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“IN a world of dramatic changes and crises, shipping remains the 
unshakeable constant,” Union of Greek Shipowners’ president Melina 
Travlos told the organisation’s members gathered at this year’s annual 
general meeting in Athens.

While that statement has become more incontrovertible since the 
Covid pandemic, it probably rings truer in Greece than anywhere.

Indeed, shipping has been important to Greece and Greeks have been 
mainstays of world maritime trade for as long as anyone can 
remember.

The AGM took place at the Onassis ‘Stegi’, a shimmering modern arts 
and culture centre on upper Syngrou Avenue, the main thoroughfare 
linking the sea with the heart of the city.

A few weeks later, Travlos was one of the key speakers at the Our 
Ocean Conference 2024, a US initiative begun in 2014 and this year 
co-hosted by the Greek government and the Sustainable Ocean 
Alliance.

“The sea is our identity. We Greeks breathe, live and flourish from the 
sea,” she said.
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“We are proud to be leaders in an industry that 
secures the welfare of humanity by making global 
trade possible,” she told the international gathering.

The event was held at the Stavros Niarchos 
Foundation Cultural Centre (SNFCC), which sprawls 
over a huge, landscaped plot near the bottom of 
Syngrou Avenue.

Among its facilities, the SNFCC houses the National 
Library of Greece, while the Our Ocean Conference 
took place in the auditorium that provides the home 
of the Greek National Opera.

The Onassis and Niarchos cultural palaces are 
among the contemporary jewels in the crown of the 
Greek capital and give tangible expression to how 
thoroughly shipping and the capital derived from 
the industry have blended with the fabric of Greek 
life.

As monuments to perhaps the two most famous 
names among the generation of so-called ‘Golden 
Greeks’ who dominated shipping in the immediate 
boom after the Second World War, they are also 
reminders of how long the nation has been at the 
vanguard of global shipping — however improbable 
that feat may seem, given the size of the country.

“Athens is the Silicon Valley of shipping,” UGS vice-
president Andonis Lemos told Lloyd’s List at the 
recent Delphi Economic Forum.

“We are strong, we have access to capital, we have 
patience — and above all we are here, not in New 
York or London,” he said.

“We are in our country; we compete with each 
other and inspire each other to move forwards. It 
gives you that knowledge base — and that’s a very 
dynamic environment.

“It’s a great source of pride that we have done it with 
no subsidies or governmental help on a very level 
playing field globally,” he says.

“Obviously, we have a benign tax environment, 
but so does the whole world — so the only way to 
compete is on an equal footing.”

According to data cited by the industry, the Greek-
controlled fleet weighs in at more than 5,500 vessels 
and represents 20.2% of world cargo capacity.

The country’s shipowners have long leaned towards 
bigger oceangoing ships. The same data shows them 

controlling 30% of the world crude oil tanker fleet; 
15% of chemical and product tankers; and 25% of 
world dry bulk capacity.

In recent decades, they have diversified activities 
greatly, moving into trades once considered 
“foreign”, such as gas shipping and containers.

The extent of this is evident from figures showing 
Greeks now own 23% of the world fleet of liquefied 
natural gas carriers and 13% of liquefied petroleum 
gas carriers.

Their share of world container shipping — ;which 
has recently seen a trend of liner operators placing 
huge orders for ships of their own — stands at a 
more modest 8.5%.

Yet even there, Greeks have become a more 
prominent factor in the market, recently taking 
over from German owners as having the largest 
boxships-for-charter fleet.

However, it is against a background of European 
shipping that the numbers become almost 
ridiculously impressive.

Greeks are currently estimated to control 61% of the 
EU-owned merchant fleet, including 82% of the EU’s 
LNG carriers, 80% of the bulk carriers and 75% of 
the oil tankers.

In recent years, the UGS has become much more 
engaged with European legislators than used to be 
the case — and this has helped understanding of the 
industry in Brussels, although observers attest that 
there remains hard work to be done.

Not long ago, the country’s owners were cautious 
about placing orders for new vessels when so many 
questions swirled about the kind of ships that will 
be required as the industry steadily transitions to a 
decarbonised future.

Since last year, however, many owners have 
returned to the shipyards, in some cases flush with 
cash from a protracted tanker boom, or merely 
emboldened by an increasingly sparse orderbook 
for Greek’s bread-and-butter tanker and dry bulk 
markets.

There have been prodigious investment 
commitments running into billions of dollars 
by some of the country’s most prominent 
entrepreneurs.
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George Prokopiou has continually extended a 
newbuilding programme across the LNG carrier, 
tanker and dry bulk sectors that now runs to 80 
vessels.

Not far behind, George Economou has ordered 
about 50 vessels across the same sectors for his 
TMS group. He was also among the first owners 
worldwide to order the new very large ammonia 
carriers — four of them contracted from Samsung 
Heavy Industries.

Both Prokopiou and Economou have opted largely 
for conventionally fuelled tonnage and exhaust gas-
cleaning systems, or scrubbers.

