIVE INTERVIEW

We rely on 
the maritime 
industry and 
our delegations 
in third 
countries to 
inform us about 
developments 
that could affect 
free trade and 
the EU shipping 
sector.
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«... Οι νέοι ναυτικοί μας, είναι η προίκα 
και το μέλλον της Carras (Hellas) S.A. ...»

Μ/V AQUAGEMINI
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Built by Japan Marine United, Yokohama, Japan 2016

Γιάννης Μ. Καρράς
(1913-2008)
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Greek 
controlled 
fleet, a global 
champion 
in the seas 
of the world

Naftika Chronika presents the annual analysis on Greek controlled 
shipping prepared by the Secretariat of the Greek Shipping 
Co-operation Committee. The brief analysis of the GSCC is based on 
data provided by IHS Markit. The main conclusion emerging from the 
data is that despite the major challenges -regulatory, environmental, 
economic - the global shipping industry has faced during the last 
months and years, Greek controlled shipping has managed to maintain 
a prominent presence in the world’s seas with a steadily growing fleet 
characterized by its young age. 

Taking occasion of the release of the GSCC’s information paper, Naftika 
Chronika asked analysts, maritime personalities and senior executives 
from the Greek shipping industry with long standing experience and 
presence in global shipping fora and organizations and deep knowledge 
of both the Greek and the world shipping industry, to present their 
thoughts and views on the present and future of Greek shipping.
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For the 31st consecutive year the Greek Shipping Co-operation 
Committee presents statistical data on Greek controlled ships 
over 1,000 GT, registered under the Greek and other flags. The 
data has been provided by IHS Markit. 
According to the data, as of 19.03.2018, Greek interests con-
trolled 4,148 vessels of various categories, of 341,925,357 total 
DWT and 199,286,013 total GT. Compared with the previous 
year’s data, this represents an increase of 63 vessels, 13,161,590 
DWT and 6,855,494 GT. The figures include 200 vessels of var-
ious categories on order from shipyards, a total of 23,953,312 
DWT and 14,205,765 GT.
Flag analysis of ships owned by Greek parent companies shows that 
Liberia and Marshal Island flags are at the forefront of the Greek 
owned fleet with 824 ships each on their register. In terms of DWT, 
they are at 65,079,135 and 65,916,386 respectively, representing 
19% and 19.3% of total DWT of the Greek owned fleet. The Greek 
flag follows with 723 ships of 74,537,350 DWT. However, it should 
be noted that the Greek flag remains the largest in terms of DWT, 
with 21.8% of the total DWT of the Greek owned fleet. Malta 
comes next with 694 ships of 63,893,903 DWT, Panama with 355 
ships of 24,169,452 DWT, Cyprus with 274 ships of 20,378,898 
DWT and the Bahamas with 247 ships of 18,269,328 DWT.

With regard to the order book as to ship type, currently there 
are 74 oil tankers on order, 29 chemical & products tankers, 27 
liquefied gas tankers, 57 ore & bulk carriers, 9 container ships, 4 
other cargo ships and no passenger or cargo ships on order.
What is notable is that the Greek parent companies represent 
26.4% of the world tanker fleet and 16.2% of the ore and bulk fleet. 
Overall, the Greek owned fleet as a percentage of the world fleet 
stands at 7.6 in terms of ship numbers, 13.8 in terms of GT and 
16.4 in terms of DWT. The Greek registered fleet as a percentage 
of the world fleet, in terms of number of ships, GT, and DWT is 
1.3, 3 and 3.6 respectively. It should be noted, however, that for oil 
tankers the percentages are 8.5, 9.1 and 9.2 respectively.
The average age of the Greek controlled fleet in terms of ships 
increased slightly compared to the previous year, but, neverthe-
less, continues to be 2.8 years below the average age of the world 
fleet. The average age of the Greek controlled fleet in terms of 
ships now stands at 10.6 years as against 13.4 for the world fleet. 
In terms of GT and DWT, it is 9 and 8.9 years respectively, as 
against 9.3 and 8.9 of the world fleet. The average age of the 
existing Greek flag fleet notes a minor increase, in terms of ship 
numbers, GT and DWT, standing at 12.2, 8.9 and 8.8 years respec-
tively as against 11.7, 8.8 and 8.7 years in 2017.

The annual information paper  
of the Greek Shipping Co-operation Committee  

on the Greek controlled shipping

GREEK CONTROLLED SHIPPING
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The recently published, by the Greek Shipping 
Co-operation Committee, annual statistical data on 
Greek-controlled shipping, demonstrate, yet again, in 
the clearest and most unambiguous manner, the dom-
inant role Greek shipping continues to play globally 
nowadays. In accordance with this data, Greek-owned/
controlled companies represent:
• 16.4% of the world fleet in terms of dwt; 13.8% in terms 

of gross tonnage and 7.6% in terms of ship numbers;
• 26.4% of the world tanker fleet by ship number 

and 25.9% by dwt;
• 16.3% of the world ore and bulk fleet by ship 

number and 18.1% by dwt;
• 7.4% of the world chemical and product tanker 

fleet by ship number and 12.7% by dwt; and
• a sizeable percentage of the world fleet of contain-

er ships, car carriers, ferries and other ship types.
There was a time, a couple of centuries ago, when few 
would dispute that Britannia was ruling the waves – 

both in terms of the Royal and Merchant Navies – or 
that this is, currently, the case with the US Navy and 
the US Coast Guard in their respective fields. Based 
on the above statistics, does Greece’s contemporary 
merchant shipping supremacy qualify for a corre-
sponding claim? Captain Panagiotis N. Tsakos has the 
answer: “Territory-wise, Greece is a small country. But, 
thanks to our merchant fleet, all seas and oceans of the 
world are ours!” 
(Kardamyla, September 2017).

Greece ruling the waves? You could say so. What I think 
I can say, with a certain degree of certainty, is that, at 
sea and in shipping, the Greeks can display and prac-
tise their full potential as the indomitable, indefatigable, 
visionary, sagacious, ingenious, pioneering, resourceful, 
inventive and daring, eternally maritime, sea-thirsty 
race they are – and there is no paean good enough to 
sing their global achievements.

Ruling the waves?  
You could say so

By Efthimios E. Mitropoulos, KCMG

GREEK CONTROLLED SHIPPING
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The Greek fleet has been rising constantly,  
maintaining the first position worldwide

By Dr Spyros M. Polemis
Chairman of Remi Maritime Corporation 

For the past 31 consecutive years, the Greek 
Shipping Cooperation Committee has been 
compiling statistical data on Greek controlled 
shipping. This is a feat in itself, but not as note-
worthy as what Greek shipping has achieved 
during those years. Barring just four years, 
namely 1989,1997, 2002, and 2010, the Greek 
fleet has been rising constantly creating new 
records in the process and maintaining the first 
position worldwide with over 341 million dead-
weight. Percentages have not changed much 
over the years, but the Greek parent companies 
represent in terms of deadweight 25.9% of the 
world tanker fleet and 18.1% of the world ore 
and bulk fleet. Overall, the Greek owned fleet 

represents 16.4% of the world fleet in terms of 
deadweight, despite the unstable market con-
ditions.
Finally, it should be highlighted that the average 
age of the Greek controlled fleet in terms of 
ships has been dropping steadily in recent years 
and now stands at 10.6 years as against 13.4 of 
the world fleet.
What these statistics show is that not only has 
there been a dramatic increase in the number of 
ships and deadweight over those 30 something 
years, but at the same time, the average age has 
been constantly dropping, which would indicate 
an equally dramatic improvement in the stand-
ards and quality of Greek shipping.

GREEK CONTROLLED SHIPPING
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The data within this 31st consecutive informa-
tion paper reveals many interesting statistics 
which are worthy of further analysis. Apart from 
the obvious meteoric increase in the size of the 
Greek-controlled fleet since 1988, which in terms 
of ship numbers has grown by 66% and in terms 
of deadweight by over 300%, there are also other 
underlying trends.
Looking at the 723 Greek-flagged ships, we see 
that these represent only 17% of the total Greek 
controlled fleet. This means that the remaining 83% 
is registered elsewhere, with the Marshall Islands 
and Liberia in 1st place having 19% each, followed 
by Malta and Greece in 3rd place with 17% each. 
In 2000, there were 909 Greek-flagged ships, rep-
resenting 26% of the total Greek controlled fleet. 
This decline is disappointing for our maritime 
nation, which is the leading force in world ship-
ping, representing 7.6% of the world fleet in 
terms of ship numbers (13.8% in terms of GT 
and 16.4% in terms of DWT). Apart from a sta-

ble and fair legislative framework in Greece, 
which has provided confidence for Greek ship-
ping enterprises for decades, one of the major 
attributes of the dominance of Greek shipping 
has been that Greek ships have traditionally been 
manned by Greek seafarers. Many of these sea-
farers have then gone on to provide their exper-
tise and experience to shore-based management, 
which strengthens the link between the ship and 
the shore and enhances the model of the tradi-
tional, hands-on management style of so many 
Greek maritime companies. The importance of 
a well-funded, quality and modern education sys-
tem for the seafarers of tomorrow remains par-
amount to the maritime sector retaining its rel-
evance in Greece. By removing confidence from 
the legislative framework in Greece, and without 
a focus on the national national Maritime Acad-
emies for Merchant Mariners, the attractiveness 
and competitiveness of Greek-flagged vessels will 
diminish further.

The importance of a well-funded, quality and modern 
education system for the seafarers of tomorrow remains 

paramount to the maritime sector

By John M. Hadjipateras
Director, John C. Hadjipateras & Sons Ltd.,

Member of the Council of the GSCC, 
Member of the Baltic Exchange Council

GREEK CONTROLLED SHIPPING
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In March every year, the Greek Shipping Co-operation 
Committee publicises an information paper on Greek 
controlled shipping based on data provided by IHS Markit 
(updated by Clarksons Research Services Limited). The lat-
est paper confirms the continuing steady growth of Greek 
controlled shipping since 1988 when the first information 
paper was issued. During these 30 years, the number of 
ships has risen from 2,487 to 4,148 and the total dwt 
capacity from 85 to 342 million tons.
While the Greek media apply the term "Greek owned”, 
the term "Greek controlled" appears more appropriate. 
The definition should include those ships the management 
of which is effected by companies established in Greece.
The publicized extracts of IHS Markit present a clear view 
of the volume of Greek controlled shipping, flag analysis, 
distribution per ship type, dwt and orderbook, and compar-
ison with the World fleet as well as age and class analysis.
These articles for Naftika Chronika are based on data from the 
Institute of Shipping and Logistics (ISL) based on updates by 
Clarksons Research Services Limited, which differ from those 

of IHS Markit since they include ships of over 300 gt (as against 
1,000 gt), ships on order are not included and the tanker cate-
gory encompasses oil tankers, chemical & products tankers and 
liquefied gas tankers, which IHS Markit classifies separately. In 
spite of the differing analysis methods, both institutes verify the 
continuous growth of Greek controlled shipping.
According to ISL, as of July 1st 2017 Greek interests con-
trolled 4,667 ships of 357,780,000 tons dwt, which repre-
sents 20,3% of total world dwt. Greeks controlled 24% of 
the world tanker fleet, 22,8% of the world bulk carrier fleet, 
10,9% of containers, 3,3% of the general cargo ships and 
4,7% of passenger ships. Japan stands 2nd in rank with 13,8% 
of world dwt followed by PRC with 12,9%. In the period 
2013 to 2017, Greek shipping grew by 7,2%, Japan by 1% and 
PRC by 7,2%.
The average age of the Greek controlled fleet (excluding 
ships on order) was 11,3 years as against the world average 
of 14,3.
Lastly, in the EU (incl. the UK), Greeks control 35,2% of 
ships and 53,43% of the dwt capacity.

Greek shipping: continuous growth

By Michael Sarlis
Maritime Consultant

GREEK CONTROLLED SHIPPING
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The Greek merchant marine brings sig-
nificant economic benefits to Greece but 
also to the rest of the international com-
munity. It provides cost-efficient transpor-
tation for the international trade in goods 
to the benefit of world consumers. 
Greek ships are built, equipped and 
repaired in shipyards around the world: 
From Portugal and Poland to Korea and 
China. Greek shipowners purchase large 
quantities of costly marine equipment 
from the above countries as well as Nor-
way, Germany, the UK and the US.
The City of London benefits greatly from 
the billions of pounds of revenue in servic-

es associated with the presence of Greek 
shipping companies in the UK (banks, law-
yers, economists, surveyors, consultants, 
classification societies, brokers, insurers). 
The crews of Greek ships are recruited 
from dozens of countries. From Ukraine 
to Egypt and from Pakistan to the Phil-
ippines. The list of benefits reaped by 
individual countries from Greek shipping 
could go on indefinitely. All in all, Greek 
shipping renders invaluable services by 
sustaining the maritime cluster of activi-
ties of many countries.
At the same time, the Greek merchant fleet 
has been largely renewed and now meets 

the highest modern environmental stand-
ards. Greek shipping companies promote 
realistic and practical positions supported 
by the international shipping community. 
These positions contribute substantially to 
ensuring the viability of the shipping indus-
try but also to the protection of the envi-
ronment and the sustainable management 
of the maritime sector worldwide. 
Thus, the Greek merchant marine is a 
powerful vector for global economic 
growth. Moreover, it functions in a way that 
spreads the economic benefits around the 
world. This has earned the Greek shipping 
community widespread respect. Greek 

The Greek merchant marine as a source  
of economic growth and geopolitical influence

GEOPOLITICS

By George S. Koumoutsakos MP,  
Shadow Minister of Foreign Affairs, New Democracy Party

The Greek merchant marine 
is the largest, most efficient 
and most competitive fleet 
in the world. According to 
Lloyd's List Intelligence, 
today's roughly 5,226 Greek-
owned ships represent 
19,63% of global DW 
capacity and constitute 
50% of the total European 
fleet. It is no coincidence 
that three Greeks preside 
over the most important 
international maritime 
transport organizations: 
Nikolas Tsakos at 
Intertanko, John Platsidakis 
at Intercargo and Anastasios 
Papagiannopoulos at 
BIMCO, whilst a fourth 
one, Panos Laskaridis, 
is the President of ECSA 
(European Community 
Shipowners Associations).



shipowners have established rare access 
to significant decision-makers from Saudi 
Arabia to China. Access which remains 
largely untapped. 
The flexibility, adaptability, competitive-
ness, and efficiency of the Greek merchant 
marine is no coincidence. It reflects the 
Greek national character, which has been 
shaped through the centuries by the sea. 
The need to make a living out of the harsh, 
unpredictable and unforgiving environ-
ment of the sea has given Greeks a natural 
competitive edge in the world of global 
merchant shipping. 
However, this positive picture has a neg-
ative side as well. It mostly concerns the 
Greek state's chronic inability to take 
advantage of such a world-leading industry, 
which should be one of the primary tools 
for ensuring Greek economic growth, but 
also for promoting Greek interests and 
Greek diplomacy around the world. 
Greek shipyards have closed or are on 
the verge of being shut down. Greeks 
are less and less attracted to work on 
board as ship officers or lower crews. A 
significant part of the revenues earned 
by Greek shipping companies is invested 
outside Greece. It is a challenge for the 

Greek state to reverse this trend by taking 
the necessary measures to render Greece 
more attractive for shipping as well as the 
maritime cluster as a whole. In this con-
text, particular efforts should be made to 
enhance and improve the quality of mar-
itime education and professional training. 
This will ensure that more Greeks, who 
make up high quality crews, are attracted 
to the seaman's profession. 
Beyond the economic aspects, the Greek 
merchant fleet has the potential to devel-
op into a significant diplomatic and geopo-
litical tool for Greece and, by extension, 
for the EU and NATO. The Greek LNG 
and tanker fleet plays a key role in the 
global energy transportation picture and 
is in effect a highly adaptable floating pipe-
line of variable geometry. If systematically 
exploited, it can contribute decisively to 
the EU's energy efficiency and security. In 
military terms, the transport capacity of 
the Greek merchant fleet is a key strategic 
enabler that could be crucial for Greece, 
but also for the EU and NATO, in cases of 
emergency and mobilisation.
However, despite the enormous benefits 
that the Greek merchant marine brings to 
the EU as a whole, EU institutions often do 
not treat it as one of the Union's princi-
pal economic assets, but as a foreign body 
which is tolerated rather than fostered and 
protected. To be fair, this is largely due to 
the Greek state's inability to make an effec-
tive case within the EU institutions and on 
a bilateral level with member-states such as 
France and Germany.
So, the challenge for Greece, but also for 
the EU as a whole, is to learn how to take 
advantage of the Greek shipping industry. 

Greece, as a state, should become a more 
favorable place for Greek shipping compa-
nies to do business, to get marine equip-
ment and to invest their assets. It should 
convert the assets and connections of the 
Greek merchant marine into an effective 
tool of diplomatic and geopolitical influ-
ence both for Greece and for the EU.
This is part of the wider challenge fac-
ing Greece today. The country needs to 
ensure the return of its capital, its people, 
and its talent. It needs to concentrate on 
certain core areas such as tourism, ship-
ping, agriculture, energy, and technology. 
Greece needs to change its brand-name 
so as to incorporate and emphasize its 
most characteristic national attributes: 
initiative and innovation, science and tech-
nology, democracy and culture.
A first step in this direction obviously 
concerns the shipping industry. It is the 
low-hanging fruit readily available for the 
Greek authorities to take rapid advan-
tage of with little cost. What is required is 
proper planning and in-depth consultation 
with the Greek shipping community. 
This would enable the Greek state to 
readily mobilize the resources of the 
Greek shipping industry in a manner 
that will further enhance its competitive-
ness and, at the same time, bring multiple 
benefits to the Greek economy and to 
Greece's capacity to project influence and 
safeguard its interests. 
This would have corresponding benefits for 
the EU as a whole, but also for NATO, given 
that the global reach, influence and impact 
of the Greek merchant marine renders it 
an important European and Euro-Atlantic 
economic and geopolitical asset.

Greece needs 
to ensure 
the return of 
its capital, its 
people, and its 
talent. It needs 
to concentrate 
on certain core 
areas such as 
tourism, shipping, 
agriculture, 
energy, and 
technology. 
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The next chapter in Shipping:
 A new era of Ship Managers in the age of digitalization

SHIP MANAGEMENT: FUTURE TRENDS

Although the maritime industry is still deep-
ly traditional, its technology is rapidly chang-
ing; many different innovations, solutions, and 
principles are being proposed and gradually 
integrated into shipping such as:

• Sustainable shipping from an ecologi-
cal perspective

• Alternative fuels like LNG and biofuels
• Emission reduction of carbon footprints 
• Unmanned and autonomous ships
• Big data analytics
• Networks of wireless sensors
• Ship to shore communications
• Robotics and other artificial intelli-

gence systems.

Therefore, the challenge ahead is to 
achieve the best possible integration of 
future systems technologies into existing 
systems in order to successfully tackle 
these issues. The extensive implementa-
tion of information technologies – digital 
shipping including satellites and telematic 
devices – and the application of manage-
ment principles would be the next step 
towards the modernization of shipping.
There have been numerous discussions 
regarding the Ship of the Future. However, 
there seems to be little focus on the fact 
that the ship of the future cannot operate 
with a ship manager of the past. Therefore, 
the ship manager of the future would be 
a company fully equipped to handle the 
challenges brought by digitalization. 
This would further require setting up and 
developing real time control centers to 

manage these smart ships and instruct/guide 
them to increase and improve things such as:
• Voyage efficiency - by adjusting the 

operation parameters and settings to 
improve speed & consumption

• Safety - by alerting the crew to any 
possible upcoming risks or other 
issues

• Ability to control the ship from a 
central position, thus decreasing the 
number of crew members needed on 
a ship and reducing labor costs.

We have moved from the industrial age to 
the digital age with a huge leap in tech-
nological development. Data is collected 
on the go and processed intelligently. This 
allows for a whole new quality and type of 
communication where time and space are 
recalibrated. 
The effects of the digital revolution have 
been felt in the way we think and operate, 
which has changed with the use of smart 
phones while transforming traditional 
business models. However, the prerequi-
site in order to attain the gradual upgrade 
of shipping to the so called “smart” busi-
ness model of the future, as described 
above, will be the drastic change of the 
mentality of the human resources in order 
to make the above principles workable.
Therefore, an obvious challenge for the 
future of shipping is, in fact, the upgrading 
of the human factor culture involved in 
the maritime industry.
This will require the further introduction of 
new specialties, to be incorporated into the 

By Suzanna Laskaridis  
Director, Laskaridis Shipping Co. Ltd., Director, Real Time Graduates

Shipping markets have become a lot more complex in 
recent years with companies facing intense competition 
and a plethora of often restricting regulations which they 
have to comply with. Digitalization has affected many 
industries in the past years; the shipping industry, however, 
is one of the last to grapple with digitalization mainly due to 
the complexities of the industry itself.



existing structure of the shipping company, 
tasked with the overall digital upgrade and 
the performance of the ship manager. Nat-
urally, these positions, as well as the various 
roles that they take on, will vary based on 
the complexities of the operations, the size 
of the fleet managed, and the quality and 
skillset of the existing personnel. 
Some of the positions that arise may be 
fairly obvious, some may already exist in 
shipping companies, some, however, may 
be more specifically related to the very 
precise, mostly technical skills required.
At this point, I would like to briefly men-
tion what defines Big Data. It isn’t the size 
of the database, but the type of database 
and its uses. Some but not all of the defin-
ing features of big data are:

Flexibility
Big data is flexible data. In the past, all 
specific types of databases stored and 
controlled data with the use of constant 
data structures; this isn’t the case with big 
data. Fast data transformation is a crucial 
part of the use of big data.

Real-time results
All data is collected and has the ability to 
be stored in real time, which is one of the 
most important components and uses of 
this type of data. 

Machine learning applications
Machine learning, which we will be discuss-
ing a bit further on, is one of the corner-
stones of the importance of big data, allow-
ing the data collected to become predictive.
An interesting point to note is that some 
of these innovations apply to various 
departments of the maritime industry. 
Some examples are:

Machine learning techniques
Various machine learning techniques 
are applied in shipping for monitoring 
the energy efficiency, faults diagnostics, 
and predictive maintenance in order to 
achieve the vessel’s most efficient perfor-
mance. This can be done by creating a big 
dataset and developing machine learning 
algorithms to understand the relationship 
between those datasets. These machine 
learning techniques can be viewed as 
another way of programming to detect 
the development of actual engineering 

phenomena by monitoring the evolution 
of the readings taken by sensors. 
Furthermore, so called “predictive” main-
tenance can be implemented by compar-
ing the remaining useful life of a particular 
component to its planned maintenance 
and overhaul schedule.

Big Data Analysis
Analyzing all automation derived data 
from the vessel to the office in order to 
evaluate the data collected and put them 
to the best use depending on the specific 
departments. 

Artificial Neural Networks
Artificial neural networks haven't come 
close to modeling the complexity of the 
human brain, but they have shown to be 
good at problems which are easy for a 
human but difficult for a traditional com-
puter, such as image recognition and pre-
dictions based on past knowledge.

Artificial neural networks are based on 
mathematical models, simulating the way 
the human brain works. When applied to 
time series, they provide a sophisticated 
forecasting method using either linear or 
non-linear models. In comparison to other 
methods, neural networks provide a via-
ble alternative by being at least as accu-
rate and, in many cases, yielding impressive 
results. Another common difficulty is that 
only repetitive tests can answer the ques-
tion of which network to use in each case, 
as the researcher is faced with a large 
number of options.
A few of the uses of Big Data in the Ship-
ping industry are: 

• Predicting Repairs and Structural 
Integrity, which leads to better plan-
ning and less time lost, which mean 
lower costs

• Prediction of Port State Control 
Results allowing for better planning 

• Self-Piloting, which means less room 
for human error (No.1 cause of acci-
dents)

• Cargo Tracking, which brings better 
delivery estimates and less time lost, 
which mean lower costs

• Centralized Knowledge - Better 
Accuracy for constantly changing 
weather patterns

• Current and Future Design of the ves-
sels (current refers to more efficient 
and cost-effective navigation - future 
refers to better and more efficiently 
designed ships).

Moving on to specific departments affect-
ed, at first glance, an obvious department 
of the Shipping Company that would be 
affected would be the: 

Information Technology 
Department

Full Stack Developer 
Software Engineers/Developers who are 
comfortable working with both back-
end and front-end technologies and all 
levels of software and hardware engi-
neering involved in the development of 
new and existing software and its inte-
gration in the company’s IT system in 
order to serve the particular needs of 
the ship such as dry-docking modules, 
purchase and procurement modules, and 
others.
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Data Protection Officer / Securi-
ty Expert
As the EU moves ahead with its data 
protection law, the General Data Protec-
tion Regulation (GDPR), companies are 
required to develop positions that will 
help them comply with the GDPR, which 
aims to provide digital privacy to those in 
Europe. One such title is data protection 
officer. They must be able to analyze data 
trends and develop plans of action to pro-
tect every kind of digitized asset.

Cybersecurity Officer 
Communications have grown greatly 
with the use of WiFi and 5G connectiv-
ity having created a fully connected ship. 
A platform of devices connected to the 
internet, therefore, requires a person to 
deal with all cyber security issues that 
may arise. Every project or plan that 
includes a network or system that con-
nects to a network will need to be offen-
sive, less-risk assessed and analyzed. This 
means the protection of devices from 
participating in automated attacks such 
as DDoS [distributed denial-of-service], 
or other emerging exploits or botnets. 
The Cybersecurity Officer also creates a 
reaction plan in case of an incident and a 
restoration procedure etc.

Automation Architect
As companies seek to automate their data 
and daily tasks, new challenges arise almost 
daily; that requires a human to address 
them fast. A solid, future-proof automation 
strategy must be in place which will be scal-
able, flexible, and comprehensive.

Big Data and Data Analytics Engi-
neer 
The problem with BIG data is not the 
gathering of data but what companies do 
with them and how they evaluate them. 
Big data itself means nothing if there isn’t 
a person responsible that has specific 
skills such as sensor data analysis, data 
center management, predictive analytics, 
and programming, database management, 
knowledge of statistical analytic systems, 
machine learning and predictive analytics 
as well as a strong understanding of data 
collection.

Innovation Manager 
An innovations manager is an executive 
who exclusively follows emerging tech-
nology specializing in innovation solutions, 
whose job it is to define and develop new 
processes, products, or services. Skills 
required are a digital strategy, develop-
ment and user/customer experience, as 
well as experience in data research and 
operations. 

Technical Department

PMS Officer/ Engineer  
An existing position that follows up, ana-
lyzes, and evaluates the maintenance 
records of the ship.
Analyzes available data for the improve-
ment of the ship's maintenance policy 
in order to reduce the maintenance and 
repairs costs.

Performance Engineer 
Follow–up and analysis of the perfor-
mance records sent from the ship.
Evaluation of the measurements and 
records received from the ship. 
Recommendations and proposals in order 
to improve the vessel’s performance.
Following up with the engine makers of 
developments regarding new systems, 
evaluation of new energy saving devices. 

Monitoring the implementation of the 
new ISO 19030 standard regarding the 
practical methods for measuring changes 
in ship-specific hull and propeller perfor-
mance in order to achieve improvements 
and changes in enhancing environmental 
and vessel efficiency by following perfor-
mance indicators such as:
• Effectiveness and performance of 

drydocking
• In-service performance and effective-

ness of antifouling and other systems.

Advanced Materials Engineer
Although metal will remain a dominant 
material in the shipping industry, its com-
ponents will be refined through research 
and development and the use of advanced 
materials (known as microscale or nano-
scale manipulation materials) for ship struc-
tures and new coatings that will provide 
corrosion as well as anti-fouling protection. 

Remote Monitoring Engineer
Development and implementation of new 
generation sensor wireless technologies 
able to collect data from the ship autono-
mously and relay them in real time to the 
company for condition monitoring analy-
sis to improve the overall maintenance of 
the ship and reduce the need for regular 
visits on board at remote locations.

Drone Manager
During routine maintenance, human 
inspectors can be replaced by drones 
in order to achieve reduced costs and 
increase safety and efficiency. All data 
collected is then analyzed by an offshore 
Superintendent. This method of inspec-
tion significantly reduces the risk to 
human life during essential maintenance 
(mostly when it comes to enclosed space 
entry). 

Advanced Power and Propulsion 
Technologies Marine Engineer 
Development and application on ships of 
advanced power generation and propulsion 
technologies (diesel, electric, and hybrid pro-
pulsion) with alternative fuels, energy saving 
devices, renewable energy and hybrid pow-
er generation units, and environments which 
are friendly and commercially cost-efficient 
to cope with the rising fuel costs and fleet 
overcapacity and overtonnaging. 

SHIP MANAGEMENT: FUTURE TRENDS



New Building Projects  
and Ship Design

Design of eco-ships and “green vessels” in 
order to increase the speed and reduce 
fuel consumption. The company explores 
new ideas and engages in technology 
partnerships related to environmental 
performance. Experts in ship automation 
will be in continuous close contact with 
innovation teams in order to find new 
technologies and implement them on the 
vessels; for example, Ballast Free or Non 
Ballast Vessels, reduction of CO2 footprint, 
reduction of GHG emissions, etc.

Operations Department

This is a department where Big Data is and 
will be extensively used for better voyage 
efficiency.

Big Data Analyst 
• Analysis of data collected from various 

sources such as oceanographic data, 
weather data, maritime accidents data, 
voyages’ abstracts and cargo oper-
ations data sent from the ship and 

creation of algorithms to correlate 
the different forms of data in order to 
improve the ship’s operation. 

• Evaluation of the detailed records 
regarding the sea passage (time, speed, 
weather, consumption, optimal routing); 
MRV emission reports, IMO data col-
lection system (DCS), cargo operations 
and cargo sequence, ballasting/debal-
lasting, etc. in order to monitor and 
propose to the management possible 
improvements regarding the econom-
ical operation of the ships. 

• Development of land-based control 
centres for remotely monitoring and 
controlling unmanned ships.

Control Drone Manager
Drones are already used to deliver small par-
cels or urgent spare parts or mail on board 
vessels. Ship agents in Europe have calculated 
that using drones rather than launch boats 
can help reduce costs by up to 90% for ves-
sel operators and ship managers. This is also 
better from a safety point of view. Whereas 
a traditional launch boat uses cranes, ropes, 
and climbing crew to deliver parts, a drone is 
a less labor-dependent mode of delivery.

Chartering Department

• Use of Artificial Neural Networks 
allows the detection of significant 
correlations between freight rates 
that can aid with the possible predic-
tion of freights.

• Use of vetting platforms - RightShip 
is an example of a platform current-
ly using predictive analytics as a way 
of evaluating a number of issues that 
may arise on a vessel

• Use of online freights platforms to 
enable online e-auctioning by the 
shippers to compete for the trans-
port of commodities.

These innovative shipping platforms invite 
vessel owners and operators to bid, via a 
secure and confidential portal, to trans-
port commodities around the world to 
their global customers. This way, a broker 
is essentially bypassed. 

We might also see vessels becoming “Uber 
of the seas” with ships sailing around and 
shippers able to hail the vessels serving 
their intended route.

www.becker-marine-systems.com
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Safety & Quality or ISM 
Department

Environmental, Health and Qual-
ity Engineer 
Follow-up on the new and future regu-
lations regarding the environment and 
marine pollution (CO2, GHG, SOx, NOx, 
Ballast Water Treatment, use of LNG and 
hybrid fuels etc.).
Evaluation and analysis of the effect of the 
new and future environmental regulations 
on shipping.
Planning all the necessary upgrading and 
retrofit works for the ship as well as 
possible alternative solutions in order to 
comply with the new and forthcoming 
regulations in the most cost-efficient way.

Crisis and Media Manager
Responsible for monitoring and manag-
ing emergency situations on board and 
ashore; a dedicated person to manage the 
company’s media and respond to press 
enquiries.

Vetting Manager
As already mentioned in the Chartering 
Department, vetting platforms are used 
extensively in shipping. This has created 

the need for in-house monitoring of the 
way the data is collected and processed. 

Supply/ Purchasing Department
• Collecting data necessary to increase 

savings. This can be achieved for 
example by analyzing the following 
factors:

1. Inventory fluctuation and re-supply 
volume of specific components
2. Ports of supply and calling frequency 
to specific ports 

• Shipment tracking and real-time mon-
itoring available through websites of 
daily incoming data related to weath-
er forecasts, events, holidays or other 
factors. All these available data may 
have a negative influence on a ship-
ment and help us in decision-making, 
thus reducing delays. 

• Making better use of available infor-
mation on marine traffic. This can be 
necessary for better shipment deci-
sion-making in case there is a lack of 
information about a vessel’s ETA.

• Collecting and processing data avail-
able from other departments or 
vessels is necessary for the supplier 
performance indicator and suppliers 
trustworthy network.

• Optimizing supplying services such as 
minimizing the delivery time of major 
components by analyzing orders sta-
tistics and proceeding to bulk orders.

3D Printing Technology Expert 
& Engineer
3D printing for critical spares has been 
used on board US navy ships for a few 
years now and with it comes the need for 
qualified personnel.
There is a multitude of applications for 3D 
printing, like the innovation of new prod-
ucts through rapid prototyping and the 
improvement of already existing product 
designs. It also gives seafarers the oppor-
tunity to repair or reproduce obsolete 
parts on location. 
As a general note, 3D printing itself is 
expected to change the way goods flow 
to the market in the container business 
and in the transport of raw materials. The 
potential effect of 3D printing production 
is reflected in investments in 3D printing 
technologies by various sectors such as 

the engineering, automotive and consum-
er goods sectors. 
Many items will not have to be shipped 
as they will be printed on the spot while 
the commodity traded will be the digital 
pattern for the items.

Crew Department

Marine Personnel Business Analyst
Responsible for creating and keeping 
updated electronic data in the company’s 
current pool together with CVs and crew 
readiness certificates, and, finally, contacting 
and hiring seamen directly without crew 
manning agency mediation; responsible for 
adjusting automated crew planning system.
The classic role of the Crew Manager will 
be diversified to the following positions:

1/ Crew Change Operator
Responsible for crew changes (agents, 
tickets, visas etc.). He collaborates with 
the Marine Personnel Business Analyst to 
monitor the movements of the crew, shar-
ing their location with the crew depart-
ment (onboard, during joining, and repa-
triation) in order to ensure crew safety 
and avoid delays. 

2/ Crew Performance Evaluator
Responsible for travelling on board the 
vessels in order to evaluate crew perfor-
mance, monitor training needs, and make 
relevant proposals to management. He 
must be a trained negotiator and act as a 
family liaison and trauma supporter. Also 
arranges psychometric tests for persons 
on board and ashore and discusses and 
evaluates seamen’s complaints with the 
aim to improve the quality of the compa-
ny’s pool. He also keeps and updates the 
electronic seamen’s evaluation system.

Legal & Insurance Department

In respect of the digitalisation of the Legal 
& Insurance sector of the maritime indus-
try, some areas will be, firstly

Legal databases
The extensive use of online legal research 
platforms and other legal databases of 
commercial law knowledge from trusted 
legal sources (arbitration awards, court 
decisions etc.) and, secondly 
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Insurance
Blockchain applications may offer various 
benefits such as Smart Insurance Cover 
Contracts (automated claims for few-
er processing delays and lower transac-
tion costs); increased back end efficiency 
(less human error, no data duplication, 
fewer processing delays, lower transac-
tion costs); disintermediation (automatic 
identity validation, self-executed transac-
tions); better pricing and risk assessment 
(risk transparency through the connected 
economy);new types of insurance (more 
transparency, less cost). We will probably 
see the first cover on blockchain in 2018.

This may offer the benefit of quicker 
processing but is open to cyber threats. 
It remains to be seen whether automa-
tization will benefit the Insurance Sector, 
which requires personal interaction and 
input in difficult situations. The difference 
between the marine insurance sector 
and other insurance sectors is that ves-
sels move around the globe and go to 
the risks, while in other sectors the risks 
come to the asset.

To summarize
Digitalization, one of the most important 
issues facing the maritime industry togeth-
er with decarbonization, is expected to 
improve business results by decreasing 
operating costs while improving the effi-
ciency of operations. It allows for a sim-
plification of procedures and better timing 
of essential deliveries and maintenance. 
We will see the evolution of shore-based 
control centers within the Ship Manage-
ment companies when it comes to auton-
omous ships and qualified personnel mak-
ing the most efficient use of the techno-
logical advances ahead. 
However, the road isn’t without challenges 
since there are some hotly debated top-
ics that digitalization brings along. One of 
them is the legal debate of transferring the 
responsibility previously held by the ves-
sel, the crew and ultimately the Master, to 
the Ship Manager and the office staff, who 
now have the opportunity and the ability 
to make real time decisions and monitor 
various types of alerts in the office rath-
er than from the ship. Also, online bidding 
platforms have caused a surge in people 

evaluating or reevaluating the need for 
brokers, their knowledge, and their physi-
cal presence in the industry. 
Also, as I mentioned earlier, human adapt-
ability will be key to integrating these 
innovations into existing structures. This 
means extensive training, which may lead 
to previously unknown issues, as well as 
risk assessments relating to the manage-
ment of change. 
An important paradox to consider, how-
ever, is that although the human element 
may appear in instances such as this 
to be the weakest link, it is this very 
human element - whether it is that of 
mariners or people that have dedicat-
ed their life to this industry - that must 
not be bypassed by data and numbers 
overriding years of experience. Shipping 
is an industry which many times relies 
on people thinking outside the box and 
taking decisions that a system may be 
incapable of doing. 
It is obvious that while the digital revo-
lution is paving new roads, many hurdles 
have to be surpassed for a smooth transi-
tion into the future.
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Greece’s maritime tradition is pivotal  
in understanding its leadership in world shipping

A symposium was held in Crete a 
few weeks ago which inaugurated 
the new Centre of Maritime His-
tory of the Institute for Mediter-
ranean Studies. How important 
do you consider its establishment 
for the strengthening of mari-
time studies in Greece?

The formation of a Centre for Maritime 
History was a long-term goal for me and a 
much needed one in scholarship from this 
part of the world. A Centre that can house 
and host Greek and foreign researchers, 
professors, post-doctoral scholars, Ph.D. 
students, and undergraduate students to 
study, do research, produce and provide 
knowledge and education in the relation-
ship of man with the sea. It was about time 
such a Centre was established in Greece 
and was made into a hotbed of Maritime 
History knowledge carrying out research 
not only in Greek waters but also in the 
whole Mediterranean and in all seas and 
oceans of the world. After all, we do have a 
centuries-long history of excellence at sea 
and Greeks own the biggest fleet in the 
world for the last fifty years, do we not? I 
consider the establishment of the Centre 
in the Institute for Mediterranean Studies 
of the Foundation of Research and Tech-
nology-Hellas (FORTH) a breakthrough. 
FORTH is by far the best research cen-
tre in Greece and is ranked tenth in the 
success of research projects in the whole 
of Europe. Our Institute (one of the sev-
en Institutes of FORTH) has a long-term 
history of excellence in the study and 

research of History and Culture. I consid-
er it thus the best environment to house 
research for Maritime History. Shipping 
has been the most important economic 
sector for Greek entrepreneurship for 
centuries and our researchers collab-
orate with University Professors from 
Greece and abroad developing academic 
networks following the latest state of the 
art in scholarship. Our aim is to carry out 
research projects, produce articles and 
books, organize conferences, symposi-
ums, seminars, lectures, summer schools, 
attract young and mature scholars from 
the best universities around the world and 
make all this possible by attracting funds 
from national and international state and 
private funds. The ultimate goal is to turn 
our Centre into an international point of 
reference for maritime studies.

What is, ultimately, maritime 
history and how important do 
you consider the study of mari-
time history in the discovery and 
understanding of the multi-cul-
tural and multi-ethnic environ-
ment in which maritime activity 
takes place?