Evangelos Marinakis, however, has focused on 
building a fleet geared to his vision of the industry’s 
energy transition. His Capital Gas arm was the first 
company worldwide to order large CO2 carriers, for 
delivery between late 2025 and November 2026.

Marinakis has also ordered very large ammonia 
carriers, midsize LPG carriers and has doubled 
down on LNG carriers and LNG dual-fuelled 
tankers.

Also poised to invest heavily in the energy transition 
is Peter Livanos, another of the country’s leading 
owners of LNG carriers.

His company GasLog — in which BlackRock and the 
Onassis Foundation are also invested — is planning 
to build and operate liquid hydrogen vessels as part 
of an LH2 supply chain.

The project follows Livanos-backed affiliate EcoLog’s 
plans for a huge fleet of CO2 carriers, as well as 
terminals. Although that project was announced 
back in 2022, it is now expected to order the first 
vessels in early 2025.

More conventionally, Greek owners also continue 
reinvesting heavily in shipping through the 
secondhand market.

According to Allied QuantumSea, the research 
division of Athens-based Allied Shipbroking, Greek 
owners easily top the league table for acquiring 
existing tonnage.

Its data shows Greek owners have acquired 271 
ships, including 183 bulkers and 60 tankers, over 
the past 12 months, ahead of the 191 purchased by 
Chinese owners, ranked second.

Heading sales list

This bears witness to a fleet renewal process, as 
Greeks also head the list for sales — 263 of them 
over the same period.

According to Allied, Greek owners have also been 
the leading investors in newbuildings over the past 
year, with 197 orders, of which 97 are tankers.

In the 1950s, when the world’s press first became 
entranced by the exploits of Onassis and Niarchos, 
Time magazine’s writers were so impressed by the 
dominance of Greek shipowners that one article 
giddily ascribed the term “the Greeks” to “the 
independent shipowners of whatever nationality who 
have sailed on the crest of the post-war shipping 
boom”.

Fast-forward to the present day, and Greek shipping 
companies tend to be more international than they 
used to be, which equips them better for a host of 
modern challenges, in the view of Andonis Lemos —
who, together with brother Filippos, runs the Enesel 
Group.

Chief among these is the energy transition, but 
Lemos is confident that Greek owners are on track 
to transform their carbon footprint and meet all 
regulations in the future.

“We have the newest fleet of tankers, the fleet with 
the most scrubbers; we have the biggest take-up 
of dual-fuel engines, the most e-type engines, 
derated engines. We are right in the forefront,” he 
emphasises.

“If we can’t meet the new regulations, I believe that 
no one can.”

Greek owners have been “very flexible, very brave” 
in ordering new vessels, he says.

“We are better placed probably than we have ever 
been,” says Lemos, whose group credits their 
ancestors with starting the family shipping business 
as far back as 1848.

He emphasises “the great variety” of Greek 
shipowners in terms of their size, their different 
methods of financing and their identity as being 
either specialised or diversified across more than 
one sector of shipping.

“Going forward, things are going to be very 
different,” he says.
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However, as the incumbents in the maritime sector, 
Greeks have an inbuilt advantage in an industry that 
is liable to get tougher.

“Among us, there are definitely people who are going 
to survive and lead the future of shipping,” he says.

WHAT TO WATCH 

Seeing is believing as Greek shipyards find 
saviours
STEEPED in Greek maritime history, the 
picturesque Cycladic island of Syros hosts the 
country’s oldest shipbuilding facility, Neorion 
Shipyards.

Rebranded Onex Syros Shipyards, Neorion — and 
the Greek shipyard scene more widely — is today 
painting an increasingly pretty picture of its own 
after several decades of neglect, broken promises 
and being treated as a political football.

“Greece is a shipping nation, and it has been a 
paradox that for so many years, the shipyards 
have been uncompetitive,” says Panos Xenokostas, 
founder and chief executive of Onex Shipyards & 
Technologies Group.

A native of Athens, Xenokostas founded Onex 20 
years ago. The group, which has had a strong base in 
New York since 2013, has been involved in a diverse 
range of technology and business sectors, including 
digitalisation, nanotechnology, defence and security, 
among others.

Asked what he found at Neorion — the country’s 
third-largest yard, when Onex acquired it five 
years ago — Xenokostas describes a “broken and 
abandoned thing”.

“In the beginning, there were very few people who 
believed that I was not crazy. As is typical in Greece, 
many believed that there must be something else 
going on to explain why we were interested.”

However, he says, it was simply a matter of having “a 
real vision to rebuild this industry”.

At the same time, the scale of the challenge and what 
has been achieved is difficult to understate.

“There was nothing there. What we have 
accomplished is basically ‘Mission Impossible’,” 
Xenokostas says.

Of all the many things that needed to be rebuilt 
on the island of Syros — but also at mainland-
based Elefsis Shipyards, Greece’s similarly stricken 
second-largest facility that has also been rescued by 
Onex — the most important was trust.

“That was really what was missing,” he states. “Trust 
between workers and management, but also trust in 
the political world — and even in the local banking 
system.”