Maritime History is the relationship of 
mankind with the sea. To look at the his-
tory of land from the sea gives another 
perspective, a global perspective beyond 
political borders that gives a further under-
standing of our multi-cultural and multi-
ethnic world. Maritime history should be 
defined as widely as possible wrote Frank 

Gelina Harlaftis, 
Professor of Maritime History at the Ionian University and 
Director of the Institute for Mediterranean Studies-FORTH 
talks to Panagiotis Kapetanakis

Naftika Chronika discusses 
the importance of maritime 
history and maritime 
studies with the director 
of the newly established 
Centre of Maritime 
History of the Institute for 
Mediterranean Studies in 
order to understand the 
multi-cultural and multi-
ethnic environment in which 
maritime activity takes 
place. On the other hand, 
Gelina Harlaftis focuses on 
the underrepresentation of 
Greek and Mediterranean 
maritime history in academic 
publications.

OUR MARITIME HERITAGE



Broeze, an important maritime historian. 
He delineated maritime history in six cat-
egories. The first category is the use of 
the resources of the sea and its subsoil; it 
includes the fishing industries and the eco-
nomic and social life of local communities. 
The second category involves the use of 
the sea for transport: the sea as a means 
of communicating, transporting people 
and cargoes, and developing ports and 
port cities for the development of the hin-
terland. This category is usually the largest 
in maritime history and includes sea-trade, 
ships, navigation, seamen, island communi-
ties, port cities, shipowners/shipping com-
panies and shipping institutions (insurance, 
banking, international registers etc.). The 
third category is the use of the sea for 
power projection; this element focuses on 
commerce-raiding, corsairing/piracy, naval 
power, strategy and technology, govern-
ment policies. The fourth one is the use 
of the sea for scientific exploration; this 
includes oceanography, climatology, and 
current policies of governments regard-

ing marine science and technology from 
a historical perspective. The fifth category 
is the use of the sea for leisure activities. 
It is the view of sea coasts as a regener-
ative environment, a focus for recreation, 
swimming, surfing, and yachting from a his-
torical perspective. And the last category 
is the use of the sea as an inspiration in 
culture and ideology; this is including the 
role of the sea in visual arts and literature, 
the sea in the self-vision of a nation. 

Do you believe that there is still 
an underrepresentation of Greek 
and Mediterranean maritime his-
tory in academic publications? 

Yes, I do believe there is. Maritime Histo-
ry is mostly about northern Europeans or 
North Americans. Yet the Mediterranean 
is where international shipping business 
started from, and in our times the east-
ern Mediterranean is once again the most 
important. It is a gap that our Centre aims 
to fill.

How has Greece's long maritime 
tradition influenced the entre-
preneurial strategy and organ-
ization of shipping companies 
owned by Greeks?

Greeks do not excel internationally in mak-
ing cars, pharmaceuticals or clothes. They 
excel internationally in shipping. There is 
a long-standing Maritime Culture that has 
been transmitted from generation to gen-
eration within families, islands, businesses. 
Shipping companies enclosed in their dai-
ly business cannot understand this fully. 
Greece’s maritime tradition is pivotal in 
understanding its leadership in world ship-
ping, in understanding the success of its 
businesses, in understanding its organiza-
tion. The more we study it, the more we 
understand. There is still so much to be 
studied. And there are further effects that 
we have not looked into, for example, the 
way our society and our economy work, 
which has evolved from the relationship 
the Greeks have with the Sea.
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The new Centre of Maritime History in Crete:  
an international point of reference for maritime studies

OUR MARITIME HERITAGE

Naftika Chronika traveled to Crete and the city of Rethymno to attend the inaugural international 
symposium of the newly established Centre of Maritime History at the Institute for Mediterranean 
Studies - Foundation of Research and Technology - Hellas. The idea of the symposium entitled  
“What is Maritime History?” was to bring together some of the maritime historians that have marked  
the path of maritime history.

Ten of the world’s most prominent mar-
itime historians from England, Germany, 
Norway, Portugal, Greece, and Australia, 
took part in the symposium and discussed 
the developments in maritime history 
over the past forty years. At the heart of 
the participants’ interest was a series of 
sub-themes related to the study of mar-
itime history and the history of the seas. 
For example, Sarah Palmer, Emeritus Pro-
fessor of Maritime History at the Univer-
sity of Greenwich UK and founding Direc-
tor of the Greenwich Maritime Institute 
UK, focused on the importance of study-
ing ports, their hinterlands and forelands. 
Amélia Polónia, Associate Professor at the 
University of Porto and Vice-President of 
the International Maritime History Asso-
ciation, talked about the potentialities and 
limits of studying maritime history and 

how important its disciplinarity is. David 
J. Starkey, Professor of Maritime History 
at the University of Hull, UK, Director of 
Hull’s Maritime Historical Studies Cen-
tre since 1998, and Editor-in-Chief of the 
International Journal of Maritime Histo-
ry since 2014, referred mainly to why it 
is important to study maritime history, 
noting that the latter is a lively organiza-
tion that requires the continuous study of 
people's actions that have to do with sea, 
shipping, and commerce.
The symposium was funded by the “Maria 
Tsakos” Public Benefit Foundation, where-
as a three-year scholarship (2018-2021) 
was also announced for a Ph.D. candidate 
in Maritime History, sponsored by the 
"Aegeas" Foundation.
The aim of the Centre is to expand 
research on a broad range of topics of 

maritime history, related to the areas 
of the Mediterranean, the Black Sea and 
beyond, having the global, interdiscipli-
nary and comparative studies in the epi-
center. The Centre provides the necessary 
resources for young and experienced 
scholars to carry out their research in a 
stimulating and encouraging environment. 
Among these resources are a) Digital data 
bases and archives, b) a specialized library, 
and c) a very cohesive and experienced 
group of researchers working in Maritime 
History. Furthermore, the Centre devotes 
funding resources to attract talented 
Ph.D. students who are willing to pursue 
research in maritime history. The Centre 
aims to organize workshops, conferences, 
and lectures in order to provide academic 
meetings on a regular basis and oppor-
tunities for scholars to discuss research 
problems and questions and exchange 
ideas for further research development.
The Center for Maritime History has 
several research programs and projects. 
There is an ongoing research project on 
the "Onassis’ Business History,” coordi-
nated by Professor Gelina Harlaftis and 
funded by the Onassis Foundation. There 
is also the project on “Shipping of Greeks 
during the Revolution: merchant and naval 
fleets, 1821-1831" with Gelina Harlaftis 
from the Ionian University as the coordi-
nator and Dr Katerina Galani as the prin-
cipal postdoctoral researcher. The said 
project is funded by the Stavros Niarchos 
Foundation. Of great interest is also a 
third research program entitled “Seafaring 
Lives in Transition. Mediterranean Mari-
time Labor and Shipping during Globali-
zation, 1850s-1920s” coordinated by IMS 
Researcher Dr Apostolos Delis in collab-
oration with the Universities of Barcelona, 
Genoa and Aix-Marseilles, 2017-2022, and 
funded by the EU.

Snapshot from the inaugural Symposium of the Centre of Maritime History in Rethymno, Crete.
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Greek Shipping Hall of Fame  
inducts Alecos N. Goulandris and Basil M. Mavroleon

The two historic industry personalities, 
Alecos N. Goulandris and Basil M. Mav-
roleon, were revealed as the Inductees for 
2017 in front of more than 600 guests at a 
special Induction Ceremony & Dinner held 
at the Megaron, The Athens Concert Hall. 
Highlights of the event included the 
appearance of internationally-renowned 
classical crossover singing star Mario 
Frangoulis who presented a donation out 
of the event’s proceeds to Hellenic Hope, 
a charity that raises funds to support care-
fully-selected projects in Greece that help 
children in need, focusing on children at 
risk due to the nation’s ongoing economic 
hardships.
The keynote after-dinner speech was giv-
en by Spyros M. Polemis. Dr. Polemis gave 
a compelling speech, drawing parallels 
between modern Greek shipping and the 
maritime exploits of Athens about 2,500 
years ago. “The Greeks, more than any 
other people in the world, have remained 

mariners without interruption throughout 
history,” he noted.
Keynote speeches were also delivered by 
Theo Xenakoudis, Director of Worldwide 
Business Operations and Managing Direc-
tor, Piraeus, Greece for International Reg-
istries Inc., Wang Qi, Chairman of Shanghai 
Waigaoqiao Shipbuilding Co. Ltd as well as 
Mrs. Angeliki Frangou. The Chief Executive 
of Navios Group of Companies addressed 
the audience to emphasise the impor-
tance of not missing the opportunity to 
invest in shipping during the down-cycle 
and also the importance of investing in 
human capital for Greek shipping.
Voting for Inductees takes place annual-
ly and is open to members of the Greek 
Shipping Hall of Fame Academy, currently 
numbering about 300 prominent individu-
als in today’s Greek shipping community. 
The integrity of the on-line voting and the 
final results are overseen by the interna-
tional audit firm Deloitte. 

An independent organisation 
established to bring the 
fascinating story of Greek 
shipping to a wider public, the 
Greek Shipping Hall of Fame 
has been paying tribute to 
leading personalities from 
Greece’s past shipping history 
since 2007. With the addition 
of Alecos N. Goulandris and 
Basil M. Mavroleon, the Hall 
of Fame now includes 28 
outstanding personalities of 
the shipping world. 

OUR MARITIME HERITAGE



Alecos N. Goulandris (1927-2017) 

Alecos Goulandris, who passed away last year, was the last 
surviving founder of the N.J. Goulandris Group, as well as a 
noted art collector and philanthropist. 
Together with his twin Leonidas (1927-2009) and older 
brother (and Greek Shipping Hall of Fame Inductee) John 
N. Goulandris (1923-2011), Alecos established N. J. Goulan-
dris Ltd in 1953 as a spin-off from the existing Goulandris 
family shipping business which began in the 19th century. 
The new company was named after their father Nicholas 
and quickly became a leader in post-World War II Greek 
shipping. It was among the first international shipowners 
to turn to Japanese shipyards and established a high-quality 
fleet of oil tankers. But it also had a continuing interest in dry 
cargo ships and was the first Greek shipowner with new-
ly-built bulk carriers, thanks to two vessels delivered in 1956.
Alecos Goulandris was highly supportive towards his home 
island of Andros but was also a national benefactor. Unknown 
to most Greeks, he quietly sponsored many concerts at the 
Athens Concert Hall. Other causes he funded in recent years 
included assembling a new legal case for returning the Par-
thenon Sculptures from the British Museum and an ambitious 
renovation of the historic steel battleship Georgios Averof.

Basil M. Mavroleon (1900-1978) 

Basil Manuel Mavroleon gained his early experience in ship-
ping at Rethymnis & Kulukundis, the pivotal company for 
Greek shipping interests in London prior to the Second 
World War. He soon became one of the leading lights of 
R&K as well as a leading shipbroker active at the Baltic 
Exchange.
After the war, he established the Mavroleon Brothers ship-
ping firm and launched London & Overseas Freighters, which 
was co-owned with the Kulukundis family. His many claims 
to fame include leading LOF to a listing on the London Stock 
Exchange in 1951, more than 30 years before any other Greek 
shipping company was publicly traded.
LOF later acquired the Sunderland shipbuilder Austin & 
Pickersgill and Mavroleon conceived the idea of building 
an economic dry cargo replacement for the aging fleet of 
wartime Liberty ships.
He personally inspired the design of the new 14,000 dwt 
dry cargo ships known as ‘SD 14s’, many of which were built 
at A&P. In all, 211 SD 14s were built in the UK and under 
licence in Brazil, Argentina, and Greece, including 27 at Hel-
lenic Shipyards, making it the most popular of the various 
Liberty replacements. Buyers included many Greek owners.
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A tribute to the Basil and Elise Goulandris Foundation
In the service of culture and the arts with the support of shipping

GREEK SHIPPING AND BENEVOLENCE

Greek shipping has a strong presence not only in the global shipping 
industry but also in the sensitive area of benevolence, social charity, 
and the extremely important fields of the arts and culture. Many 
important Greek foundations draw their strength from shipping and 
generously offer their help and support in the fields of philanthropy 
and culture. Within the context of its monthly tribute to the historical 
maritime foundations and organizations in Greece, Naftika Chronika 
magazine hosts a brief presentation of the Basil and Elise Goulandris 
Foundation, an institution inextricably linked to shipping.

Metamorphosis", a group exhibition of important 
British artists from the rich reserves of the 
collections of the Gulbenkian Foundation, Lisbon 
and the British Council, London (Museum of 
Contemporary Art, Andros, 2005).



Basil P. Goulandris was born on the island 
of Andros in 1913 the descendant of an 
important family of ship-owners. After 
completing his basic education in Greece, 
he studied Law in Switzerland. Besides 
being a successful businessman, he was 
also an art lover particularly fond of the 
visual arts, a passion he shared with his 
wife Elise. Together they visited museums 
and exhibitions, sponsored cultural events 
and supported numerous, mainly young, 
artists by helping them at the start of their 
careers. 
Elise P. Goulandris, nee Karadontis, was born 
in Athens in 1917. She met and married Basil 
Goulandris in 1950 in New York where she 
was studying. In America, where they lived 

for many years, the couple was involved in 
various activities, both social and cultural, 
which they continued after they settled in 
Paris and Switzerland in 1965. Distinguished 
art lovers, they were Friends of numerous 
museums in both Europe and America. They 
were honoured with high distinctions for 
their contribution to the arts. Basil Gou-
landris passed away in April 1994 and Elise 
Goulandris in July 2000.
The Basil and Elise Goulandris Founda-
tion is a public benefit, non-profit mak-
ing organization which aims to support 
the arts, especially the visual arts. The 
ever-memorable Basil and Elise Goulan-
dris, with their unquenchable passion and 
love of the arts, were the instigators, ani-

mating spirits and sponsors of the attempt 
to offer their birthplace, Andros, a living 
cultural cell which would play an active 
role in the international art scene and 
promote aesthetic education in general. 
Today, a quarter of a century later, the 
Thanks to their unwavering aspiration, a 
quarter of a century later the Basil and 
Elise Goulandris Foundation is today a 
well established institution.
Elise Goulandris said shortly before she 
died: “Even with the best omens no one 
would have imagined that this project 
would have gained the vindication, the 
acceptance and the warm support of its 
visitors in such a short time”. Gallant in 
their thoughts and in their everyday life, 

The Basil and Elise Goulandris Foundation’s Museum of Contemporary Art in Andros, Cyclades.
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Basil and Elise Goulandris spared no 
expense when it came to realizing their 
dream. What is sponsorship after all, if 
not the love and passion of people who 
through their contribution wish to share 
cultural artifacts with others? 
Basil P. Goulandris was the Foundation’s 
President since its establishment. After 
his death in 1994, he was succeeded by 

his wife Elise P. Goulandris. After the 
death of Elise Goulandris in 2000, her 
niece Fleurette Karadontis-Katsikis was 
appointed president of the Foundation. 
The Basil and Elise Goulandris Founda-
tion’s Board of Trustees is composed of 
the following members: Helene Gkykat-
zi-Ahrweiler - Dean and Director of the 
European University, Niki Goulandris - 
Director of the Goulandri’s Natural His-
tory Museum, Costas Gavras - Film Direc-
tor, and Kyriakos Koutsomallis - Director 
of the Museum of Contemporary Art of 
the Basil and Elise Goulandris Foundation. 
The Basil and Elise Goulandris Foundation’s 
Museum of Contemporary Art opened to 
the public in July 1979. The building was 
designed by architect Stamos Papadakis 
and civil engineer Paris Fragoulis and was 
constructed under the supervision of Pan-
telis Karadontis. The motivation for under-
taking this initiative was the need to house, 
conserve and exhibit the significant collec-
tion of sculptures by Andros-born sculptor 
Michalis Tombros. This initial core was later 
enriched by works of Greek and foreign 
sculptors which came from Basil and Elise 
Goulandris’ personal collection. 
The Museum’s Old Wing, as it is called 
today, forms the museum’s sculpture gallery 
which houses works by important Greek 
sculpture masters such as Yiannis Papas, 
Memos Makris, Giorgos Zoggolopoulos, 
Costas Koulandianos, Giorgos Nikolaidis, 
as well as by younger artists representa-
tive of contemporary trends, such as for 
example Yiannis Parmakelis, Takis, Sofia Vari, 
Marina Karella, Chrysa, Dimitris Kalamaras, 
Gerasimos Sklavos, and others. 
Works by famous foreign sculptors such as 

Rodin, Cesar, Richier, Hepworth, Mittoraj, 
and others were later added to the collec-
tion. The public’s ever-increasing interest in 
the arts prompted the Foundation to cre-
ate the New Wing. The building’s architec-
tural incorporation with its surroundings 
won a distinction in 1990 at an internation-
al competition held in Osaka, Japan, and a 
relevant article was published in Contem-
porary Landscapes of the World. 
Today, from October to May, the New 
Wing houses works from the museum’s 
permanent collection in rotation, while 
during the summer months, the space 
is used to accommodate thematic or 
one-person exhibitions of works by great 
avant-garde artists who have contribut-
ed to the establishment of contempo-
rary trends in the international art scene. 
These exhibitions are realized through 
collaborations and the loan of works from 
museums, foundations, galleries and pri-
vate collectors from Europe and America.
Since 1987, on the occasion of its summer 
exhibition, the Basil and Elise Goulandris 
Foundation has been organizing every sum-
mer a round table discussion on a topic 
relevant to the specific exhibition or on a 
broader artistic issue. Each such discussion is 
chaired by Eleni Glykatzi-Ahrweiler, the Dean 
and Director of the European University.
Apart from the annual exhibitions, the 
Foundation established in 1986 a scheme 
regarding post-graduate scholarships on 
subjects related to art and has carried out 
significant donations, like the assignment 
of the Archaeological Museum on Andros 
to the Greek state. 
The Archaeological Museum on Andros was 
inaugurated in 1981. This museum with its 
simple architecture was equipped accord-
ing to the latest museum standards. It was 
constructed and outfitted at the expense of 
the Basil and Elise Goulandris Foundation in 
order to house the finds of the excavation 
at Zagora, Andros. The busts of Basil and 
Elise Goulandris stand in the museum’s atri-
um in honour of their memory.
Aside from the cultural activities, the Basil 
and Elise Goulandris Foundation is also active 
in the field of social welfare. The construc-
tion, outfitting, and maintenance of the Old 
People’s Home Non-profit Institution “Estia 
Athinon” and the renovation of the two pavil-
ions of the Old People’s Home of the Athens 
Charitable Society are two such examples.

The Goulandris Art Museum in 
Athens (opening spring 2019).

Basil and Elise Goulandris.

GREEK SHIPPING AND BENEVOLENCE
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I would like to start from the importance 
of education for the Greek shipping sector 
in general and our country’s economy in 
particular. For the successful advancement 
of our most important national industry, 
a well-organized home based educational 
system should be running and producing all 
the necessary personnel that will cover its 
needs (both in quantity and quality). Hav-
ing noted the significance of the HR factor, 
we conclude that if the sector can recruit 
domestically the required and indispensa-
ble for its development human resources, 
it can then safely expand. The results of 
such an expansion are obvious. I will stay 
only on the most basic ones, which are the 
increased taxes that the state will collect 
from the advanced work force production 

and the increased salaries, the increase in 
consumption, the reduction of unemploy-
ment. All these will lead to the so much 
desired gross product growth, which in 
turn will trigger bigger demand for well 
trained personnel. It is a triple win situation 
since the industry, the work force, and the 
state all win at the same time. 
We could then take a quick look at (just 
roughly estimating) the number of officers 
the Greek owned fleet requires, assuming 
that Greek officers provide the best value 
for money choice for the manning of the 
fleet. We see that while there is a need for 
35,000 officers, only 15,000 are currently 
manning the ocean-going fleet. 
Over the last years, the production rate of 
Greek officers through the public educa-
tional system has more or less remained 
unchanged. There is an annual intake of 
about 1,300 students, that after four years 
finally produces about 1,100 3rd class 
officers. We should also note that the 
dropout rate among women 3rd officers 
is almost double compared to that of men.
This procedure is carried out by the 9 
deck dept and the 4 engine dept Merchant 
Marine Academies situated in every part of 
the country. In terms of student numbers, 
the existing layout of MMAs is composed 
of four engine depts of similar size, and 9 
deck depts that vary from big to small with 

whatever that implies for the efficient eco-
nomic management of the organization. 
The Quality and Quantity of the MM 
officers/tutors teaching in the MMAs is 
also another important issue. I person-
ally believe that the quality of the young 
officers is directly proportional to that 
of their trainer. So, we obviously need 
enough and properly trained trainers. 
Today the occupied permanent Marine 
trainer positions are only a fraction of 
what is actually needed. The Ministry of 
Merchant Marine has recently announced 
the commencement of procedures to 
cover more than 100 permanent positions 
in the Public Marine Training Institutions. 
We are all more than content with the 
announcement but the process’s comple-
tion time remains to be seen.
But back to the present.  Apart from the lack 
of permanent teaching staff with a marine 
background, most Academies face big dif-
ficulties in hiring even part time teachers 
(active MM officers) as in many cases even 
retired officers are not willing to apply for 
a position due to the unattractive salaries. 
The current compensation status is insuf-
ficient to attract highly qualified marine 
personnel and if the public sector wants to 
raise the quality level of the marine teach-
ing staff, it has to fully restructure it. 
The shortage of MM training officers is 
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For the successful advancement
of our most important national 
industry, a well-organized home based 
educational system should be running 
and producing all the necessary 
personnel.

By Νikolaos Tsoulis 
Capt. Merchant Marine, Director of Shipmasters Faculty, Merchant Marine Academy Macedonia

There is a need for long term maritime policies,  
mainly on the part of the state
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added to the lack of updated and sophis-
ticated training equipment, in particular 
simulators and training software. As an 
organization, we should take advantage 
of the EU’s funding sources but of course 
we have to move more efficiently at the 
administrational level and at the same 
time utilize domestic funding lines in the 
best possible way. 
We can now take a quick look at the local 
providers of marine training. Since both 
public and private organizations are cur-
rently active in Greece delivering mari-
time training of different types and levels, 
I would like to mark the most important 
positive aspects of each type. Beginning 
with the Public sector: there are no tui-
tion fees which is of the outmost impor-
tance today, all the Schools are backed by 
MMMarine so they are actually under the 
State’s Protection and being not for profit 
they focus only on offering quality educa-
tional products to the Greek seamen in 
the best possible way. On the other hand, 

the Private sector operates with the mini-
mum in-house bureaucratic structure and 
so it exhibits flexibility, is ready to adjust 
to the fast-changing needs of the industry 
and of course there are close, sometimes 
direct links between the maritime compa-
nies and the training centers.
As a conclusion and always hoping for 
positive developments in the present sit-
uation’s key functional aspects, I would 
like to stress the profound need for long 
term maritime policies mainly on the part 
of the state. Also, the Public and the Pri-
vate sectors' coordinated action is vital in 
order to create organizations with mini-
mum bureaucratic problems, optimized 
financial management, and control of the 
graduates’ professional level according 
to market demands. However difficult 
this might seem, it is of great importance 
and as Aristotle once said describing the 
importance of education: “The roots of 
the education tree may be bitter, but its 
fruit are the sweetest”.

Edited article from a speech delivered at the biannual 
meeting of the Hellenic Mediterranean Panel of 
INTERTANKO held in Athens on April 19, 2018.
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The maritime industry is one of the most 
innovative industries on the planet, with a 
pace of development and a willingness to 
embrace and adopt new technologies that 
few can match. For this reason, we, the stu-
dents of Merchant Marine Academies of 
Greece make every effort to become capa-
ble officers and try to respond to the needs 
of ship-owners and shipping companies. 
It is fortunate that this country boasts one 
of the largest maritime shipping industries 
worldwide, but at the same time, there are 
some equipment problems to be consid-
ered that are slowing down our efforts as 
students to become competent officers. 
The Merchant Marine Academy provides 
us with the basic training, which com-
plies with STCW and IMO conventions, 
in order to become Second Officers. The 

Academies are staffed by remarkable and 
rewarding teachers who provide us with 
knowledge and experience and at the 
same time offer a great service to our 
national economy. We are dedicated to 
Maritime Education, which is the essential 
springboard for a successful and power-
ful Greek Merchant Marine. In this acad-
emy, like in others, the problems are still 
many. They operate with many problems. 
It is imperative that professors should be 
permanent rather than temporary. Also, 
one more thing to consider is the use of 
proper simulators which are necessary as 
part of our training. Unfortunately, simu-
lators are not always provided to ensure 
proper training in accordance with STCW 
and IMO conventions. Typically, there are 
issues in infrastructure, reading materi-

al, teachers, accommodation issues and 
interruption of free meals provision. 
In addition to this, students of these acad-
emies are forced to look for employment 
without any help from government or 
shipping companies and some of them 
even lack sea service and training on ves-
sels because of the scarceness of positions 
offered by companies. This matter becomes 
more intense when it comes to women.
Shipping companies don’t help women to 
follow their career and instead, some of 
them even try to lead us out of the job. 
Admittedly, we have always seen shipping 
as a male-dominated industry. Over the last 
two decades, however, women have been 
breaking stereotypes and foraying into the 
maritime world, creating a new identity for 
themselves. These are the women who have 
refused to be bound by the societal norms 
and charted an independent course. Strong 
and determined, they have fearlessly sailed 
beyond the horizon and created history. As 
a woman, I want to appeal to the shipping 
companies to offer us the chance to prove 
ourselves. There are many companies that 
have already left stereotypes behind and 
provided some of us with proper jobs and 
training. We deserve to be treated as future 
officers and engineers and not to be left out.
In conclusion, shipping should provide 
more and better employment opportuni-
ties so that it can serve a flexible, sustain-
able and competitive role in the national 
economy. I think over the last years we 
have seen that it is a win-win situation 
for everyone involved if shipping is part of 
the solution – regardless of whether the 
issue is environmental, social or economic. 
I hope that all of us will contribute so as 
to minimize all these problems for a bet-
ter world and a better performance in the 
shipping industry. 

By Victoria Kalinidi - Gaitantzi 
Student, Shipmasters Faculty, Merchant Marine Academy Macedonia

Women have been breaking stereotypes  
and foraying into the maritime world

Edited article from a speech delivered at the biannual 
meeting of the Hellenic Mediterranean Panel of 
INTERTANKO held in Athens on April 19, 2018.
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The Unique World of P&I and its Bond with Greece
By Dorothea Ioannou
Chief Commercial Officer
SCB Inc., Manager, The American P&I Club

MARINE INSURANCE 

To fully appreciate the role of the Interna-
tional Group P&I Clubs in shipping we need 
to first start with understanding what they 
are, which is mutual not for profit insur-
ance associations. This means that a P&I 
Club is not a classic commercial insurer. 
Its goal is to fund the losses agreed to be 
insured and as such, in its most simplistic 
form of explanation, the premium charged 
is assessed as the likely exposure and need-

ed funds to pay the losses. It is a mutual 
association, so the insureds (who are ship-
owners and ship operators) are members 
and the members through the association 
are also the insurer. The members them-
selves have decided what is covered in the 
Rules of the Association through a board 
of directors elected from the membership. 
It is through the board that managers are 
contracted or employed to run the day to 
day aspects of the association.
The Clubs offer an extensive range of third 
party liability cover. This does not mean 
they cover every possible liability that may 
fall on the part of the ship. They cover very 
specific types of liabilities under specific 
circumstances dictated by a set of rules 
decided on by the board and incorporated 
into the policy. The most common types of 
liabilities would be damage to cargo carried 
on the ship, injuries to crew or passengers, 
accidental pollution, damage to another 
ship as a result of collision, and damage to 
fixed and floating objects such as docks. P&I 
Clubs do not cover damage suffered by the 
insured ship itself such as physical damage 
to the ship from a collision or even eco-
nomic loss. P&I Clubs do not cover a ship’s 
contractual losses such as loss of profit or 
liability to pay damages as a result of com-
mercial contracts. P&I Clubs do offer cover 
for legal expenses to defend such claims 
and/or pursue claims under contract. 
The most significant aspect of P&I cover 
as a third-party liability insurer is that it 
provides evidence of financial security to 
all stakeholders involved in the trading 
chain that the ship will be able to fulfill any 
statutory or legal liability should it cause 
damage. We must remember that world 
trade is mainly dependent on shipping, 
which means that ships have to be able 
to get in and out of many different ports 
in many different countries all over the 
world. If government authorities are not 
comfortable with the financial standing of 
carriers of trade, this would create a great 
obstacle to trade. 

This, however, is not the only aspect that 
makes the Clubs unique within the marine 
insurance world. The P&I Clubs facilitate 
trade by also being trusted to provide 
guarantees when liability is claimed against 
a ship. This allows the ship to sail freely 
while the Club and shipowner investigate 
the allegations made without being forced 
to pay immediately under the duress of 
delay. Furthermore, what is even more 
unique is that aspects of cover are con-
stantly in review based on the ever-chang-
ing climate of trade and developments and 
changes in international conventions as 
they apply to sea going vessels. 
Given also the wide range of cover, Clubs 
offer an extensive range of services such 
as expert claims handling, advice on legal 
issues, direction and resources on loss 
prevention and technical shipping mat-
ters, and they take the leading role in the 
management of casualties. Therefore, they 
employ highly qualified staff experienced 
in all aspects of shipping.
The International Group of P&I Clubs is a 
collective of thirteen independent mutu-
al insurance associations which between 
them provide protection and indemni-
ty for approximately 90% of the world’s 
tonnage. The Group has a claims pooling 
and reinsurance structure which allows 
the clubs to provide cover with extreme-
ly high limits at a competitive price. The 
International Group, by way of its claims 
sharing agreement, performs a very funda-
mental reinsurance role since as a group 
it shares liabilities exceeding (currently) 
US$10 million and reaching approximately 
$8 billion for most risks. 
Besides providing the highest level of cov-
er in marine insurance, the Group also 
provides a platform for clubs to develop a 
common policy and promote shipowners’ 
interests in relation to liability and insur-
ance issues on a global level. It provides a 
voice for the members to speak collectively 
on important industry issues, for example 
on international conventions and legislation 

The marine insurance 
sector is an essential part 
of the maritime world, 
especially when it comes to 
protection and indemnity 
insurance provided by P&I 
Clubs which are members 
of the International Group 
of P&I Clubs. What is it about 
these P&I insurers that sets 
them apart? Why are they 
so special? Why are they so 
important to world trade and 
how are they connected to 
Greek shipping?



affecting shipowners’ liabilities and related 
insurance matters. It carries out this func-
tion in relation to inter-governmental bod-
ies such as IMO, UNCITRAL and OECD, 
national governments and the EU, as well 
as other industry organizations such as ICS, 
Intertanko, BIMCO, OCIMF etc. 
In addition, the Group provides a mecha-
nism for sharing information on matters 
of concern to clubs and their members. 
These include general issues such as 
trends in claims across the world as well 
as current issues such as maritime securi-
ty, places of refuge for ships in distress, the 
carriage of particular cargoes, criminaliza-
tion of maritime casualties etc.
It is thus very clear how the P&I Clubs 
play a critical role in world trade; but are 
they connected particularly to Greek 
shipping? I think the answer lies first with-
in the unique nature of the mutual system 
whereby the members are both the insur-
ers and the insured through their boards. 
Out of the approximately 270 people 
serving currently on the various IG Club 
Boards, Greek representatives account for 

approximately 15% of this number! This 
number is significant and very representa-
tive if we take into account that the Greek 
fleet accounts for about 18% of the world 
fleet (based on dwt tonnage according to 
the United Nations Conference on Trade 
and Development – UNCTAD 2016) and 
that the IG Clubs insure about 90% of the 
world fleet. Second, recognizing the signif-
icance of the Greek shipping sector, today 
10 out of the 13 Clubs/Club Managers 
have a representative or associated office 
in Greece. These offices currently employ 
just over 100 people through these asso-
ciated offices and Greek nationals account 
for about 75% of them!
These factors evidence how intricately 
intertwined the IG P&I Industry is with 
Greek shipping. Through the Clubs, the 
Greek shipping community has an addition-
al voice within the industry. The IG P&I sec-
tor acknowledges and actively supports the 
special know-how that Greece has to offer 
in terms of human resources by putting its 
faith in its next generation and investing in 
and cultivating its talent pool. 

Overall, the structure of P&I Clubs, being 
able to cover a vast array of marine casu-
alties with cover reaching billions, their 
information and resource sharing role 
and their role as a platform for common 
policy in favor of shipowners' interests 
on a global level, all make them unique 
in the maritime industry. The develop-
ment of representative offices in Greece 
that started out as a minority in the 13 
Clubs with only expats hired and which is 
blooming today in 10 out of the 13 Clubs 
with the majority of their staff now Greek 
nationals, shows a growing connection and 
trust in the Greek shipping community on 
a multitude of levels. Today, Greek ship-
owners have a significant voice through 
the P&I industry not only from a coverage 
and governance standpoint but also on 
matters of concern globally in the shipping 
market through their representation on 
IG Club Boards. This growing representa-
tion has evidenced the ever-increasing 
focus on Greek shipping by the P&I sec-
tor and, as a consequence, its support of 
Greece as an international shipping center.
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Win–win solutions and no planet B

INTERNATIONAL FORA

For the Oceans, which cover 70% of our 
blue planet big challenges are emerging: 
acidification, pollution, loss of biodiversity 
and sea level rise. 
How can we cope with the situation?
In my opinion, the complexity of the new 
challenges has blurred the lines between 
the private, public and civil sectors. It 
has underlined the need for cooperation 
between science, industry, public author-
ities, and citizens. It has also put on the 
table the demand for huge investment and 
innovation. So, it is time to reconsider and 
redefine traditional roles and structures.
Can we face the new challenges togeth-
er? Can non-governmental organizations 
(NGOs) work together with the maritime 
industry? This is the big question. And we 
urgently need some good answers.
Let’s take the climate change issue as an 
example. The Paris Agreement on Climate 
Change opened a new chapter in human 
history as it relates to the environment - 
195 governments are parties to this agree-
ment. And despite the negative stance by 
current US Administration, many states 
in the USA, as well as industry partners, 
remain committed. 

The maritime industry plays an outstand-
ing role in our global economy with 90% 
of all trade dependent on shipping vessels. 
This, however, comes with consequences 
and responsibilities. 
International shipping accounts for almost 
3% of global greenhouse gas (GHG) emis-
sions, which would make it the world’s 
sixth largest GHG emitter if it were a 
country (emissions equivalent to Ger-
many’s). Furthermore, it is predicted that 
these emissions will grow rapidly in the 
coming decades if left unchecked. A recent 
study estimated that under current trajec-
tories of expected economic growth, inac-
tion could result in the shipping industry 
having a 17% share of global CO2 emis-
sions by 2050. 
The good news is that, in general, this 
industry supports action to mitigate 
climate change. During the UN’s 2017 
Ocean Conference, the global shipping 
industry, as represented by the Interna-
tional Chamber of Shipping, committed 
to CO2 emission reduction by the inter-
national shipping sector (that part of the 
shipping industry not covered by the 
National Plans committed to by the par-
ties to the Paris Climate Agreement). This 
is an outstandingly positive sign of good 
intention and responsibility.
What is the approach of the public sector?
Nations and Governments hold a range of 
positions and ambitions regarding the reduc-
tion of GHG emissions. Several European 
and Pacific Island nations are pushing for 
relatively aggressive emission reductions in 
coming decades to align with global temper-
ature limits set by the Paris Agreement. The 
Marshall Islands, the second largest shipping 
registry globally, has been joined by a group 
of other Pacific Island states and New Zea-
land in pushing for a fully decarbonized ship-
ping sector as early as 2050. However, some 

By Maria Damanaki
Global Managing Director for Oceans  
at The Nature Conservancy and  
former European Union Commissioner 
for Maritime Affairs and Fisheries

We live in an amazing world! 
Everything is changing so 
fast and humankind often 
seems surprised. Thanks to 
the so called 4th Industrial 
Revolution –technology and 
digital innovation – we now 
know more than ever! 
Our only planet can give us 
prosperity and surprisingly 
new resources for energy, 
food, leisure. At the same 
time, our only planet is in 
danger and it seems that 
humanity can be our planet’s 
biggest threat or hope.
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concerns have been expressed by key devel-
oping nations, who fear their economies will 
be disproportionately hindered by GHG 
regulations on shipping.
Following ongoing pressure on the United 
Nations’ shipping agency, the Internation-
al Maritime Organization (IMO), to take 
action on GHG emissions, its governing 
body announced last month an important 
first step towards finalizing a longer-term 
strategy by the stated deadline of 2023. 
The EU has also announced its intention 
to integrate shipping into its emissions 
trading scheme by 2023 if significant 
advances are not made at the IMO.
NGOs can play their own role. They can 
capitalize on their knowledge, science, 
and expertise to help the shipping, cruise 
and tourism industries achieve their goals 
whilst protecting the ocean and coastal 
areas. NGOs can explain the ecological, 
economic and in some cases the financial 
value of ecosystems and ecosystem ser-
vices. They can advise on how to operate 
with the least impact on nature and the 
environment and facilitate the technical 
processes to realise change in production 

methods. New business models and sus-
tainable practices based on science, natu-
ral climate solutions, and infusion of new 
technologies can bring tangible results 
against the climate threat.
It is obvious that the public and private 
sectors and civil society have a common 
interest: They can maximize results if they 
join their varied expertise and capacity for 
tackling climate change. Responsible use 
of nature and sustainable practices secure 
a continuous provision of high-quality ser-
vices and are vital to protecting marine 
ecosystems for future generations. This 
cooperation can bring tangible win –win 
solutions for the environment, industry, 
and people. This alignment can inspire and 
embrace a new generation of corporate 
leaders and entrepreneurs committed to 
ocean protection, innovative natural solu-
tions, and social responsibility.
It is true that the environmental commu-
nity is not united in supporting coopera-
tion with industry. There is a lot of criti-
cism that this can have a negative impact 
on the purity and clarity of the messages 
conveyed to the public. 

My personal opinion is different: purity 
and clarity can be tested only against 
achievements and results. I am serving 
as a Global Managing Director at The 
Nature Conservancy – a global NGO 
working in over 70 countries around 
the world. My organization supports 
collaboration between industry, pub-
lic sector, and civil society, under the 
conditions of clarity of targets, sci-
ence-based management, transparency, 
and commitment to preserving nature 
for people today and for future genera-
tions. We are working across the globe 
with industry and we are achieving great 
results: we have helped introduce large 
marine protected areas, brought fish 
stocks back to viability, restored long 
stretches of mangrove wetlands and 
corals, and worked to protect islands 
from storm flooding and sea level rise. 
Yet, we have a lot more to do!
We see ahead of us challenges that over-
come our pride: there is only one chance 
to save the planet. Only one planet, only 
one opportunity. There is no planet B and 
of course no plan B.

NGOs can 
play their own 
role. They can 
capitalize on their 
knowledge, science, 
and expertise to 
help the shipping, 
cruise and tourism 
industries achieve 
their goals whilst 
protecting the 
ocean and coastal 
areas.
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The Hanseatic League motto 
“Navigare necesse est” or “To sail 
is essential” remains unchanged 
to this day. How important is 
shipping for Germany?

Germany with the world’s largest trade 
balance surplus in 2017 is largely depend-
ent on reliable maritime shipping servic-
es. The unique German geography allows 
access to the main international shipping 
routes and hosts some of Europe’s big-
gest seaports with vast direct access to 
the hinterland, especially of Eastern-Eu-
rope. Shipping is the central component 
of the German maritime cluster compris-
ing of shipping companies, ports, ship-
building, suppliers and all kinds of mari-
time service providers. Shipping, directly 
and indirectly, secures around 400,000 
jobs in Germany - more than the aviation 
or tourism industry. Shipping in Germany 
mainly comprises of small and medium 
sized shipping companies owning up to 
and around ten ships. They form the core 
of the German shipping cluster, which is 
a typical example of what we in Germany 
call “Mittelstand”.

The German shipping industry 
has experienced a massive wave 
of consolidation during the last 
few years and traditional com-
panies have been acquired by 
foreign competitors. As presi-
dent of the German Shipowners’ 
Association, what do you think 
the future holds for the German 
shipowners?

We are witnessing a trend towards inter-
nationalization within the ownership 
structure of German shipping companies. 
Many shipowners are looking for new 
business opportunities, partners, and new 
financial models around the world. Con-
trary to former times, when capital was 
primarily raised with German ship financ-
ing institutions, nowadays a growing share 
of capital is raised abroad. Companies are 
liaising quite successfully with investors in 
London, Oslo or New York. Due to chang-
ing investment horizons of these foreign 
engagements, we expect to see a much 
more dynamic asset play in the future, 
coupled with growing and more viable ship 
management activities from Germany. I am 

confident that with these business models, 
Germany will continue to stay competitive 
in the global shipping and trade markets.

Chancellor Merkel’s “Maritime 
Agenda 2025” puts the focus on 
strengthening Germany’s com-
petitiveness as a maritime, tech-
nology, production and logistics 
hub. According to your opinion, 
how far can state policies go 
in helping the maritime indus-
try deal with the megatrends of 
today like globalization, digitali-
zation or stringent environmen-
tal requirements?

Governments – in partnership with the 
maritime industry – can and should play 
a crucial role in shaping the environment 
in which shipping companies can flourish, 
providing level playing fields, supporting 
networks and skills development, and 
ensuring the availability of suitable busi-
ness finance. The German federal gov-
ernment sets out its priorities of support 
for the German maritime cluster in its 
agenda 2025. One of the main topics of 
the agenda is fostering innovation and 
supporting digitalization in the sector. The 
digital transformation requires both kno-
whow and investments, be it in maritime 
connectivity in ports or coastal waters, or 
in implementing the next digital evolution 
of maritime technology on ships. We see 
a necessity for governments to partner 
with especially small and medium sized 
shipping companies, in order to support 
them to implement innovation and to bet-
ter exploit the potentials of digitalization. 
One example out of many for innovation 
in shipping is the implementation of the 
new IMO strategy on the reduction of 

Germany will continue to stay competitive  
in the global shipping and trade markets
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Alfred Hartmann
Founder of the Hartmann Group, President of the German Shipowners’ Association (VDR),
talks to Panagiotis Kapetanakis



CO2 emissions from ships. The strategy 
stipulates for shipping to halve its glob-
al CO2 emissions by 2050. In order to 
reach such an ambitious goal, new low 
and zero-carbon fuels need to be devel-
oped, which do not exist in today’s fuel 
markets. We therefore need an innovation 
offensive in research and development. 
Governments worldwide must cooper-
ate with the industry and make financial 
resources available for this technological 
revolution.

With the deadline for the 
enforcement of the 2020 sul-
phur cap fast approaching what 
strategies should the shipowners 
establish in order to ensure that 
the fuel on board ships is compli-
ant? What will be the insurance 
implications?

On January 1, 2020, the sulphur limit 
applicable to all marine fuels used across 
the world – except for those ships using 
exhaust gas cleaning equipment or alter-
native fuels – will drop from 3.5% to 
0.5%. The rule will significantly reduce the 
amount of sulphur oxide emanating from 
ships and should have major health and 
environmental benefits for the world, but 
it will also require industry and govern-
ments to address a series of challenges 
associated with the introduction, imple-
mentation, and enforcement of the glob-
al 0.50% sulphur limit. The global limit is 
estimated by the Organization for Eco-
nomic Cooperation and Development 
(OECD) to cost between 5 and 30 billion 
USD in additional fuel costs for the world 
container fleet alone, beginning in 2020. 
A number of industry organizations and 
numerous governments, therefore, have 
called for the IMO to begin discussions 
aimed at enhancing implementation of the 
2020 sulphur limit and at introducing a 
prohibition on the carriage of non-compli-
ant fuel oil. At the last IMO MEPC meet-
ing in London, such a prohibition was dis-
cussed and sent for adoption at the next 
MEPC meeting in fall this year. We expect 
this new regulation to set a level playing 
field for the maritime industry around 
the world and hope for a high compliance 
rate. Which method of compliance is used 
in the end by a ship will mainly depend 

on her trading patterns, age, charter-terms 
but also on a number of predictions on 
future prices and availability of low-sulfur 
fuels or emission abatement technology. 
Possible insurance implications due to 
unintended noncompliance will need to 
be further discussed with marine insurers 
and governments, once the details on the 
prohibition on the carriage of non-compli-
ant fuel oil are adopted in IMO.

There is a significant increase in 
shipping traffic in the Far East sea 
routes and ports, whereas on the 
other hand Beijing through its 
OBOR initiative aims to dominate 
world trade. Do you perceive this 
change as a threat to German as 
well as European shipowners and to 
the European industry in general?

The German shipping magnate Albert Ballin 
once characterized German shipping with 
the slogan “Unser Feld ist die Welt” which 
roughly translates as “the world is my oys-
ter.” The saying truly reflects the world-
wide coverage that German shipping has. 
That means trade trends in certain regions 
might only have a limited effect as shipping 
may be able to shift its service to other 
markets, once they become more lucrative. 
One of the most important and still grow-
ing markets for shipping is, for example, the 
intra-Asia trade, home to some of the larg-
est and fastest-growing economies in the 
world. If and how this trend will be affected 
by other developments in the region, like 

China’s ambition to reduce its focus on 
manufacturing and to restructure toward 
a service-based economy, is still unknown. 
On the other hand, we also see negative 
growth trends in other regions of the 
world, fostered by artificial restrictions on 
the trade of goods as a byproduct of grow-
ing protectionism. This might reduce sea-
borne imports on some trade routes, but 
open opportunities for shipping in other 
regions. If and how these diverging trends 
will affect shipping remains to be seen. 
Nevertheless, most economic analysts see 
a positive growth potential for trade and 
shipping in the coming years, without lend-
ing too much weight to certain temporary 
or regional trade developments. Following 
these predictions, from my viewpoint ship-
owners can be rather optimistic. Or as 
Winston Churchill once put it: “A pessimist 
sees the difficulty in every opportunity; an 
optimist sees the opportunity in every dif-
ficulty”.

Does the German Shipown-
ers’ Association implement any 
specific policy or strategy for 
attracting young people into the 
shipping professions? Is there a 
national-governmental policy on 
this issue?

The German Shipowners Association 
together with the German government 
has a high interest in fostering maritime 
know-how and in encouraging employ-
ment at sea and ashore, in the shipping 
sector and subsequently the wider cluster. 
VDR, therefore, engages widely with the 
government, industry, and other stake-
holders to ensure that young people find a 
prosperous future in the shipping business, 
be it through trade and recruitment fairs, 
intern programs or the organization of 
first hand experiences on ships for pupils 
and young people. VDR also promotes 
top-level research in shipping, focusing 
attention on outstanding achievements of 
students in shipping related research insti-
tutions in Germany. In this context, since 
2015 VDR is offering a scholarship of the 
International Foundation for the Law of 
the Sea (IFLOS) at the seat of the Inter-
national Tribunal for the Law of the Sea in 
Hamburg, namely the “Michael Behrendt 
Scholarship”.

We expect this new 
regulation to set a 
level playing field 
for the maritime 
industry around the 
world and hope for 
a high compliance 
rate. 
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The worldwide shipping community salutes the IMO’s 
adoption of the GHG emissions reduction strategy

By Angeliki Koliomichou The first reactions to the IMO’s decision 
came from the shipping community of Den-
mark. Danish Shipping (Danish Shipowners’ 
Association) expressed its pleasure that an 
agreement had been reached, adding that 
the shipping industry accounts for 2.2 per 
cent of the world's total emissions and 
that the IMO countries should agree on a 
strategy ensuring that shipping delivers on 
an equal footing with other industries in 
relation to the Paris Agreement.
There was also an immediate response 
by BIMCO, whose headquarters are in 
Copenhagen. Lars Robert Pedersen, BIM-
CO Deputy Secretary General and del-
egate at the IMO meeting, stated that 
“The IMO has done something no one 
has done before: set an absolute target for 

emission reductions for an entire industry. 
It is a landmark achievement in the effort 
to reduce emissions and something that 
every other industry should look to for 
inspiration”. Moreover, Mr. Petersen added 
that BIMCO sees zero carbon emissions 
as a realistic goal for the second half of 
this century, but investments in research 
and technology are required to get there.
Kathi Stanzel, INTERTANKO Managing 
Director, also expressed her Associa-
tion’s satisfaction: “IMO has again clearly 
demonstrated its leadership role for the 
shipping industry in the effort to reduce 
and contain human contributions to 
climate change.” Dragos Rauta, INTER-
TANKO Technical Director, said: We are 
proud that ship owner representatives 

INTERNATIONAL FORA

After a long anticipation period, the International Maritime Organization’s MEPC 
decided on 13 April 2018 to adopt an initial strategy on the reduction of greenhouse gas 
emissions from ships. This strategy, adopted at MEPC’s 72nd session, marks the launch 
of the first concerted global effort to reduce GHG emissions from shipping. The initial 
strategy is due to be revised by 2023. The aim is to reduce the GHG emissions from 
international shipping by 50% until 2050 compared to 2008 levels and to also improve 
ships’ energy efficiency by 40% by 2030.
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like INTERTANKO were part of this pro-
cess and proud to be able to contribute 
to it. More efforts are needed to materi-
alise and implement the Strategy adopted 
efforts which INTERTANKO looks for-
ward to supporting and providing profes-
sional assistance for”.
INTERCARGO also welcomed the new 
strategy, reaffirming its support to the 
accomplishment of the Organization’s 
environmental goals and expressing the 
belief that IMO is the appropriate body to 
address the global challenge of GHG emis-
sions, and the only competent authority to 
do so. The IMO, according to INTERCAR-
GO’s statement, was the first to address 
GHG emissions by adopting technical and 
operational requirements for new and 
existing vessels with global application as 
early as 2011.
According to SEA Europe (the European 
Shipyards’ & Maritime Equipment Associa-
tion), the Association supports the IMO’s 
initial strategy, yet it stressed that more 
concrete and ambitious measures still 
have to be developed in order to meet 

the reduction goals in time. Christophe 
Tytgat, Secretary General of SEA Europe, 
stated: “With this strategy, the shipping 
sector has become the first ever global 
sector with figures for the reduction of 
GHG emissions as a continued pathway 
towards full decarbonisation”. He added, 
“Measured against the state of the art in 
shipbuilding, the level of ambition could 
be raised. Pursuing the development of 
alternative – fossil free – fuels and their 
introduction earlier than 2050, remains 
the highest priority target to achieve the 
ultimate goal of zero GHG emissions 
shipping”. 
Greece, Europe’s largest shipping com-
munity, also reacted positively. The Presi-
dent of the Union of Greek Shipowners 
Theodore Veniamis welcomed the ΙΜΟ's 
ambitious strategy underlining that “IMO’s 
decision marks an important milestone for 
global shipping which should be acknowl-
edged and respected by all stakeholders 
as such.” He pointed out that this strategy 
is the first of its kind, not only because it 
exceeds the Paris Agreement by including 

quantitative targets, but also because ship-
ping becomes the first industry to adopt 
specific targets for reducing the GHG 
emissions on a worldwide basis.
The President of UGS added that the 
IMO’s decision is just the beginning of a 
long and difficult process with the ulti-
mate goal of developing and implementing 
attainable global measures that will guar-
antee safer navigation and ensure a level 
playing field for global competition while 
minimizing their potential impact on the 
growing global economy and international 
trade.
According to the European Commis-
sion’s first report on compliance with the 
Sulphur Directive (EU Directive on the 
reduction of sulphur oxides emissions 
from ships by setting maximum sulphur 
content levels for marine fuels), there 
were positive results regarding the com-
pliance of ships with these strict envi-
ronmental requirements. The compliance 
of ships is high, especially in the “Sulphur 
Oxides Emission Control Areas”, like the 
North and Baltic Seas.
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In 2012 the EU adopted rules (Sulphur 
Directive) to reduce the maximum sul-
phur content of marine fuels from 3.50% 
to 0.50% by January 2020. In some very 
fragile ecosystems designated as ‘Sul-
phur Oxides Emissions Control Areas,’ 
the maximum sulphur content had to be 
reduced from 1% to 0.10%, already in 2015.
The core reasons behind the successful 
and cost-effective implementation of the 
EU Sulphur Directive were, according to 
the Commission’s report, the cooperation 
and the constructive dialogue between 
EU member states and the provision of 
technical assistance to members by the 
European Maritime Safety Agency (EMSA). 
In addition, synergies between the EU and 
IMO have also played a vital role. Moreo-
ver, the control of air pollutant emissions 
from ships that was carried out by special-
ised electronic systems has contributed 
substantially to the “successful’ implemen-
tation of the EU Sulphur Directive. Last 
but not least, the financial support of EU 
for the uptake of clean ship technologies 
is of high importance, aiming towards a 
sustainable shipping.
On the other hand, Panos Zachariadis, 
Technical Director, Atlantic Bulk Carriers 
Management, Ltd. believes that although 
a difficult political decision, the reduc-
tion targets agreed by IMO were the 
easy part. The hard part will be how to 
actually achieve these targets and, on that 
front, there are no easy solutions, espe-
cially when marine trade is set to increase 
every year going forward. To achieve the 
reduction targets, IMO will examine a 
set of efficiency “measures” grouped into 
short, medium, and long-term measures. 
Most are quite vague at this point (such 
as encouraging new research, port devel-
opment, etc.) but some are quite specif-
ic and, to him, worrisome because many 
consider them “ripe” for immediate intro-
duction. 
One example is the calls to further 
“strengthen” EEDI, which practically 
means slower speeds and smaller engines, 
without having established an agreed min-
imum safe power for ships. Another exam-
ple is the calls to regulate the maximum 
operational speed of ships which, in his 
opinion, will not really produce any emis-
sion reductions and will cause all kinds of 
trade complications. It sounds reasonable 

on the surface (go slow to reduce con-
sumption) but the proposal seems to 
ignore that to reduce consumption (emis-
sions) by going at slow speed, the ships 
must be able by design to go much faster. 
If a maximum regulation limit is set, Mr. 
Zachariadis thinks that all new ships will 
be built for that limit as their new design 
speed (thus to reduce consumption they 
must go even slower, since operating near 
100% available power increases consump-

tion exponentially). How then will these 
new ships compete with the existing ones, 
which are able to go at the regulation's 
speed limit but using far below 100% of 
their power, and thus consume less fuel?
The study submitted to IMO that suggest-
ed 100 million tons CO

2
 could be saved on 

average annually by going slow, also stat-
ed that, in such case, 30% more ships will 
be needed to satisfy world trade demand. 
Just the making of the steel to build these 
ships will emit more than 1 billion tons 
CO

2
. In total, about 2 billion tons CO

2
 will 

be emitted to build 30% more ships. What 
about the related CO

2
 emissions for 30% 

more crew travelling by airplanes twice a 
year to /from their ships?
And, of course, going slow will push many 
cargoes towards faster modes of trans-
port such as rail, trucks and even airplanes 
(modal shift) which emit much more CO

2
 

per ton of cargo transported. These prob-
lems would not exist if instead of a regu-
lation speed limit, a voluntary speed opti-
mization, as the market environment dic-
tates, is allowed. Of course, this is already 
being practiced. But a further “incentive” 
for slower speeds could be a fuel levy. 
Again, this is expected to occur in a major 
way in 2020 when the majority of shipping 
will switch to more expensive fuels due to 
the new 0.5% sulphur content regulation.
Mr. Zachariadis reiterates that there are 
no easy solutions. Most “alternative” fuels 
currently considered, starting with LNG, 
cause much more global warming than liq-
uid fuels used today. Methanol is produced 
from LNG. The majority of hydrogen is 
produced from LNG. When produced by 
water electrolysis, the required power 
and its emissions - when not produced 
by renewable energy sources - are huge. 
49 litres CO

2 
emitted to make 1 litre of 

hydrogen. Ammonia is produced from 
hydrogen. Bio fuels are far from being 
environmentally friendly.
The bottom line is that to achieve the 
target reductions we need new technol-
ogy. Until then, the current conventional 
fuels (diesel, de-sulfurized fuel) produce 
the least GHG emissions over their life-
cycle. Mr. Zachariadis cautions: “I hope in 
its eagerness to show action, the IMO 
doesn’t rush to adopt measures such as 
the above, which will be damaging to both 
trade and the environment.”

Going slow will 
push many cargoes 
towards faster 
modes of transport 
such as rail, trucks 
and even airplanes 
(modal shift) which 
emit much more 
CO2 per ton of 
cargo transported.
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A significant number of Greek shipowners and 
operators have chosen the Republic of the Marshall 
Islands (RMI) flag over any other. In a 2018 report, 
based on data provided to the Greek Shipping  
Co-operation Committee (GSCC) by IHS Markit,  
the RMI flag controls 19.3% of Greek shipping 
deadweight tonnage and is the largest foreign 
flag overall in Greece. The RMI Registry gained 
approximately 30% of Greek controlled vessels 
overall and 22% of the gross tonnage added.

Seagoing vessels of any tonnage engaged in foreign trade and vessels under construction are eligible for registration in 
the RMI. Applications for vessels of 15 years of age or older should be submitted with a Status Report of the vessel’s 
Statutory Survey and Certification and a copy of its latest intermediary or Special Survey Report. Ownership of RMI 
registered vessels must be through an RMI business entity, however foreign entities can also be accepted, as long as 
they are registered as foreign maritime entities in the RMI.

The benefits of vessel registration under the RMI flag do not stop once the registration process is completed. The 
RMI Registry’s decentralized network of 28 worldwide offices ensures a high level of responsiveness to clients and  
industry stakeholders.
 
The backbone of the RMI Registry is truly the experienced maritime personnel who can provide a range of maritime 
services to shipowners/operators wherever they are based and/or trading. The RMI maintains its White List status  
on the Paris and Tokyo Memorandums of Understanding (MoUs) and has been included on the United States  
Coast Guard (USCG) Qualship 21 roster for 14 consecutive years, which is unprecedented.

International Registries, Inc.  
in affiliation with the Marshall Islands Maritime & Corporate Administrator
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MARSHALL ISLANDS MAINTAINS LEADING 
POSITION IN GREEK MARKET

Visit us during Posidonia 2018 at  
Booth 4.215

Source: IHS Markit.
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Record high in tanker scrapping

From the beginning of 2018 to the end 
of March, a total of 8 million tonnes dwt 
of tankers have been sent for scrapping 
recording the highest level since 1982.
According to a survey by Teekay shipping 
company, the reasons that led to the high 
pace of tanker scrapping were low freight 
rates, high scrap prices, and an aging tank-
er fleet, combined with the upcoming 
international environmental regulations 
on low sulfur content fuels. 
In the first quarter of 2018, the average 
age of tankers sent for scrapping was 
around twenty years.

As stated in the Teekay survey, if the high 
pace of tanker scrapping continues to the 
end of 2018, then it is estimated that the 
tanker fleet growth will be zero or even 
negative for the first time since 2001.
However, the increase in scrapping, cou-
pled with the increase in demand expect-
ed in the second half of 2018, creates pos-
itive expectations for the tanker market.

Clouds gather over European 
agricultural products exports 
following Tramp’s countervailing 
duty measures

The trade measures imposed by US Pres-
ident Donald Trump seem to be affecting 
Spain, where Agro Sevilla, the world's larg-
est exporter of black olives, is based.
Agro Sevilla exports 25% of its annual 
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production to the US. But within a few 
months, black clouds have gathered over 
the cooperative and the entire agricul-
tural industry that employs 8,000 full-
time workers and ensures the survival of 
16,000 farms in Andalusia.
Imposing a rise of more than 20% in duties 
on Spanish black olives is a continuation 
of the tense US-Spain trade relations. 
According to international news agencies, 
in 2017, two California companies filed a 
complaint against their Spanish compet-
itors with the US Department of Com-
merce, accusing them of price dumping, i.e. 
selling their products too cheaply in the 
United States by profiting from EU sub-
sidies.
It is feared that tariff increases of more 
than 20% on other European products 
such as French cheese or Italian wine on 
a permanent basis would cause an "ava-
lanche" in EU relations with the US.

CMA CGM strengthens its 
presence in West Africa

The CMA CGM Group has signed a Mem-
orandum of Agreement with Lekki Port 
LFTZ Enterprise (LPLE) in Nigeria to 
build a container terminal in Lekki Port, 
located in the southwestern part of the 
country. The Nigerian government’s goal is 
to make Lekki Port the first deep sea port 
in Nigeria and the deepest port in Sub-Sa-
haran Africa through the expansion work.
Work at Lekki Port is expected to be 
completed by 2020. Upon completion of 
the development and expansion works, 
the port will have 2 berthing docks hold-
ing containers of up to 14,000 TEUs and 
its annual handling capacity is estimated at 
2. 5 million TEUs. Lekki Port will be man-
aged by LPLE, a consortium of the Tolaram 
Group, the Government of Lagos and the 
Nigerian Ports Authority.
Through the construction of this contain-
er terminal, CMA CGM will expand its 
operations in Nigeria and also strengthen 
its presence in West Africa.
Farid T. Salem, CMA CGM's Executive 
Officer, highlighted the strategic location 
of Lekki Port and added, "Thanks to its 
position and capacity, Lekki Port will allow 
Nigeria to bring larger container ships 
from Europe and Asia to better serve the 
country’s customers and pursue its com-

mitment to the development of the entire 
region". The development in Lekki Port 
will also help to significantly reduce con-
gestion in Lagos.

Domino effect in aluminum 
marketing in Asia

On 6 April 2018, the United States 
imposed severe sanctions on seven Rus-
sian "oligarchs" and their 12 holding or 
controlling companies, claiming that they 
were benefiting from the Russian state’s 
engagement in "malign activities" around 
the world. Among them were Mr. Oleg 
Deripaska and Rusal, a Hong Kong-listed 
company.
According to Reuters news agency, large 
Japanese trading houses have asked Rusal, 
the second largest producer in the world, 
to stop supplying them with refined alumi-
num and other products in the light of the 
US sanctions.
“We have asked Rusal to stop shipments 
of aluminum as we can’t make payment 
in U.S. dollars and we don’t want to take 
the risk of becoming a secondary sanction 
target by the United States,” said a source 
at a trading house who declined to be 
named due to the sensitivity of the matter.
From their side, Rusal circles in Moscow 
declined to comment on the matter. It 
should be noted that commercial firms such 
as Mitsubishi Corp, Marubeni Corp, Sumito-
mo Corp and Mitsui & Co. are among the 
Russian company’s long list of clients from 
the Country of the Rising Sun.

Increased exports of Brazilian 
coffee in March

Brazil exported a total of 2,523,719 sacas 
of coffee in March 2018, with revenues 
reaching $396.2 million. The volume of 
exported coffee decreased by 11% com-
pared to the same month in 2017, although 
it increased by 1% compared to February 
of this year. The data comes from a report 
published on 10 April 2018 by the Brazil-
ian Coffee Exporters Council (Cecafé).
"As we had predicted, March was a good 
month for coffee exports. The market is 
optimistic and is already following the 
next harvest due to good weather in the 
coffee producing areas, said Cecafé's pres-
ident "Nelson Carvalhaes.
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According to Brazilian news agency 
agenciabrasil, Brazil recorded a total of 
7,739,493 sacas of exported coffee, down 
by 4.1% from the same period last year, 
while revenues from these transactions 
also dropped to $ 1. 23 billion.

Indian cotton exports on the rise

The country’s cotton exports are expect-
ed to reach 7 million bales for the current 
business year, up by 27% from previous 
estimates.
The fact that Indian cotton is being sold 
at discount in China has triggered a huge 
increase in its demand.
Traders have reported to local Indian 
media that there is a great demand for all 
grades of cotton because it is sold at a 
discount of 7-10 cents per pound.
India has exported more than 150 thou-
sand cotton bales to China from begin-
ning to mid-April 2018 following the trade 
restrictions imposed on the country by 
the US.

"We started getting inquiries right from 
the day the news of US taxes on China 
was announced, " said Atul Ganatra, presi-
dent of Cotton Association of India (CAI). 
It seems, therefore, that Tramp’s measures 
are benefiting some countries, with India 
being a prime example.

US emerging as a leading oil 
exporter

Average US petroleum production 
reached 9.3 million barrels last year, a 5% 
increase over the same period in 2016, 
according to Energy Information Adminis-
tration (EIA) figures.
A recent EIA survey states that US oil 
production will increase in 2018 and 2019 
reaching 10.7 million barrels per day and 
11.3 million barrels per day respectively.
Interestingly, last November, US oil pro-
duction reached 10.07 million barrels rep-
resenting the highest monthly levels in the 
country's history.
According to the EIA survey, last year the 

state of Texas recorded the largest oil pro-
duction compared to other US states. In 
particular, Texas's oil production reached 
an average of 3.5 million barrels per day.
Analysts point out that increased US oil 
shale production and reduced oil imports 

from Middle East countries will make the 
US a leading oil exporter in the coming 
years. In addition, according to Xinhuanet, 
the growing demand for oil in China will 
fuel future energy partnerships between 
the two countries.

Dramatic drop in Nigeria's wheat 
production

Nigeria is recording a decline in wheat 
production while the country's respective 
imports are rising.
For decades now, Nigeria’s goal has been 
to be able to increase its wheat produc-
tion through a state subsidy program for 
farmers worth $ 4 billion a year in order 
not to depend on other countries.
This program seems to be faltering as 
according to international media the 
government of Muhammadu Buhari has 
suspended this subsidy program. This has 
led many farmers in Nigeria to cut back 
on grain production due to soaring costs 
of raw materials that they cannot bear, 
according to Bloomberg.
Nigeria's average annual wheat produc-
tion was only 60,000 tonnes in the 2016-
17 season, after the 350,000-tonne "blast" 
of the 2013-14 season.
By contrast, the country's wheat imports 
reached 4.6 million tonnes in 2017 and are 
expected to reach 5 million tonnes this 
year and 10 million tonnes by 2030.

Chairman of IACS pinpoints three 
key themes of the Association’s 
strategy for the future

Quality, modernisation and transparency 
have been the three fundamental themes 
of the International Association of Classi-
fication Societies (IACS) during DNV GL’s 
Chairmanship, and this approach is wide-
ly reflected in IACS’ 2017 Annual Review 
which was presented in London today 
by IACS Chairman Knut Ørbeck-Nils-
sen. Looking back at IACS’ development 
and successes over the past year, Mr 
Ørbeck-Nilssen said that during these 
dynamic times, both IACS and its twelve 
Member societies need to act as a guide 
for the shipping industry, identifying the 
path for others to follow.
“When many in the maritime community 
feel like their businesses are in dire straits, 

INTERNATIONAL WATERS

OCEAN-GOING SHIPPING



14, Alon Str.
185 40 Piraeus, Greece
Tel.: +30 210 4227 410
Fax: +30 210 4227 303
e-mail: info@farad.gr

www.farad.gr

Booth at HALL 3 and Stand 3.205 

MGO upgraded 
standardized models

 Evaporators
 MGO Cooling Units
 Electric Heaters
 New Building Projects
 Oil & Gas Projects

 Air Coolers
 Oil Coolers
 Water Coolers
 Steam Condensers
 Heaters
 Condensers

...we work on quality

FARAD S.A welcomes you to POSIDONIA 2018
# 4-8 June 2018 at the Athens Metropolitan Expo
# 13th consecutive time at POSIDONIA 
# We are waiting you at Hall 3, Stand 3.205 

Farad Products



94

IACS and its Members, the top classifica-
tion societies, need to be a beacon of light 
setting the course ahead – with modern 
requirements, transparent processes and 
the highest quality of service,” the Chair-
man said.
The three themes of IACS’ strategy build 
on the work done by the organisation and 
its Member classification societies last year, 
as detailed in the 2017 Annual Review, and 
position the Association well for the many 
challenges that lie ahead. Highlights for 
IACS and its Members from 2017 include 
achieving full compliance with the Interna-
tional Maritime Organization’s Goal Based 
Standards; ongoing industry involvement 
in cyber security and autonomy; and the 
launch of new membership criteria.
Commenting on the publication of the 
2017 Annual Review, Mr Ørbeck-Nilssen 
said: “2017 was a year in which the mar-
itime world’s key players had to get to 
grips with tectonic changes in markets, 
regulations and technology. I am proud to 
say that both IACS and its Member socie-
ties rose to that challenge with their work 
across the year: Together we achieved sig-
nificant progress in modernising the con-
cept of class and in adapting to the digital 
transformation of our industry. In IACS, 
we strive to ensure that our own stand-
ards allow for innovative practices that 
utilise the flexibility available within ship 
regulations while maintaining high-quality 
and delivering on our unceasing commit-
ment to a safer and more secure maritime 
world. IACS’ 2017 Annual Review testifies 
to these endeavours, as well as offering 
a roadmap for how the organisation and 
its members will ensure they continue 
to provide, openly and transparently, the 
highest quality classification services to 
the maritime industry.”
“With the maritime industry facing com-
plex and competing demands, IACS con-
tinues to play a leading role by bringing 
familiar technical assurance processes to 
bear against new and unfamiliar technolo-
gies,” added Robert Ashdown, IACS’ Sec-

retary General. “Our 2017 Annual Review 
showcases the work that IACS’ Member 
societies have undertaken in this respect, 
while also emphasising our continuous 
commitment to quality operations and, by 
way of the Class data provided, to acting in 
an ever more transparent way.”
 
International Chamber  
of Commerce: The onus is  
on business to drive more 
inclusive trade

In his first speaking engagement as ICC 
Secretary General, Mr Denton put the 
onus on business to help drive transition 
to a more inclusive trading system.
Addressing participants of ICC United 
Kingdom’s Annual General Meeting in 
London, John W.H. Denton AO said that a 
revised global architecture was needed to 
reach a new global consensus that re-en-
gages citizens in the process, and ensures 
the benefits of a globalised world are more 
fairly distributed. “We must ensure that 
trade policies are recalibrated in a way that 
enables the benefits of global commerce to 
reach all parts of society – and by exten-
sion to ensure that all companies, regard-
less of size, sector or geographical location, 
can benefit from equal access to the global 
trading system,” Mr Denton said. 
Kicking off discussions to consider what 
an inclusive UK trade governance model 
might look like post Brexit, Mr Denton 
said that legitimate concerns about glo-
balisation must be respected but that any 
new model must also continue to harness 
economic openness to international trade, 
investment and the movement of people. 
“Business as usual when it comes to trade 
policymaking is no longer a viable option. 
But that is not to say that we should aban-
don our principles, what we stand for, and 
ultimately what economists can show to 
be mathematically true,” he stated.
Outlining key areas for engagement for a 
new path for global trade, Mr Denton said: 
“Efforts to drive the transition to a more 
inclusive world economy must begin with 
a trade governance model that is itself 
inclusive. We are here to demonstrate 
our capacity and eagerness to help gov-
ernments chart a new course for global 
trade policy-making that places inclusion 
at its heart.”
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Concluding his address, Mr Denton called 
for business leadership saying: “We cannot 
afford to be shy or reluctant to lead the 
debate on the future of trade governance 
and to act in partnership with govern-
ments where we can.”
Coinciding with the ICC UK Annual Gen-
eral Meeting, a practical framework for 
national and international policymakers 
to guide best practice and help govern-
ments deliver on global commitments 
was launched Thursday. Entitled ‘A Trade 
Governance Model That Works for Every-
one’, the framework aims to ensure more 
inclusive, transparent and democratic 
trade policy that benefits all stakehold-
ers. The framework is supported by an 
informal alliance of organisations includ-
ing ICC UK, British Chambers of Com-
merce, Confederation of British Industry, 
Federation of Small Business, Institute of 
Export and International Trade, Trade Jus-
tice Movement, TUC, UNITE the Union 
and 85 others.
Chris Southworth, Secretary General of 

ICC UK, said: “It is clear that not enough 
people have felt the benefits of trade and 
that public trust in trade policy has col-
lapsed. This governance model provides a 
real opportunity for the UK to set new 
world standards in trade policy, re-build 
trust and put in place a modern govern-
ance framework that works for everyone 
and has the necessary support from all the 
key institutions.”
 
A new set of standard bunker 
terms, developed by a cross-
industry group

BIMCO’s Documentary Committee 
approved a new set of standard bunker 
terms, developed by a cross-industry 
group, in New York on 2 May. The BIMCO 
Bunker Terms 2018 improve on the previ-
ous edition with a maximum limit of the 
parties’ liabilities – a key change that will 
lead to wider adoption of the contract.
 “I think it is a positive step for the indus-
try that representatives for the bunker 
traders and shipowners have agreed on a 
standard set of terms, which both parties 
consider fair and balanced,” says Francis 
Sarre, Chair of the BIMCO Documentary 
Committee.
The trader representatives who helped 
draft the contract together account for 

25% of the total bunker volume sold glob-
ally, which BIMCO sees as a very strong 
sign of support for the final result. The 
BIMCO Bunker Terms 2018 also have the 
support of IBIA – the International Bunker 
Industry Association.
Francis Sarre hopes that the changes to 
the terms and the broad support will lead 
to a wide adoption of the standard terms 
across the industry, which will improve 
and speed up bunker transactions and 
reduce disputes.
“We all need to improve efficiency and 
cut costs. With a widely used standard 
contract all parties involved should save 
time on drafting contracts and get greater 
clarity on the contractual obligations and 
liabilities in the contract. This will hopeful-
ly bring more transparency to the bunker 
industry,” Sarre says.
The BIMCO Bunker Terms 2018 therefore 
include a default limit of the invoice val-
ue or USD 500,000, whichever is higher. 
The USD 500,000 is just a default mini-
mum figure that the parties can increase 
if appropriate.
The BIMCO Documentary Committee 
consists of over 60 people from across 
the shipping industry, including: shipown-
ers, ship operators, representatives from 
P&I clubs and national shipowner and 
shipbroker associations. The committee 

INTERNATIONAL WATERS

OCEAN-GOING SHIPPING



MODERN CLASS FOR 
SMARTER OPERATIONS
Today’s market needs smarter solutions – and a classifi cation partner who understands your 
needs in Greece and around the world. Find out how our modern classifi cation solutions can 
turn possibilities into opportunities – and make your operations safer, smarter and greener.

Learn more at dnvgl.com/maritime Visit us at Posidonia

Hall 4, stand 4.115



98

also has several observers including the 
International Group of P&I Clubs, the 
International Chamber of Shipping, INTER-
TANKO, FONASBA and the Maritime Law 

Association of the US. The Documentary 
Committee met on 2 May, in New York, 
hosted by the Maritime Law Association 
of the United States.

Baltic Exchange launches Escrow 
Service for vessel sales

The Baltic Exchange will be launching an 
Escrow Service for its members to hold 
deposits for ship sale transactions. The 
move will allow Baltic Exchange members 
to take advantage of the Exchange's trusted 
position in the marketplace when under-
taking the sale or purchase of a vessel.
Announcing the initiative today (25 April) 
at its Freight & Commodities Forum during 
Singapore Maritime Week, the paid-for ser-
vice will be available for use in transactions 
where the buyer of the vessel is a Baltic 
Exchange member. The service is likely to 
be extended to disputes related payments.
The Escrow Service will be run by the Bal-
tic Exchange's Asia office in Singapore and 
will be subject to the Singapore Exchange's 
(SGX) detailed compliance and money 
laundering procedures. OCBC Bank will 
be providing the joint deposit account.
Headed up by the Baltic Exchange's Head 
of Asia-Pacific, Chris Jones, a sale & pur-
chase broker with over 40 years of expe-
rience, the service will initially be offered 
from Singapore with a view to further 
expansion to other Asian shipping cen-
tres. Chris Jones said: "Having the Baltic 
Exchange provide this service solves the 
problem as to where the deposit should 
be held in a vessel transaction. Buyer and 
seller alike can be certain that the Baltic 
Exchange will apply its high standards of 
compliance as well as have a full under-
standing of the complexities of any mari-
time transaction."

Food prices hold steady in April

The FAO Food Price Index remained 
broadly steady in April, averaging 173.5 
points for the month, a tiny notch up from 
March and 2.7 percent higher than in the 
same month of 2017. Prices of cereals and 
dairy products continued their recent ris-
ing trend, while those of sugar continued 
their decline.
FAO also released its first forecasts for the 
2018/19 marketing season, predicting a decline 

in global cereal output and reserves, both of 
which have been at or near record highs.
Early prospects for global cereal markets 
in the year ahead are favourable, despite 
a forecasted decline, according to FAO's 
new Cereal Supply and Demand Brief, also 
released today. Global cereal crops output 
in 2018 is expected to fall to 2 607 mil-
lion tonnes, about 1.6 percent below the 
near-record harvest of 2017.
The decline is mostly due to an anticipated 
contraction in maize production, especial-
ly in the United States of America. Lower 
wheat output is mostly associated with an 
expected decline in the Russian Federation 
after an exceptional outcome the year ear-
lier. Meanwhile, FAO tentatively forecasts 
world rice production to increase by 1.3 
percent to reach 510.6 million tonnes, set-
ting a new record high, due primarily to 
expanded cultivations in Asia. As for cereal 
utilization, FAO's new forecast - both food 
and feed - also points to an all-time high of 
2 626 million tonnes.
That reflects a projected 1.0 percent increase 
in world rice utilization, a 0.8 percent expan-
sion in global wheat utilization and a 0.4 per-
cent rise in total utilization of coarse grains, of 
which maize feed use is expected to increase 
by as much as 2.8 percent to a new high of 
615 million tonnes. The largest year-on-year 
increase in the feed use of maize is envisaged 
in China and South America. As a result, FAO 
expects world cereal stocks at the close of 
seasons ending in 2019 to decline by 2.7 
percent and the world cereal stocks-to-use 
ratio to drop to 27.2 percent, down from its 
16-year high level of 28.8 percent in 2017/18 
but well above the historical low of 20.4 per-
cent registered in 2007/08.
FAO's first forecast of international trade 
in cereals in the year ahead is pegged at 
406 million tonnes, implying a mere 0.6 
percent decline from the all-time high 
anticipated for the current season.
The FAO Cereal Price Index rose 1.7 per-
cent in April, its fourth consecutive month-
ly increase, and is now 15.4 percent above 
its value a year earlier. Wheat prices were 
supported by weather-related risks in the 
United States, while drought-reduced pro-
duction in Argentina and lower plantings 
in the U.S. pushed up international maize 
prices. Rice prices also rose.
The FAO Dairy Price Index rose 3.4 per-
cent from March, reflecting robust demand 
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for all milk products and apprehensions 
about export availabilities in New Zealand. 
The FAO Food Price Index is a measure of 
the monthly change in international prices 
of a basket of food commodities.
Declines were posted in April on the three 
other sub-indices. The FAO Vegetable Oil 
Price Index declined by 1.4 percent since 
March, while the FAO Meat Price Index 
fell 0.9 percent.
The FAO Sugar Price Index fell 4.8 percent 
in April from the previous month, contin-
uing a decline that began last December, 
and averaging 24 percent lower than April 
2017. Lower prices reflected a supply glut 
buoyed by record outputs in Thailand and 
in India, the world's second-largest sug-
ar producer, as well as the depreciation 
of the Real, the currency of Brazil, the 
world's largest producer.