Foundational to mending this state of affairs was 
that Onex opted to handle both acquisitions in a way 
that has few precedents in Greek industrial history.

It chose a method of acquisition under the Greek 
bankruptcy code that obligates the buyer to meet the 
unpaid wage bills of previous owners, rather than 
taking over an insolvent business with a clean slate.

Accordingly, it has paid out a total of €54m ($58.3m) 
to cover past unpaid wages.

“People had not been paid for the past three to five 
years — and not fully paid for about 10-15 years,” 
Xenokostas says.

“It was very painful. At the same time, these are 
good people — skilled people — and they wanted to 
change their future. What we have done, we have 
done together.”

In another striking manifestation of the group’s 
determination, Onex began investing in the yards 
before the lengthy acquisition processes were 
completed, because to delay would have risked 
jeopardising the whole project.

Asked where his obvious passion for the shipyards 
comes from, Xenokostas suggests it may partly be 
rooted in his own blue-collar background.

More than once, his father’s employers went out of 
business and the household experienced what it was 
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like to go without a monthly pay packet.

Xenokostas says that Elefsis — the takeover of which 
was finalised in 2022 — had bigger problems than 
Neorion, but is turning around even faster.

“People had the advantage of seeing what had 
happened in Syros, although they still did not 
believe,” he says.

The yard’s three floating docks were ancient and in 
virtual scrap condition, but there has been a €36m 
investment to completely refurbish them and add 
state-of-the-art sensor-based technology.

The panamax dock was reopened last July and the 
yard’s aframax dock followed earlier this year.

Since resuming operations 14 months ago, Onex 
Elefsis has received almost 100 vessels for repairs, 
retrofits and renovation projects.

This year, with Elefsis also firing on almost all 
cylinders, Onex is expecting to repair a total of about 
220 vessels across the two yards, which are now 
being organised as a single yard — one of the largest 
in the Mediterranean — with two facilities.

“This provides a one-stop-shop for our customers 
and additional flexibility,” says Xenokostas.

The yards have made operating profits since 
they were relaunched, not accounting for profits 
reinvested in the businesses.

“If it’s not profitable from the start, it’s bad news,” he 
quips.

Currently, Elefsis is providing about 1,000 jobs, 
while a permanent workforce of 500 in Syros can be 
enlarged to 750, depending on the project.

However, the vision is to expand. Over the next six 
to seven years, Onex plans to invest another €200m, 
doubling the number of workers employed.

At that point, Xenokostas anticipates that the 
group may account for about 1% of Greece’s entire 
economic output because of the high multiplier 
that shipbuilding and repair activities offer to the 
economy.

Historically, the country’s shipowners have, at 
various times, played a key role in the development 
of the shipbuilding and repair industry and 
Xenokostas does not minimise their importance to 
Onex’s success.

“They have fully supported this project from day 
one,” he says.

At the Syros facility, Greek-owned vessels have 
accounted for about 78% of the business, while the 
share at Elefsis is about 81%.

The yards are also competing very successfully for 
non-Greek projects, an example being the $25m 
refurbishment of a ferry for Algeria Ferries currently 
being undertaken at Elefsis.

The local ferry fraternity is also an important source 
of business. Greece’s largest entity in the sector, 
Attica Group, signed a memorandum of co-operation 
last December to carry out environmental upgrades 
on its fleet at Onex’s facilities.

There was also a provision for ordering new vessels 
from the shipyard and Onex is hoping that the first 
contract, to construct a 100 m long ferry for Attica, 
may be formalised by the end of May.

Onex’s customer base of Greek owners active in 
oceangoing shipping trades is also fundamental to 
planning. The acquisition of Elefsis was considered 
important for reasons of location and to achieve 
scale.

However, Xenokostas attributes the move also to the 
encouragement received from local owners.

“They love Greece and they want the industry here 
to succeed,” he says.

“At the same time, they need to get the service they 
want at the price they want — and of course on time. 
That is what we are delivering as Onex.”

Given the global nature of the Greek-owned fleet, 
Xenokostas aims to use the success of the group’s 
Greek operation to expand Onex as a global shipyard 
brand.

“Our customers control a fleet of thousands of ships 
and we would like to be in a position to provide a 
service to our customers around the world. To do 
that, we need to be in at least five places around the 
globe.”

There are already discussions taking place regarding 
three other locations, he says, without being drawn 
on the identity of the yards or which regions 
precisely.

With such a network in place, Onex would be 
looking to service 1,000 to 1,500 vessels yearly, he 
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says.

Commercial shipping sector

Onex’s competitiveness is underlined by the fact 
that in the past five years, the yards have received 
no Greek or European public funding and virtually 
all the business has come from the commercial 
shipping sector.

The sole contract awarded by the Hellenic Navy in 
the past five years saw Neorion repair and upgrade 
two floating docks — a project worth about $14m.

Naval contracts, though, are envisaged as part of the 
mix going forward. Onex already has a joint venture 
with Italian shipbuilding conglomerate Fincantieri 
with the aim of constructing corvettes for the 
Hellenic Navy.

On top of naval vessels and ferries, in the pipeline is 
a project to build two tugs for a Greek owner, while 
various other types of special-purpose vessels and 
offshore assets are also judged to be viable markets 
for Onex.

“Here in Greece, the future of shipbuilding is 
restricted to niche markets,” he says.

For building large merchant vessels, “no-one can 
compete with Asia”.

That being so, it is helpful that shipyards are not 
restricted only to shipping.

“One of the reasons I’m so optimistic is that 
shipyards also have a very critical role to play in the 
green transition, both in the shipping industry and 
in other respects beyond shipping, such as offshore 
wind farms.”

At the same time, Europe’s push to be a leader in 
the new, green economy is a double-edged sword, 
Xenokostas believes.

“My concern is that Europe should understand we 
need to change things to keep our yards competitive 
and that this should be based on our need to save 
the planet.

“This is a global matter — and we are competing in a 
global industry,” he says.

“If environmental rules apply to us in Europe but 
not elsewhere, at the end of the day, it’s bad for the 
environment and bad for us because it’s an extra 

cost.”

He considers it an anomaly that ships are 
globally regulated by the International Maritime 
Organization but there are no global standards 
applied across the shipyard sector.

Citing the International Ship and Port Facility 
Security (ISPS) Code as a precedent for global 
maritime regulation that covers land-based 
components, he says: “We need something similar to 
ensure fair competition between shipyards.”

A second major concern is that “there is a serious 
labour shortage in every aspect of the economy. We 
need to reintroduce young people to what it means 
to work in a European shipyard,” he says.

With current geopolitical changes, he senses that the 
time may be ripe in Europe for a more fundamental 
rethink about the value of heavier industries, 
including shipbuilding and repair.

“It’s good to be smart, it’s good to have all the 
soft power — but without industry, an economy is 
broken. That’s my view. You need to have a white-
collar economy but also a blue-collar economy at the 
same time.”

Looking to the past, both Elefsis and Neorion were, 
for long spells, controlled by leading Greek shipping 
names: Stratis Andreadis and later the Peraticos 
family in the case of Elefsis; and the Rethymnis 
brothers and later the NJ Goulandris group in the 
case of the Syros facility.

The most famous pairing of shipowner and shipyard, 
however, was Stavros Niarchos’s Hellenic Shipyards.

The Greek shipping tycoon established the yard at 
Skaramanga in 1957, not far from Elefsis, on the site 
of a previous navy yard that was destroyed during 
the war.

After being nationalised in 1985, the yard was run 
unsuccessfully by the workers’ union for a number of 
years.

Since 2010, the yard has been subject to a 15-year 
EU ban on non-defence-related activities, resulting 
from an illegal aid case.

In a development inviting comparisons with its 
glory days as a shipbuilder as part of the Niarchos 
empire, the yard was taken over last year by 
George Prokopiou, one of the country’s largest 
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contemporary shipowners.

With Prokopiou as its rescuer, there are hopes that 
Hellenic can mount a revival just as strong as that of 
Onex’s two facilities.

Xenokostas, for one, sees the development as “great 
news”, arguing that the market is large enough to 
accommodate all three facilities and that they can 
complement each other.

“I see only good things happening from this,” he 
maintains.

Prokopiou actually won the tenders for the assets 
of the yard and the related real estate as far back as 
2021. However, he was not able to start running the 
facility until January 2024.

More than 120 people have been hired, mainly 
drawn from the workforce of Hellenic’s previous 
incarnation — and that figure will shortly rise to 
200.

Other former yard employees took pensions, are 
in a government-funded reskilling and upskilling 
programme, or have been provided with new jobs 
in the country’s naval yard or the public transport 
sector.

The first vessels into Hellenic in the Prokopiou era 
were the owner’s own major yachts, Dream and 
Nomad, for their annual drydockings.

During the first four months of this year, the 
yard received a dozen vessels, including a pair 
of Thenamaris aframax tankers for repairs and 
installing scrubbers, one of Prokopiou’s Dynacom-
managed tankers and an MSC containership.

Heading into summer, the facility was fully booked 
for the next three months, with both Greek and 
international clients.

Among the niches at which Hellenic has said it is 
looking are mega-yacht construction and liquefied 
natural gas carrier repairs, including becoming 
certified for overhauling cargo containment systems.

“Today it is a whole different picture,” says Miltiadis 
Varvitsiotis, who has served two past spells as the 
country’s shipping minister and joined the yard’s 
senior management team in February.

“It is a gigantic step for Greece to have two 
functioning major shipyards.”

Hellenic Navy projects that have effectively been 
the yard’s life-support for more than a decade will 
continue to be important for viability and he expects 
projects to be allocated on a fair basis between the 
major Greek yards.

One advantage that the Skaramanga facility has, 
according to Varvitsiotis, is that it’s the only yard 
equipped to repair and maintain submarines for the 
navy. “No other Greek yard can do this,” he says.

Shipbuilding investment

The quest to rebuild Greece’s shipyard industry is 
part of a bigger picture that should be of concern to 
Europe, says Varvitsiotis.