SCF Group concludes USD 252 
million long-term credit facility

Sovcomflot (SCF Group) announced in 
April that it has signed a new USD 252 
million 7-year credit facility with a con-

sortium of six leading international banks, 
which includes: ABN AMRO Bank; BNP 
Paribas; Citibank; ING Bank; KfW IPEX-
Bank, and Société Générale.
The funds will be used towards financing a 
series of six Aframax tankers, the first-ev-
er such vessels purpose-designed to be 
powered by LNG, currently under con-
struction and due for delivery from Q3 
2018 to Q2 2019. These innovative vessels 
set new environmental standards for the 
global tanker industry through adopting 
cleaner-burning LNG as a primary fuel for 
Aframax tankers.
Each 114,000-deadweight tanker will have 
an ice class 1A hull, enabling safe year-
round export operations from regions 
with challenging ice conditions, such as the 
Baltic. Two vessels will work exclusively 
for Shell under time-charters for up to ten 
years, while Shell will also provide LNG 
fuel for all the six tankers in the series 
across North West Europe and the Baltic.
The credit facility benefits from a favour-
able long-term tenor and competitive 
pricing, reflecting the robustness of the 
deal structure as well as the ability of 
SCF Group to raise capital internationally 
under all market conditions.
Nikolay Kolesnikov, Senior Executive 
Vice-President, Chief Financial Officer of 
SCF Group, said: “We are delighted to 
have concluded a new long-term financing 
agreement for SCF Group, and are grateful 

to our long-standing financial partners for 
their continued support of SCF’s business 
and growth plans. We are also pleased to 
welcome establishing relations with new 
international lenders to the Group. This 
new loan agreement clearly demonstrates 
the confidence of international partners 
in SCF Group despite the current chal-
lenges faced by the global economy and 
the shipping market. This is the second 
successful debt financing accomplished 
by SCF Group in 2018, which now allows 
the company to address in full its financ-
ing requirements for the newbuilding pro-
gramme of 2018-2019.”
 
Hapag-Lloyd focuses on growing 
market in Africa

On 2 May 2018, Hapag-Lloyd celebrat-
ed the official opening of its new office 
in Tema, the most important port city 
in Ghana. Beginning immediately, Hap-
ag-Lloyd will manage all its activities in 
West Africa from this location.
“I’m very pleased that our enhanced pres-
ence in West Africa is showing initial signs 
of success,” said Anthony Firmin, Chief 
Operating Officer (COO) of Hapag-Lloyd. 
The GDP of West Africa has grown sig-
nificantly in the last two years, rising by 
an average of 6 percent. Ghana numbers 
among the fastest-growing economies in 
the region. This growth is primarily driven 
by the trade in gold, but also in oil and gas 
products. Among Ghana’s most important 
export goods are cocoa, timber products 
and cashew nuts.
Hapag-Lloyd has massively expanded its 
presence in Africa over the last two years 
and established a fast connection from 
West Africa to Europe via what are now 
two services: the West Africa Express 
(WAX, Hamburg – Casablanca – Tangier 
– Dakar – Tema – Abidjan – Tangier – Ant-
werp – Hamburg) and the Mediterrane-
an West Africa Express (MWX, Tangier 
– Algeciras – Cotonou – Lagos (Apapa & 
Pipan) – Tema – Tangier).
Both services will call at the port city of 
Tema, which is not far from Ghana’s cap-
ital, Accra. Plans call for the port’s annual 
handling capacity to be tripled by mid-
2019, from 1 million to 3 million TEU. Hap-
ag-Lloyd is expecting additional growth 
opportunities from this capacity expansion.  
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A.P. Mοller - Maersk A/S begins 
2018 with strong revenue growth 
however unsatisfactory earnings

In Q1 2018, A.P. Moller - Maersk had a rev-
enue growth of 30% to USD 9.3bn, 10% 
excluding Hamburg Süd, with growth in all 
business segments and a strategic transfor-
mation well underway. A.P. Moller - Maersk 
reiterates its expectations for 2018 of an 
underlying profit above 2017 (USD 356m), 
however noting increased uncertainties 
due to geopolitical risks, trade tensions and 
other factors impacting freight rates, bun-
ker prices and rate of exchange.
“In the first quarter of 2018, we reported 
a 30% revenue growth and the integration 
of the business is well underway with a 
successful start to the Hamburg Süd inte-
gration and the closing of Maersk Oil 
transaction in March with an accounting 
gain of USD 2.6bn. At the same time, on 
the short-term performance, our result 
especially in the ocean related part of the 
business was unsatisfactory. In response 
to the current challenging market condi-
tions we are implementing a number of 
short-term initiatives to improve profit-
ability and we reiterate our guidance for 
2018,” says Søren Skou, CEO of A.P. Moller 
- Maersk.
A.P. Moller - Maersk increased its reve-
nue to USD 9.3bn with volume growth 
in Ocean - excluding Hamburg Süd - at 
2.2%, as expected slightly below estimat-
ed global demand growth of 3-4%. The 

non-Ocean businesses reports a revenue 
growth with 6% in Logistics & Services 
and 11% in Terminals & Towage, reflecting 
strong growth in volumes mainly driven by 
commercial wins and new terminals and 
services. Further, synergies have been real-
ised from increasing collaboration espe-
cially between Ocean and gateway termi-
nals, leading to volume growth significantly 
above the market growth.
Earnings before interests, tax, depre-
ciation and amortization (EBITDA) 
increased by 5% to USD 669m, negative-
ly impacted by adverse rate of exchange 
development compared to same period 
last year of around net USD 100m. Earn-
ings in Ocean of USD 492m was impact-
ed by higher unit costs among others due 
to adverse developments in bunker price 
and rate of exchange. For the non-Ocean 
businesses, the higher volumes in Termi-
nals & Towage led to an improvement in 
EBITDA from USD 139m to USD 196m, 
while Logistics & Services reported 
slightly lower EBITDA of USD 23m from 
USD 32m.
The underlying result after financial items and 
tax of negative USD 239m was unsatisfactory. 
A number of short-term initiatives are being 
implemented to improve profitability.

Commodity prices to rise more 
than expected in 2018

Oil prices are forecast to average $65 a 
barrel over 2018, up from an average of 
$53 a barrel in 2017, on strong demand 
from consumers and restraint by oil pro-
ducers, while metals prices are expected 
to rise 9 percent this year, also on a pick-
up in demand and supply constraints, the 
World Bank said on Tuesday.
Prices for energy commodities – which 
include oil, natural gas, and coal -- are fore-

cast to jump 20 percent in 2018, a 16 per-
centage point upward revision from Octo-
ber’s outlook, the World Bank said in its 
April Commodity Markets Outlook. The 
metals index is expected to rise as an 9 
percent drop in iron ore prices is offset by 
increases in all base metals prices, led by 
nickel, which is forecast to rise 30 percent.
Agricultural commodities, including food com-
modities and raw materials, are anticipated to 
see a price rise of over 2 percent this year on 
diminished planting prospects. Weather dis-
ruptions are expected to be minimal.
“Accelerating global growth and rising 
demand are important factors behind 
broad-based price increases for most 
commodities and the forecast of higher 
commodities prices ahead,” said Shan-
tayanan Devarajan, World Bank Senior 
Director for Development Economics and 
acting Chief Economist.“At the same time, 
policy actions currently under discussion 
add uncertainty to the outlook.”
Oil prices are expected to average $65/
bbl over 2019 as well. Although prices are 
projected to decline from April 2018 levels, 
they should be supported by continued pro-
duction restraint by OPEC and non-OPEC 
producers and strong demand. Upside risks 
to the forecast include constraints to U.S. 
shale oil output, geopolitical risks in several 
producing countries, and concerns the Unit-
ed States may not waive sanctions against 
Iran.  Downside risks include weaker com-
pliance with the oil producers’ agreement 
to restrain output or outright termination 
of the accord, rising output from Libya and 
Nigeria, and a quicker-than-expected rise in 
shale oil output.
“Oil prices have more than doubled since 
bottoming in early 2016, as the large over-
hang of inventories has been reduced sig-
nificantly.” said John Baffes, Senior Econo-
mist and lead author of the Commodity 
Markets Outlook. “Strong oil demand and 
greater compliance by the OPEC and non-
OPEC producers with their agreed output 
pledges helped tip the market into deficit.”
Upside risks to the metals price forecast 
include more robust global demand than 
expected. Supply could be held back by 
slow incorporation of new capacity, trade 
sanctions against metals exporters, and 
policy actions in China. Downside risks 
include slower-than-expected growth in 
major emerging markets, the restart of 



idle capacity, and an easing of pollution-re-
lated policies in China. Precious metals are 
expected to climb 3 percent this year in 
anticipation of U.S. interest rate increases 
and higher inflation expectations.
Grains and oils and meal prices are 
expected to rise in 2018, mostly due to 
lower planting intentions.  The mild La 
Niña cycle that extended into the ear-
ly part of the year only affected banana 
production in Central America and soy-
bean production in Argentina and did not 
impact global markets for those crops 
substantially. The possible introduction by 
China of countervailing duties in response 
to U.S. tariff increases could impact the 
soybean market.
 
LNG bunkering business launched 
in Japan

Kawasaki Kisen Kaisha, Ltd., Chubu Elec-
tric Power Co., Inc., Toyota Tsusho Cor-
poration, and Nippon Yusen Kabushiki 
Kaisha jointly announced that the four 
companies have agreed to launch the 
LNG Bunkering business in Japan and 
have established two joint ventures.
LNG is expected to become an impor-
tant alternative to heavy fuel oil due to 
its low emission rate of air polluting 
substances and greenhouse gases, which 
will enable ships to meet increasingly 
stringent international regulations on 
emissions.
As per the announcement on January 
26, 2018, the four companies have been 
in joint discussions on the commer-
cialization of LNG Bunkering Business 
in the Chubu (central region) of Japan. 
The four companies have now agreed to 
launch the business, and they established 
two joint ventures to run the LNG Bun-
kering Business. Going forward, each 
of the four companies will utilize the 
expertise and strengths that they each 
possess to propel the “Ship-to-Ship Bun-
kering3” business.

Bahri celebrates another key 
milestone 

Celebrating the addition of its 46th Very 
Large Crude-oil Carrier (VLCC), Bahri, a 
global leader in logistics and transportation, 
welcomed a few days ago ‘Amad,’ from South 

Korea-based Hyundai Samho Heavy Indus-
tries (HSHI), the world’s largest shipbuilding 
company, bringing the total number of VLCCs 
in Bahri’s fleet to 46 and vessels to 93. 
Bahri accepted the delivery of ‘Amad’ at 
a ceremony held at HSHI’s Mokpo ship-
yard in South Jeolla Province, South Korea, 
on 9 May 2018, in the presence of four 
board members, namely Mr. Ahmed Ali 

Al-Subaey, Mr. Ibrahim Al-Buainain, Mr. 
Khalid Mohammed Al-Araifi, and Mr. Khal-
ifa Abdullatif Al-Mulhim, along with Bahri’s 
CEO Eng. Abdullah Al-Dubaikhi, M. K. 
Yoon, President and CEO of Hyundai Sam-

ho Heavy Industries, among others. 
The new vessel, which will be operated on 
a time-charter/spot basis, marks the com-
pletion of the industry leader’s three-year 
agreement signed with HSHI in May 2015, 
to build five VLCCs and five more optional 
VLCCs, to fuel Bahri’s long-term expan-
sion strategy. 
With the capacity to transport 2.2 mil-

lion barrels of crude oil, the 300,000-
DWT carrier’s stands at 333 meters 
long with a beam of 60 meters, and a 
depth (from keel to main deck) of 30 
meters. The speed of Amad is 14.4 knots.

7
Offering comprehensive ship repair, 
maintenance & conversions in its 
three dry docks & deep water port.

Proficient,
professional &
perfectly placed

GIBDOCK
MAIN WHARF ROAD,
THE DOCKYARD,
GIBRALTAR, GX11 1AA
TELEPHONE +350 200 59400
FAX +350 200 44404
EMAIL MAIL@GIBDOCK.COM
WEB WWW.GIBDOCK.COM



104

GEOPOLITICS  
AND GEOECONOMY

Moscow optimistic about the 
implementation of Nord Stream 2

Russia's energy minister Alexander Novak 
is convinced that the implementation of 
the of the Nord Stream 2 gas pipeline 
construction will proceed as planned, 
according to his statements in Russian 
media on Thursday, 12 April 2018.
"We are confident that the project will be 
successful because it is mainly commercial 
and of vital importance to Europeans and 
many European companies," said the minister.
According to Russian news agency Tass, 
the concerted effort to obtain the nec-
essary permits from the countries, the 
exclusive economic zone, and the territo-
rial waters crossed by the pipeline, contin-
ues at an intensive pace.
Nord Stream 2 AG, the managing compa-
ny behind the pipeline, has already secured 

the relevant permits for its construction 
and operation from Germany and Finland 
while procedures to secure permits from 
Sweden and Denmark continue according 
to the original schedule.
It is noted that the Nord Stream 2 pro-
ject foresees the construction of two gas 
pipelines with a total capacity of 55 billion 
cubic meters of natural gas per year from 
the coast of Russia via the Baltic Sea to 
Germany. The total project cost is esti-
mated at 9.5 billion euro.

Record trade surplus for South 
Korea

The country's imports reached $ 44.72 
billion last March, a 5% increase over the 
same month last year.
It should be noted that last March was 
the 17th consecutive month of increase 
in South Korean exports, which account 
for almost 50% of the country’s GDP. At 
the same time, March 2018 was the 77th 
consecutive month in which the country 
recorded a trade surplus.
According to South Korean media, the 
country's upward trend in exports is due 
to the recovery in world trade and to the 
growth in information technology (IT).
South Korean chip exports totaled $ 10.8 
million last March, up 44.2% from March 2017.

New North Sea investment by BP 

British oil giant BP has officially announced 
that it is moving ahead with its ambitious 
plan to develop two new oil fields in the 
North Sea within the UK continental shelf.
According to BP's announcement, the 
two new oil fields (Alligin and Vorlich), are 
expected to produce up to 30,000 barrels 
of oil per day starting in 2020.
The development of the new fields follows 
a period of record investment in the North 
Sea by BP, demonstrating the company's 
commitment to maintaining and enhancing 
its production activity in the North Sea.
For her part, Deirdre Michie, Chief Exec-
utive of Oil & Gas UK, welcomed BP's 
announcements, stressing that "Ambitious 
projects like these demonstrate the poten-
tial that still exists in the UK Continental 
Shelf." She also expressed her optimism 
that the future looks positive for the UK 
oil industry, especially for the "hundreds of 
thousands of workers" in the industry.

Kuwait seeks to enter dynamically 
into India’s oil market 

As one of the largest oil producers in the 
Middle East, Kuwait hopes to increase 
crude oil sales to India by 200,000 barrels 
per day through participating in an oil refin-
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ery in the country, said Kuwait Petroleum 
International (KPI) Chief Executive Officer 
Nabil Bourisli on Wednesday 11 April 2018.
From New Delhi, where he was attending 
the International Energy Forum, Mr. Bour-
isli added that Kuwait plans to purchase a 
stake in an Indian refinery in late April 2018.
Mr. Bourisli said that Kuwait's oil produc-
tion currently stands at 2.7 million bar-
rels in order to comply with the oil sup-
ply cuts decided by OPEC, commenting 
that "What matters now for OPEC, is to 
achieve an acceptable price level for oil ".

New sea routes to Southeast Asia 
by Qatargas 

In early April 2018, Qatargas signed a MoU 
with the Electricity Generating Authority 
of Thailand (EGAT), the largest electricity 
producer in Thailand, with the aim of col-
laborating and exchanging knowledge and 
expertise on the LNG market 
The agreement covers a wide range of 
activities in the LNG market related to 
the supply and transportation of natural 
gas as well as LNG floating storage and 
regasification units. 
Part of the deal is the supply of LNG to 
Thailand by Qatargas.
Qatargas senior executives said they are 
particularly pleased with their partnership 
with EGAT, as Qatargas's goal is to meet the 
energy needs of the global LNG market.
On behalf of EGAT, it was noted that 
Qatargas is a leading LNG producer and 
supplier characterized by technological 
innovation, which will help to strengthen 
EGAT's knowledge of the energy sector.
According to international media, EGAT 
aims to import around 5 million tonnes of 
LNG by 2024.

Participating OPEC -non- OPEC 
countries achieve highest ever 
conformity level

The OPEC/Non-OPEC Joint Ministerial 
Monitoring Committee (JMMC) convened 
in Jeddah, the Kingdom of Saudi Arabia, 
for its eighth meeting, on 20 April 2018. It 
announced that, based on the Report of the 
Joint Technical Committee (JTC) for the 
month of March 2018, following successive 
months of record-breaking performanc-
es, OPEC and participating non–OPEC 
countries have achieved a conformity level 
of 149% with their voluntary production 
adjustments, the highest level so far.
The JMMC was established following 
OPEC’s 171st Conference Decision of 30 
November 2016, and the subsequent Dec-
laration of Cooperation made at the joint 
OPEC-Non-OPEC Producing Countries’ 
Ministerial Meeting held on 10 December 
2016 at which 11 (now 10) non-OPEC 
oil producing countries cooperated with 
the 13 (now 14) OPEC Member Coun-
tries in a concerted effort to accelerate 
the stabilization of the global oil market 

through voluntary adjustments in total 
production of around 1.8 million barrels 
per day. The resulting Declaration, which 
came into effect on 1 January 2017, was 
for six months. The second joint OPEC-
Non-OPEC Producing Countries’ Min-
isterial Meeting, held on 25 May 2017, 
decided to extend the voluntary produc-
tion adjustments for another nine months 
commencing 1 July 2017. At the third joint 
OPEC-Non-OPEC Producing Countries’ 
Meeting, held on 30 November 2017, it 
was agreed to amend the Declaration of 
Cooperation so that it will take effect for 
the entirety of 2018.
Once again, participating countries have 
demonstrated unwavering dedication to 
achieving the rebalancing of the global 
oil market, as demonstrated by the high 
conformity level of 149%. Their collective 
efforts continue to yield positive results, 
with market fundamentals being solid. 
OECD commercial stock levels have been 
adjusted from a peak of 3.12 billion bar-
rels in July 2016 to 2.83 billion barrels in 
March 2018, corresponding to a drop of 
300 million barrels. Nevertheless, it was 
noted that the current commercial stocks 
remain above levels seen before the mar-
ket downturn. The high conformity level 
has been validated by a diverse range of 
reporting agencies and media outlets.
The JMMC tasked the Secretariat to look 
into different metrics, with an in-depth 
analysis of addressing larger uncertain-
ties in the market. The JMMC urged all 
participating countries to remain focused 
on and, where necessary, intensify their 
efforts on the basis of the core princi-
ples of transparency, fairness and equity, 
which are central to the “Declaration of 
Cooperation.” The JMMC noted assuring 
statements by Iraq, Kazakhstan, Libya and 
Venezuela and expressed its satisfaction 
with Iraq and Kazakhstan’s expression of 
support for further improving their con-
formity levels.
Given the ongoing transformative impact 
which the “Declaration of Cooperation” 
has on the global oil market, the JMMC 
will continue to think through further 
means of strengthening the Cooperation.
The JMMC also thanked His Excellen-
cy, Khalid A. Al-Falih, Minister of Energy, 
Industry and Mineral Resources of the 
Kingdom of Saudi Arabia and Chairman of 
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the JMMC, for his gracious hospitality, as 
well as paying tribute to all involved from 
Saudi Arabia for the excellent arrange-
ments for the meeting.
The next JMMC Meeting is scheduled to 
be held on 21 June 2018 at the OPEC Sec-
retariat in Vienna, Austria.

IMF sets out policy steps to reduce 
vulnerabilities and raise Sub- 
Saharan Africa's medium- term 
growth

Growth in sub-Saharan Africa is project-
ed to pick up modestly from 2 percent 
in 2017 to 3½ percent in 2018, the IMF 
said in its latest Regional Economic Out-
look for sub-Saharan Africa report. Behind 
these headline figures, there is wide diver-
sity in growth outcomes and prospects 
across countries in the region. Several 
economies (such as Côte d’Ivoire, Ethio-
pia, Ghana, Senegal) are expected to main-
tain robust growth at about 6 percent 
or faster. At the other end of the spec-
trum, many countries that saw per capita 
incomes fall in 2017 could witness a fur-
ther decline this year.
“The growth pickup has been largely driv-
en by improved policies in some countries, 
and a more supportive external environ-
ment, including stronger global growth 
and higher commodity prices” said Abebe 
Aemro Selassie, Director of the IMF’s Afri-
can Department. He added “these factors 
have supported high volumes of capital 
inflows into the region, facilitating exter-
nal adjustment and a buildup of reserves 
in some countries.” 
However, Mr. Selassie noted that “macroe-
conomic vulnerabilities are rising in many 
countries as the required fiscal adjustment 
keeps getting delayed. 15 of the region’s 
35 low income countries are now rated 
to be in debt distress or at high risk of 
debt distress”. In addition, he highlighted 
that “in some countries, higher debt lev-
els have translated into a sharp increase 
in debt service, diverting resources from 

much needed spending in areas such as 
health, education, and infrastructure.” 
Looking ahead, Mr. Selassie noted that the 
“based on current policies, average medi-
um-term growth for the region is expected 
to plateau below 4 percent, falling far short of 
the levels envisaged five years ago, and below 
what is needed for countries to achieve 
their Sustainable Development Goals.” Mr. 
Selassie stressed that “policy makers need 
to seize the opportunity provided by favora-
ble external conditions to turn the current 
recovery into durable strong growth by tak-
ing domestic policy steps to reduce fiscal 
imbalances and raise medium-term growth 
potential. Prudent fiscal policy, especially 
domestic revenue mobilization, is critical to 
make room for key infrastructure and social 
spending. On average, there is scope to raise 
tax revenues by 3-5 percentage points of 
GDP over the next few years. Reforms to 
nurture a dynamic private sector are need-
ed to provide the foundations to raise the 
low level of private investment, for example 
by boosting intra-Africa trade and deepen-
ing access to credit.” Mr. Selassie further 
reiterated that sub-Saharan Africa remains a 
region with strong potential to harness its 
demographic dividend in the medium term 
– provided strong domestic policy measures 
are implemented.

Foreign investors still have faith in 
Asia’s third-largest economy 

India’s industrial output growth slowed to 
a five-month low of 4.4 per cent in March, 
dragged down by smaller increases in min-
ing, but the central bank is expected to 
hold interest rates in its next policy meet-
ing amid growing inflation concerns. Econ-
omists surveyed by Reuters had forecast 
5.9 per cent growth in output compared 
with a downward revised 7.0 per cent 
annual increase in February. Annual output 
growth was 4.3 per cent during the fis-
cal year that ended in March 2018, lower 
than 4.6 per cent in the previous year, data 
released on Friday by the Ministry of Sta-
tistics shows.
Manufacturing, which contributes 78 per 
cent of industrial output, grew 4.5 per cent 
last fiscal year, up from 4.4 per cent a year 
ago, as big companies adjust following teeth-
ing troubles with a national Goods and Ser-
vices Tax launched last year. The Reserve 
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Bank of India, according to the Times of 
India, is widely expected to hold rates after 
having kept policy rates unchanged for the 
fourth straight meeting in April.
The biggest risk that Asia’s third-largest 
economy faces is rising crude oil prices, 
which hit $78 a barrel on Thursday, their 
highest since November 2014 following 
prospects of new US sanctions on Iran. 
India meets 80 per cent of its oil needs 
from imports.
Analysts said companies with significant 
transport costs could trim expansion 
plans as subdued rural demand hits eco-
nomic growth. But foreign investors still 
have faith in India’s growth prospects.  
Prime Minister Narendra Modi, who is 
expected to try for a second term in gen-
eral elections next year, has taken several 
steps to attract investments. According 
to the Times of India PM Modi plans to 
spend Rs 5.97 lakh crore ($89.7 billion) on 
infrastructure in the 2018/19 fiscal year, 
more than three times what was allocated 
in 2014/15. The government expects the 
$2.5-trillion economy could grow more 
than 7 per cent in the current fiscal year 
that began in April, up from an estimated 
6.6 per cent the previous year.

Ebola outbreak reported in the 
Democratic Republic of the Congo  

A recent outbreak of the Ebola virus in the 
Democratic Republic of Congo (DRC) has 
so far caused 20 deaths and the proximity 
of the affected area to the highly trafficked 
Congo River risks spreading the disease 
to neighbouring countries.
On 8 May 2018, the Ministry of Health 
(MOH) of the Democratic Republic of 
the Congo (DRC) declared an outbreak 
of Ebola virus disease (EVD) in the Equa-
teur Province in the North-Western part 
of the country. This is the ninth outbreak 
of Ebola virus disease in the DRC over the 
last four decades, with the most recent 
outbreak occurring in May 2017.
According to the WHO’s situation report  
yhe majority of cases have been reported 
in the Bikoro health zone, but with addi-
tional cases reported in the Iboko and 
Waganta health zones as well. Of all cases 
reported, two are confirmed, 22 are prob-
able and 17 are suspected EVD cases.
The WHO is working closely with the 
Government of the DRC and key partners 
to prevent and control the spread of the 
disease and as of 14 May 2018, the WHO 
considers the public health risk to be high 
at the national level due to the nature of 
the disease and the current lack of infor-
mation to estimate the magnitude of the 
epidemic. The risk at the regional level is 
moderate due in part to the proximity 
of the affected area to the Congo River, 

which links the capitals of the Republic 
of the Congo and the Central African 
Republic. The risk is low at global level 
due to the remoteness and inaccessibility 
of the area as well as the rapid response 
launched by the DRC Government, the 
WHO and partners.
There is currently a low risk of transmit-
ting the Ebola virus disease to other coun-
tries via seagoing vessels and the WHO 
advises against the application of any travel 
of trade restrictions to the DRC. Howev-
er, some port health authorities may, as a 
precautionary measure, be in a heightened 
state of alert in order to identify crew dis-
playing relevant symptoms. One example 
is South Africa and reference is made to 
an alert published by the South African 
Department of Health on 10 May 2018.
Members and clients trading to ports in 
West and Central Africa, and in the DRC 
in particular, are advised to monitor the 
situation closely by consulting webpages 
maintained by the WHO and other rele-
vant authorities as well as obtaining rel-
evant advice from their local agents well 
before arrival at the next port of call.

European Union and Mexico 
reached a deal on a new trade 
agreement

On 21 April 2018 the European Union 
and Mexico reached a deal on a new trade 
agreement. It will be part of a broader, part 
of a broader, modernised EU-Mexico Glob-
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al Agreement. Practically all trade in goods 
between the EU and Mexico will now be 
duty-free, including in the agricultural sector. 
Simpler customs procedures will further 
benefit the EU’s industry, including in sec-
tors like pharmaceuticals, machinery and 
transport equipment. The agreement also 
lays down progressive rules on sustainable 
development. Among other things, the EU 
and Mexico have committed to effectively 
implementing their obligations under the 
Paris Agreement on climate change. It will 
also be the first EU trade agreement to tack-
le corruption in the private and public sec-
tors. The European Commission negotiated 
the agreement on the basis of a mandate 
unanimously approved by EU governments.
The EU is Mexico's third biggest trad-
ing partner, and Mexico, with 128 million 
people, is the EU's second biggest trading 

partner in Latin America after Brazil. Total 
EU-Mexico trade amounts to €62 billion 
for goods (2017) and €15 billion for ser-
vices (2016). The EU exports of goods to 
Mexico are worth €38 billion (2017), with 
further €10 billion-worth of exports in 
services (2016).
400,000 jobs in the EU are linked in one 
way or the other to EU exports to Mex-
ico. The agreement will make trade and 
investment with Mexico easier, so this fig-
ure is set to increase. Every €1 billion of 
EU exports supports some 14,000 jobs in 
Europe, so the more Europe exports, the 
more jobs it can safeguard and create. 
Once in force, the agreement will benefit 
companies, workers and consumers across 
Europe; advance the EU's value-based trade 
policy agenda, and send a signal to the 
world that the EU and Mexico are open for 
business and reject protectionism.

USA withdraw from the JCPOA 
Agreement with Iran

The decision by President Trump, 
announced on May 8, to withdraw the 

USA from participation in the JCPOA 
(Joint Comprehensive Plan of Action) 
agreed between Iran, the EU, and the 
P5+1 (the five permanent members of the 
United Nations Security Council  - China, 
France, Russia, United Kingdom, United 
States - plus Germany), and to re-impose 
US nuclear-related sanctions has already 
caused a lot of discussions and concerns 
within the international maritime commu-
nity.
According to the UK P and I Club, the 
decision is expected to have significant 
implications for maritime trade with Iran 
and the insurance of such trade. However 
according to the Club’s announcement, a 
full assessment of the likely impact of the 
decision will only be possible following 
receipt of clarification of the position of 
the remaining JCPOA partners, who have 
recently reaffirmed their support for the 
JCPOA, together with further clarification 
from the US Treasury’s Office of Foreign 
Assets Control (OFAC) in relation to the 
management of the "wind-down" periods 
envisaged under the decision.
An FAQ document, published by OFAC 
indicates that following a 180 day ‘wind-
down’ period running up to 4th November 
2018, sanctions will be restored (including 
secondary sanctions directed against non-
US persons) in relation to specified activi-
ties and entities in relation to which relief 
was granted under the JCPOA. It should be 
noted that this includes in paragraph 1.3:
(i) sanctions against Iran’s ports opera-
tors, and shipping and shipbuilding sectors; 
sanctions against IRISL and South Shipping 
Line.
(ii) sanctions on petroleum-related trans-
actions with, among others, the National 
Iranian Oil Company (NIOC), Naftiran 
Intertrade Company (NICO), and Nation-
al Iranian Tanker Company (NITC) includ-
ing the purchase of petroleum, petroleum 
products, or petrochemical products from 
Iran.
(v) sanctions on the provision of under-
writing services, insurance, or reinsurance.
Paragraph 4.4 provides that that General 
Licence H, which authorizes U.S. owned 
or controlled foreign entities to engage 
in certain activities involving Iran, will be 
revoked as soon as is administratively fea-
sible, and that activities already authorised 
by Licence H, including provision of insur-
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ance and re-insurance, must be wound 
down by November 4th 2018. 
The International Group Clubs will con-
tinue to monitor developments and fur-
ther guidance will be provided when there 
is greater clarity. In the meantime, how-
ever, Members should take care before 
entering into any new Iran related fixture 
to ensure that they only do so with up to 
date legal advice on sanctions compliance.

Saudi Aramco and Total sign a 
Memorandum of Understanding 
to build a giant petrochemical 
complex

During the official visit to Paris by Crown 
Prince of Saudi Arabia, HRH Moham-
med bin Salman, Saudi Aramco and Total 
signed a memorandum of understanding 
to build a giant petrochemical complex in 

Jubail, Saudi Arabia. The complex will be 
integrated downstream of the SATORP 
refinery, a joint venture between Sau-
di Aramco (62.5%) and Total (37.5%) in 
Jubail, in a move designed to fully exploit 
operational synergies. This world-class 
refinery, whose capacity increased from 
400,000-barrel-per-day at its start-up in 
2014 to 440,000-barrel-per-day today, is 
recognized as being one of the most effi-
cient in the world. 
Located next to the SATORP refinery in 
the same industrial area, the complex will 
comprise a world-size mixed-feed steam 
cracker (50% ethane and refinery off-gas) 
with a capacity of 1.5 million tons per year 
of ethylene and related high-added-value 
petrochemical units. The project will rep-
resent an investment of around $5 billion. 
The two partners are planning to start the 
front-end engineering and design (FEED) 
in the third quarter of 2018.
The cracker will feed other petrochemical 
and specialty chemical plants representing 
an overall amount of $4 billion investment 
by third party investors. In total, $9 billion 
will be invested, creating 8,000 local direct 
and indirect jobs. The project will produce 

more than 2.7 million metric tons of high 
value chemicals.
“The agreement deepens the exemplary 
relationship enjoyed by our two com-
panies over many decades. It is one that 
has evolved from a standard buyer-seller 
arrangement to one imbued with com-
mon interests to further develop and 
diversify our businesses,“ commented 
Amin H. Nasser, President and Chief Exec-
utive Officer of Saudi Aramco. “Our joint 
venture SATORP is a remarkably success-
ful model of industry partnership and we 
are keen to build on this success to fur-
ther underpin Saudi Aramco’s strategy to 
expand its capacity in the chemicals sector 
by 2030.”
“This project illustrates our strategy of 
maximizing the integration of our large 
refining and petrochemical platforms 
and of expanding our petrochemical 
operations from low-cost feedstock, to 
take advantage of the fast growing Asian 
polymer market," commented Patrick 
Pouyanné, Chairman and CEO of Total. 
“Furthermore, this project will enable us 
to strengthen our ties with Saudi Aram-
co, with whom we successfully operate 
our biggest and most efficient refinery in 
the world. Finally, it will contribute to the 
Vision 2030 of the Kingdom by creating 
8,000 jobs and bringing in new high-add-
ed-value technologies.”
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Seoul assisting its shipbuilding 
industry

The Government of South Korea is deter-
mined to assist its shipbuilding industry in 
any way possible. In fact, the strategic goal 
is to increase the South Korean shipyards’ 
order book by 200 ships with orders 
placed by local shipping companies. At 
the same time, Seoul's strategic planning 

also includes a new restructuring plan for 
the country's shipyards, which are facing 
major economic difficulties.
As the South Korean Minister of Oceans 
and Fisheries Kim Young-choon has 
revealed, the country's government has 
prepared a series of comprehensive meas-
ures aimed at strengthening the domestic 
shipping and shipbuilding industry which is 
grappling with a protracted crisis, intense 
international competition, and strict envi-
ronmental regulations.
According to international news media 
reports, the plan includes the construc-
tion of 140 bulk carriers and 60 container 
ships including ships of 20,000 TEUs car-
rying capacity.
Special mention was made by Kim Young-
choon to Hyundai Merchant Marine 
(HMM), the largest shipping company in 

the country, noting that by 2020 the com-
pany plans to increase its fleet capacity 
to 1 million TEUs. As noted in the South 
Korean press, it is estimated that HMM 
will proceed with an order that will 
include 12 ships of 22,000 TEUs and 8 of 
13,000 TEUs.

Positive 2017 results for German 
ports 

Despite the intense competition from 
ports in north-west Europe, mainly those 
of Rotterdam and Antwerp, as well as the 
realignments in the domestic maritime 
market (company bankruptcies, acquisi-
tions, and mergers), in 2017 Germany's 
commercial ports managed once again to  
improve their figures in terms of handling 
goods.
According to the Federal Statistical Office, 
a total of 299.5 million tonnes of goods 
were handled by German sea ports (main-
ly Hamburg and Bremerhaven), a 1.1% 
increase compared with 2016. The main 
goods handled were metals and minerals, 
as well as coal, crude oil and natural gas 
(upwards of +10%). On the other hand, 
the transport of secondary raw materi-
als and agricultural and forestry products 
dropped significantly (over -12%).
According to statistics, Germany's main 
trading partners in 2017 were: Mexico 
(+16.0% increase in trade compared to 
2016), the US (+13.6%), Norway (+11.8%) 
and Canada (+7.9%). As regards China, 
trade transactions figures remained sta-
ble, with a slight increase of +0.3%. On the 
contrary, a significant decrease in trade 
transaction was recorded with Saudi Ara-
bia (-19.5%) and with Singapore (-9.9%).
It should be noted that in terms of con-
tainer traffic, German seaports saw a 
decrease in the total volume of container 
throughput that reached -0.5% compared 
to 2016. The pressure from Rotterdam 
and Antwerp was once again strong last 
year. In total, 15.1 million TEUs were 
transported to and from German ports, 
mainly from/to China, the USA, and Russia.

Non -stop construction of 
European new -generation cruise 
ships

Norwegian Vard Holdings Limited, a subsid-
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iary of Fincantieri, signed a memorandum of agreement with 
Viking Cruises for the construction of two "special" cruise 
ships, with the option to build another two in the future.
The two cruise ships are scheduled for delivery in the second 
quarter of 2021 and the second quarter of 2022 respectively.
The value of building the two ships is estimated at about 
$573.6 million.
Vard announced in a statement that the cruise ships will be 
designed according to the highest safety and reduction of 
environmental impact standards.
Viking Cruises is implementing a strategy of dynamic expan-
sion in river and ocean cruises.
Viking Ocean Cruises recently signed an agreement with Ital-
ian Fincantieri shipyards to build 6 cruise ships equipped with 
the most modern safety systems, advanced energy-saving sys-
tems, energy-efficient engines and equipment that minimizes 
exhaust pollution.

Continued growth of European cruise travellers in 
2017

According to a Cruise Lines International Association (CLIA) 
survey, the European ocean cruise market has grown to more 
than 6.9 million passengers in 2017, a 2.5 per cent increase 
compared with 2016. 
European cruising has been steadily growing for the past ten 
years led by the German, UK and Ireland markets. Germany 
has shown the strongest growth at 8.5 per cent, reaching a 
record of nearly 2.2 million passengers. UK and Ireland was up 
by 0.5 per cent with over 1.95 million cruise guests. Italy has 
grown to nearly 770,000 passengers (2.5 per cent growth) and 
Spain continued to grow for the second year running with an 
increase of 6.4 per cent. 75 percent of Europeans cruised in 
Europe. This is down slightly compared to previous years due 
to lower volumes in the Mediterranean and higher volumes in 
the Caribbean. Half of European cruisers go to the Mediterra-
nean and the Atlantic Canary Islands, and 25 per cent choose 
northern Europe and the Baltic. Outside Europe, transatlantic 
and Asian destinations are the main choices for most of the 
remaining 25 per cent of European cruise travellers. 
The 2017 findings also revealed that there is a clear relationship 
between average age and cruise length – confirming that older 
generations cruise for longer periods. The youngest cruisers are 
in Italy while cruisers in the UK tend to be older. Younger cruis-
ers enjoy the Mediterranean while the Baltics and Canary Islands 
welcome more older travelers.

Port of Rotterdam: Growth in container 
throughput continues in first quarter 

In the first quarter of 2018, 1.2% less freight passed through 
the Port of Rotterdam than in the same period last year. In 
total, 117.8 million tonnes were handled against 119.3 million 
tonnes in the same period in 2017. The fall mainly concerned 
the throughput of coal, iron ore, scrap and crude oil. In contrast, 
the growth in container throughput continued to increase sig-
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nificantly (+6.1% in TEU, +4.6% in tonnes). 
The throughput of mineral oil products 
increased, particularly distribution. The 
throughput of biomass and LNG increased 
spectacularly.
Allard Castelein, CEO Port of Rotter-
dam Authority: “The continued growth 
in container throughput is a confirmation 
that Rotterdam is taking an increasingly 
important position in the maritime con-
nection networks of large shipping com-
pany alliances. We are seeing a somewhat 
more measured growth after the signifi-
cant growth last year, and this is entirely in 
accordance with our expectations.”

Liquid bulk
In total, liquid bulk throughput remained 
almost constant with a slight growth of 
0.5% to 55.9 million tonnes. Within this 
segment, less crude oil (-4.5%; 25.4 million 
tonnes) was transported than in the first 
quarter of last year. This difference is mainly 
a result of an exceptionally high through-

put last year. The throughput of mineral oil 
products, which fell structurally through-
out last year, saw an upward trend again 
last quarter (+4.8%). The fall in the supply 
and distribution of fuel oil has halted. In the 
first quarter, the throughput of LNG was 
much higher than last year (+210%; 0.7 mil-
lion tonnes), with a record volume of over 
500,000 tonnes in February. This growth 
concerned both the supply and distribution 
of LNG. This confirms the importance of 
Rotterdam as LNG trading hub.

Dry bulk
Within the dry bulk segment, iron ore & 
scrap and coal are the main commodities. 
The throughput of both fell slightly: the 
throughput of iron ore & scrap by 9.3% 
to 7.1 million tonnes, and the throughput 
of coal by 19.0% to 6.5 million tonnes. 
The fall in iron ore throughput occurred 
mainly in January, in contrast with a high 
throughput volume last year. The volume 
in the other two months of the first quar-

ter is in line with that of last year. The fall 
in coal is largely because of the decrease in 
supply for power plants as a consequence 
of last year’s closure of older power plants 
in Germany and the Netherlands. Agricul-
tural bulk throughput fell by 8.2% to 2.6 

million tonnes as a consequence of a poor 
soya harvest in Argentina. Other dry bulk 
also fell considerably by 20.4% to 2.4 mil-
lion tonnes. This fall was mainly caused 
by reduced production among mineral 
purchasers. All in all, dry bulk throughput 
decreased by 13.6% to 18.8 million tonnes.