“Investing in the shipbuilding sector should be a no-
brainer,” he says.

“There is no European defence without producing 
our own ships in Europe and the sooner we develop 
our capabilities in this sector, the better.”

He is not referring solely to military vessels. “We 
do not want to find ourselves trapped in a position 
where we are not able to build our own commercial 
ships,” he says.

Speaking with Lloyd’s List, Prokopiou has framed 
his takeover of the yard as a challenge and “a helping 
hand to our country”. However, as an entrepreneur, 
he will be determined to restore Hellenic’s business 
fortunes.

He has not ruled out the Skaramanga yard 
“eventually” returning to commercial shipbuilding, 
although that remained to be seen, according to the 
owner.

“We are doing well but it is a very, very heavy 
burden,” says Varvitsiotis. “The infrastructure is 
huge, and it needs a lot of refurbishing and the 
upgrading of a lot of critical systems. It is not an 
easy task.

“But George Prokopiou is a doer, a great visionary, 
and he works like crazy.”

That sounds like just the job description that 
Greece’s downtrodden shipyard sector might have 
written itself during its many years in the darkness 
as it looked for a saviour to give it a chance of 
redemption.

Now, suddenly, it seems to have found two.
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Containership lessor GSL’s adjusted share 
price just topped Covid-era high
LISTED containership lessors were supposed to 
take a hit this year as the market normalised, 
newbuildings flooded in and vessels leased at high 
rates during the supply chain crisis started rolling 
off charters.

It hasn’t happened yet.

The reckoning has been put on hold, courtesy of 
the Red Sea crisis and a surprise rebound in freight 
demand, keeping share pricing high and profits at 
near-record levels for listed containership lessors 
such as Global Ship Lease.

On Thursday, GSL reported net income of $89.5m 
for 1Q24, up 24% year on year. Earnings per share 
came in at $2.53, topping the consensus forecast for 
$2.27.

Operating income per ownership day jumped 24% 
in the first quarter of this year versus the fourth 
quarter of last year, to the highest level since 3Q22. 
Operating income per operating day in the latest 
quarter was double average levels in full-year 2019, 
pre-pandemic.

‘Complete change in tone’ in charter 
negotiations

“The normalisation of market conditions has 
effectively been put on hold,” said GSL chairman 
George Youroukos on Thursday’s conference call.

The main reason is “liner operators avoiding the 
Red Sea and Suez Canal, thereby tightening effective 
supply”, and secondarily, “an uptick in containerised 
freight demand”, he said.

Underscoring that rising freight demand, the 
Drewry World Container Index surged yet again in 
the week ending Thursday, to $3,511 per feu. The 
WCI rose 11% week on week and is up 29% since the 
week ending May 2.

“Containerised volumes have indeed surprised to the 
upside,” said GSL chief executive Thomas Lister on 
the call. “They’ve surprised everyone, including liner 
operators, not just tonnage providers like us.”

Trade inefficiencies are building as well, a positive 
for charter rates.

According to Youroukos, “We are starting to see 
clear signs of shortages of empty containers. 
Combined with more port congestion, it is starting 
to remind us of the Covid years. It’s not there yet, 
like it was during Covid, but we are starting to see 
both port congestion and box shortages.”

Higher freight demand on top of Red Sea reroutings 
has led to “a complete change in tone” in charter 
negotiations, said Lister.

“Larger ships of about 5,500 teu are beginning to 
attract forward-fixture scope, which is something 
we haven’t seen since late in the second quarter of 
2022. For larger vessels, it is viable to fix forward by 
a number of months — and we’re seeing that.

“For smaller vessels, there’s less appetite to forward 
fix, but we are seeing the duration of charters for 
ships in the 2,500 to 4,500 teu range stretch up to 
potentially a couple of years.”

According to Lister, “The willingness of liner 
operators to lock in tonnage for longer periods 
exhibits a confidence on their side that this strength 
in the market is not just a flash in the pan, and that 
they genuinely need the capacity to accommodate 
the Red Sea diversions, the increase in demand, and 
the inefficiencies from port congestion that we’re 
beginning to see.”

GSL owns a fleet of 68 containerships with 
aggregate capacity of 375,406 teu. It concluded nine 
charters in 1Q24 (including six charter extensions) 
and has 20 charters up for renewals in 2Q24 to 
4Q24, including those with extension options.

Thanks to Red Sea diversions and consumer 
strength in markets like the US, those charters 
are coming up for renewal “in a firming market”, 
said Lister, adding that GSL “is working hard to 
capitalise on the current market conditions to grow 
contract cover on both a prompt and forward basis”.

GSL’s adjusted closing price exceeds Covid-
era high

GSL’s shares rose 6% on Thursday following the 
earnings release, closing at $26.35 per share. In 
mid-day trading, they hit a new 52-week high of 
$26.63.
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Shares have surged 53% from lows in November 
prior to Red Sea diversions and closed Thursday 
within 10% of the Covid-era peak of $29.43 per 
share reached in March 2022.

Accounting for dividends, GSL’s recent share-price 

performance is even more impressive. Thursday’s 
close was actually 5% above than the highest 
dividend-adjusted close during the supply chain 
crisis, in March 2022, highlighting the remarkable 
turnaround in sentiment toward container shipping 
equities since the doom and gloom of 2023.

Nuclear lobby asks IMO for fair hearing on 
safety
SHIPPING’S nuclear lobby is pushing the 
International Maritime Organization for a fair 
hearing in talks on the safety of alternative fuels.

The World Nuclear Transport Institute’s members 
include uranium miners and exporters, power 
companies such as France’s EDF and the US’ 
Westinghouse, but also class societies ABS and 
Lloyd’s Register, as well as French container line 
CMA CGM.

WNTI last week told the Maritime Safety 
Committee: “We should assess the relevant aspects 
of each fuel and technology that can help us reduce 
GHG emissions without prejudice and without 
favour.”

It added: “We should build our work on facts, not on 
misguided perceptions coloured by prejudice.”

WNTI had bridled at language in a report to the 
MSC 108 by a safety correspondence group.

The report said while nuclear power had a very high 
safety standard, “due to the severity and reach of 
possible incidents, which may also have the potential 
to cause long-term damage, it may raise social 
concerns”.

WNTI called this “an unscientific discourse which 
fails to compare the potential negative effects of 
an accident involving a nuclear reactor with other 
energy sources”.

WNTI said the nuclear power industry had over 70 
years of operational experience and development 
guided by the “highest safety standards of any 
energy industry”.

It said 65 large shipping companies controlling 
around 5,000 ships between them had invested in 
new nuclear reactor technology that feature further 
safety enhancements.

The group submitted a paper (MSC108/INF.21) with 
suggested updates to the IMO’s 1981 Code of Safety 
for Nuclear Merchant Ships, to note technology 
developments.

“We assure you that the world’s leading experts in 
the field are ready and willing to assist the IMO 
in creating the appropriate regulatory framework 
to unlock the potential for ships to use the most 
energy-dense, emission-free power source known to 
man while observing the highest standards of safety 
and security,” the WNTI delegate said.

Nuclear power has long been seen as a fringe 
interest in alternative fuels owing to its high 
cost, safety fears and worries about nuclear non-
proliferation.

But the topic has had renewed interest as the limits 
and cost of other zero-carbon fuels become clear. 
Recent decarbonisation outlooks by class societies 
have started to include nuclear and carbon capture 
as having a possible role. 

States in the safety correspondence group agreed 
that nuclear power should be considered a new 
technology, “as shipboard nuclear power is 
advancing in ways that are not addressed in the 
current regulatory frameworks, which only cover 
one specific type of nuclear reactor combined with 
steam turbines”.
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OPINION 

Wall Street may be overvalued. That doesn’t 
mean shipping equities are
JOURNALISTS and economists alike should be 
reticent to venture stock market predictions, as 
James Glassman and Kevin Hassett found out when 
their 1999 book Dow 36,000 subsequently became 
famous for all the wrong reasons.

Publication was followed in short order by the 
dotcom bust, 9/11 and the global financial crisis, 
leaving their overconfident contention that the Dow 
Jones Industrial Average was undervalued by a 
factor of four the butt of many cruel jokes ever since.

The Dow did eventually make 36,000, though. 
Unfortunately, that was in 2021, making the authors 
a mere 22 years out.

There has been gratifying upward momentum since. 
On Thursday, the Dow briefly topped 40,000, its all-
time high, a day after the S&P 500 topped 5,300 for 
the first time ever.

New York-listed shipping companies have gone 
with the flow, and then some. Shucking off their 
reputation as perennial equity Cinderella’s, larger-
cap shipping stocks have outpaced the S&P by 
between two and 10 times, according to analysis 
published in Lloyd’s List last week.

Some segments of shipping had a good pandemic, of 
course. But that was all a couple of years ago now, 
and the current shares’ boom has been across the 
board, from tankers to dry bulk, containers to LPG.

It seems 2024 may prove the best year for shipping 
equities since the mid-2000s, when talk of an 
endless China-led supercycle also provoked a string 
of spectacularly misguided ‘this time it’s different’ 
prognoses.

The questionable playbook of the past, built on 
highly cyclical revenue, heavy capital expenditures 
on newbuildings, equity sales to fund growth, full 
dividend payouts and very high debt levels, is out.

As our article details, in its place has come a more 
agile model, focused on much lower debt, reduced 
break-evens, limited capital expenditures, more 
sustainable dividend payouts and share buybacks 
when stock prices fall below net asset value.

Returns for controlling families and private equity 

firms have been rather tasty, although there have 
been few signs that institutional and retail investors 
have yet come to see shipping as the new rock and 
roll.

It’s almost as if younger shipowners stayed awake 
during lectures at business school.

What happens next?

What happens next could depend to some extent 
on the big picture. There are no obvious reasons to 
reboot the Glassman-Hassett school of onwards and 
upwards limitless optimism, and several to think a 
correction will be along in the coming period.