Containers
Container throughput increased 4.6% by 
weight to 35.9 million tonnes and 6.1% by 
volume to 3.5 million TEU (the standard unit 
for containers). This growth is a continuation 
of the significant increase realised last year 
and is mainly a consequence of increased 
throughput performance of the port’s large 
container terminals. This is also necessary as 
the shipping companies that operate in Rot-
terdam in three large alliances view Rotter-
dam as an important hub in their networks, 
which means an increased concentration of 
cargo throughput in Rotterdam. This resulted 
in feeder volumes continuing to increase sig-
nificantly by 7.5% to 0.6 million TEU. Feeder 
vessels transport containers with interconti-
nental cargo to and from other ports that are 
not visited directly by intercontinental (‘deep 
sea’) services. An increasing exchange is also 
taking place in Rotterdam between deep sea 
services, which enable shipping companies 
to offer their clients more combinations 
between loading and unloading ports in Asia 
and Europe. New connections with the east-
ern section of the Mediterranean also result-
ed in an increase in shortsea throughput by 
6.9% to 0.7 million TEU.

RoRo and other general cargo
The total throughput in the breakbulk seg-
ment (Roll-on/roll-off and other cargo) fell 
by 4.7% to 7.2 million tonnes. RoRo traf-
fic increased slightly by 0.8% to 5.8 million 
tonnes compared with the first quarter of 
last year, partly because of an expansion 
of RoRo vessel handling capacity at one 
of the Rotterdam terminals. The through-
put of other cargo was significantly lower 
than the high level of the first quarter of 
2017 (-22.2% to 1.4 million tonnes) as the 
additional throughput of steel in the form 
of slabs stopped again this year. This flow 
last year was a consequence of blast fur-
nace renovations in Germany, resulting in a 
temporary return in steel production. Dur-
ing the last period, almost no wind turbine 
foundations were loaded for positioning in 
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offshore wind farms. This is expected to 
increase in the second quarter.

The financial results for the year 
2017 of Piraeus Port Authority S.A. 

The annual briefing to the Hellenic Fund 
and Asset Management Association for 
the results of PPA S.A. for the year 2017 
took place at the Athens Stock Exchange, 
in the presence of the CEO of PPA S.A. 
Captain Fu Chengqiu, Mr. Angelos Kar-
akostas, Deputy CEO, Mr. Athanasios 
Liagkos, Member of the Board of Direc-
tors and Management Consultant, Mr. Tian 
Chao, General Manager - Financial Dept. 
and other executives of the company.
The turnover amounted to € 111.5 million 
compared to € 103.5 million in the corre-
sponding period of 2016, showing an increase 
of 7.7%. Profit before tax amounted to € 21.2 
million compared to € 11.0 million in the year 
2016, showing an increase of 92% and the net 
result is shown improved by 68.6% to € 11.3 
million compared to € 6.7 million of the year 
2016. This is the best profitability of the Com-
pany over the last decade.
As the CEO of PPA S.A. Captain Fu Cheng-
qiu stated: "The 2017 was the first entire 
year of the new Management at the port of 
Piraeus and was marked by positive results. 

We believe that the implementation of our 
investment plan, which is already in pro-
gress, will further improve both the opera-
tional function and the economic efficiency 
of PPA S.A. and all business units will con-
tinue to have positive results."
It is noted that during the first months of 
2018 the Company's upward trend is being 
continued and the most important increase 
has been recorded in Car Terminal (+ 32% 
in transit and + 23% in domestic cargo for 
the period January - April 2018).
An increase of more than 10% is also noted 
at the same period in the ship repair activ-
ity, despite the fact that the existing docks 
were not in full operation, due to the instal-
lation works of the new floating dock.

Thessaloniki Port Authority SA 
approved the financial results  
for the period from 01.01.2017  
to 31.12.2017

The Board of Directors of ThPA SA 
approved today, Monday 30th April 2018, 
the financial results of the period from 
01.01.2017 to 31.12.2017 according to 
which: The Company's turnover for 2017 
amounted to € 54,231,941 compared to € 
48,061,529 in 2016, which corresponds to 
a 12.84% increase in sales.
An increase of 16.74% was recorded in 
container traffic, reaching 401,947 TEUs.
Traffic in conventional cargo increased by 
8.63% to 3,598,371 tonnes of convention-
al cargo. The revenue from Rented Facili-
ties increased by 8.01%.
Cash and cash equivalents and the other 

financial products amount to € 90,324,984 
compared to € 75,566,103 in 2016, i.e. an 
increase of 19.53%.
The results for the year 2017 are as fol-
lows: The Gross profit is € 21,809,468 
compared to € 22,171,088 in 2016, i.e. a 
decrease of 1.63% and as a percentage of 
turnover it amounts to 40.22%.
The operating profits (EBITDA) were € 
18,849,985, compared to € 23,877,735 in 
2016, recording a 21.06% decrease and as a 
percentage of turnover it amounts to 34.76%.
The earnings before taxes amount to € 
12,474,042, compared to € 21,081,797 
in 2016, i.e. a decrease of 40,83% and as 
a percentage of turnover it amounts to 
23%, while the earnings after tax amount 
to 7,242,955 compared to € 14,084,474 in 
2016, i.e. a 48.57% decrease and as a per-
centage of turnover it amounts to 13.36%.
The decrease in the results before taxes is 
due to: a significant increase in depreciation 
due to the revaluation of the useful life of 
mechanical equipment, as provided by the 
International Financial Reporting Standards; 
the impairment of obsolete and underuti-
lized assets; and a significant increase in 
provisions, reflecting realistically the Com-
pany’s and third parties’ claims.
Commenting on the financial results, 
Chairman of the BoD and Chief Execu-
tive Officer of ThPA SA, Sotiris Theofanis, 
stated: “ThPA SA has great financial and 
growth potential, that should be proper-
ly exploited. The new Management Team 
with a strong sense of responsibility is 
willing to work with vision; plan; and com-
mitment for the Company's growth and to 
respond to the trust of the shareholders 
and the economic community of North-
ern Greece as well.
In the context of this effort, the financial 
statements reflect realistically the financial 
position of the Company. We will continue 
in the same way, our committed effort on 
the Company's growth”.

Anaklia deep sea port in Georgia 
becomes part of the “Middle 
Corridor”

Anaklia Deep Sea Port has become an 
associate member organization of the 
Trans-Caspian International Transport 
Route, called “Middle Corridor”. The 
decision of membership was made at the 
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meeting of the TITR, in Baku.
All members of the board supported 
the Anaklia Port joining the association, 
agreeing that promoting Anaklia Port is an 
important task for all players in the region 
and the successful completion of the cur-
rent large initiative projects is essential for 
development of the middle corridor.
“Georgia is one of the most important play-
ers of the ‘Trans-Caspian International Tran-
sit Route,” said Levan Akhvlediani, Director 
General of the Anaklia Development Con-
sortium. “The existence of a deep-water 
port is a necessary condition for increasing 
the competitiveness of the middle corridor 
in our country. Interest in Anaklia Port has 
significantly increased, even though it does 
not yet operate and is in the early stages 
of construction. This again emphasizes the 
importance of the project for both Georgia 
and the region as a whole."
The Trans-Caspian International Transit 
Route combines the countries participating 
in the Silk Road project and important play-
ers of the region. Its members are leading 
maritime and transport companies from 

Kazakhstan, Azerbaijan, Georgia, Ukraine, 
China and Turkey. The union aims to pop-
ularize the middle corridor, accelerate and 
simplify cargo transportation procedures 
between Asia and Europe, and make special 
preferential tariffs. Between East and West, 
in terms of cargo, the middle corridor helps 
to compete with the north-south routes.
Along with joining Trans-Caspian Internation-
al Transit Route – TITR, the Anaklia Devel-
opment Consortium is already cooperating 
with other strategic ports of the middle 
corridor, such as Kurik (Kazakhstan), Aktau 
(Kazakhstan), Khorgos (Kazakhstan-China), 
and Baku Port (Azerbaijan). Anaklia Devel-
opment Consortium is a consortium made 
up of TBC Holding from Georgia and Conti 
International from the United States.
 
C.H. Robinson launches trans-
Eurasian rail service

C.H. Robinson announced  in May the 
launch of its trans-Eurasian rail freight 
service between China and Europe. The 
new service offering connects nine origin 

terminals in China with eight destination 
cities in Europe including Hamburg.
“The new rail line complements our air 
and ocean offerings, giving customers the 
ultimate in flexibility. It is for freight that 
requires faster transit times than ocean, 
at twice the speed, with substantial savings 
over air,” said Mike Short, president, Global 
Forwarding at C.H. Robinson. He notes the 
new service is a convenient direct link to 
and from China’s booming economic cities 
to multiple countries and destinations in 
Europe. “C.H. Robinson’s strategic develop-
ment of European gateways gives custom-
ers more choice, along with exceptional 
service and competitive pricing.”
With the new routes, customers also 
have more sustainable service and wid-
er coverage. C.H. Robinson offers empty 
container pick up, collection at factories, 
customs declaration at origin, customs 
clearance and further pan-European dis-
tribution by intermodal and truck services 
at destination areas. Full block train, single 
or multiple containers, LCL shipments and 
oversized cargo are available options.
Ivo Aris, vice president, C.H. Robinson 
Europe Global Forwarding, added: “Until 
recently, a large percentage of container 
shipments from China to Europe were 
delivered by sea. By adding this service 
to our portfolio, we won’t compete with 
ocean shipping or air freight, but rather 
further complement the breadth of ser-
vices we already offer to our customers.”
Each freight train requires approximately 
18-20 days to complete the tour between 
terminals in Zhengzhou, Suzhou, Chong-
qing, Chengdu, Wuhan, Yiwu, Xiamen, 
Shenzen and Guangzhou in China, with 
the cities of Melaszewicze, Hamburg, 
Duisburg, Milan, Tilburg, Lyon and Paris in 
Europe, and Barking in the UK.
In Europe, C.H. Robinson is one of the 
leading road transportation and freight 
forwarders with a dynamic network of 
offices across the region. Our team mem-
bers in Europe are multi-lingual, skilled 
at building relationships and focused on 
serving their customers. The company, 
our Foundation and our employees con-
tribute annually to a variety of organiza-
tions around the world. Headquartered in 
Eden Prairie, Minnesota, USA, C.H. Rob-
inson (CHRW) is publicly traded on the 
NASDAQ.
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Courtesy of the Anaklia deep sea port
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“Time is fast running out” for 
Global Sulphur Cap says ICS 
Chairman

“Time is fast running out” for implemen-
tation by IMO Member States of the 0.5% 
global sulphur in fuel cap by 1 January 
2020, says Esben Poulsson, Chairman of 
the International Chamber of Shipping 
(ICS).
The IMO global sulphur cap for marine 
fuel is expected to see shipping’s bunker 
prices increase significantly.
“While ICS fully supports the objectives 

of the IMO cap, the overnight introduc-
tion of this regulatory game-changer 
will have enormous implications for ship 
operations. It will be vital to get the imple-
mentation right. As well as concerns as to 
whether sufficient quantities of compliant 
low sulphur fuels will be available in every 
port, there are a number of complex prac-
tical issues which IMO needs to urgently 
resolve within the next 18 months if the 
unfair treatment of ships is to be avoided.”
In the absence of agreed standards for new 
fuels including blends, that will be compliant 
with the 0.5% sulphur limit but which may 
differ in their composition from port to 
port, ICS is very concerned this could lead 
to serious compatibility and mechanical 
problems. While the industry is fully com-
mitted to immediate implementation, there 
could possibly be an initial period of ‘teeth-
ing problems’ when suitable compliant fuel 
might not always be available in every port 
until it can be shipped in from elsewhere. 
This is more likely to be a significant prob-

lem for ships in tramp trades which call at 
diverse port destinations which are not 
always known long in advance.
If 0.5% sulphur fuel is not available in every 
port worldwide, ICS notes that ships may 
still bunker and use other compliant fuels, 
such as 0.1% distillate, but warns this rais-
es other serious issues not least those 
relating to compatibility.
Mr Poulsson emphasised “It is vital that ship 
operators, charterers and fuel purchasers 
start making the necessary preparations to 
be ready for this major change. This also 
means that oil refiners and bunker suppli-
ers will need to ensure that compliant fuels 
are actually available for ships to purchase 
well in advance of January 2020.”
The ICS Chairman made these comments 
in his introduction to the new ICS Annual 
Review, published in advance of the ICS 
AGM in Hong Kong next week.  
The ICS Annual Review 2018 is a compre-
hensive overview of the many regulatory 
and policy issues confronting ship oper-
ators, which is being distributed by ICS 
member national shipowners’ associations 
and can be downloaded free of charge via 
the ICS website.
The ICS Annual Review is required reading 
for all shipping companies and government 
policy makers, containing in depth analysis 
of issues such as the ground breaking IMO 
agreement on reducing CO2 emissions, 
as well as the many safety, legal and trade 
policy developments affecting internation-
al shipping in which ICS is engaged on 
behalf of the global industry.

EU budget proposal could 
support shipowners’ transition to 
decarbonisation

The European Community Shipowners’ 
Associations (ECSA) announced that it is 
positive towards the proposal for the EU 
budget 2021 – 2027 published earlier this 
week. Specifically the large increase of the 
EU budget for Research, Innovation and 
Digital and for Climate and Environment 
could provide resources to support the 
European shipping industry in its transi-
tion to decarbonisation.
The International Maritime Organization 
(IMO) adopted in mid-April an initial strat-
egy to reduce the total annual greenhouse 
gas (GHG) emissions from ships by at least 
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50% by 2050 compared to 2008 levels. 
“The very ambitious reduction goal, on the 
pathway to full decarbonisation, will require 
breakthrough R&D for technologies, equip-
ment and fuels not yet existing. Funding 
by international institutions such as the 
EU will be necessary and creates growth 
and jobs in Europe,” said ECSA Secretary 
General Martin Dorsman. “It will safeguard 
the leading position the European maritime 
cluster now has in developing and produc-
ing high tech vessels and equipment for the 
European and international shipping indus-
try”, he concluded.
ECSA has also some points of concern, 
especially the reduction of the budget 
available for the Connecting Europe Facili-
ty (CEF) for Transport is regrettable.

Compensation regime for 
Hazardous and Noxious Cargoes  
a step closer

Two ratifications to a key compensation 
treaty covering the transport of hazard-
ous and noxious substances (HNS) by ship 
have brought the instrument a step closer 
to entry into force.
Canada and Turkey on Monday 23 April 
deposited their instruments of ratification 
to the 2010 Protocol to the International 
Convention on Liability and Compensation 
for Damage in Connection with the Car-
riage of Hazardous and Noxious Substanc-
es by Sea, 1996 (2010 HNS Convention). 
When in force, the treaty will provide a 
regime of liability and compensation for 
damage caused by HNS cargoes trans-
ported by sea, including oil and chemicals, 
and covers not only pollution damage, but 
also the risks of fire and explosion, includ-
ing loss of life or personal injury as well as 
loss of or damage to property. The HNS 
Convention establishes the principle that 
the 'polluter pays' by ensuring that the 
shipping and HNS industries provide com-
pensation for those who have suffered 
loss or damage resulting from an HNS 
incident. An HNS Fund will be established, 

to pay compensation once shipowner's 
liability is exhausted. This Fund will be 
financed through contributions paid post 
incident by receivers of HNS cargoes.
Both Canada and Turkey provided, as 
required by the treaty, data on the total 
quantities of liable contributing cargo. 
Turkey reported more than 25.4 million 
tonnes of cargo received. Entry into force 
of the treaty requires accession by at least 
12 States, meeting certain criteria in rela-
tion to tonnage and reporting annually the 
quantity of HNS cargo received in a State. 
The treaty requires a total quantity of at 
least 40 million tonnes of cargo contrib-
uting to the general account to have been 
received in the preceding calendar year.
The treaty has now been ratified by three 
States, Canada, Norway and Turkey. The 
total quantity of contributing cargo has 
reached 28.7 million tonnes, or nearly 72% 
of that required for entry into force.
IMO Secretary-General Kitack Lim wel-
comed the notable progress towards 
entry into force of the HNS Convention, 
seen as the key missing piece needed to 
complete IMO’s comprehensive liability 
and compensation regime. “I thank Can-
ada, Norway and Turkey for their com-
mitment and strongly encourage other 
Member States to ratify the 2010 HNS 
Protocol. The IMO Secretariat stands 
ready to assist States considering ratifying 
the Convention,” Mr. Lim said.
His Excellency. Mr. Abdurrahman Bilgiç, 
Ambassador Extraordinary and Plenipo-
tentiary, Permanent Representative of the 
Republic of Turkey to IMO, handed over 
Turkey’s instrument of ratification during 
IMO’s Legal Committee, which is meeting 
23-25 April.
Earlier, Ms. Sarah Fountain Smith, Deputy 
High Commissioner, High commission of 
Canada in the United Kingdom, deposited 
Canada’s instrument of ratification with 
IMO Secretary-General Lim.
IMO measures relating to the prevention 
of accidents that involve HNS cargoes 
are already in force, including ship design, 
operations and safety on board as well as 
safety of loading and unloading operations. 
There is also a Protocol covering prepar-
edness and response to shipping accidents 
involving hazardous substances.
The 2010 HNS Convention aims to deliv-
er the uniform and comprehensive regime 

needed to provide compensation for 
costs, including clean-up and restoring the 
environment, in the event of an incident 
involving HNS cargoes.
The treaty complements existing regimes 
already in force for the transport of oil 
as cargo, bunker oil used for the opera-
tion and propulsion of ships, the removal 
of hazardous wrecks and claims for death 
of or personal injury to passengers, or for 
damage to their luggage, on ships.
Total compensation available under the 
HNS Convention is capped at 250 million 
Special Drawing Rights (SDR) of the Interna-
tional Monetary Fund (approximately USD 
$360 million at current exchange rates) per 
event. Shipowners are held strictly liable up 
to a maximum limit of liability established 
by the Convention for the cost of an HNS 
incident. Registered owners of ships carry-
ing HNS cargoes have to maintain insurance 
that is State certified. The HNS Fund pays 
compensation once shipowner's liability is 
exhausted and is financed through contribu-
tions paid post incident by receivers of HNS 
cargoes. The HNS Fund is administered by 
States and contributions will be based on 
the actual need for compensation.

Cyprus, Greece and Israel sign 
pollution contingency plan

The latest sub-regional contingency plan 
to deal with any oil pollution incident in 
the Mediterranean Sea has been signed, 
following support from the IMO-admin-
istered Regional Marine Pollution Emer-
gency Response Centre for the Mediter-
ranean Sea (REMPEC). An Implementation 
Agreement on the Sub-Regional Marine 
Oil Pollution Contingency Plan was signed 
in Nicosia, Cyprus (8 May) by Cyprus, 
Greece, and Israel, along with other instru-
ments for cooperation among the three 
countries. The objective of the contingen-
cy plan is an effective reaction to spills. It 
also aims to facilitate the co-operation 
among the three countries in the field of 
oil pollution preparedness and response.
The Sub-Regional Marine Oil Pollution 
Contingency Plan was prepared with 
support from REMPEC, which facilitated 
various meetings between the countries 
in order to draft the plan. REMPEC also 
supported the organization of a marine oil 
pollution table-top exercise for the partic-
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ipating States, in October 2017. During the 
exercise, in Haifa, Israel, officials were able 
to test the initial phases of the activation 
of the plan in a scenario which simulated 
a marine oil pollution incident. REMPEC, 
which provides round-the-clock support 
in case of an marine pollution incident in 
the Mediterranean, provided a chief con-
troller to participate in the exercise.
The Sub-Regional Marine Oil Pollution Con-
tingency Plan between Cyprus, Greece, and 
Israel is the sixth to be developed in the 
Mediterranean region, out of which three 
were also developed with the support of 
REMPEC, Sub-regional Contingency Plan 
for Preparedness and Response to Major 
Marine Pollution Incidents in the Mediter-
ranean (Cyprus, Egypt, Israel; 1995); Sub-re-
gional Contingency Plan for Preparedness 
for and Response to Accidental Marine Pol-
lution in the south-western area of the Med-
iterranean (Algeria, Morocco, Tunisia; 2005); 
and Sub-regional Contingency Plan for Pre-
vention of, Preparedness for and Response 
to Major Marine Pollution Incidents in the 
Adriatic Sea (Croatia, Italy, Slovenia; 2005). 
The two other are: RAMOGEPOL Plan 
(France, Italy, Monaco 1993/2005); and LION 
PLAN/PLAN LEON (France, Spain; 2001).
IMO administers REMPEC, based in Malta, 
under the Protocol to the Barcelona Con-
vention Concerning Co-operation in Pre-
venting Pollution from Ships and, in Cases 
of Emergency, Combating Pollution of the 
Mediterranean Sea, 2002. 

The Paris MoU agrees to focus on 
prevention of air pollution from 
ships

The Paris Memorandum of Understanding 
on Port State Control (Paris MoU) held 
its 51st Committee meeting in Cascais, 
Portugal, from the 7-11 May 2018, chaired 
by Mr. Brian Hogan.
Anticipating the new maximum limits for 
sulphur in ships fuel oil, entering into force 
on 1 January 2020, the Paris MoU agreed to 
an information campaign by issuing a “Let-
ter of Warning” starting 1 January 2019, to 
encourage timely compliance. Secretary 
General Richard Schiferli stated that this 
will be a signal to the industry that port 
State control will take enforcement of 
the new sulphur limits seriously from “day 
one”. The Committee also approved the 
questionnaire for the CIC on MARPOL 
Annex VI to be carried out jointly with 
the Tokyo MoU. The CIC aims at checking 
the compliance with requirements for the 
prevention of air pollution from ships. The 
CIC will be carried out from September to 
November 2018 and the questionnaire will 
be published in August. As part of a review 
of the current inspection regime, significant 
progress was made with a new methodol-
ogy for calculating flag State and recognized 
organization (RO) performance, used for 
targeting ships for inspection.
The Paris MoU considered the “Ministe-
rial Declaration” signed during the 3rd 
Joint Ministerial Conference between the 
Paris and Tokyo MoUs held in Vancouver 
last year and agreed on a course of action 
to implement the decisions. High impor-
tance was given to the report of the Con-
centrated Inspection Campaign (CIC) on 
Safety of Navigation, including ECDIS1. The 

CIC was carried out from September to 
November 2017. The general conclusion 
was that the results show a good overall 
implementation of the requirements on 
board the ships inspected, although voy-
age planning remains an area of concern.
The Committee adopted the 2017 Annu-
al Report, including the White, Grey and 
Black List and the performance list of 
recognized organizations. The lists will be 
published in early June and used for target-
ing purposes from 1 July 2018. The Annual 
Report will be published in July this year. 
The number of ships which have been 
refused access to the Paris MoU region 
after multiple detentions has increased from 
20 in 2016 to 33 in 2017 and is a threefold 
increase over the number in 2015. 
Chairman Mr. Brian Hogan thanked the 
Secretary General Mr. Richard Schifer-
li for his accomplishments over the past 
21 years. In this regard the Committee 
expressed deep gratitude for the services 
of Mr Schiferli and wished him well on his 
forthcoming retirement. 
The meeting was attended by members 
of the Paris MoU, the European Commis-
sion, EMSA, Montenegro, observers from 
the International Labour Organization, 
the International Maritime Organization, 
US Coast Guard, Tokyo MoU, Caribbean 
MoU, Mediterranean MoU, Black Sea MoU 
and Indian Ocean MoU. On behalf of the 
member State Authorities, Mr. Hogan con-
cluded the meeting by remarking that sig-
nificant progress has been made on port 
State control issues during this meeting. 
He thanked all member State Authorities, 
the European Commission, EMSA and the 
Paris MoU Secretariat for their contribu-
tion. In particular Mr. Hogan thanked the 
Maritime Administration of Portugal, for 
the excellent arrangements they made for 
this Committee meeting.
He added: "This service will add real value to 
the many sale & purchase brokers who are 
Baltic members and are currently expected 
to provide this service to clients. It will allow 
them to undertake the highest level of due 
diligence and compliance checks, reduce the 
administrative burden of organising a client 
escrow account and allow them to focus on 
adding value to the transaction."

Courtesy of Thodoris Vlachogiannis
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Our principles can be characterised through family values, 
and this is what makes us different

UMAR|WSR was established in 
2000 with the aim of providing 
high-quality maritime products and 
services to both shipowners and 
ship management companies. How 
do you evaluate this eighteen-year 
business journey and what are the 
goals set for the future?  

We value each one of these 18 years of busi-
ness as a stepping stone towards our goal of 
global expansion, with our offices in Cyprus, 
Greece, Russia, Singapore and U.A.E. as living 
proof. With each year, our Group kept get-
ting bigger and better, with expansions not 
only on a local level, but also on global and 
internal levels. This journey which is only the 
beginning of greater things coming, offered 
us the opportunity to learn what our cus-
tomers value and in return we were able 
to earn their trust while gaining a much-re-
spected position in the industry. 
We see the future full of new opportu-
nities through change. To us 2020 is of 
specifically high importance as it will mark 
the 20th year of our existence, and we are 
aiming to make it a very special one and a 
landmark in the history of the Group. 

What are the principles which, 
in your opinion, characterize the 
business strategy and the philoso-
phy of UMAR|WSR? Do you think 
the "to do business as usual" prin-

ciple is enough in today's custom-
er-centric business? Do you think 
the "to do business as usual" prin-
ciple is enough in today's custom-
er-centric business? 

We value relationships more than anything. 
We genuinely consider both our principals 
and customers as family and therefore our 
principles can be characterised through fam-
ily values, and this is what makes us different. 
We are next to our partners 24/7 and our 
word is our promise which we always aim to 
fulfil well beyond expectations. Our Group 
is also characterised by its technical knowl-
edge and the relationships it creates, which 
is truly what sets it apart. 
Our individuality and values are also well 
reflected in our image. Our annual events 
worldwide and our presence in exhibitions 
such as Posidonia reflect our communi-
cation style. The personal approach to all 
stages of business can be found every-
where in our organisation, and therefore 
doing business as usual is not in our text-
books. We always aim for the best quality 
of products and services delivered through 
the most efficient way possible in an abso-
lute professional and yet friendly manner.

UMAR|WSR currently has offic-
es in Cyprus, Greece, Russia, 
Singapore and the United Arab 
Emirates. This is a rather impor-

UMAR|WSR Group was established in 2000 in order to offer 
quality maritime products and services to ship-owners and ship 
management companies. The company has managed to serve its 
goal of global expansion by establishing offices in Cyprus, Greece, 
Russia, Singapore and the U.A.E. On the occasion of this eighteen-
year business journey, Group CEO Thrasos Tsangarides talks to 
Naftika Chronika and Panagiotis Kapetanakis about the present 
and future of the company, with headquarters in Limassol, Cyprus, 
and its commitment to offering quality products, dedicated 
service, personalised approach and expert know-how.

An interview with Thrasos Tsangarides
Group CEO, UMAR|WSR Group

MARITIME PRODUCTS & SERVICES



tant network. What is the range 
of services and products that 
UMAR|WSR provides to its cus-
tomers around the world?
 
The physical existence of the Group in 
these locations reveal how we always aim 
to meet demand by being local, but also 
indicate the importance of being global in 
a such technologically advanced world and 
reflects our own efforts of providing our 
partners with the best possible service 
wherever they are. 
It is important to mention that our net-
work is not limited where our offices phys-
ically exist, as we provide services through 
principals strategically located worldwide 
able to serve every region at any time. 
UMAR provides engine room machin-
ery, deck machinery, bridge equipment, 
hull machinery, cargo handling, accom-
modation equipment, safety equipment 
and spare parts. WSR on the other hand 
handles all services related to shipyards, 
underwater and afloat repairs, riding 
squads, marine coating and technical ser-
vices such as liner wear and coating thick-
ness measurements on-board.

The high quality of the 
UMAR|WSR services is certi-
fied by a series of quality assur-
ance certificates. Can you talk 
to us about them and about how 
important you consider the fact 
that you have been awarded 
these certificates?

It is important to guarantee our partners 
the quality of the products and services 
we provide, and being one of the very 
few companies with four ISO certifica-
tions allows us to accomplish that. These 
certifications follow our Cyprus Employ-
ers and Industrialists Federation Innova-
tion award in recognition of our Online 
Information System (U.O.L.I.S.) and are 
a major landmark in the history of our 
Group.
UMAR|WSR Group is proud of being cer-
tified by ABS for ISO 9001:2015 - Quality 
management, ISO 14001:2015 - Environ-
mental management, and by EQA for ISO 
22301:2012 - Business continuity, and ISO 
37001:2016 - Anti-bribery management 
systems. These certifications allow us to 

target even further and aim for absolute 
excellence within the industry.

In your opinion, what are the 
challenges the shipping indus-
try will have to face in the com-
ing years? How does UMAR|WSR 
plan to respond to the particular 
challenges of this emerging era? 

Technological advancements and continu-
ous regulatory changes in the industry are 
not just challenges but also great opportu-
nities that allow us to offer new solutions 
to our partners and help them in their 
efforts to excel.
We are thrilled that we have the opportu-
nity to operate in this emerging era char-
acterised by the reduction of space and 
time and the rise of data and information. 
In our efforts to greet this new era we are 
constantly updating not only our products 
and services but also our own internal 
procedures and practices in order to pro-
vide, and protect our customers before 
the need arises.

In terms of CSR programs, you 
are currently implementing with 
success the Lifejacket Foundation. 
Could you share with us the role 
of the foundation and how that 
gives back to the community? 

The Life Jacket Foundation is a result of 
many years of community service that 
was eventually developed in such a way 

that allows the collective force of multiple 
maritime leaders to target a major issue 
and provide assistance to children who 
need the support of maritime organisa-
tions such as UMAR|WSR and its part-
ners. 
Every company in the group contributes 
a fixed amount to the foundation with 
every order, resulting in an annual dona-
tion. In this way we are able to engage and 
involve our partners as well as individuals 
who share our vision and sense of social 
responsibility, while maintaining the abili-
ty of the foundation to raise funds stable, 
sustainable and ever growing. 
Our desire is to join forces of various 
stakeholders within the shipping industry 
to support the foundation and make a big 
difference in people’s lives all over the 
world and outside the boundaries of our 
physical locations. We are very proud of 
this initiative and hope that our efforts will 
prove sufficient to achieve a major change 
in children’s lives.

UMAR | WSR is the proud agent of world-
wide leaders of maritime products and 
services, with offices in Cyprus, Greece, 
Russia, Singapore and U.A.E.

You can meet UMAR | WSR at Posidonia 
Hall 4, Stand 125

For more information and news you can 
visit www.umarwsr.com
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World trade, 
commerce 
and financing 
in the post- 
Brexit era

While the impact of Brexit on the transport sector and 
especially on the shipping industry is monopolising the 
interest of all stakeholders, the Isalos.net initiative organised 
its first educational conference in London, UK, on February, 
titled "World Trade and Commerce: why Go Maritime in this 
turbulent era?".
Due to the high importance of the conference’s conclusions, the 
Naftika Chronika editorial team has asked seven experienced 
executives from the shipping industry who participated in 
the event to present their views, thoughts, and aspirations on 
the future of the maritime sector with regards to financing, 
legislation, and business strategy.
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What is coming in the next years 
for the shipping industry in terms 
of shipping regulations? What are 
the consequences of the environ-
mental regulations for shipping 
companies?

Regulations are welcome but allow me 
to say that they should be measured and 
wise. We see regulations adopted whose 
implementation cannot be effective. Two 
examples are Ballast Water Management 
(BWM) with the experience building up 
this year and the bunkers’ Sulphur Cap 
implementation, about which important 
decisions are also to be taken this year. 
In both cases, deadlines have been set, 
without having yet the technologies in 
the first case or the fuel in the second 
case to meet the regulatory require-
ments.
Ships are expected to become “factories” 
equipped for processing ballast water or 
emissions and shipping companies are 
required to dedicate additional significant 
resources in, people/crews, administration, 
procedures etc. 

BWM
INTERCARGO, our Association, welcomed 
the entry into force of the BWM Conven-
tion and aspires to its effective implemen-
tation. But early on, we made public the 
critical challenges faced by the bulk carrier 
segment of the industry at least. 
Practical problems in retrofitting existing 
dry bulk ships with BWM systems and 
operating them remain. Implementation 
challenges also include adequate worldwide 
support for these systems, the availability of 
proven systems which can perform under 
all conditions, and spares backup. One of 
the many issues currently being faced by 
owners and operators is that there are 
type approved systems currently fitted 
onboard vessels that do not fulfil their 
purpose, i.e. the D-2 standard. Instead, evi-
dence has recently been presented at IMO 
that Ballast Water exchange is often more 
effective in achieving the D-2 Standard.
The regulation in place should respect 
the highly capital-intensive nature of the 
industry and avoid distorting the market’s 
level playing field by marginalising viable 
and quality bulk carriers.

SULPHUR CAP
IMO’s Sub-Committee on Pollution Pre-
vention and Response proposed the pro-
hibition of the carriage of bunkers exceed-
ing 0.50% sulphur content from Jan 2020. 
We at INTERCARGO raised our concerns 
about the technical and operational chal-
lenges faced by shipowners in achieving 
compliance from 01 Jan 2020. While com-
pliance is, of course, our and everyone’s 
objective, stricter requirements cannot be 
justified, given the bunkers’ supply landscape 
and widespread uncertainty especially about 
the safety aspects of compliant fuels. 
INTERCARGO also endeavours the effec-
tive implementation of the “2020 Sulphur 
Cap” regulation but would prefer a prag-
matic approach rather than simply a “polit-
ically correct” one. 
On this important industry challenge, 
solutions are sought not only, and clearly 
not primarily, from ships in the global sup-
ply chain. There are unanswered questions 
for all stakeholders in the supply chain 
and no satisfactory solutions in sight. A 
reasonable and measured enforcement of 
the Regulation during an initial transitional 
period would thus be welcome instead. 
A drastic step-change is expected in 2020 
and if a smooth transition is not ensured, the 
impact will be great. There will be an impact 
on trade, on economic growth and on the 
societies of both developed and developing 
countries worldwide. 

Dr Kostas Gkonis explains why the Ballast Water Management (BWM) Convention and the 2020 Sulphur 
Cap cannot yet be effective while he also presents INTERCARGO's views for both international regulations.

Regulations should be measured and wise
By Dr Kostas G. Gkonis
Secretary General, INTERCARGO

Ships are expected  
to become factories equipped 
for processing ballast water  
or emissions.
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What are the 3 major challeng-
es that shipping businesses face 
today?

1. Technological and Regulato-
ry changes are continuously stressing 
commercial and operational teams in 
our industry– for example 2020 sulphur 
caps, BWTS, and upcoming global Emis-
sion issues. This creates huge issues for all 
stakeholders. It is not also directly shipping 
issues either – a Chinese law imposing air 
pollution restrictions on its steel indus-
tries has supported the steel markets and 
helped shipping markets, so changes can 
be positive too.

2. A decent Return on Equity over 
the long term. The industry tends to be 
unable to balance supply and demand very 
well due to quick cycles, the many players 
and its global size and this brings the boom 
and bust scenario to shipping rather than 
the reasonably steady returns of many oth-
er industries. In most cases this means lower 
returns and a vicious cycle of underinvest-
ment in assets and technological advances. 
Shipping is short of quality people due to 
higher paying and sustainable industries else-
where and it is hard to attract top talent.

3. Technological advances and dig-
ital transformation – maybe not one 
specific item but the world is moving quickly 
– we have companies such as CargoMetrics 
looking at algorithms and trade flows and 
using AIS vessel positioning. Instant shipping 
data and making money from instant trade 
information whether it be in the shipping 
or commodity markets. Large trading com-
panies do all this internally. We have Ama-
zon trying to be a shipping company. Data is 
instantly available. We also have 3D printing, 
blockchain, and other technological advances, 
which means that many people are trying to 

change the logistics chain and shipping needs 
to be aware and work with this change.

From a management and strategy 
perspective, what are the major 
differences between European 
family-run shipping businesses 
and the large multinational play-
ers in shipping? 

Large multi-national organiza-
tion: 
• Large employee numbers. Generally 

large multi-layer management with 
business plans from the board level 
down to the individual business units.

• Focus largely on regulations, environ-
mental issues, legal and process man-
agement.

• Performance targets and annual 
budgets set at the beginning of the 
year with individual and group tar-
gets reviewed and then set. Gener-
ally, a shorter-term outlook as per-
formance and employees tend to be 
reviewed annually with the overall 
company performance.

European Family-Run Shipping 
Business:
• Generally, a smaller number of 

employees.
• Focus is far more on the core busi-

ness of shipping with a small team of 
management, mostly family, leading 
the business with the aim of ensuring 
profitable growth and a loyalty bond 
between the family and employees 
along with a generally quick deci-
sion-making process. 

• Generally, a longer-term business 
outlook with the aim of wealth pres-
ervation and ensuring the business 
and knowledge is passed onto the 
next generation successfully.

Regulations, financial viability, and technology are the 3 
major challenges that shipping companies face today

By Brian Nixon
Managing Director, Lavinia Bulk Ltd.

The industry 
tends to be 
unable to balance 
supply and 
demand very 
well due to quick 
cycles.

Brian Nixon describes the major challenges that shipping businesses face today, as well as  
the major differences between family- run shipping companies and large multinational players.
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Can you describe the non- doms 
legislation and how it affects 
London’s expat business commu-
nity today?

Whilst there have been changes to the non-
dom regime from 6 April 2017, the United 
Kingdom remains an attractive jurisdiction 
for individuals coming to work from over-
seas. It is still possible to only be taxed on 
United Kingdom source income and gains 
for the first 7 tax years of residence at no 
real cost. Thereafter, to retain this benefit 
for years 8-15, the annual Remittance Basis 
Charge (“RBC”) must be paid. The cost of 
this RBC is GBP 30,000 for years 8-11 and 
GBP 60,000 for years 12-15. Non-doms 
who have been resident in the United King-
dom for more than 15 out of 20 tax years 
moved on to a worldwide basis of taxation 
from 6 April 2017.
There are a number of important tax plan-
ning opportunities available for non-doms. 
For deemed domiciliaries, the income 

and gains of any offshore trust connected 
to them, including any trusts they settled, 
with appropriate tax planning should not 
be taxed, unless amounts are distributed 
from the trust. Such assets can also be 
protected from inheritance tax. This gives 
considerable planning opportunities to 
individuals wanting to remain in the United 
Kingdom beyond year 15. For individuals 
going into the new regime from the remit-
tance basis on 6 April 2017, but not later, 
offshore assets are rebased to their mar-
ket value at that date, giving the potential 
to generate clean capital. Very importantly, 
there is a window of opportunity to 5 April 
2019 for any individual who has claimed the 
remittance basis to un-mix offshore bank 
accounts and potentially free up clean capi-
tal sitting in those accounts. 
So, whilst some rules have changed, it is by 
no means the end of the non-dom regime 
in the United Kingdom, and with care and 
planning it can still operate very efficiently 
for any individual.

Richard Greiner explains the non-dom regime in the United Kingdom while he briefly presents the 
available tax planning opportunities offered after the recent changes to the non- dom legislation.

The United Kingdom is still "Open for business"
By Richard Greiner
Partner, Shipping Industry Group, Moore Stephens LLP

Whilst some rules 
have changed,  
it is by no means 
the end of the  
non-dom regime
in the United 
Kingdom.
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What is the likely impact of Brexit 
on P&I Clubs?

In respect of the P&I industry, I would say 
that UK financial services are remarkably 
agile and resilient. 
All UK based clubs are well on the way down 
the road towards implementing their BREX-
IT strategies. Clubs have no choice but to 
assume a hard BREXIT – i.e. that we fall out 
of Europe without a deal. As 42% of our busi-
ness originates from within the EU, we need 
to be able to continue to seamlessly write 
that business on the assumption that the UK 
and EU do not reach a future trade agree-
ment; and the way in which we will do that 
is to establish an EU based subsidiary which 
will underwrite and manage the claims of that 
part of our business which is based in the EU. 
That way we preserve our passporting rights 
and can continue to provide P&I insurance to 
our European Members.
North was I think the first club to announce 
its intention in this regard, announcing that 
it would set up an Irish subsidiary based in 
Dublin in time for 29 March 2019. At least 
one other UK based IG club is set to fol-
low us to Ireland with others looking at EU 
bases in Rotterdam and Malta.
It will cost £575,000 to set up and annu-
al running costs will be in the region of 
€1.5mill. This expenditure, whilst not huge 
in the scale of our overall running costs, 
still represents time and cost that we could 
have done without and comes straight off 
our bottom line. However, at the end of the 
day, EU based shipowners can have confi-
dence that whatever mess the politicians 
make of the deal, their P&I insurance will 
continue without any obvious change.

What would you say are the key 
differences between a typical 
Greek, a northern-European and 

an Asian shipowner in terms of 
their mentality, corporate culture 
and strategic thinking?

Less than one might think. In my experience, 
what shipowners expect of their clubs boils 
down to two things: Competitive pricing and 
a service that is aligned to their operational 
needs. And in fact, one drives the other. 
I think the differences as such derive not so 
much from nationality as from the owner-
ship structure of the relevant business.
Greece historically has benefitted from 
a family-based ownership structure and 
whilst a number of traditional owners have 
accessed the markets for capital over the 
years, it is fair to say that a family ownership 
structure remains the preferred model. As a 
result, interaction with Greek shipowners is 
that bit more personal. Greek shipping com-
panies recognise good service and whilst 
they shout when things go wrong they are 
the first to say thank you when they go right.
North European shipowners are some of the 
most successful in the world. You can only look 
on with awe at a Maersk or an MSC, whilst 
European oil majors Shell / BP are at the top of 
their game. Insurance can sometimes be seen 
as more of a commodity than a partner and 
where that happens the relationship is weak-
ened to the shipowners’ detriment.
Which leaves the Far East. At their best, 
Far East Asian shipowners present a whole 
company approach unified by a common set 
of business goals. There is often a tremen-
dous loyalty to the company which belies 
the cut and thrust nature of Asian trading. 
A lot is said about the importance of hier-
archy and “face” but personally, I think that 
in the West we often read this apparent 
deference to seniority wrongly. The reality 
is that very few of us are comfortable when 
being contradicted or embarrassed by a 
colleague in public and Asia is no different.

Mike Salthouse describes how Brexit will affect the UK- based P&I 
Clubs and talks about the similarities and differences in the profiles 
of Greek, northern-European and Asian shipowners.

Clubs have no choice but to assume a hard Brexit
By Mike Salthouse
Deputy Global Director (Claims), The North of England P&I Association Ltd.
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How has the new BWM legis-
lation changed the strategy of 
shipping companies? What have 
been the reactions so far?

The decision for the selection of a Bal-
last Water Treatment System affects most 
departments of a shipping company. 
First of all, the Technical department must 
select the right system taking into con-
sideration a multitude of factors such as 
electrical consumption, available space, ex 
requirements, etc. and oversee the feasi-
bility of installation as well as the overall 
installation costs involved.
Feedback must be provided by the Opera-
tions department regarding the actual bal-

lasting and deballasting patterns of each 
vessel which indicate the size and type of 
the Ballast Water Treatment System to be 
implemented.
Since the BWTS is a substantial piece of 
equipment, Procurement and Logistics are 
critical for the timely and effective deliv-
ery of all components and the execution 
of the order.
Financing of this investment is also impor-
tant and in cases where company funds 
are not utilized, then other, innovative 
tools can be deployed today.
The HSQE department is also facing a 
new documentation challenge in order 
to update the Ballast Water Management 
Plan of the vessel.

All associate personnel and especially the 
operators – members of the crew - must 
be dully trained.
In that context, 2 approaches are followed: 
the Proactive and the Reactive one. While 
both approaches have their pros and cons, 
it is clear that the sooner the decision is 
taken the better the planning and the exe-
cution which leads to having economies 
of scale on both CAPEX & installation. 
If the decision is postponed in the hope 
of lower prices, the difference in CAPEX 
may not be enough to cover losses from 
expensive installation due to lack of avail-
ability of components, sufficient engineer-
ing as well as planning.

Helen Polychronopoulou explains the changes and challenges the BWM legislation  
has brought about in the structure and strategy of shipping companies.

BWTS: the sooner the decision is taken,  
the better the planning and the execution will be

By Helen Polychronopoulou
Business Development Manager, ERMA FIRST ESK Engineering Solutions S.A.

If the decision is 
postponed in the hope  
of lower prices, the 
difference in CAPEX may 
not be enough to cover 
losses from expensive 
installation.
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“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 six (6) medium 
sized Greek flag modern oil/chemical tankers (M/T “EVIAPETROL I, 
II, III, IV, V & SEAVEN JOY”), double-hulled and being equipped with 
the most technologically advanced equipment.

The tankers are trading mainly between Mediterranean, Black Sea 
and North Europe ports, chartered by demanding and well respected 
companies in the market, with oil majors and known oil traders being 
among them.

Additionally Seaven has under its management two (2) pneumatic 
cement carrier vsls (M/V “EVIACEMENT III” & “SEAVEN LUCK””) 
which are mainly trading within Mediterranean ports and chartered 
by first class cement major companies and cement traders.

Seaven is ISO 14001 rated. The company’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 / dryops@seaven.gr 
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What are the key benefits that 
consolidation brings to tanker 
owners and the shipping market 
in general? Do you expect the 
current consolidation pace to 
continue?

I think one has to acknowledge that con-
solidation comes in different forms. One, 
the most obvious, is when one large own-
er buys up smaller owners and becomes 
larger, and the other is through partner-
ships or cooperation with other owners. 
Consolidation is not new in shipping. In 
the early part of the 20th century you had 
small Greek vessel owning families consol-
idating under larger brokers like R&K and 
Embiricos, later in the post war period 
you saw informal family networks coming 
together for lubricant contracts and insur-

ance, and in more recent years you have 
seen the emergence of the large third 
party technical operators, international 
organizational bodies like Intertanko and 
commercial pooling structures. 
All these arrangements are a form of con-
solidation and have been made with the 
same purpose, to get better pricing pow-
er in the market through scale as a larger 
group rather than being marginalized as a 
smaller less important customer. 
In the tanker area, this is particularly 
important as your charterers or custom-
er base is also consolidated. You are deal-
ing with the oil majors and large traders. 
Owners these days are also at an infor-
mational disadvantage. The charterer can 
look on his computer screen and know 
where you are at all times, but as an own-
er, we have no idea how many cargos they 

Leonidas J. Vrondissis presents the different forms of consolidation in the shipping industry  
and sketches the new landscape taking shape with regards to shipping financing sources.

The days of owners going public with 15 ships are over

By Leonidas J. Vrondissis
Chief Financial Officer & Executive Vice President, Gener8 Maritime Inc.

The shipping 
IPO market will 
rebound at
some point 
however it will 
require different 
metrics.

WORLD TRADE AND COMMERCE



have. Being part of a commercial owners’ 
pool allows ship owners to schedule their 
fleets better and have greater negotiating 
leverage with the charterers. 
I believe that consolidation in its vari-
ous forms will continue, although not 
necessarily on an asset-owning basis 
but on a cooperation basis. The recent 
wave towards consolidation is driven by 
capital markets players who invested in 
this area 5-7 years ago and now need an 
exit for their investment. It is easier to 
sell if they are a smaller part of a larger 
company.

Post-financial crisis, we have seen an 
evolution with respect to the sourc-
es of financing available to shipping 
companies. How do you see shipping 
finance evolving? Do you expect the 
shipping IPO market to rebound at 
any point in the future?

This is a very interesting question and one 
that is close to me. The organization I have 
been a part of was a pioneer in bringing insti-
tutional money and outside capital into ship-
ping. The initial wave of private equity and 
public equity that got involved in the busi-
ness was useful and measured and helped to 
propel growth in the super cycle of the early 
2000s. Investors made money, owners made 
money and everyone was happy. 

With the crash, the landscape changed. 
Asset prices collapsed, reasonable lever-
age became over levered and diversified 
owners were upside down on their invest-
ments. Traditional shipping lenders stopped 
lending the public markets froze and 
restructurings began. Those owners who 
had saved for a rainy day were able to put 
money into their companies to pay down 
loans and right side the ship, but many own-
ers were forced to look for new equity. 
I believe what we have seen post-crash is 
differentiation in financing. As we look at the 
financing landscape we see a contraction in 
ship lending. Major losses incurred through 
the financial and European lending crises 
forced the traditional banks to close or exit 
the non-core business of ship lending. 
Global exposure by the world’s top 40 
banks has been cut by 22% since 2011 and 
new loans made to the shipping industry 
have decreased by more than 50%. On a 
combined basis, Bank of Scotland, Royal 
Bank of Scotland, HSH Lloyds, Deutsche 
Shiffsbank, Commerzbank, and UniCredit 
had 130b of shipping loans outstanding in 
2010; today they have 45b.
The banks that have remained in lending have 
sharpened their focus on public and large pri-
vate shipowners as new banking regulations 
have created increased costs to hold shipping 
loans to smaller owners. Greek banks were 
forced to halve new business due to the 

financial crises with the result of another 15b 
coming out of the system.
Meanwhile global shipping capacity has 
grown by 5.3% since 2000 with no slow-
down expected. From now through to 
2020 the industry needs $236b of funding 
for new construction. 
Financing that has stepped in to fill the 
void includes:
a. leasing providers but they are geared 
towards newbuildings and have a cash 
flow demanding structure and are mostly 
geared to Asian owners
b. Alternative financing vehicles – but 
they are generally small in terms of assets 
under mgmt., they have small loan origina-
tion teams and a very high cost of capital
c. Capital markets – which are available 
only to sizeable blue-chip players, have 
sporadic availability and open only at spe-
cific points in the cycle
The shipping IPO market will rebound at 
some point however it will require different 
metrics. What we have seen from the capi-
tal markets investors is they want a large cap 
over 3b liquid stock to invest in with mod-
erate leverage through the cycle. The days of 
owners going public with 15 ships are over. 
Investors want to be able to invest 10m at 
a time without moving the stock and know 
they can sell out quickly without devaluating 
the stock. Until this occurs I don’t believe the 
IPO window will open wide to ship owners. 
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Another major difference is the access 
to capital and financing between these 
two types of companies. Big multinational 
companies have access to various sources 
of capital and financing not only as regards 
the number of sources but also the terms 
requested by the financiers. On the other 
hand, family shipping businesses, especially 
the medium and smaller ones, have limited 
access to financial resources and it is not 
unusual for the financing terms to be pro-
hibitive in the current financial markets 
not allowing them to take advantage of 
opportunities. One more advantage that 
the big international shipping companies 
have is the multinational pool of employ-
ees they usually have. Although combin-
ing the different mentalities and ways of 
thinking is not always easy, their multi-cul-
tural environment brings a variety of ideas 
and solutions to issues faced. 
Finally, economies of scale are of utmost 
importance, especially in the current mar-
ket. Due to their volume of operation, mul-
tinational shipping companies can achieve 
economies of scale and, as a result, can 
keep their operating expenses relatively 
low, which gives them an advantage. This is 
very difficult for the majority of family-led 
shipping companies, especially those of 
medium and small sizes and, in my opinion, 

Costas Stavropoulos describes the most important differences between European family-run shipping 
businesses and the big multinational companies and presents his views on future developments in China 
with regards to shipping.

Smaller family-led shipping companies  
will eventually give up the management of their vessels

By Costas Stavropoulos
Technical Manager - “K” Line LNG Shipping (UK) Limited

WORLD TRADE AND COMMERCE

From a strategy and manage-
ment point of view, what would 
you say are the major differenc-
es between European family-run 
shipping businesses and the big 
multinational players in shipping?

First of all, in most of the European fam-
ily-run shipping businesses strategic and 
management decisions are taken by one 
man /woman or a very small number of 
persons within a family. This gives them 
the advantage of fast and direct decision 
making, which enables immediate reac-
tions to sudden market changes, wheth-
er we are talking about chartering, S&P 
or new-building projects. In contrast, it is 
usual for multinational shipping companies 
to direct such decision making to their 
BOD, making it a more time-consuming 
exercise. 



this will result in more small family-led ship-
ping companies giving up the management 
of their vessel and transferring it to big 
management companies in the near future.

Is China (and Southeast Asia) on 
course to dominate the world of 
shipping in the next decades and 
can they out-compete shipown-
ers in the west? Are the Chinese 
likely to lead the developments in 
ship technology in the future?

This is a difficult question to answer as 
politics play a major role in the develop-
ment of Chinese businesses – one should 
not forget that a number of big Chinese 
shipping companies are either wholly 
state-owned or state-backed.
Irrespective of the above, it is obvious 
that the man-power, the infra-structure, 
and the capital already exist and a large 
volume of the shipping trade is directly 
related to China. A relatively unknown fac-
tor is the level of seamanship of Chinese 
seamen as due to the political restrictions 
that existed until relatively recently we 
have not cooperated directly with them in 
order to have an informed opinion.
My personal opinion is that at least in 
the near future China will be cooperat-
ing closely with the rest of the shipping 
community in order to gain further expe-
rience and expertise.
One problem that still exists, although it is 
improving fast with the new generations, 
is the use of the English language; howev-
er, one should not forget this was also a 
problem in Japan and S. Korea in the past 
which has eclipsed now.
Regarding new technologies, since China's 
existing new-building and repairs exper-
tise continues to develop, it is a matter of 
time before we see China competing as an 
equal with Europe, Japan, and S. Korea in 
most areas /types of vessel.

What would you say are the most 
sought-after employability skills 
that shipping companies will be 
focusing on in the future when 
hiring young graduates in com-
mercial roles?

Mathematics, strategic development, and 
algorithm analysis. The general tendency is 

for young professionals to work in the pro-
jection of future shipping trends through 
analysis. Shipping used to be the industry 
closest to the basic theoretical model of 
supply and demand, however, the increase 
of regulatory controls and the immense 

growth of some of the players in the market 
(not only ship-owners but charterers and 
shippers /receivers too) is influencing the 
market so the traditional analysis of demand 
and supply is not enough anymore in order 
to make strategic decisions for the future.

In the near future China will be 
cooperating closely with the rest of the 
shipping community in order to gain 
further experience and expertise.
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The ICS presents the Flag State performance 
for the 2017-2018 period

FLAG STATES

A new criterion which has been includ-
ed in the current ICS list is the «IMO 
Member State Audit Scheme», i.e. to what 
extent IMO member states comply with 
the Regulations of the Organization and 
how rapidly, successfully and efficiently 
they incorporate these regulations into 
their national legislation.
According to the ICS list, traditional 
“superpowers”, like China, Japan, Russia, 
Canada, the United Kingdom, demonstrat-
ed positive performances.
On the other hand, the US did not com-
ply fully with Marpol Annexes III- VI, with 
ILO’s MLC Convention and the OLC/
Fund 92 (International Convention on 
Civil Liability for Oil Pollution Damage, 
1992, and the International Convention 
on the Establishment of an International 
Fund for Compensation for Oil Pollution 
Damage, 1992).

As far as Open Registries, the large reg-
istries of this category showed a positive 
performance in all sectors. The Marshall 
Islands, Liberia, and the Bahamas were at 
the top of the Open Registries. 
The flags of EU member states (Italy, Ger-
many, France, The Netherlands, Norway, 
Belgium, Denmark, Spain, Portugal, Ire-
land) appear to have had excellent perfor-
mances in all sectors, as depicted in the 
ICS list for 2017- 2018. Finland and Poland 
are exceptions because their only minor 
performance is in 3 sectors: a) age of fleet 
b) compliance with the Paris MOU, and c) 
compliance with the Tokyo MOU.
Regarding the performance of Greece, the 
list of the ICS for the 2017-2018 period 
shows satisfactory results. Greece was 
assessed positively in four criteria: a) Port 
State Control records, b) age of fleet reg-
istered under the Greek flag, c) attendance 
at IMO meetings and, d) ratification of 
major international maritime Conventions. 
The only negative performance for Greece 
was in the «USCG Target List (safety)».
With regards to the ICS list criteria (i.e. Port 
State Control records, ratification of inter-
national maritime Conventions, and average 
age of fleet), the flag states’ performance 
indicators of many developing countries 
such as Comoros, Cook Islands, Ivory Coast, 
the Democratic Republic of the Congo, 
Honduras, Mongolia, Myanmar, Papua New 
Guinea, Sao Tome & Principe, Sierra Leone, 
Tanzania, and Togo are negative.
Some of the Registries that demonstrate 
more than three negative indicators of 
performance are Albania, Bolivia, Colom-
bia, Comoros, Costa Rica, the Democratic 
Republic of the Congo, Republic of Mol-
dova, Sierra Leone, Tanzania, Thailand and 
the United Arabic Emirates.

By Angeliki Koliomichou

The International Chamber 
of Shipping (ICS) has 
published its Flag States 
Performance Table for the 
2017- 2018 period.

The performance of the Flag 
States is based on specific 
criteria, such as Port State 
Control records, ratification 
of major international 
maritime Conventions, age of 
fleet, and attendance at IMO 
meetings.
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Building resilient safety cultures  
takes more than a campaign!

HUMAN ELEMENT

Building resilience requires 
principles

Resilient safety cultures are detected 
within organisations that are coping well 
with changes or the unexpected and can 
prevent unpleasant surprises. But they 
also understand that resilience requires 
both an organisational and employee 
approach. Notwithstanding the fact that 
many organisations have clever people, an 
organisation can still be dysfunctional due 
to various reasons. 

Principle 1 – Employee 
accountability towards safety

A company’s safety performance is not 
something you can park on someone’s 
desk. Despite the fact that shipping com-
panies have safety departments, it does 
not change the fact that all employees 
should be accountable towards safety. The 
goal of having safe operations is better 

achieved when job description bounda-
ries are exceeded and employees look 
up from their workplace and realise how 
their decisions and work can impact oth-
er areas of the business. Every employee 
and department has a role to play and is 
therefore also accountable. This principle 
should at all times serve as an overriding 
principle and is also a prerequisite for the 
living of ‘Principle 2’.

Principle 2 – Integrate risk 
management ‘As early as possible’

It is easy to understand why crew on 
board vessels have to carry out risk man-
agement, but among many shipping com-
panies is it is still difficult to understand 
how office staff can contribute. The short 
answer to this question is that all employ-
ees – regardless of position and rank – 
make decisions that can have an impact 
on safety.
All departments have work processes and 

Large oil majors are 
promoting the idea 
of developing more 
resilient safety cultures. 
Theoretically speaking, 
resilient safety cultures 
remain stable in dynamic 
environments. But seen 
from an organisational 
perspective, what can a 
shipping company do in 
order to develop a higher 
degree of safety resilience? 

By Erik Green
CEO, Green-Jakobsen A/S



play an active part in the organisation’s val-
ue chain. To varying degrees, they all influ-
ence the ‘end product’ – the final safety 
performance – but not all departments ful-
ly understand or are aware of how, when, 
where and what they influence.
When the talk comes to safety perfor-
mance we often turn our attention to 
‘the sharp end’ – the safety on board 
the vessel. For many good reasons, we 
focus on the seafarers and their ability 
to work safely. But in many cases, resil-
ience thinking begins long before the 
involvement of the seafarers. The prin-
ciple is called ‘As early as possible’ and 
can best be described through specific 
examples integrating Risk Management 
into the equation. Hence, every depart-
ment should ask themselves a number of 
questions during their tasks that repre-
sent their safety role.

Principle 3 – Evaluate, assess, 
correct and improve

Many peoples’ perception of safety per-

formance is built on a poor justifica-
tion of facts. They claim to have a clear 
understanding/knowledge of what is 
true but when you start digging, their 
belief (and therefore also their knowl-
edge and understanding) turns out to 
be questionable. The fact that a person 
is not experiencing incidents or acci-
dents doesn’t automatically mean that 
work is being performed in a safe man-
ner; ‘I have never been hurt, I, therefore, 
conclude that the way I go about my 
work is safe’.
Potential poor safety performance does 
not automatically result in incidents or 
accidents but will – if not understood 
– unfortunately result in a repetition or 
reinforcement of this behaviour. This could 
potentially lead to an increased likelihood 
of an incident or accident to happen.
A continuous questioning, evaluation, and 
reflection of own and others’ safety per-
formance is, therefore, a prerequisite to 
ensure a resilient safety culture. The key-
word is performance debriefs and evalua-
tions stimulating a process that will make 

people continuously discuss their safety 
performance and making corrections/
improvements if assessed necessary. Per-
formance debriefs and evaluations should 
be embedded in the company evaluation 
processes; for example, appraisals, feed-
back from colleagues, post-work debriefs, 
Crew Safety Diagnosis (GJ Safety Delta), 
sign-off surveys, Safety Maturity Assess-
ments, etc. 

Principle 4 – Reinforce the good 
but manage the bad

The Danish researcher Erik Hollnagel is 
a great believer and advocate of focusing, 
discussing and highlighting what goes well 
rather than solely waiting to discuss the 
things that go wrong.
His main argument is that people at work 
most of the time don’t get hurt so why 
don’t we discuss how and why we manage 
to be safe? In short, his point is to rein-
force the good but manage the bad. Find 
the positives and reinforce these during 
work.

Coldharbour GLD™ BWTS: designed and optimised for large tankers, bulk carriers and LNG vessels

The only in-tank, in-voyage BWT system for large ships 

Ships arrive treated - no risk of re-growth

No disruption to port and terminal operations

No risk of damage to the ballast tank coating
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Liberia & Greek Shipping: The Everlasting Partnership 

The idea of “partnership” then, seems to 
fit well in today’s fast evolving shipping 
industry and appears to be one of the best 
foundations to build upon. Liberia and 
Greek Shipping have been partners since 
1948 when the Greeks started to re-build 
their merchant fleet in the post-war era 
and at about the same time the registry of 
Liberia was established. 
The Registry’s operation started in 1949 with 
a newly built tanker owned by Stavros Niar-
chos, whereas the addition of another 579 
Greek-owned newbuilding vessels, registered 
during the course of the next two decades, 
decisively enhanced its status among the 
world’s most qualitative and respected regis-
tries. From that time, until the present day, the 
Greek shipping community has supported 
the Liberian Registry, and vice-versa, through 
good times and challenging times.
This relationship between the Greek ship-
ping community and the Liberian Registry 
has grown stronger still during the world-
wide economic downturn of recent years 
when shipowners and operators have 
looked to their ship registries for innova-

tive solutions to help maintain efficiency and 
profitability. It is gratifying to see that the 
Liberian flag has been and remains the top 
choice for Greek owners and operators. 
As Greece remains the undisputed number 
one shipping nation in the world, it is sig-
nificant that it has demonstrated its con-
tinuing faith in Liberia – the world’s leading 
open ship registry – in such a transparent 
way to establish Liberia as the number one 
flag of choice with more than 1.080 Greek 
owned vessels flying the Liberian colors. It 
is a reinforcement of the mutual respect 
and support - it is a reinforcement of the 
everlasting partnership.
Celebrating our 70 years of existence in 
the internationally competitive shipping 
industry, where longevity is a badge of 
honor that is awarded only to businesses 
that are in it for the long haul and sur-
vive because of the quality services they 
provide, we feel honored to be part of 
the Greek Shipping community. For this, 
our heartfelt gratitude and commitment 
to the Greek shipping community are the 
foundation for our everlasting partnership. 

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

SHIP REGISTRIES

Shipping is not only a core transportation and trade activity 
around the world but it is also an activity with major effects on 
economies, societies, the environment and all human beings. 
As such, the shipping industry, its efficiency, technology, safety, 
social responsibility, and economy-of-scale are very significant 
to both developed and developing countries. Technology and 
modern equipment, high standards in management, operating 
practices and services, profitability and market dynamics, tougher 
standards, and statutory regulations have all combined together 
to create today’s fascinating shipping industry that even though 
cyclical in nature, in the long run has seen high prosperity and 
growth in a competitive environment.

It is gratifying 
to see that the 
Liberian flag 
has been and 
remains the top 
choice for Greek 
owners and 
operators. 
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Proactive shipping companies must be one step ahead  
in order to catch up with the quickly evolving technology

CONTROL & PROTECTION SYSTEMS

In your opinion, what are the 
major trends that will shape the 
future of control & protection 
systems on-board ships?

"We must be prepared to be surprised"
We live in a world of automation, commu-
nications, and information. Information is 
a key word. He who has the most current 
and accurate information can make the 
most current and accurate decisions.
Whether we like it or not, fully automated 
vessels are entering our lives and whoever 
does not adapt will remain behind. A cou-

ple of years ago, Rolls Royce came up with 
the totally radical idea of unmanned ves-
sels. This technology is swiftly approach-
ing, because… it makes sense every which 
way (but mostly economic).
The change, of course, will not happen in 
one day.
The changes we will see are smart sensor 
technologies, new equipment, and more 
precise communication capabilities.
We at MAS, for example, are already 
working on a software that will gather 
all the data of the vessels’ engine room, 
convert it to an easily readable table, and 

send it directly to the technical office of 
the shipping company. 
A new generation of sensor technologies 
will remove the need for regular visits to 
remote locations. Sensors will be able to 
collect data autonomously and then relay 
this information in real time. 
Replacing the current equipment with 
new, more technologically advanced sys-
tems will affect future technology.
The growth in communications will give 
birth to the “connected ship”. This will 
allow shore personnel to have access and 
make decisions in real time and avoid any 
unpleasant incidents and/or accidents. We 
see this more and more often since “smart 
SCADA” systems (an upgrade of the Alarm 
and monitoring of a vessel), are being pro-
duced and released in the market.

An interview with Vassilis Zaimis
Vice President, MAS S.A.

Vassilis Zaimis explains the 
importance of information 
and new technologies in the 
maritime sector, the role of 
R&D in the improvement 
of maritime services and 
equipment, as well as the 
enhanced role continuous 
training plays in providing 
the sector with well-educated 
personnel at all levels.



How can R&D revolutionize the 
ship’s machinery and equipment 
with regards to its lifetime, reli-
ability, optimisation and efficien-
cy?

R&D is the backbone of the shipping 
industry as it always aims to improve 
services and equipment. R&D provides 
us with deep knowledge of customers’ 
requirements. It can also assist in glob-
al efforts to improve quality, safety, and 
eco-friendly solutions and, as a result, the 
professional development of all companies 
involved is assured.
R&D studies a great number of energy 
efficiency improvement measures and 
innovative vessel retrofit solutions that 
improve fuel efficiency and/or operation-
al flexibility. This includes, among others, 
engine derating, propeller retrofitting, 
PIDs, engine tuning and improvement. Let 
us not forget that classification societies 
are becoming more and more demanding 
and one cannot produce innovative prod-
ucts if proper R&D is not done.

How important are training and 
continuous education in the mar-
itime industry?

Training is important in every aspect of 
life. It is a matter of safety, efficiency, infor-
mation sharing and professionalism that 
training should be done correctly.
The purpose of maritime education and 
training is to supply the correct manpower 
to the shipping industry so that they can 
be safe, efficient and professional. Today’s 
era does not allow any mistakes or any 
time wasted. The need for highly trained 
and well-educated personnel throughout 
all levels and sectors is more important 
now than ever before.
Taking into consideration the enormous 
scientific and technological revolutions, 
it is necessary to support an educational 

system that assures quality and provides 
the opportunity to obtain educational 
experiences that meet the immediate and 
future development demands of shipping 
on all levels. Therefore, maritime educa-
tion has become the essence of the devel-
opment process, as well as the foundation 
upon which maritime transport is based.

How can shipping companies and 
manufacturers collaborate in 
order to ensure that mariners are 
fully aware of the modern tech-
nology on-board the ships?

Proactive shipping companies must be one 
step ahead in order to catch up with the 
quickly evolving technology. On the other 
hand, manufacturers must be in close con-
tact with the shipping companies and keep 
them up to date with the new ideas that 
come in the market. 
The use of simulation technology is very 
important as well. By using learning tools 
and identifying outcomes, the maritime 
shipping industry will gain benefit from the 
experience of well-trained sea personnel 
that have the know-how required to fulfil 
their duties perfectly. A good example is 
the training seminars that we at MAS give 

in order to educate all technical personnel 
on the evolution of the Governing system 
of the engine. After attending our semi-
nars, the user has the know-how to easily 
distinguish whether the problem comes 
from the governor (the "black box" of the 
engine) or from the actual engine. This, on 
and by itself, is a sure way to cut down on 
cost and time.

The need for highly 
trained and well-
educated personnel 
throughout all 
levels and sectors 
is more important 
now than ever 
before.
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NEWBUILDINGS

GasLog LNG Services Ltd.: GASLOG HONG KONG

The modern Newbuilding Liquified Nat-
ural Gas (LNG) vessel named “Gaslog 
Hong Kong” has been delivered to her 
Owners/Managers, Gaslog Ltd. on March 
20th, 2018. This energy efficient vessel is 
registered under Bermuda Flag, has been 
constructed at Hyundai Heavy Industries 
under the supervision of DNVGL and is 
equipped with the innovative technology 
of dual fuel 2-stroke propulsion engines 
manufactured by Wartsila. Vessel’s cargo 
capacity is up to 174,000m3.

Shipyard
Hyundai Heavy Industries Co. Ltd

Delivery Year
2018

Flag
Bermuda

Class
DNV GL

IMO No
9748904

DWT
92,266 MT

GRT
114,470 MT

Vessel Type
Liquified Natural Gas Carrier (LNGC)



GasLog LNG Services Ltd.: GASLOG GENOA

The modern Newbuilding Liquified Nat-
ural Gas (LNG) vessel named “Gaslog 
Genoa” has been delivered to her Own-
ers/Managers, Gaslog Ltd. on March 29th, 
2018. This energy efficient vessel is reg-
istered under Bermuda Flag, has been 
constructed at Samsung Heavy Indus-
tries under the supervision of ABS and is 
equipped with the innovative technology 
of dual fuel 2-stroke propulsion engines 
manufactured by Wartsila. Vessel’s cargo 
capacity is up to 174,000m3.

Shipyard
Samsung Heavy Industries Co. Ltd

Delivery Year
2018

Flag
Bermuda

Class
ABS

IMO No
9744013

DWT
82,000 MT

GRT
115,024 MT

Vessel Type
Liquified Natural Gas Carrier (LNGC)
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NEWBUILDINGS

Sealink Navigation Ltd. : CONCARAN



The new bulk carrier "CONCARAN" has 
recently come under the management of 
Sealink Navigation Ltd.
The vessel with a capacity of 63,532 DWT 
and an innovative design to achieve higher 
speeds with lower consumption was built 
by Imabari Shipbuilding Co. Ltd. in Japan 
under the supervision of the Japanese 
Classification Society (NKK).

Construction shipyard
Imabari Shipbuilding Co. Ltd.

Year built
2018

Flag
Marshall Islands

REGISTRY
Class NK

IMO No
9820960

DWT
63,532 MT

GRT
35,835 MT

Vessel Type
Bulk Carrier
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Disruptive technologies in the Maritime Sector

TECHNOLOGY: THE 4TH INDUSTRIAL REVOLUTION

In order to cope with the modern techno-
logical environment, the maritime industry 
has developed some potentially revolu-
tionary/disruptive technologies. Disruptive 
innovation is a term which refers to an inno-
vation that creates a new market and value 
network and eventually disrupts an existing 
market and value network, displacing estab-
lished market leading firms, products, and 
alliances. Mentioned below are some impor-
tant disruptive technologies which might 
help to change the future of shipping.

Big Data & Artificial Intelligence 
Big Data is a recent breakthrough in tech-
nological developmentt. Specifically, Big 
Data has gained significant impetus as a 
breakthrough in academic and business 
communities. It is defined as large volumes 
of extensively varied data that are generat-
ed, captured and processed at high speed. 
As such, these data are difficult to process 
using existing technologies. By adopting 

advanced analytics, organizations can use 
Big Data for developing innovative insights, 
products, and services. In general, Big Data 
is perceived as a source of innovative prod-
ucts, services, and business opportunities. 
Moreover, Big Data is believed to result 
in more efficient and effective operations, 
for example, by optimizing maritime data 
flows; setting the most profitable price for 
products and services; selecting the right 
people for certain tasks and jobs; minimiz-
ing errors and quality problems Big data is 
data that exceeds the processing capacity 
of conventional database systems. The data 
is either too big, changes too fast, or does 
not fit the structures of existing databases. 
To gain value from this data, there must be 
an alternative way to process it. Big data 
covers information from various sources 
i.e. sensors and access points. There are 
many difficulties associated with capturing, 
sorting, analyzing and managing data. Big 
data has four main characteristics (4 Vs): (a) 
Volume refers to the massive quantity of 
the data, (b) Variety refers to the form of 
the data, (c) Velocity defines the speed of 
the data creation and movement, and (d) 
Veracity refers to the accuracy of the data 
and its trustworthiness. Together with the 
above concept comes Artificial Intelligence 
(AI), the ability of a digital computer or 
computer-controlled systems to perform 
tasks commonly associated with intelligent 
beings. Intelligent beings are those that can 
adapt to changing circumstances using also 
in their operation human reasoning. So, to 
cope with issues like anomaly detection, 
maintenance prediction on board ships 
could use both Big Data and AI.

3D Printing Technology
Additive Manufacturing (AM) or 3D print-
ing as it is commonly known has been 
already implemented in various sectors 
(industrial products, consumer products, 
automotive, aerospace, etc.). It is based on 
the principle of the construction in layers 
by directly converting the 3D data into 
physical objects, can produce functionally 

In the era of the 4th Industrial 
revolution, advancement 
in technology is key to the 
development of any industry. 
The maritime industry is no 
exception. In fact, shipping 
is changing at a rapid pace 
taking advantage of highly 
advanced technologies which 
aim to solve issues such as 
environmental pollution, 
rising fuel costs etc.

By Dr Nikitas Nikitakos
Professor, Dept. of Shipping Trade and Transport, University of the Aegean





integrated components (including spare 
parts) in a single production step, in small 
batches. The main benefit of this technolo-
gy is that it allows the flexible production 
of customized products at no extra cost in 
terms of manufacturing. This is achieved by 
directly converting the 3D data into physi-
cal objects, without the need for additional 
tools or molds. Furthermore, the principle 
of the construction in layers can produce 
functionally integrated components in a 
single production step, thereby obviating 
the need for the assembly stage. In compar-
ison to conventional manufacturing, it has 
a number of advantages in terms of bet-
ter energy efficiency, cutback in emissions, 
better design handling and lower manufac-
turing lead time. There have been several 
3D printing processes invented to date but 
very few are commercially affordable and 
sustainable. Currently, this technology is 
being used in industries to produce scien-
tific equipment, small structures, and mod-
els for various applications.
Recently, the U.S. Navy made a fabricated 
model of a ship using its 3D printer, first 

uploading CAD drawings of the ship model 
in it. Further developments in this process 
can lead the industry to use this technique 
to build complex ship geometries like bul-
bous bows easily. The prospect of using 3D 
printers to seek quick replacement of ship 
parts for repairing purposes is also being 
investigated. 

Maritime Cyber Physical Systems
The Fourth Industrial Revolution created 
new revolutionary technological develop-
ments based on physical systems. Cyber 
Physical Systems (CPS) are a key technolo-
gy which enables the development of highly 
automated and autonomous maritime sys-
tems. This kind of systems combining com-
putations and physical behaviours are called 
cyber-physical systems, where “cyber” 
represents the computational part, and 
“physical” represents the physical behav-
iour. CPSs are systems that link the physical 
world (e.g., through sensors or actuators) 
with the virtual world of information pro-
cessing. The major maritime CPS systems 
are robotics and unmanned vehicles.

The advent of industrial robots in the 
1960s heralded an exciting period for man-
ufacturing engineers. These machines pro-
vided them with an opportunity to auto-
mate activities in ways that had previously 
been infeasible. An automatically controlled, 
re-programmable, multipurpose manip-
ulator programmable in three or more 
axes, which may be either fixed in place 
or mobile for use in maritime automation 
applications. There are many robotic appli-
cations used in shipbuilding, for example in 
welding, blasting, painting, heavy lifting but 
also in ship maintenance and operation, for 
example in pipe inspection and cleaning. 
The autonomous ship belongs in the 
same category. The concept of the auton-
omous ship brings along the potential to 
overcome the challenges of significant 
increases in transport volumes, growing 
environmental requirements, and a short-
age of seafarers in the future. It allows for 
more efficient and competitive ship oper-
ation and increases in the environmental 
performance of vessels. Furthermore, the 
shore-based approach offers “seafaring” 
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the possibility to become more socially 
sustainable by reducing the time seafarers 
spend away from their families.
 
Ballast Free Ship Design
Ballast water is fresh or seawater, held in the 
tanks and cargo holds of ships to increase 
stability and manoeuvrability during tran-
sit. Ballast water is essential to the safe 
and efficient operation of modern ships, 
providing balance and stability to un-laden 
ships (often returning empty during return 
voyages) as well as loaded ships. Its superb 
operational advantages, however, come at a 
cost. It poses serious ecological and health 
threats due to the transfer of a multitude 
of marine species (non-native species) into 
an altogether different host environment 
containing different native species.
The concept has the potential to mitigate 
the problem of ballast water disposal. The 
design creates a constant flow of local 
seawater through a network of trunks, 
running from the bow to the stern, below 
the waterline, thus reducing the potential 
hauling of contaminated water across the 

ocean. Plus, it could be one giant econom-
ic winner by affirming a saving of net capi-
tal-cost of about $540,000 per ship.
Though this technology is in the exper-
imental and developmental stage, if it is 
successfully tested, then ballast free design 
is definitely going to be the future of ship-
building.
 
LNG Fuelled engines
Liquefied Natural Gas’ (LNG) surge in 
popularity as an alternate fuel for ships is 
visible these days because of its environ-
mental friendliness. That is why the market 
of LNG fuelled ship engines is emerging 
and its prospects are high as well.
A marine LNG engine is a dual fuel engine 
that uses natural gas and bunker fuel to 
convert chemical energy into mechanical 
energy. Due to the cleaner burning proper-
ties of natural gas, the use of natural gas in 
merchant ship propulsion plants is becoming 
an option for companies in order to comply 
with IMO and MARPOL environmental reg-
ulations. The natural gas is stored in a liquid 
state (LNG) and the boil-off gas is routed 

to and burned in dual fuel engines. Shipping 
companies have been cautious when choos-
ing a propulsion system for their fleets. The 
steam turbine system has been the main 
choice as the prime mover on LNG carri-
ers over the last several decades. The dec-
ades-old system on steam propelled LNG 
carriers uses BOG (boil-off gas). LNG carri-
ers are heavily insulated to keep the LNG at 
around -160 °C – to keep it liquefied. What 
happens is that even with all the insulation, 
the LNG containment area is penetrated by 
heat which allows for naturally generated 
boil-off gas (BOG).
In LNG engines, CO2 emission is reduced 
by 20-25% as compared to diesel engines, 
NOX emissions are cut by almost 92%, 
while SOX and particulates emissions are 
almost completely eliminated. Moreover, the 
new generation ship engines are strongly 
required in order to comply with the TIER 3 
restrictions of 2016 by IMO. Therefore, the 
LNG solution is the best at the moment and 
the industry realizes it as well.
The major ship engine designers, Mitsubishi, 
Wartsila, Rolls-Royce and MAN Diesel & 
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Turbo, are busy in the technological devel-
opment of LNG fuelled engines. Classifica-
tion societies are also active in this regard 
and have issued “Rules for LNG for Ships”.
 