Measured using the standard technique of price-
earnings ratio, US equities are at what would 
historically be considered high valuations, buoyed 
up in part by big tech stocks.

If the current level does represent an overvaluation, 
historical experience demonstrates that the market 
is at least vulnerable to sudden pullbacks.

Another factor is the outlook for interest rates. The 
surge in the Dow comes despite warnings from the 
Federal Reserve that rates cuts are less likely to 
happen soon than had been anticipated earlier this 
year.

More pertinent for shipping is Biden’s 
announcement of a range of tariffs on Chinese 
imports on Tuesday. China has threatened 
retaliatory measures, and Trump has threatened to 
go further still.

Absent an outbreak of free trade among common 
sense politicians, an old-school trade war with 
ramped-up protectionism is a real prospect.

But on the other hand, shipping shares are not 
highly correlated with the broader market. That’s 
one of the things that cause investors to buy them.

Back in the mid-2000s — arguably the truly golden 
years for shipping stocks — they traded at a huge 
sustained premium to net asset value. Even after 
gains over the past few years, most remain at a 
substantial discount to NAV.
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Let’s put it like this. As far as we know, nobody 
is working on a book with the working title Dow 

144,000 right now. But shipping stocks might just go 
higher still.

The Lloyd’s List Podcast: Why women need 
their own day in the maritime calendar
“You have to be a cold bitch or an easy lay.”

Those words of advice were given nearly 50 years 
ago by the boss of a London-based shipping 
company to a young woman starting out her 
maritime career.

That young woman went on to become one of the 
three founders of Women’s International Shipping 
and Trading Association, known as Wista.

The story was recounted at a Wista event in London 
back in 2019 to celebrate the progress made across 
the industry in diversity and inclusion.

Since then, May 18 has been assigned as the 
International Day for Women in Maritime by the 
International Maritime Organization.

Women represent a large pool of talent that’s been 
overlooked, according to Karine Langlois from the 
IMO.

“Even just with my own observation, being at 
IMO for well over a decade now, the parity in the 
delegations that come to the IMO meetings have far 
more women in them,” she said.

“We used sometimes to see and even for more 
technical meetings, we used to see men-only 
delegations, and now you see sometimes even 
entire delegations represented by women, so that is 
definitely a positive change even for us here at the 
IMO.”

Anna Robinson, a partner at London law firm 
Watson Farley & Williams, said women are well 
represented in maritime law, and diversity differs 
when comparing offshore and onshore roles.

“When you look at the targets, which the 
International Chamber of Shipping advocates, 
they’re very conservative, which I think highlights 
the scale of the problem,” she said.

“In three years, they’re looking at 12%, in 20 years, 
we’re still only looking at 25% (of the workforce).

“I think it’s right that they are realistic targets. And 
I think it’s right to recognise there is no silver bullet. 
This is a long term issue. But the important point 
is that it needs to stay on the agenda for change. 
It can’t just be a fashionable topic, across three or 
five years, we’ve got to keep the conversation going, 
which is why it’s brilliant that we’re having this 
discussion today.”

MARKETS  

China’s Zhoushan Changhong secures order 
for up to six tankers
ZHOUSHAN Changhong International Shipyard has 
signed a contract to build up to six chemical/product 
tankers for Greek shipowner Horizon Tankers.

The order consists of four 50,000 dwt tankers plus 
two options, each for one additional ship of the same 
type, the Chinese shipyard said in a statement. 

The newbuildings will be delivered from the second 
half of 2026 to 2027, the statement said without 
disclosing financial details. 

Broker data estimates the price of a China-built, 

50,000 dwt product tanker at about $45m. 

Zhoushan Changhong has repaired vessels for 
Horizon Tankers in the past.

The Chinese shipbuilder has 10 MR tankers on its 
orderbook, along with two options, as well as 16 LR2 
tankers.

Based in Piraeus, Horizon Tankers has a fleet of four 
suezmaxes and eight MR2 tankers, according to its 
website.
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IN OTHER NEWS

Ukraine Black Sea strikes could 
further disrupt Russia’s refinery 
capacity
UKRANIAN drones caused a fire 
at the Rosneft owned Tuapse 
refinery on Friday only weeks 
after the complex had completed 
repairs following an earlier drone 
strike in January. 

While it is not yet clear how 
extensive the latest damage at 
the 12m tonne annual capacity 
Black Sea complex is, videos 
circulating on social media 
showed a significant fire which 
was later extinguished, according 
to local officials quoted in 
Russian media. 

Red Sea missiles give Iranian box 
line an edge, says Jensen
IRANIAN munitions lobbed at 
commercial vessels in the Red 
Sea are providing a competitive 
advantage to Tehran’s box 
operator HDASCO, whose ships 
are sailing freely through the 
contested waters.

“EU importers and exporters 
are using an Iranian shipping 
company to move cargo through 
the Red Sea — ironically a safe 
passage for Iranian shipping in 
a region where Iranian supplied 
missiles and drones are 
preventing global lines from going 
through,” Vespucci Maritime chief 
executive Lars Jensen said on 
LinkedIn on Friday.