Besides being an environmentally friendly fuel, 
LNG is also cheaper than diesel, which helps 
the ship to save a significant amount of mon-
ey over time. If these indications are anything 
to believe, most of the future ships will be 
LNG powered contributing in green shipping.

Solar & Wind Powered Ships
Renewable energy can transform the glob-
al shipping fleet at all levels and in varying 
magnitudes, including international and 
domestic transport of goods, people, and 
services; fishing; tourism and other mari-
time pursuits. Renewable power applica-
tions on ships of all sizes include options 
for primary, hybrid and/or auxiliary pro-
pulsion, as well as on-board and shore-side 
energy use. Potential renewable energy 
sources for shipping applications include 
wind (e.g. soft sails, fixed wings, rotors, 
kites and conventional wind turbines), solar 
photovoltaics, biofuels, wave energy and 
the use of super capacitors charged with 
renewables. According to IRENA (Interna-
tional Renewable Energy Agency), renewa-
ble options can be used on ships of all sizes 
to provide primary, hybrid and/or auxiliary 

propulsion, as well as on-board and shore-
side energy use. These clean energy solu-
tions are being integrated through retrofits 
to the existing fleet or incorporated into 
new shipbuilding and design, with most 
applications deploying renewable energy as 
part of an integrated package of efficiency 
measures. The current focus of renewable 
energy application in shipping is on: 
• wind energy (soft-sails, fixed-sails, Flet-

tner Rotors, kite sails), 
• solar photovoltaics (mainly in hybrid 

models with other energy sources),
• biofuels (such as the Meri cargo ship 

which claims to be the first of its size 
to use 100% bio-oil)

• hydrogen fuel cells have also been 
used as a clean energy technology 
for shipping, for example, on the FCS 
Alsterwasser

Though exclusive solar or wind powered 
ships seem commercially and practically 
not viable today, they can’t be ruled out of 
future use with more technical advance-
ments.

Buckypaper
Buckypaper is a thin sheet made from an 
aggregate of carbon nanotubes or carbon 
nanotube grid paper. The nanotubes are 
approximately 50,000 times thinner than a 
human hair. Originally, it was fabricated as 
a way to handle carbon nanotubes, but it is 
also being studied and developed into appli-
cations by several research groups, showing 
promise in several areas. Compared to the 
conventional shipbuilding material (i.e. steel), 
buckypaper is 1/10th the weight of steel but 
potentially 500 times stronger and 2 times 
harder than diamond when its sheets are 
compiled to form a composite. A vessel built 
from this lighter material would require less 
fuel, hence increasing energy efficiency. It 
is corrosion resistant and flame retardant 
which could prevent fires on ships. Research 
into the use of buckypaper as a construction 
material of a future aeroplane has already 
been initiated. So, a similar trend in shipbuild-
ing cannot be ruled out.

Integrated Electric Propulsion
We all see the increasing electrification of 
everyday things around us, from hybrid-elec-
tric and all-electric cars to the handheld 
devices we carry. What few people outside 

of the industry realize is that there has 
been a similar electrification occurring at 
sea on merchant ships, offshore platforms, 
and warships. The electrical propulsion 
system has already been established in the 
maritime industry for certain ship types 
(Cruise, DP, etc.) and with several stringent 
environmental norms and regulations being 
included in the industry (MARPOL Annex 
VI, Nox, ECA’s etc.), it certainly has a very 
bright future going forward.
 
The use of a common power sys-
tem for both propulsion and ship 
services
Efficient operation is obtained by the use 
of the minimum number of prime movers 
which are necessary to meet the required 
load, all running near their optimum effi-
ciency, selected from a relatively large num-
ber of smaller units.
The integrated electric propulsion tech-
nology is an arrangement wherein gas 
turbines or diesel generators or both gen-
erate three-phase electricity which can be 
used to power electric motors which turn 
propellers or water jets. The system uses 
electric transmission instead of mechanical 
transmission, which eliminates the need for 
clutches and reduces or eliminates the use 
of gearboxes. Some of the advantages of 
using this technology are freedom of place-
ment of engine, less noisy ships, reduction 
in weight and volume etc. 
A similar concept is the all-electric ship. At 
the end of 2017, China launched the first 
all-electric cargo ship. The 230-foot-long 
vessel is equipped with a 2,400kWh lithi-
um-ion battery that stores enough electri-
cal energy to transport 2200 tons of cargo 
a distance of 50 miles on a single charge at 
a top speed of about 8 miles per hour. Time 
to recharge the battery is given as 2 hours, 
which is approximately the time needed to 
unload the ship at its destination.

Conclusions
It is obvious that in the limited space of this 
article we cannot cover in detail all the tech-
nologies in number nor give more details 
about each of them. There are technologies 
in communications, nanotechnology, space, 
information security, and personal data that 
are also expected to significantly affect the 
maritime sector in the near future.

Renewable energy 
can transform the 
global shipping fleet 
at all levels and in 
varying magnitudes, 
including 
international and
domestic transport 
of goods, people, 
and services.

TECHNOLOGY: THE 4TH INDUSTRIAL REVOLUTION
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LNG is not the future for GHG reductions

TECHNOLOGY: LNG & GREENHOUSE GASES

LNG is an excellent fuel. Efficient and 
clean. It complies with the new IMO 
requirements for sulfur oxides and NOx 
tier III emissions without the use of messy 
scrubbers and NOx reducing catalysts, 
both of which immensely increase the size 
and complexity of ships’ engine-rooms 
as well as the crews’ workloads. Not to 
mention the nasty inputs (urea) and out-
puts involved. However, with regards to 
its global warming effect, LNG - knowing-
ly or not - has been credited with CO2 
reducing capability which is simply false. 
There are enough inconvenient truths in 
the maritime regulations already: Two bal-
last exchanges mid-ocean result in much 
cleaner ballast water than any D-2 stand-
ard ballast water treatment; EEDI is not 
an indicator of vessel fuel efficiency, and 
so on. Yet we pretend we really do need 
ballast water treatment machines or that 
EEDI makes a difference in efficiency.
I submit the stakes are higher with LNG 

and those of us who “know” should stop 
pretending while those that don’t should 
educate themselves. Most have heard the 
claim that LNG shipboard use as fuel results 
in “about 20% less CO2” and that methane 
is pound for pound 25 times worse than 
CO2 in warming the atmosphere. Well, 
none of the previous two figures is really 
accurate. Most engine makers’ tests suggest 
that if the engine is operating perfectly, 11% 
less CO2 should be assumed for the com-
bustion phase only. Any leaks before the 
engine, from the tanks, during bunkering, 
during transportation of LNG from source 
to consumer, and during extraction, are 
excluded from this global warming assess-
ment. These leaks (methane slip) invariably 
occur (there is no way to eliminate them) 
and they are huge. And, unfortunately, for a 
20-year horizon, they are 84 times worse 
than CO2 (not 25 - 30 times which is the 
figure for a 100-year horizon – roughly the 
CO2 lifetime). Put simply, one ton of leaked 

LNG (methane) is equivalent to 84 tons of 
CO2 warming for the next 20 years! 
Studies saying that LNG’s global warming 
effect is worse than that of liquid fuels and 
may even be worse than that of coal are 
starting to pile up! Most experts say that 
if methane slip from the whole LNG cycle 
(extraction to combustion) exceeds 3%, 
then LNG is worse than coal in global 
warming effect. And, unfortunately, detailed 
measurements in the US have shown an 
overall average leakage rate of 3.6 – 7.9% 
in the extraction fields (some being as 
high as 11% - Utah basin, and 17% (!) – Los 
Angeles basin). We are talking about data 
measured by scientists including EPA’s 
data, not the claims of producers (which 
hover in the 1% range). Arguably the US’ 
shale gas involves more methane leak than 
conventional gas fields (which have up to 
6% leaks), however, in other countries, the 
leaks downstream (during transportation 
and use) are recorded higher. In all cases 
the leaks are huge, rendering LNG a very 
unfriendly GHG fuel.
I mentioned earlier that the stakes are 
higher in the case of LNG than in the oth-
er "inconvenient truths". This is so from 
the environmental point of view but also 
from the ship operators’ point of view. It 
will be very unfair for IMO, and others 
involved such as classification societies, 
consultants etc., to lead operators to 
believe that LNG results in reduced GHG 
footprint and, after the operators invest 
several million to build or retrofit their 
ships to burn LNG, the cat gets out of the 
bag screaming “sorry, it’s not as clean as 
we had said”.
LNG should be viewed only as a SOx and 
NOx compliant fuel and those that invest in 
it should proceed on these grounds and not 
on the myth of reduced GHG effects. When 
it comes to GHG, LNG cannot be consid-
ered either as a transitional or a short term 
"solution". It is a fossil fuel and one of the 
most potent ones for global warming.

By Panos Zachariadis
Technical Director, Atlantic Bulk Carriers Management, Ltd.
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Marine fuels solutions in order to comply  
with the strict international environmental regulations 

TECHNOLOGY: MARINE FUELS OPTIONS

Air pollution from shipping has been an issue 
of great concern to the global maritime 
industry over the last years. While there has 
been progress in reducing emissions from 
land-based sources, shipping emissions of 
sulphur and nitrogen oxides continue to 
increase, having a negative impact on public 
health and global climate changes.
In 1997 the International Maritime Organ-
ization (IMO), the governing body of 
international shipping, adopted Annex VI 

of the International Convention for the 
Prevention of Pollution from Ships (MAR-
POL Convention) setting limits on sulphur 
oxide and nitrogen oxide emissions from 
ships. In October 2008 the Marine Envi-
ronment Protection Committee (MEPC) 
adopted the revised MARPOL Annex VI, 
which included a progressive reduction 
in emissions of SOx, NOx and particulate 
matter and the introduction of emission 
control areas (ECAs).
The revised MARPOL Annex VI has set a 
global limit of 0.50% for sulphur in fuel oil 
used on board ships m/m (mass by mass) 
from 1 January 2020. This decision aims to 
reduce the amount of harmful emissions 
from ships, while also opening the way for 
cleaner fuels with less harmful effects on 
the environment and human health. 
In addition to that, the shipping industry 
will also have to deal with the existing 
0.1% sulphur cap in designated Emission 
Control Areas (ECAs). In the EU, for 
example, SOx emissions from ships are 
regulated by the ‘European Union Sulphur 
Directive’ which has laid down sulphur 
limits for marine fuel in SECAs (0,10 % as 
of 1 January 2015) as well as in sea are-
as outside SECAs (3,50 % as of 1 January 
2012 and, in principle, 0,50 % as of 1 Janu-
ary 2020). Furthermore, the Directive also 
sets a maximum sulphur content of 0.1% 
for fuels used at berth in EU ports.
The IMO has also set the NOx Tier III 
emission standards that have taken effect 
in the North American and US Carib-
bean Nitrogen Emission Control Areas 
(NECAs) from 1 January 2016. Further to 
that, the IMO has designated the North 
Sea and the Baltic Sea as a NOx Emission 
Control Area (NECA) starting from Janu-
ary 1 2021 onwards.
In view of the upcoming and the already 
enforced regulations regarding the vessels’ 
emissions, shipowners now have to con-
sider their options with respect to what 
type of fuel they will choose to use on 

their vessels and if they are going to pro-
ceed to any further modifications in order 
to comply with the regulations.

Residual fuels - Hybrid Fuels

Since the 1960s, Heavy Fuel Oil (HFO) 
has been the most widely used type of 
marine fuel. Heavy fuel oil is a residual fuel 
incurred during the distillation of crude 
oil. Although HFO has been the most used 
type of marine fuel, it produces higher 
emissions of air pollutants such as sulphur 
oxide, nitrogen oxide, and particulate mat-
ter compared to other marine fuels.
A key differentiator of heavy fuel oils is 
their sulphur content, which according to 
ISO 8217 must not exceed 3.5%. 
Therefore, three main categories can be 
distinguished with respect to their max-
imum sulphur content: High sulphur fuel 
oil (HSFO) - 3.5 %, Low sulphur fuel oil 
(LSFO) - 1.0% and Ultra low sulphur fuel 
oil (ULSFO) - 0.1%, sometimes referred to 
as “Hybrid Fuel”. 
Most of these newer “Hybrid Fuels” have 
some characteristics of distillate products 
(sulphur content below 0.10%), but they 
also have specifications similar to HFO, 
like their viscosity, which means that they 
need to be stored and handled in systems 
with heating arrangements. Early pioneers 
in developing ULSFOs were ExxonMobil 
(HDME 50), Shell (ULSFO), BP, SK Ener-
gy (SK ULSFO), Bunkers International, 
Chemoil, and Lukoil.
While many shipowners have not yet 
decided how they will comply with the 
upcoming regulations, the ULSFO seems 
to be a decent solution, although many fear 
that refineries might not be able to cope 
with a high increase in its global demand, 
which would result in shortages. Another 
issue is the fact that the use of “Hybrid 
Fuels” could pose operational difficulties, 
when used on machinery designed to con-
sume HFO, due to their characteristics. 

By Nikos Vergounis
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HFO + scrubber

One available option for shipowners is to 
continue to use the HFO as the main fuel, 
together with exhaust gas cleaning sys-
tems (Scrubbers).
In an exhaust gas cleaning system (Scrub-
ber), the removal of sulphur and other 
pollutant chemicals is achieved by spraying 
a liquid (e.g. sea water) through the gas 
(wet scrubbing), or by introducing a solid 
substance to the gas, generally in pow-
dered form (dry scrubbing).
A main advantage of this technology is 
that vessels equipped with scrubbers can 
continue to use HFO, without having to 
change to other types of fuels. Moreover, 
except from removing sulphur, scrubbers 
also achieve reduction of the Particulate 
Matters, which would be an advantage 
with regards to future environmental reg-
ulations.
On the other hand, choosing to go with 
a scrubber system requires significant 
investments, although shipowners can 
expect a high rate of return, while their 
installation also requires available space 

onboard. Another factor to be taken into 
consideration is the fact that this technol-
ogy needs a process monitoring system 
to exist, in order to be able to monitor 
the effectiveness of such a system while 
in operation.

Distillate fuels

Distillates are components of crude 
oil that evaporate in fractional distilla-
tion and are then condensed from the 
gas phase into liquid fractions. From the 
point of view of marine fuels, marine gas 
oil (MGO) and marine diesel oil (MDO) 
are the most common distillate fuels, used 
mostly in high and medium speed engines 
and generators. They have a low viscosity 
and flash point and a lower energy con-
tent measured by volume than more vis-
cous fuels but are generally cleaner and 
produce less polluting emissions.
MGO and MDO are frequently used in 
the main engines of ships not running on 
ULSFO, or ships that are not equipped 
with scrubbers and operate in ECAs and 
by smaller ship types as a normal fuel of 

choice. Distillates are also used to power 
auxiliary engines on all ship types.
They are available in standard and low sul-
phur versions with the former currently 
averaging 1 – 1.5% sulphur and the low 
sulphur version being ECA compliant at 
0.1%. Of the two main types mentioned, 
MGO is the lightest and contains the least 
sulphur while MDO is effectively MGO 
with a small proportion of residuals and 
is likely to have a higher sulphur content.
As they can be used in main engines that 
normally run on HFO, distillates represent 
the easiest means of meeting the 0.5% 
global cap if availability is the main criteria. 
However, distillates are also heavily used 
in many non-marine sectors in far great-
er quantities compared to shipping. As a 
result, an increased use of distillates in 
order to meet the 0.5% sulphur cap will, 
therefore, bring the shipping industry into 
competition with other sectors, with the 
risk that there may be not sufficient sup-
plies available in the future. Price is also 
another important factor, as a switch to 
MGO as main fuel would mean higher 
bunker costs.
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Another challenge related to the use of dis-
tillate fuels in order to achieve sulphur cap 
compliance is the fact that many vessels’ 
machinery systems were not designed to 
operate on low sulphur fuels. This means 
that both during the fuel change-over pro-
cess and during normal operation, diffi-
culties may arise due to the effects of low 
sulphur and low viscosity characteristics of 
the MGO when used on machinery that 
was designed to operate on HFO.

LNG

A promising alternative to the fuel oils 
solution that has gained more attention 
during the last years is the use of LNG 
as fuel. LNG carriers are using LNG boil 
off from the cargo to run steam turbines 
for many years now, and during the last 
decade also as fuel for burning in dual-fuel 
diesel engines. 
Compared to traditional marine fuels, 
burning LNG as a fuel offers 90-95% 
reduction of SOx emissions, 20-25% 
reduction of CO2 emissions and virtually 
zero PM emissions, while it emits up to 
90% less NOx.
Shipowners wishing to use LNG as fuel 
currently have two options. They can install 
a dual-fuel engine or fit a pure gas burning 
engine. Further to that, a vessel that runs 
on LNG fuel needs to have insulated stor-
age tanks for its storage. One of the main 
concerns therefore regarding the use of 
LNG as fuel has to do with the high initial 
investment cost this solution requires.
Furthermore, space is also an important 
factor, as LNG fuel storage tanks require 
more space compared to fuel oil tanks. 
Another uncertainty related to the use of 
LNG as a marine fuel has to do with the 
availability of bunkering stations world-
wide. In order for ships to be able to con-
sume LNG as fuel, a worldwide network 
of LNG bunkering infrastructure needs to 
exist, which as LNG is still an emerging 
solution as marine fuel, is therefore still 
underdeveloped.

Other fuel solutions

The introduction of new environmen-
tal regulations in the shipping industry 
has also brought new technologies and 
fuel types into the market, in an attempt 

to move towards environmental friendly 
solutions for marine fuels.
There are a variety of emerging technol-
ogies and fuels that could be considered 
as alternatives, among which are Biofuels, 
LPG, Hydrogen powered fuel cells, battery 
powered hybrid systems and Methanol.
Biofuels is a term that contains a wide 
range of products. Biodiesel can be pro-
duced from plant material, animal material 
and various combinations of both. A small 
quantity of bio-diesel can then be added to 
mineral diesel to produce a new fuel. Using 
this method, VG Marine created EcoFu-
el, a sulphur-free fuel ideal for use by the 
ships operating in the Baltic and North 
Sea SECAs. EcoFuel can be used directly as 
heavy marine fuel or in a blend with fossil 
diesel, or it can be processed to light marine 
fuel. Another recent example is “Super Eco 
Fuel”, which is produced by mixing light 
cycle oil (LCO), a secondary refinery prod-
uct, with gas-to-liquid (GTL), a liquid fuel 
made from natural gas, and water.
LPG is an emerging solution as a marine 
fuel, as it does not contain sulphur, it reduc-
es CO2 and NOx emissions and is wide-
ly available and easy to bunker. Compared 
to LNG, its storage and handling are easier, 
while the cost of installing the needed equip-
ment onboard in also lower. Until now, the 
use of LPG as a marine fuel is not as popular 
as LNG, but the upcoming regulations and 
the development of new technologies may 
make this option attractive as well.
Another emerging technology is Hydro-
gen powered fuel cells. A fuel cell converts 
hydrogen to electricity for propulsion 
and electric power onboard. Although 
this technology has many environmental 
advantages, there are many challenges that 
have to be addressed which means that 
there is still a long way to go.
Many battery powered hybrid vessels 
have made their appearance over the 
last years as well, with satisfactory lev-
els of environmental performance. The 
main challenge this technology faces is 
that these vessels need a shore-side elec-
tricity network to recharge their batter-
ies, so available infrastructure is of vital 
importance for this solution. However, as 
hybrid technology is becoming more and 
more popular, hybrid propulsion systems 
may become one of the first options for 
owners in the future.

Methanol is also a clean-burning alterna-
tive marine fuel that produces fewer SOx, 
NOx and particulate matter emissions 
than conventional fuels. Moreover, the 
cost to build new and convert existing 
vessels to run on methanol is significant-
ly less than alternate fuel conversions. 
However, its high price does not make it 
competitive compared to other available 
options for the moment.
All these different alternative fuel types 
indicate that solutions to meet the 
upcoming requirements and reduce ves-
sels’ emissions do actually exist. On the 
other hand, as most of these solutions 
are relatively new to the market, little 
experience has been gained so far from 
their application and that is something 
that makes many owners more hesitant 
towards them. Moreover, many of these 
alternative fuels may only be able to serve 
a small share of the market, locally, where 
infrastructure exists and their supply fits 
the trading patterns of vessels.

Conclusion

The maritime industry is currently facing 
the challenge of adopting new solutions in 
order to comply with stricter internation-
al, national and regional regulations intro-
duced with the aim to reduce air emis-
sions from ships.
For the moment shipowners have many 
available options to choose from, either 
switch from heavy fuel oil (HFO) to 
marine gas oil (MGO), burn ULSFO/
hybrid fuel, retrofit their vessels to use 
alternative fuels such as LNG, install 
scrubber systems which will allow them 
to keep consuming HFO, or choose 
one new type of fuel. What is important 
though is that as the date when the sul-
phur convention will enter into force 
approaches, many shipping companies 
have not yet decided which strategy they 
will choose in order to comply with the 
upcoming regulations. At the same time, 
some fear that refineries will not be able 
to produce sufficient amount of low sul-
phur bunker fuels in order to meet the 
demand. What is sure though is that own-
ers have to plan their actions carefully 
before they decide to choose the strat-
egy they will follow in order to comply 
with the regulations.

TECHNOLOGY: MARINE FUELS OPTIONS
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We strive to deliver growth through technology  
and meet or exceed environmental compliance requirements

MARKET NEWS: MARINE LUBRICANTS

The upcoming 2020 global sul-
phur limit is expected to bring 
many changes to the global 
marine fuel market. How will 
the marine lubricants market be 
affected by the decisions of ship-
owners regarding the type of fuel 
they will choose to use?

Since 2005 we have seen the introduction 
of emission control areas (ECAs), initially 
in Europe and then from 2012 in North 
America. Since 2015 those operating in 
these zones must switch to a fuel that 
has a sulphur content capped at 0.10% by 
weight. Outside of these zones, the sul-
phur cap remains at 3.5%, but in 2020 that 
limit will fall to just 0.50%.
We know further change is coming and 
IMO is actively working on future regu-
lations to tackle GHGs amongst others. 
As a result, operators are turning to a 
diverse range of new fuels and technolo-
gies to meet the challenge, including the 
installation of hybrid energy systems and 
alternative fuels.

We do not have a crystal ball to look in to 
the future, but it is already very clear that 
vessels will adopt a wide range of fuels and 
that this will impact the type of lubricant 
they choose. Understanding this has been 
key in Chevron's development of a full 
range of products and services. There is 
no 'one size fits all' solution.
Optimizing performance through engine 
monitoring programs, such as the FAST 
range of services provided by Chevron, 
will be key to understating the complexity 
within engines. Lubricants analysis enables 
operators to monitor the performance of 
their engine under different conditions, 
and work with suppliers to tailor their 
lubricant package and manage feed rates 
effectively.

In an attempt to reduce the envi-
ronmental impact of shipping, 
many types of alternative fuels 
have emerged (LNG, LPG, meth-
anol etc.) over the last years. Will 
the marine lubricant market be 
able to provide lubrication solu-
tions for vessels that use these 
kinds of alternative fuels?

Alternatives are a growth market, so we 
expect to see an increasing variety of fuels 
and innovations in engine design, which in 
turn will add greater complexity to the 
lubricants market. This is a development 
Chevron Marine Lubricants welcomes, as 
we strive to deliver growth through tech-
nology and meet or exceed environmen-
tal compliance requirements. 

Chevron Marine Lubricants are already 
emerging as a leader in providing lubri-
cants to vessels burning a wide range of 
fuels. We are proud to supply the majori-
ty of dual-fuel methanol vessels operating 
today with our Taro® range of lubricants. 
At the lower ‘base number’ end of the 
Taro range, Taro Special HT LF is formulat-
ed for lubricating LNG, LPG, LSF, ethane, 
and methanol fuelled ships. A broad range 
of products ensures our customers have 
reliable solutions for whichever compli-
ance option they choose. 

An interview with Sotiris Meklis
Regional Manager, Mediterranean, Middle 
East & Africa, Chevron Marine Lubricants

Optimizing 
performance 
through engine 
monitoring 
programs, such as 
the FAST range of 
services provided 
by Chevron, will be 
key to understating 
the complexity 
within engines.
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The choice of cylinder oil is typically 
determined by three factors: the marine 
engine itself; the fuel being used; and the 
vessel’s operating conditions. Given this, 
the limitation of sulphur content to 0.5% 
in marine fuel will have a significant impact 
on cylinder oil selection.
Shell Marine’s expectation is that 90% or 
more of the shipping fleet will switch to 
fuels with a Sulphur level of <0.5% in the 
run up to January 2020. This will be a mix-
ture of very low sulphur fuel oil (VLSFO 
– as opposed to ultra-low ULSFO) and 
Distillate fuels. We believe that fewer than 
2,000 ships will be fitted with scrubbers 

to continue running on HSFO by that date 
and that, with a high-end estimate of 200 
ships running on LNG, combined no more 
than 10% of ships will be accounted for 
by HSHFO, LNG or any other alternative.
Our expectation is that up to 3 million 
b/d of HSFO demand will be displaced by 
<0.5% sulphur content fuels. 
Shell Marine recently upgraded its four-
stroke Shell Gadinia and Shell Argina 
crankcase oil portfolio. These products 
have been optimised to deal with the fast-
er viscosity increase and BN depletion 
experienced by oils in modern medium 
speed engines and are suitable for use 
now, post 2020 and beyond.
The 2-stroke product portfolio is also 
largely in place. However, the post-2020 
scenario poses different challenges for 
slow speed cylinder oils to the ones OEMs 
have been focusing on over recent years, 
where BN80-BN100 oils have been needed 
to defend newer engines against cold cor-
rosion under part-load conditions burning 
higher sulphur fuels. 0.5% S Fuel use will 
drive demand towards lower BN oils. 
Shell Alexia S3 – the BN25 cylinder oil 
developed for use in Emissions Control 

Areas – has already proved itself in service 
as well suited for lubricants of 0.1% sul-
phur content in the 2-stroke application. 
However, significant demand for BN40 
and BN70 grades is anticipated. Shell 
Marine has a new BN40 product under 
field trial, for launch in early 2019. 
Looking further out, Shell Marine does 
expect LNG to establish a presence in the 
market, and its Shell Alexia S3 oil offers the 
solution for two-stroke engines, while our 
Mysella range already provides the answer 
in the four-stroke sector. We also expect 
HSFO prices to drop after shipping turns 
en masse to lower Sulphur fuel, which 
may entice some owners to look afresh at 
scrubber ROI. We expect 30% of the mar-
ket could be using scrubbers by 2025-2030, 
which is likely to see demand recover for 
higher BN lubricants, although their use 
may then drop off if new environmental 
legislation restricts use of scrubbers.
One challenge arising in the post-2020 
world is likely to be variable fuel quality. 
While not directly a lubricants issue, this 
will demand scrutiny of lubricant perfor-
mance, backed by the ship to shore con-
nectivity and analytics that has recently 
become a feature of Shell LubeMonitor. 
Even owners grappling with the cost of 
EEDI/MRV/CO2/2020 and ballast water 
management will concede that one lesson 
learned from engine cold corrosion has 
been that saving on cylinder oil technical 
services can prove a false economy. 

Shell Marine ready  
for 2020 sulphur cap

By Dr Sara Lawrence
Global Technical Manager, Shell Marine

One challenge 
arising in the post-
2020 world is likely 
to be variable fuel 
quality. 

MARKET NEWS: MARINE LUBRICANTS



Norddeutsche Reederei 
upgrades connectivity 
options with the Infinity 
Cube from Navarino

MARKET NEWS: IT & COMMUNICATION

Christian Mix, Norddeutsche Reederei’s IT Marine Sys-
tem Administrator said 'We are in the process of further 
upgrading our connectivity capabilities having completed last 
year’s VSAT installation project across all vessels, in order to 
increase the bandwidth available for both business and crew 
purposes. We needed a way to control and manage this new 
bandwidth better and so we looked around the market for 
solutions which could meet our requirements. Having done 
quite some research and test we chose the Infinity Cube from 
Navarino. We had heard very good things about its function-
ality and after a successful trial we intend to use it to the full 
extent. On the business side, we like that the Infinity Cube 
provides virtualization for our further system upgrades, full 
redundancy and that we can run all our business applications 
over it, including our purchasing system, PMS, DNV Navigator 
and chart updates. We also are going to use the Infinity Cube 
to enhance our crew welfare facilities, as it gives us full con-
trol over how, when and what our crews can do online at sea 
as well as very flexible monitoring and management tools.’
Ivo Terhell, VP Sales EMEA at Navarino Germany added ‘Nava-
rino is very proud to be working with Norddeutsche Reederei 
on enhancing their connectivity options with Infinity. It is very 
rewarding for us to see such a well reputed company as Nord-
deutsche choosing Infinity, and we are looking forward to work-
ing closely with them in order to meet the requirements of this 
advanced, modern fleet.’

Norddeutsche Reederei has announced that 
it will begin installing Navarino’s Infinity Cube 
solution across its fleet of 50 vessels. The 
company, which has been operating for 150 
years, has a fleet consisting mostly of modern 
container vessels which trade worldwide. 
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Closing the loophole on further sched-
uling interpretation of IMO ballast water 
management system (BWMS) regulations 
should alert owners to their risk from a 
supply and yard capacity crunch, according 
to naval architecture and engineering con-
sultancy Foreship. 
Attention at last week’s Marine Environ-
ment Protection Committee focused on 
the agreement to cut greenhouse gas 
emissions by 50% of their 2008 levels, by 
2050. However, IMO also rubber stamped 
the entry into force date for the BWMS 
code of approval agreed at MEPC 71; sys-
tems installed on or after 28 October 
2020 are subject to the new code.
 Lack of agreement on the details of 
BWMS testing and approvals has effec-
tively stalled entry into force of the Ballast 
Water Management Convention since its 
adoption at IMO in 2004. The delay has 
encouraged risk-averse shipowners to 
wait before making BWMS commitments.
“When agreement was reached last year 
for the BWMS Convention to apply to 

new ships from 8 September 2017, many 
in the industry saw that as clarity for a 
regulation that had effectively been on 
ice for 13 years,” said Olli Somerkallio, 
Foreship Head of Machinery Depart-
ment. “However, there was still work to 
be done, as some of the approvals issues 
that had blocked uniform entry into force 
were revived.” 
For existing ships whose last International 
Oil Pollution Prevention (IOPP) renewal 
survey took place between 8 Sept 2014 and 
7 Sept 2017, the Convention now demands 
treatment system installation at the next 
renewal survey on or after 8 Sept 2017.
“Adopting the Code brings the frame-
work for compliance,” says Somerkallio. 
“Looked at from the budgetary point of 
view, it means that hesitation is no longer 
the smart tactic. Yard space is limited and, 
while the list of BWMS suppliers may be 
long, the number of sub-suppliers is not. 
Many brands draw on the same sources, 
and these are components that are also 
used for shore-based water treatment 
technology.
“I would say that this is the very last 
moment to start building a fleet-wide 
plan for BWMS installations and start 
reasonable negotiations and an orderly 
procurement process with the system 
suppliers. Hesitancy now may only result 
in the short supply of components later, 
including filters, UV systems or the cells 
for electro-chlorination systems.”
MEPC 72 also saw amendments to details 
of the IMO’s guidance on scaling of ballast 
water management systems and approval 
of Guidance for Administrations on the 
type approval process for ballast water 
management systems.

Foreship says hesitation  
no longer an option on ballast water

MARKET NEWS: BALLAST WATER TREATMENT

By Olli Somerkallio
Head of Machinery Department, Foreship

When agreement 
was reached last 
year for the BWMS 
Convention to 
apply to new ships 
from 8 September 
2017, many in the 
industry saw that 
as clarity for a 
regulation that had 
effectively been on 
ice for 13 years.
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Hellenic Seaways opted for the ABB 
Turbo LifecycleCare service agreement 
to maintain maximum availability and 
the continuous smooth sailing of their 
vessels

MARKET NEWS: TURBOCHARGERS

Customized service agreement ensures maximum uptime  
for Greek ferry operator Hellenic Seaways 

When choosing a service and mainte-
nance supplier, many factors must be taken 
into consideration. And when Greek ferry 
operator Hellenic Seaways selected the 
newest and most comprehensive service 
offering from ABB Turbocharging, the Tur-
bo LifecycleCare service agreement, the 
benefits were clear. 

The true cost of downtime
Hellenic Seaways provides passenger and 
freight ferry services in the Aegean and 
Adriatic Seas operating over 20 vessels, 
which connect a network of over 35 ports 
in the region. 
Preventing the potential costs associated 
with vessel downtimes, not only from a 
reputational and customer service point 
of view but also from operational and 
practical standpoints were, therefore, a 
top priority. Without a reliable agreement 
in place, finding a quick solution to get a 
vessel up and running again takes time and 
is generally more expensive.
To maintain maximum availability and the 
continuous smooth sailing of their vessels, 
Hellenic Seaways opted for the ABB Tur-
bo LifecycleCare service agreement. The 
agreement with ABB will deliver a cus-
tomized service to meet their operational 
needs. The ABB Turbo LifecycleCare agree-
ment will provide the uptime guarantee 
required by Hellenic Seaways and in turn 
potentially eradicate any downtime costs.
With the volume of traffic in the Hellenic 
Seaways operating areas, particularly dur-
ing the high season, any delays in vessel 
operation can potentially harm the com-
pany’s reputation but also incur unex-
pected additional costs due to customer 
compensation claims and the urgent need 

to find alternative transport for stranded 
passengers.
Reputation is paramount when operating 
services such as those of Hellenic Seaways. 
When dealing with high volumes of individ-
ual consumers, the company’s reputation 
can be damaged almost instantaneously at 
the tap of a device with the trend of nam-
ing and shaming companies on social media 
and sending viral messages around the 
globe. The loss of returning and potential 
future customers is unquantifiable, a risk 
which all companies look to avoid.

Tailored service agreement to 
meet individual customer needs
Fostering a collaborative relationship with 
customers allows ABB to gain a deeper 
understanding of their customers’ business 
needs and therefore provide tailored ser-
vices that address their unique businesses. 
The Turbo LifecycleCare service agree-
ment delivers regular and flexible turbo-
charger maintenance for optimum perfor-
mance, reducing the chance of a potential 
turbocharger malfunction affecting uptime. 
This, combined with ABB’s approach to 
package plans that match the budget 
and business of the customer made ABB 
the ideal choice for Hellenic Seaways to 
ensure maximum vessel availability and 
cost control.
ABB worked closely with Hellenic Sea-
ways to develop a tailored package with 
appropriate maintenance planning that 
ensures the ferry operators’ services run 
smoothly. The package takes into consid-
eration the actual operation hours and the 
equipment scheduling needs of the cus-
tomer such as visits to ports, overhauls, 
and peak periods.



The benefits of long-term service 
agreements
Cost control is a constant issue for oper-
ators so long-term agreements offer costs 
predictability and peace of mind. High per-
formance turbocharging with predictable 
maintenance costs removes uncertain-
ties, making Turbo LifecycleCare highly 
appealing for Hellenic Seaways. However, 
the benefits go beyond that of predicta-
ble costs. These agreements also provide 
the reassurance that maintenance will be 
performed quickly and to a high stand-
ard. The customized approached to these 
agreements gives the customer a ‘priority 
service’, providing a guaranteed timescale 
for repair which transfers the risk from 
the operator to the supplier, ABB Turbo-
charging.
Hellenic Seaways’ Turbo LifecycleCare 
agreement with ABB covers the 16 ABB 
TPL 69-A30 turbochargers on two pas-
senger ferries – the Nissos Chios and 
the Nissos Mykonos. The uptime guar-
antee, which is tailored for Hellenic 
Seaways needs, ensures that ABB will 
return the turbochargers to full opera-
tion within the agreed number of hours 

should unexpected incidents happen. 
This includes the time for the engineer 
to arrive onsite, plus the time to resolve 
the problem. Excessive wear and tear, as 
well as all spare parts, are also covered 
within the agreement.
This customized approach from ABB will 
maximize uptime and reduce the chance 
of unwelcome surprises.

The result
Hellenic Seaways can now rely on a pro-
vider to supply consistently high perform-
ing turbochargers, predictable budgets, 
and increased peace of mind.
“We have already had experience of a sim-
ilar maintenance contract with our ship 
Highspeed VI, where we saw the advantag-
es such as a stable budget, no surprises 
throughout the year, immediate reaction 
from the local ABB team when needed 
and many others. But what makes the new 
agreement we recently signed with ABB 
more attractive is the guarantee that with-
in 20 hours the turbochargers will be back 
in operation, when unexpected incidents 
happen.” says Sotiris Pateromichelakis 
Purchasing Manager, Hellenic Seaways.

The Turbo 
LifecycleCare 
service agreement 
delivers regular 
and flexible 
turbocharger 
maintenance 
for optimum 
performance, 
reducing the chance 
of a potential 
turbocharger 
malfunction 
affecting uptime. 
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Paint suppliers will have to focus more 
on becoming “solution providers” rather 
than being just “product suppliers”

MARKET NEWS: MARINE COATINGS

Harald Hvalvik and Sam Chambers present to Naftika Chronika the 
most important technological advancements in marine coatings 
and express their thoughts on the future correlation between 
selling products and providing services while emphasizing the 
importance of R&D for both the coatings industry and JOTUN itself 
with regards to sustainability and evolution.

What do you consider to be the 
major technological advance-
ments that will shape the indus-
try of marine coatings within the 
next 10 years? 

H. H.: Digitalization and the ship opera-
tors’ ability to measure vessel performance, 
also as a result of the paint performance. 
The most frequently used example of this 
is the performance of the Anti-Fouling and 
its ability to keep the hull fouling free and 
with the lowest possible drag resistance 
when sailing. This has a direct impact on 
the bunker fuel bill the operator will be 
paying. However, other paint products will 
also be playing a more significant role in 
this in the future, for instance through the 
onboard maintenance of the vessel and 
thus the vessel’s appearance in the mar-
ket, and operational lifetime. A correctly 
operated SeaStock Management Sys-
tem will not only be saving the operator 
considerable maintenance cost through 
reduced spending on products, and indeed 
on workload involved, but also be a posi-
tively influencing factor when it comes to 

the vessel’s market attractiveness towards 
both possible charterers, (like for tankers, 
bulkers and container vessels), and / or 
direct users, (like for cruise vessels). 

In the maritime industry there is 
a shifting focus from selling prod-
ucts to providing services. Do you 
believe that this new trend will 
affect marine coatings? If yes, 
how? 

H. H.: Yes, I truly believe it will. 
Digitalization and the “interpretation and 
understanding” of Big Data will require a 
deeper understanding of the effect of the 
applied coating system. 
Paint suppliers will, therefore, be “forced” 
to focus more on the “total” quality of 
what they supply, i.e. both the product 
itself AND its predicted performance.
This is something we HIGHLY welcome in 
Jotun, as it means that “lower quality prod-
ucts sold through creative marketing” will 
gradually disappear from the market, as their 
real performance level will be proven. Paint 
suppliers will thus have to focus more on 

An interview with Harald Hvalvik, 
Vice President– Region West Europe, Jotun Performance Coatings,  
and Sam Chambers, Regional Marine Director– West Europe,  
Jotun Performance Coatings



becoming “solution providers” rather than 
being just “product suppliers” as they tradi-
tionally have been regarded as.
The industry will also have to adapt to 
new environmental legislation. In addition 
to the already implemented legislation on 
GHG emissions in Europe, another exam-
ple is the max. VOC release volumes that 
is already implemented in some countries 
and which for instance affects newbuilding 
yards and the paint products they can spec-
ify for the vessels. Solvent free and ultra-low 
VOC products will change not just the paint 
industry itself, but also the application of the 
products and the life cycle maintenance.
In Jotun, we believe in being active in the 
forefront of this technology development, 
being THE reliable “cradle to grave” Ser-
vice & Solutions Business Partner.

What is the importance of R&D 
for Jotun with regards to the 
competitiveness of the products? 