Tata Steel shipping head says cargo 
owners must drive green transition
CARGO owners must drive 
shipping’s green transition 
voluntarily until global regulations 
kick in, according to Tata Steel’s 
director of shipping.

“The push has to come from the 
cargo owner because we don’t 
have a regulatory support for us 
actually to reduce emissions, 
Cem Ugur told the Argus Green 

Marine Fuels conference in 
Amsterdam last week.

“So, what we do today is all 
voluntary because we are 
ambitious and we want to be the 
first movers.”

GoodFuels commercial 
director Johannes Schurmann 
said companies’ concern for 
their Scope 3 (supply chain) 
emissions was driving demand 
for alternative fuels in shipping, 
“because there’s basically no 
legislation out there pushing for 
sustainable fuels”. 

Blue Visby optimiser trial yields 
‘significant’ CO2 savings
TWO bulk carriers have reported 
“significant” CO2 savings in the 
first trial of the Blue Visby arrival 
optimisation software.

Blue Visby, a project run by 
Finnish software firm NAPA Oy 
and London law firm Stephenson 
Harwood, uses an algorithm to 
plan port arrivals based on a 
ship’s performance, weather and 
congestion at destination. It is 
meant to stop the ‘sail fast, then 
wait’ practice.

The prototype was trialled in 
March and April on the 2022-built, 
Panama-flagged, 61,102 dwt bulk 
carrier Begonia (IMO: 9919670)
and 2014-built, Madeira-flagged, 
80,444 dwt Gerdt Oldendorff 
(IMO: 9681950), chartered by 
grain co-operative CBH Group in 
ballast voyages to the Kwinana 
Grain Terminal in Western 
Australia.

Oregon’s governor proposes lifeline 
for ailing Portland box terminal
PORTLAND’S ailing container 
terminal may stay open after 
Oregon’s governor pledged a 
$40m lifeline. 

The state said it would try to 

ringfence up to $35m from the 
governor’s 2025-2027 budget and 
ask the legislative Emergency 
Board for a further $5m in 
September.

Governor Tina Kotek said she 
heard from “scores of producers 
throughout Oregon that relied on 
Terminal 6 to their goods” after 
news that the terminal would shut 
on October 1.

The port kept the container 
terminal alive with profits from 
other operations and land sales 
until running dry in April.

ITF designates Gabon and Eswatini 
flags of convenience
GABON and Eswatini, two of 
the registers extensively used 
by the dark fleet* of tankers 
circumventing sanctions against 
Russian oil, have officially been 
designated flags of convenience 
by the International Transport 
Workers’ Federation.

The worldwide grouping of 
transport unions has been 
running a campaign against open 
registries since 1948, arguing that 
there should be a genuine link 
between the flag a ship flies and 
the nationality or residence of its 
owners, managers and seafarers.

The main practical impact for the 
registries — which join more than 
40 others, ranging from Panama 
and Liberia to Vanuatu and 
Zanzibar — will be the negative 
publicity, which could make it 
harder for them to attract quality 
owners.
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Looking to publish a judicial sale, public notice,  
court orders and recruitment? 

 
Please contact: marketingservices@lloydslistintelligence.com

Classified notices follow
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_______________________________________________________________________ 
 
MARINE AND COASTAL ACCESS ACT 2009 
 
APPLICATION FOR GOSA DEMO-MISSION #1 ROCKET LAUNCH VEHICLE DEPOSIT – 
MLA/2024/00130 
 
Notice is hereby given that Dr Alain Pajonk, German Offshore Spaceport Alliance has 
applied to the Marine Management Organisation under the Marine and Coastal Access Act 
2009, Part 4, for a marine licence to undertake the deposit of 4 Launch Vehicles associated 
with the GOSA Demo Mission #1 whereby 4 unguided suborbital sounding rockets will be 
launched from an offshore barge set at the North-Western edge of the German EEZ, 1 of 
which will be permanently deposited and 3 of which will be temporarily deposited in the 
North Sea. 
 
Copies of the application and associated information may be viewed online in the Public 
Register at www.gov.uk/check-marine-licence-register. 
 
Representations in respect of the application should ordinarily be made by: 
- Visiting the MMO public register at 
https://marinelicensing.marinemanagement.org.uk/mmofox5/fox/live/MMO_PUBLIC_REGIS
TER/search?area=3 and accessing the ‘Public Representation’ section of case reference 
MLA/2024/00130; 
 
However, we will also accept representations via the following formats: 
- By email to marine.consents@marinemanagement.org.uk; or alternatively 
- By letter addressed to Marine Management Organisation, Lancaster House, Hampshire 
Court, Newcastle upon Tyne, NE4 7YH 
 
In all cases, correspondence must: 
- Be received within 28 days of the date of the first notice (20th May 2024); 
- Quote the case reference; and 
- include an address to which correspondence relating to the representation or objection 
may be sent. 
 
The Marine Management Organisation will pass to the applicant a copy of any objection or 
representation we receive. 
_______________________________________________________________________ 
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