S. C. : Well, that depends on how you 
define “competitiveness”. In Jotun, our 
main focus is to provide value-adding 
solutions for our customers. Whether 
it be increasing an asset’s potential life-
time, improving operational efficiency 
or providing longer lasting, low mainte-
nance aesthetics, we want to continue to 
deliver better and better solutions with 
increased value to our customers. On-go-
ing research, development,
and innovation are critical to ensuring that 
we can continue to deliver competitive 
solutions to our customers with a favora-
ble balance of benefits versus cost. Each 
year Jotun invests a solid amount of our 
annual turnover in our R&D functions, but 
our innovation process is not just con-
fined to the labs. Using our internal online 
innovation portal ‘Nova’ all colleagues in 
Jotun world-wide can contribute with 
new, exciting ideas with the aim to deliv-
er increased value to our customers and 
ensure a sustainable future for Jotun.

How would you describe the pro-
file of the Greek shipowners? 
What is the importance of the 
Greek market for Jotun?

S. C. : This year it is 50 years since Jotun 
established its presence in Greece for the 

first time, something that I believe under-
lines the importance of this market to 
Jotun’s marine business segment. The Ath-
ens shipping cluster is the biggest and most 
concentrated in the world, thus if you want 
to succeed as a global marine paint manu-
facturer, being close to the Greek shipping 
business is of utmost importance.
The Greek shipping community in Ath-
ens is, in my personal view, a powerhouse 
within global shipping. They are trendset-

ters, driving the business forward, wheth-
er that is in market changes and prod-
uct innovations or in the ability to spot 
opportunities that few others would see. 
The global activity of the Greek shipping 
fleet has also been an influencing factor 
behind Jotun’s setting up of both marine 
paints factories and distribution centres 
around the world for many years. 
We’re looking forward to the next 50 
years in Greece.
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Cybercrime is an inevitable downside  
of the digital economy, on land or at sea

The recently-published UK Government 
‘Cyber Security Breaches Survey for 2017’ 
of 1,523 private companies indicated that 
46% of those canvassed had discovered 
at least one cyber breach or attack in the 
past year. Not surprisingly, 74% described 
cyber security as a high priority. However, 
few had taken steps to deal with the risk: 
only a third had a formal cyber security 
policy, while just 20% of staff had attended 
any form of cyber security training.
If the lack of preparedness raises alarm, it 
is trumped by ocean-going shipping – the 
industry responsible for delivering over 90% 
of world trade. A comparable Crew Con-
nectivity Survey conducted by Futurenautics 
in 2017 on behalf of Inmarsat suggested that 
87% of ships officers have received no cyber 
security training whatsoever.
Historically, shipping’s lower participation 
in the Internet of Things offers mitigation, 
but the vulnerabilities exposed in Maersk 
APM Terminals systems last year by Not-
Petya saw a startled industry suddenly wide 
awake to the threat delivered with new lev-
els of highspeed ship/shore connectivity. 
“Cybercrime is an inevitable downside of 
the digital economy, on land or at sea,” says 
Peter Broadhurst, Senior Vice President of 
Safety and Security at Inmarsat Maritime, 

who oversaw the bringing to market of 
the Fleet Secure cyber security solution in 
the second half of 2017.
Broadhurst describes Fleet Secure as 
“the industry’s first and – so far only - 
fully-managed service to detect vulner-
abilities, respond to threats and protect 
ships from cyberattack, isolate infected 
areas on the network and protect against 
compromised USBs/devices”. Integrated 
with Inmarsat’s highspeed Ka-band/L-band 
Fleet Xpress, the Unified Threat Manage-
ment (UTM) service requires no addition-
al outlay on hardware and has no impact 
on contracted bandwidth. 
Fleet Secure is currently undergoing mul-
tiple server testing, with a first shipboard 
installation expected before the end of Q2 
2018, says Broadhurst. Inmarsat is also beta 
testing ‘end-point protection’, to uphold 
security through ship network scanning and 
virus-protection at the user terminal level. 
Broadhurst stresses that complacency 
on cybersecurity is unlikely to be shifted 
overnight but adds that, already, he has 
noticed a profound change in attitudes 
among hardware installers. “It’s fair to say 
that, in the past, there’s been a tenden-
cy to use default passwords but that has 
changed rapidly; we continue to reinforce 
the message with refreshers for our own 
guys and the installers to reinforce what’s 
been in our training guide all along.” 
Less easy to address are the systems 
already in service, and Broadhurst points 
out that those upgrading connectivity rou-
tinely find that ship systems are infected 
in some way. “Although patching will have 
cleaned the system in many cases, there 
may be a little virus sitting in the network, 
so the first task will be a clean-up. 
At the same time, the low crew numbers 
on board commercial ships today make 
them heavily reliant on self-managing 

MARKET NEWS: CYBER SECURITY

Shipping’s exposure to the 
NotPetya virus forcefully 
raised its awareness of the 
cyber threat. Inmarsat is 
working hard to ensure that 
the wake-up call moves an 
entire industry to action. 

By Peter Broadhurst
Senior Vice President of Safety  
and Security, Inmarsat Maritime



systems. Broadhurst says that whether 
delivered by email attachment or infect-
ed USB/device, the software weaknesses 
in PC network connections therefore give 
attacks like NonPetya a special kind of 
potency in the maritime context.
 “As the vessel is operating on a satcomms 
link, updates can often be turned off, with 
no anti-virus software in place and old 
versions of Operating Systems in play,” 
Broadhurst explains. It is into this envi-
ronment that the common ‘human errors’ 
seen elsewhere (phishing, plugging an 
infected USB in, or downloading from an 
untrusted source) are introduced. 
“This is why cyber security at sea is not just 
about software patching and systems con-
figuration; failures in processes and mistakes 
by people present a significant security loop-
hole,” says Broadhurst.
All this makes cyber security training for 
the world’s 1.6 million seafarers a matter 
of urgency, he adds: “We are now start-
ing to see a number of maritime focused 
training courses”.
However, getting the training ground rules 
right will be essential. Broadhurst recently 
participated in discussions with academics 
at the World Maritime University in Malmö 
over what future classroom-based and 
e-learning cyber security course content 
might include for Maritime Safety and Secu-
rity Diploma students. 
“Inmarsat is not a training company 
but clearly we are an interested party 
in ensuring that cyber risk awareness 
is high and that training is straightfor-
ward. Even where cyber security is 
being developed, there is still a failure to 
see how it applies at the individual lev-
el. Attitudes such as ‘I’m not the target, 
it can’t be me, we have security in place, 
or I will be protected by Anti-Virus soft-
ware’ remain embedded.” 
Inmarsat issues guidelines and best practices 
for crews to follow as standard but “I think 
that everyone agrees that, ultimately, cyber 
security training will become part of the 
STCW [Standards of Training Certification 
and Watch-keeping] Code requirements; 
the question now is how best to incorpo-
rate it,” Broadhurst adds.
Inmarsat is party to the Joint Working 
Group on Cybersecurity run by The Inter-
national Association of Classification Soci-
eties (IACS), whose members classify over 

90% of the world's cargo carrying ships 
for design, construction, and through-life 
regulatory compliance. The satellite group 
has retained Prof Paul Dorey, Director, 
CSO Confidential & Visiting Professor, 
Royal Holloway to act as group facilitator. 
Cyber security risk assessments are 
expected to be included in the 2021 
upgrade of the International Maritime 
Organization’s ISM Code (the UN agency’s 
maritime International Safety Management 
Code). Creating the ‘risk map’ for ISM will 
provide a platform to develop training for 
cyber-safe shipboard operations, Broad-
hurst says, with a JWG report expected to 
form the basis of an initial IACS submission 
on risk assessment to IMO. 
The white paper ‘Unchartered Waters’, 
written by Professor Dorey for Inmarsat 
to summarise issues observes: “We don’t 

expect or desire identical standards to be 
developed everywhere, but consistency of 
approach to risk management would help a 
lot.” IACS has broken the mapping process 
down into 12 principles, which include ship 
design, installation procedures, and support, 
and is seeking to establish a risk assessment 
procedure for ships being built today, before 
developing a practice for retrofitting.
In the interim, Broadhurst says he envis-
ages developing short multi-lingual pack-
ages for seafarers which get the cyber 
risk message across by responding in an 
interactive way to the choices users made 
within different storyboard scenarios. 
Cyber training cannot be just a tick in the 
box; constant reminders and real-life exam-
ples are needed to raise awareness because 
this is often the quickest way to stop bad 
practice and establish cyber resilience.”

Cyber security at sea is not just 
about software patching and systems 
configuration; failures in processes and 
mistakes by people present a significant 
security loophole.
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Changing the industry conversation on cyber security

MARKET NEWS: CYBER SECURITY

The maritime industry is unique in its 
application of computerized control sys-
tems. Unlike land-based industries, mari-
time applications of control systems are 
located on vessels that are afloat for 
extended periods of time. This distance 
“dislocation” away from the suppliers and 
IT departments that create and maintain 
maritime control systems makes ship-to-
shore connectivity increasingly critical. 
Since this connectivity is maintained over 
Internet and proprietary wireless commu-
nications links, those necessary links, which 
are are critical for vessel productivity, reli-
ability, and safety, open digital maritime sys-
tems and assets to cybersecurity risks. This 
is the reason cybersecurity is such a “hot 
topic” in the maritime industry.
In 2016, ABS recognized cybersecurity as a 
key enabler for reliable vessel connectivity, 
and that controlling cyber risk is the heart 

of cybersecurity. The clear trend toward 
increased interconnectivity of complex 
maritime operating systems is relentless-
ly escalating the potential impact of cyber 
incidents and complicating the task of 
defending against them.
Based on numerous interactions with mar-
itime clients, it became evident to ABS that 
the conversation around maritime cyber 
risk recognition and response needed to 
change. It required a new model that gives 
asset owners a clear picture of the sources 
of maritime risk and tools to guide their 
risk mitigation actions. Risk needed to be 
defined in a straightforward way that can 
be observed and measured, specifical-
ly defining the individual risks inherent in 
marine operating systems and so cyberse-
curity managers would have engineering 
“knobs to turn” to reduce them. 
Historically, the most common model used 

The trend toward an 
increasing reliance on 
computerized control 
systems is clear – from cars 
to aircraft to air conditioning 
systems – and the trend 
is evident within the 
maritime industry as well. 
Digitalization is impacting the 
maritime industry; however, 
users of digital technology 
may not fully appreciate the 
extent of this impact. Still, 
many users are increasingly 
looking to control, maintain, 
and protect complex and 
highly integrated maritime 
control systems. 

The clear trend 
toward increased 
interconnectivity of 
complex maritime 
operating systems 
is relentlessly 
escalating the 
potential impact of 
cyber incidents and 
complicating the 
task of defending 
against them.

By Rick Scott
PE, ABS Senior Technical Advisor, ABS



to represent cyber risk is as follows: Risk = Threat x Vulner-
ability x Consequence. Cybersecurity practitioners frequently 
rely on this expression to understand that cyber risk has three 
constituent factors. This expression is less a mathematical equa-
tion than a model for understanding the fundamental nature of 
cybersecurity risk. 
Its three core factors are difficult to capture using standard 
units of measure, which presents problems when trying to 
engineer a solution and/or calculate a resolution. 
For today’s maritime risk practitioner, the main challenge is 
creating a model that calculates risk for maritime operat-
ing systems based on factors that can be counted, measured, 
computed, compared, and modeled against known-sufficient 
Cybersecurity Management Systems (CMSs). This sort of 
model would, in turn, provide definition and depth to rigor-
ously engineered cybersecurity management plans and sys-
tem architectures.
With these issues in mind, ABS recently joined forces with 
the Stevens Institute to tailor the common risk model by 
redefining it as a true mathematical equation in terms that 
are countable, observable and easily understood. The result 
is a new model that enables a true risk-based cybersecurity 
approach driven by specific quantifiable risks — that spot-
light specific remediation requirements. 
This enables engineered CMS designs built on identified solu-
tions that are computationally engineered, highly detailed, 
and traceable to specific risks. One of the major findings of 
the research was that the nature of maritime cybersecurity 
risk is not well defined, understood, or managed. As a result, 
a risk-based approach, providing asset owners with under-
standable controls for responding to cyber risks, is essential 
to future cybersecurity programs.
The resulting ABS FCI Risk Model quantifies the risk associ-
ated with OT architecture design decisions. It allows the user 
to consider whether access points are adequately protected, 
whether networks connected to Functions are segmented to 
reduce the risk of cascading Function failures, and if the asset 
owner has sufficiently controlled access of human and digital 
device Identities to connection nodes in the OT architecture. 
The resulting Risk Index ultimately provides a quantitative view 
of the relative risk associated with the architectural design of 
the systems onboard the vessel, which has been missing in the 
maritime cyber-security space until now.
Note: This material is based upon work supported by the 
U.S. Department of Homeland Security under Grant Award 
Number 2014-ST-061-ML0001-03. The views and conclu-
sions contained in this document are those of the authors 
and should not be interpreted as necessarily representing 
the official policies, either expressed or implied, of the U.S. 
Department of Homeland Security.
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Hempel helping to keep your vessel  
in shipshape order

MARKET NEWS: MARINE COATINGS

Worldwide leading coatings manufactur-
er Hempel is redefining shipping industry 
standards with the launch of its new hull 
performance system SHAPE (Systems for 
Hull and Propeller Efficiency). In anticipa-
tion of ship operators’ continued pursuit 
towards operational efficiency, SHAPE com-
bines elements of hull and propeller efficien-
cy optimisation to maximise the quality of 
performance data analysis. 
SHAPE is founded on the ISO 19030 frame-
work that defines the methods for deter-
mining changes in hull and propeller per-
formance in addition to calculating basic 
indicators that provide industry standard 
measures for propeller efficiency. Hempel’s 
SHAPE is a more advanced system that 
monitors the long-term trends via in-service 
performance indicators. 
By using this transparent system, in com-
bination with Hempel’s hull coatings, ship 
operators can now make data driven deci-
sions and operate more efficiently and com-
petitively irrespective of vessel type, age and 
size to maximise their vessel’s profitability 
regardless of its operating patterns. 

The benefits:

• Tailored hull performance programme 
with a dedicated Hempel performance 
analyst.

• Expert data interpretation and advice 
from Hempel’s team of chemists, physi-
cists, and hydrodynamicists.

• Key performance indicators based on 
speed loss measurements to track per-
formance gains over time.

• Monitored and guaranteed speed loss 
– directly related to fuel savings – appli-
cable for hull coatings specified for up to 
60 months dry docking intervals.

• Transparent cost-effective performance 
monitoring following the ISO 19030 meth-
odology.

www.shape.hempel.com 
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Hellenic marine 
manufacturers: 
innovative products  
are the key to a 
global brand name

Research and technology leading to innovation are a prerequisite for the global 
shipping industry to face the great challenges of today and tomorrow. However, 
innovation combined with quality and extroversion is the comparative advantage 
and also the key to the Hellenic Marine Equipment Manufacturers & Exporters’ 
(HEMEXPO) claim to a prominent place in the global marine equipment industry. 
Within this context, the editorial team of Naftika Chronika has asked Helen 
Polychronopoulou, President of the Board, HEMEXPO, about the challenges and 
opportunities that HEMEXPO faces.

"The vision of business extroversion was the driving force that made 15 companies create 
HEMEXPO 4 years ago. This vision was based on the determination of each of these 15 Greek 
Marine Equipment Manufacturers, which has led to investments in R&D and innovation. Our aim 
was to manufacture state-of-the-art and value-added products that would allow us to cross the 
borders of Greece and compete with the world's largest marine equipment industries. In other 
words, to make products that would enable us to gain market share.  

Four years later, the first difficult steps have been completed. Today, Hellenic Marine Equipment 
Manufacturers & Exporters (HEMEXPO) is considered a reliable and competitive partner among 
European and Asian shipbuilding countries, while at the same time we pursue large orders of 
shipping equipment.

Nonetheless, the next steps will be critical too. The members of HEMEXPO have to persist further 
in order to broaden their production range of innovative products. At the same time, we hope 
that more and more companies will have to gradually turn to the marine equipment industry 
by manufacturing quality products in order to increase our national share of the international 
market and eventually become a global brand name."

In the pages that follow, Naftika Chronika presents the innovative products of some of 
HEMEXPO's members in alphabetical order based on their English company name.
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Total Environmental Solutions:  
Delivering Excellence for over 40 years

EPE S.A., established in 1977, offers a complete range of environmental pro-
tection products and services, including emergency response services for oil 
and chemical spills. The manufacturing activity of EPE begins in 1982 with the 
design and production of marine environment protection equipment from 
ships effluents. All products are certified by the relevant National and Inter-
national Authorities and Classification Societies. Aiming at providing complete 
and reliable solutions for the environmental protection and safety systems, 
EPE cooperates with major strategic partners so as to offer a wide spectrum 
of products which exceed its customers’ expectations, building thus long term 
and loyal relationships.
EPE’s marine equipment provides complete and reliable solutions to waste 

water treatment and water treatment challenges by designing and manufacturing Bilge Oil Water Separators, Sewage Treatment Plants 
and Fresh Water Generators. The company’s products have been globally recognized by many shipowners and shipyards that also make 
up its list of endorsers. EPE has also developed Cathodic Protection Activities and is classified amongst the main specialized suppliers 
of Sacrificial Anodes internationally, with applications to subsea infrastructures, shore and land structures, underground pipelines, wind 
farms, ships, yachts, etc. 
EPE’s innovation lies in its overall activities as it is the only company in Greece and worldwide that successfully provides total environ-
mental solutions on a global scale, according to the latest legislation & standards. 

Committed to Innovation in Ballast Water Treatment

ERMA FIRST is powered by highly competent designers, environmental engi-
neers, and scientific experts committed to delivering innovative, patented 
products certified by International Bodies. BWTS systems are of significant 
added value, offering cost effective, turnkey solutions to both shipyards and 
ship owners. 
ERMA FIRST BWTS FIT is an advanced modular system developed to exceed 
all special installation requirements either for New Building vessels or any ret-
rofit projects. Covering an extensive capacity range of 50-3740 m3/hr, ERMA 
FIRST BWTS FIT is a simple solution suitable for all types and sizes of vessels. 
The system has been carefully designed and engineered so as to undergo 
the most rigorous testing and ensure reliable operation in challenging natural 

water conditions, and holds Type Approval by the IMO, Class Type Approval and Type Approval by the USCG.
Taking into consideration the experience gained in the past years from the systems we have manufactured, delivered and put into 
operation, the continuous R&D, the demands and developments of the market and technology, we have designed our systems to fulfil 
our customers’ needs. The company’s innovation is based on the compact design of its system as well as on its high-quality components. 
Moreover, in order to further support its existing as well as new customers, ERMA FIRST is currently developing an e-learning platform 
where users will be able to join a series of courses related to BWTS operation, components, etc. The company also intends to provide 
its customers with further innovative ballast water management solutions which, through the use of modern satellite technologies, will 
enable them very soon to control the operating mode of a system from their office with just pushing of a button.

www.epe.gr | epe@epe.gr | Tel: +30 210 40 60 000

www.ermafirst.com | info@ermafirst.com | Τel: +30 210 4093000

EPE S.A.

ERMA FIRST

HEMEXPO
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HEMEXPO

Farad MGO coolers

MGO cooling units
Farad has completed the design of a comprehensive product line of MGO 
coolers. This is a chiller unit that cools Marine Gas Oil (MGO) to an appro-
priate temperature so that it may be used in the ship’s engines. 
Need for MGO Cooling
The product creation is driven by the need for ships to burn MGO in the 
main engine as they enter Emission Control Areas (ECAs). The establishment 
of ECAs in Europe and North America created the need to burn low sulphur 
MGO in the main engine, instead of Heavy Fuel Oil (HFO). Unlike HFO, MGO 
needs to be cooled before entering the engine. 
Farad MGO cooling units 
Farad was one of the first entrants into the MGO cooler market. The design 

was developed in-house, in coordination with shipping companies and trusted suppliers within the industry. The unit includes a chilling 
loop that provides consistent fuel temperature at engine inlet independent of ambient seawater and engine room temperatures. The 
unit includes heat exchangers manufactured at Farad’s facilities and is based on years of experience in the marine sector.
A solution you can trust
The cooler is built with reliability in mind. Materials and parts are sourced from reputable suppliers. The design includes appropriate 
margins to ensure performance is maintained over time. To date approximately 150 units have been sold, with zero warranty claims. 
With additional ECAs established in Asia and sulphur emissions tightening all the time, Farad MGO coolers can be depended upon to 
ensure trouble free emissions compliance. 

Karat ropes

It is with pride we announce that since October 2017 Eurorope Marines 
SA has merged by acquisition with its parent company, D. Koronakis SA. The 
famous Karat ropes and all Karat family products (i.e. Karat Maxi, Karat Maxi 
Plus, Karat WinchLines, etc) that have been produced in Greece since 2004 
now belong exclusively to D. Koronakis SA
Karat mooring lines are already available at all Koronakis stock points around 
the globe.
Please see below details and technical characteristics of Karat ropes.
KARAT® MAXI Plus has become standard terminology in high quality moor-
ing applications. Very high strength/weight ratio allows substantial size reduc-
tions and ease in handling, as well as providing excellent overall economy. 
 The KARAT® MAXI PLUS is DNV Type approved.
Advantages of Karat Maxi Plus ropes:
• Water repellent
• Higher strength than conventional permanently floating mooring ropes
• High abrasion resistance
• No loss of strength when wet
• High energy absorption
• Very low snap-back effect
• Manufactured according to ISO and OCIMF

www.farad.gr | info@farad.gr | Tel: +30 210 4227410

www.koronakis.gr | koronakis@koronakis.gr | Tel:+30 210 4060600

Farad S.A.

D.Koronakis S.A.
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Η Polembros είναι μια από τις κορυφαίες εταιρίες διαχείρισης πλοίων με περισσότερα από 40 χρόνια εμπειρία στην 
μεταφορά πετρελαίου και χύδην ξηρού φορτίου και απόλυτη αφοσίωση στην ασφάλεια και την αποτελεσματικότητα.

     · Συνεχώς αναπτυσσόμενος, σύγχρονος στόλος    πλοία υπό Ελληνική σημαία
· Φιλικό, ασφαλές περιβάλλον εργασίας με υψηλά επίπεδα διαβίωσης εν πλω

· Συνεχής επιμόρφωση ναυτικών και δυναμικό πρόγραμμα κατάρτισης δοκίμων
· Ανταγωνιστικές αποδοχές και προοπτικές γρήγορης ανέλιξης

Επικοινωνήστε μαζί μας τηλεφωνικώς ή στέλνοντας την αίτηση σας μέσω της ιστοσελίδας μας.

Λεωφόρος Ποσειδώνος 57Α •  Μοσχάτο 18344 •  Aθήνα • +30 2104580300 •  www.polembros.gr

-



SeaQueen Extreme Antifouling

After its great success in the field of building, 
industrial materials, and marine coatings, Nano-
Phos S.A., the purely Greek company pioneering 
nanotechnology "smart coatings", went a step 
further and launched an innovative, eco-friendly 
antifouling for the shipping industry. SeaQueen 
Extreme is a nano-engineered Tin (IV) & Coop-
er Free antifouling conforming to the strictest 
International Maritime Organisation (IMO) regu-
lations (LR & ABS approved), which prevents bio-
logical growth regardless of marine environment, 
temperature or salinity. It presents an excellent 

response to “challenging” sea environments, extended idling periods and low speeds worldwide. NanoPhos proprietary technology 
reduces roughness of the coating below 30μm, by ensuring lower friction, energy efficiency and better antifouling performance.

“Spot cooler” unit

A common problem shipping companies have to face is with sensitive rooms and equip-
ment when room temperature is high. A typical example of this problem is electric panels 
that overheat and finally break down due to high temperature. Responding to such needs, 
Psyctotherm decided to manufacture a unit able to chill and dehumidify specific areas or 
objects such as IT rooms, electric panels, etc. 
According to the above, Psyctotherm manufactured a “Spot cooler”, a self-contained air 
conditioning unit with an air-cooled condenser. It is designed with compact dimensions for 
easier fitting and it can also be portable. Spot cooler is manufactured with EBM plug fans 
for low noise, Copeland scroll compressors for lower power consumption and it can oper-
ate on 1 phase 220V or 3 phase 440V, 50Hz or 60Hz, always according to the customer’s 
preference.
Spot cooler is ready to use with a simple installation procedure and it includes a flexible air 
ducts connection kit in order to be easily connected to the target. 
To conclude, Psyctotherm can guarantee the high performance and long lifetime of the 
products as they are all manufactured with marine specifications and high-quality brands 
for main components.

NANOPHOS SA

Psyctotherm

www.NanoPhos-Marine.com | info@NanoPhos-Marine.com | Tel: +30 210 6179304 

www.psyctotherm.gr | info@psyctotherm.gr, info@arktoscoils.gr | Tel: +30 210 4111186, 210 4117629, 210 4116480
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Maritime Futurism & Innovation- LAROS System 

The shipping industry amongst other things will have to con-
tinue by digitalizing the way it approaches business intelli-
gence. Shipping is embarking on its own journey of digital 
transformation.
Key to unlocking the digital opportunity for the shipping and 
maritime industry is the correct digital infrastructure. LAROS, 
an integrated maritime platform by PRISMA ELECTRONICS 
SA, provides and boosts the information and maritime intel-
ligence with holistic shared data services, decision support 

tools and applications, fully capable of enabling the digitalized maritime industry to operate.
LAROS establishes wirelessly an automatic and reliable data communication infrastructure to give birth to Maritime High Dimensional 
Data on board and to transfer them as relevant and actionable information to the shore-based systems.
LAROS “on board” enables maritime organizations to achieve situation and environmental awareness, efficiency improvement, com-
plete control and regulatory compliance, optimized operations, better cooperation between onboard crew and HQ’s operators, and 
environmental excellence. 
LAROS creates sustainable business models, improves processes and reduces costs and risks. The system includes all the actions a 
shipping company should take in order to establish an effective information driven decision management model.
When the shipping company senses the fleet and analyzes the resulted information, it changes how and where decisions are made 
and who makes them. The ability to create data, to obtain maritime intelligence, predictions and insights allows for continuous process 
improvements and optimal fleet performance.
LAROS provides now and for the future the complete framework for a state of the art information-driven operation of ships, which 
today drives shipping industry operations and boosts all assets of fleet management.

New series of Led floodlights- APOLLO LED

Following closely the needs of the market, SeaBright® has upgraded the Led 
floodlights it produces.
The brand-new Apollo Led series is produced in 50W, 100W, 150W, 200W and 
300W. The available beams are 21o, 35o and 64o in order to replace the existing 
halogen and HPS floodlights. We deliver state of the art products with high 
lumen density for exceptional beam control and precision lighting.
Apollo series products are made with latest technology raw materials supplied 
by European and US manufacturers. The design is robust for marine and off-
shore applications. The housing is made of marine grade, anodized aluminum 
and stainless steel AISI 316 in order to increase their lifetime to the maximum.
Benefits:
• Cost saving more than 90%
• Maintenance free operation 
• Vibration-proof tested
• Available spare parts
• Custom brackets for fitting the existing base. “Our powerful LED floodlights have been tested 

& trusted by a lot of Norwegian owners for their 
new building projects” (FLOBJORN-2018)

Prisma Electronics SA

SeaBright

www.prismaelectronics.eu | Tel: +30 2551035013

www.seabright.gr, www.anmallios.com | sales@seabright.gr | Tel.: +30 210 4082208



Dolphin Platforms: E-learning solutions for 
shipping companies

SQLearn provides a modern way to improve maritime safety. 
We are the first to use e-learning for the advancement of mar-
itime training with flexible, interactive and reflective learning 
techniques. 

Dolphin System
E-learning courses are offered with an innovative hardware 
solution for onboard training, specifically designed by SQLearn 
for the shipping industry. The so-called Dolphin System is a 
web-based system that comprises of two sub systems:

• The HQ Learning Management System (HQ LMS) which is the main e-learning platform installation (ashore).
• The Vessel Learning Management System (VLMS), an e-learning platform installation per vessel that is able to communicate with HQ 
LMS in order to receive files (course or user data) and send back to HQ LMS user activity reports. 
A Training Matrix plugin is integrated in HQ LMS and automatically creates course enrollments based on a company’s training matrix rules. 
Course enrollments are sent automatically to all vessels so that each seafarer can attend the courses that correspond to his current rank.
The technology used in VLMS allows seamless use in conditions with low internet connection speed or no internet connection at all. 
HQ LMS and VLMS communicate securely and effectively.
The VLMS system is provided with Software as a Service (SaaS) license. Technical support and monitoring of the system is performed 
by SQLearn ensuring that the involvement of your company’s IT personnel is kept to a minimum. Hosting of HQ LMS is cloud based, 
SSAE16 SOC-2 Type II certified. 
SQLearn’s e-learning facilities and e-learning courses are certified according to relevant ABS standards.

eNavigation

For the last 20 years SRH Marine is the market drive in Marine Electronics Services deliv-
ered around the globe by means of International Service Coordination and Own Field 
Service resources.
The uncharted waters recently formed by the disruptive technological environment in ship-
ping, digitization of traditional navigation methods, buzzwords and definitions like cyberse-
curity, GPS jamming, data sniffing etc., have dictated hard maneuvers.  
Even Ship operators with vast experience are getting nervous when it comes to Navigation 
and Communications.
In this respect SRH Marine has changed course and launched its new Solutions that will 
constitute the main pillars of growth for the next 3 years;
SRH Pilot is the new platform of Digital Services distribution (ENCs, ADPs, eNPs & Publica-
tions). Software and Hardware is developed in Greece and is already part of Navigation as 
a Service concept launched in cooperation with Speedcast 
Total Bridge is the Full Maintenance Contracts that will be distributed worldwide aiming at 

Shipping companies which are looking to outsource the technical management of NAV/COM. 
Total Charts is a version of SRH Pilot intended for all ECDIS and connectivity suppliers. Total Charts consists of Apps for all digital 
services associated with eNavigation. 

SQLearn

SRH Marine Sait

www.sqlearn.gr | info@sqlearn.gr | Tel: +30 210 7778877

www.srhmar.com | info@srhmar.gr | Tel: +30 210 4110260
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Lufthansa submits offer for 
Alitalia

Italian airline Alitalia is a step closer to 
being sold to German Lufthansa after Ital-
ian Economic Development Minister Car-
lo Calenda characterised the proposal of 
the latter as the most promising.
Alitalia has received offers from three 
foreign airlines including Britain's Easyjet, 
which has also expressed an interest in 
the Italian airline giant.
"Alitalia is still fragile and needs a partner. 
We are given the opportunity to work on 
these offers and to reach a structural solu-
tion that doesn’t cost taxpayers anything 
more, "Calenda told La Repubblica daily.
It is noted that the net profit of Alitalia rose 
by 33.1% to 2.36 billion euros, higher than the 
2.28 billion euros predicted by analysts; these 

results were described by Alitalia's CEO as 
the best in the history of the company.
The formation of a new government will play 
an important role in the sale of the leading 
airline as our neighboring country is being 
beset by political instability after the elec-
tions in March which did not show a "win-
ner". However, the German air carrier, which 
already fully controls Austrian Airlines, SWISS 
and Brussels Airlines, has said it would only be 
interested in a restructured Alitalia.

Upward trend in Aegean's 
passenger traffic

The passenger traffic of Aegean and Olym-
pic Air rose by 12% in the first quarter of 
2018 reaching 2.4 million passengers.
More specifically, the company carried 
1.1 million passengers on the domestic 
network representing a 9% increase, and 
1.3 million passengers on the foreign net-
work, an increase of 16%. The load factor 
improved to 81.2% from 76.8% in the 
respective 2017 period.
Passenger traffic in the main base in Ath-
ens rose by 13% compared to the overall 
8% growth of the airport. By supporting 
and expanding the number of destinations 
in the low season, the company achieved 
18% growth in international traffic and 9% 
growth in passenger traffic on the domestic 
network. Aegean invests consistently in its 
network during the winter months, aim-
ing at the extension of the tourist season 
from other cities besides Athens. Follow-
ing the experience of more than six years 
of winter activity with direct flights from 
Kalamata in cooperation with Costa Nava-
rino, a new significant effort was made in 
Crete and specifically Heraklion. With the 
agreement and cooperation of special-
ized Tour Operators who organized and 
marketed the product, flights to destina-
tions in Germany, Austria, Switzerland, and 
France were made for the first time dur-
ing the November-April period. For a first 
attempt, the load factor was satisfactory, 
with special low fares of course, and Aege-
an intends to engage in similar activities in 
the 2018/19 winter season. 
Dimitris Gerogiannis, CEO of Aegean, 
stated: "The higher utilization of the tour-
ism capacity during the winter months 
is vital not just for our company but for 
the country as well. It requires creativity, 



joint efforts and business risk which often 
come at an initial cost, so as Greece can 
gradually achieve the success of countries 
like Portugal on developing its tourism 
product during the winter months. From 
our part, each and every year we strive 
to improve and go one step further, as we 
know that this is the only way that we can 
continue to see investments in our coun-
try in new quality tourist resorts, infra-
structure projects and of course new and 
efficient aircraft fleet.
However, the necessary policy adjust-
ments should also be in place: VAT in air 
transport has increased to 24%, being 3 
times higher than the average of Southern 
Europe; the newly imposed accommoda-
tion tax on hotels and the total absence 
of low incentivized airport charges during 
the winter season, put at risk all of the 
previously mentioned efforts. The imme-
diate adjustment of these policies and the 
more efficient and on a seasonally adjust-
ed basis implementation is considered of 
high importance."

Trade protective measures a 
threat to freight transport in 
Southeast Asia

Asia-Pacific Airlines recorded an increase 
of 6.5% in freight transport last February.
According to the International Air Trans-
port Association (IATA), it is estimated 
that the Asia-Pacific region accounts for 
37% of global air freight traffic. 
In spite of the increase in air freight traffic 
in the region, the threat of trade protective 
measures is a significant inhibiting factor.
On a global level, demand for air freight 
increased by 6.8% last February compared 
to the same period last year.
Trade protective measures are a danger to 
freight transport in Southeast Asia.

New orders for world’s  
largest airline

Boeing and American Airlines announced 
that the latter will more than double its 787 
Dreamliner fleet with a new order for 47 of 

the super-efficient airplane plus 28 options. 
The 47 787s are valued at more than $12 
billion at list prices and make American 
Airlines the largest 787 customer in the 
Western Hemisphere. American originally 
ordered 42 787 Dreamliners and has been 
using the airplanes' tremendous fuel efficien-
cy and superior passenger amenities to open 
new routes around the world, including Asia 
Pacific and Europe, and boost its network 
efficiency. While American still has more 
airplanes on the way from its initial order, 
the airline is buying the additional Dreamlin-
ers – 22 787-8s and 25 787-9s – to further 
modernize and expand its fleet. Built with 
lightweight composite materials and pow-
ered by advanced engines, the Dreamliner 
family lowers operating costs by more than 
20 percent compared to previous airplanes, 
and nearly 10 percent compared to today's 
competing jets. The 787-8 Dreamliner can 
fly 242 passengers up to 7,355 nautical miles 
(13,620 km) in a typical two-class configura-
tion. The 787-9, a stretch of the 787-8, can 
fly 290 passengers up to 7,635 nautical miles.
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S7 airlines to purchase up to 75 
Sukhoi Superjets

On 26 April 2018, at the Eurasia Airshow, the 
Sukhoi Civil Aircraft Company and S7 signed 
a Letter of Intention declaring the interest 
of both parties to deliver the new modifi-
cation of the SSJ100 – the 75-seats version. 
The parties agreed to conclude a contract 
by the end of Summer 2018. The deal would 
involve 50 SSJ75 with an option for 25 more 
and with the term of the deliveries beginning 
in 2022. The S7 Group is to be the launch 
customer of the new modification.
Following a course of further develop-
ment and expansion of the SSJ100 pro-
duction line, Sukhoi Civil Aircraft Compa-
ny decided in February 2018 to create a 
version with reduced passenger capacity 
for 75 passengers.
According to assessments, the prospec-
tive demand for such aircraft might reach 
200-300 aircraft for the Russian market 
and up to 3000 for the foreign market.
It is planned that the aircraft will be pro-
duced with a maximum of Russian compo-
nents. Together with the size optimization, 
it is planned to reduce the structural weight 
by up to 10-15%, to improve aerodynamics 
by up to 10% and reduce specific fuel con-
sumption up to 5% and increase the part 
of composition materials. The aim is also to 
cut operation and after-sales support costs.

It is planned that the aircraft will be pro-
duced with the maximum of Russian com-
ponents. Besides optimizing its size, it is 
planned to reduce the structural weight up 
to 10-15%, to improve the aerodynamics 
up 10%, to reduce the fuel consumption up 
to 5%, and to increase the parts made of 
composite materials. The aim is to also cut 
operation and after-sales support costs.
 
Which are the most valuable 
airline brands?

Chinese airline brand values are taking off as 
they spread their wings with greater growth 
beyond the domestic market, according 
to the latest report by Brand Finance, the 
world’s leading independent brand valuation 
and strategy consultancy. China Southern 
(up 10% to US$4.1 billion) remains the Chi-
nese brand leader, ahead of China Eastern 
(up 21% to US$3.8 billion), and Air China 
(up 19% to US$3.4 billion). In a reflection 
of the eastward-movement of the global 
airline business, British Airways (down 6% 
to US$3.5 billion) fell down the ranking to 
8th place, behind two of the Chinese brands 
and only narrowly ahead of Air China. Mean-
while, American Airlines remains the world’s 
most valuable airline brand, despite its brand 
value falling by 7% to US$9.1 billion. The oth-
er big, full service, US airlines each endured 
bumpy skies, including second-ranked Del-

ta (down 6% to US$8.7 billion) and third-
ranked United Airlines (down 2% to US$7.0 
billion). The trio of big American airlines 
have each failed to grow their brand values 
as they suffered from a series of larger mac-
ro-economic challenges in a post-consolida-
tion phase. In addition, they have been beset 
by higher fuel costs and a number of flight 
cancellations caused by storms. Meanwhile, 
the rise of social media has allowed unhappy 
customers to share a number of stories that 
have spread virally, but this does not appear 
to be causing significant long-term damage 
to airline brands.

A new International Airport  
for Manila

The National Economic and Development 
Authority (NEDA) Board of Philippines 
approved the proposal for the Bulacan 
International Airport Project/DOTr. The 
Project involves the construction, oper-
ation, and maintenance of the Bulacan 
International Airport on a 2,500-hectare 
area in Bulacan. The project involves air-
port development (i.e. passenger terminal 
building with airside and landside facilities) 
and an 8.4-kilometer airport toll road and 
will be able to accommodate 100 million 
passengers per annum by its opening year. 
This unsolicited proposal has a project cost 
of almost €12 billion.
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Britain's Charles (R), the Prince of Wales and the 
Greek Defense Minister Panos Kammenos (L) 
during a visit to the Greek Navy, 108-year-old 
battleship 'Georgios Averof' on display at Faliro, 
in Athens.

The Union of Greek Shipowners 
delegation with Mrs. E. Chao, US 
Secretary of Transportation. The 
UGS headed by its President, Mr. 
Theodore Veniamis, completed one 
of its most successful regular visits to 
Washington DC.

Docking of the first ship in the new 
floating dock "PIRAEUS III".

Source: Piraeus Port Authority S.A./ Alekos Tsampas

Ms Theano Sileloglou belongs to the human 
resources of Hellenic Seaways since 2010 and 

she is the first woman First Engineer in Greece. 

SNAPSHOTS OF THE MONTH
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Strategically located offices in Cyprus, Greece, Russia, Singapore and the U.A.E. and four ISO certifications including 
ISO 9001:2015, ISO 14001:2015, ISO 37001:2016 and ISO 22301:2012 guarantee the highest standards 
of support, quality and service on both local and global levels.


