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and a Greek entity that was the China Development Bank to Cardiff
Group, when after such signing that happened in front of the two
premiers, in the first speech of Wen Jia Bao, he announced the formation of a special Greek-Chinese shipping development fund,
in which Beijing intends to initially invest 5 billion. What is “invest?” It is pushing the banks to finance Greek ship owners at better terms and conditions, or in any case to finance.
And this is not all. Due to the relationship between the Greek
and the Chinese, which is the topic of our discussion here, we do
have as well the announcement that happened one week later, of
another fund that helps another European country, the German
shipping, with 5 billion euros, not dollars.
And we reach 2012, when it is the first time when we have a
syndicated loan facility among only Chinese banks. That is to say,
we do have China Development Bank with Bank of China financing DryShips. I forgot to tell you that I am the only Greek advisor accepted by the Minister of Finance of China in the shipping business and I am working with China Development Bank. This is why
I appear in a lot of pictures.
So, this one is a pie that actually has the total number of ships
that are currently being built in China, they are 2,736 vessels and
out of them 11% have been ordered and are being built for the
Greeks. Usually, us Greeks, we are responsible for 10% of the or-
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der book, in terms of number of ships, or the 25% in terms of value of new orders.
And here we have the list of the biggest Greek shipowners’
order book in China. Some of them are here with us and you are
very lucky that you have them next to you.
And here there are some indicative shipping finances. The
first part is Exim that is always working with an international bank
that is financing and they know very well the Greek ship owners. And in the second part is the China Development Bank that
is working directly with the Greek ship owners through me,
through XRTC.
So this is expanding, we have many other banks that are
interested to participate, but of course there - it is a pity that this
cannot be read, but it is a balance, you don’t need to read anything, it is a balance. From the one side we have the global financing and from the other side we have the Chinese financing.
If you read, for instance, the global financiers what they
are providing, the existing financiers of the Greek shipowners
or the international ship owners, at this very moment, they are
currently doing heavy restructurings of their loan, they have a
lack of liquidity and at the same time they have shrinking strategies and withdrawals. There are a lot of banks that are moving
out of the market.
What is happening from the other side of the Earth? We
have strong governmental support, we have strong liquidity, we
don’t have significant exposure from the high cycle of the market of the last decade, and at the same time we have strong appetite for penetration in international business.
This shows why the shipping finances rises from the east.
And if you want the scoring or a scoring of the shipping lenders,
if you count from the one side the western banks, the traditional
lenders of the ship owners and the Chinese lenders of the ship
owners. This scoring was made for me last December. There are
some changes since then, but more or less this is the situation.
And what we are scoring is the capacity and the capability of China to replace the western banks. Definitely they do
not have the capacity in terms of ability, in terms of to replace
it now, immediately. But the issue is that if you understand that
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they started just five years or ten years ago, focusing in shipping
financing, the gap is really narrowing.
The handicaps of the Chinese banks are of course the experience, the response timing, the request handling, the coordination
if you want, the documentation stage. The thing about the Chinese
banks necessitates the use of Chinese language. Therefore, when
we have to negotiate and to discuss for a new shipping loan, all
the shipping documents have to be translated in Chinese, as it used
to be in the 80s in the Greek banks. And this is why we don’t have
to laugh for this, because this is how we used to be, all of us. Even
the French banks wanted to have them in French.
Sometimes, in the early 90s, the French forced the credit application to be written in French. It took them time to understand that
English, as correctly mentioned his Excellency, is the shipping language.
So, in fact, what I have here and I am finishing, is that we have
however some strong points of the Chinese lenders, which is the
appetite for business and the funding capacity. And as opposed
to what the big and very large ship owners are thinking is that from
during the last four years, the difference of cost of funding has been
really narrow.
When the European banks used to finance with 1.5% and 2%,
the Chinese banks they could not finance below 3%. Whereas now,
the Chinese banks finance between 3.5% to 4% margins, whereas the western banks are financing between 3% and 4%; and of
course we are talking about an average very big loan for a big
ship owner.
So this is what I wanted to tell you and I have to thank again
the organisers for the invitation. Thank you very much.
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would like to thank the organisers for providing the opportunity to address the audience. I will have a different
approach; I would like to speak on implementation of regulations and competence of people.
Now, I would like of course to contribute towards Conference goals. I would like to ask you if you could predict what the
market will be in 2020. So I will start with a story.
If we go back, if we take a time machine and go back to
the early 2000, let’s say try to guess what the market will be in
2010, I trust we all in this room would have guessed wrong.
And 20 years in this market no one would have guessed back
in 2000 the boom in the Greek new building market. No one.
No one could predict that by 2010 piracy would be a menace at sea. No one. No one could predict the impact of the
three key accidents that happened. I am talking about Erika
that happened late 1999; no one would have predicted the
impact of Erika.
We are talking about Rightship, we are talking about Equasis, we are talking about TMSA; we are talking about the elimination of approval from the major site and talking about nonpaper. No one would have predicted the impact of Prestige
and of course no one would have predicted that the company
who was operating 19 vessels back in 2004 would have shut
down operations due to Bow Mariner. Virtually, this company
does not exist in these days.
Certainly, Livanos’ interests still exist, but we are talking
about a company that was operating 19 vessels back in 2004.
With one single accident that was Bow Mariner, the company was out of the market by the closing of 2005. I think that the
release date of the Bow Mariner report was the 3rd of January 2006. Virtually there was no company at that time.
Now, let’s say shipping is a game. Now, everybody has
to play according to the rules of the game. These are the rules.
Everyone who has and owns a vessel in these days is facing
several problems. It could be financial, it could be technical, it
could be operational, it could be safety problems.
Are these problems visible to third parties? If they are, you
have to properly handle, you have to properly document. Otherwise, you will have a game over. Game over could be some-
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thing extremely easy, let’s say a fine from the Coastal Control for
2,000 euros. If you have to spare 2,000 euros, please give it to
me. No one is sparing 2,000 euros, no one would like to hear
about fines.
It may be for example a CTL, a constructive total loss, and the
company losing for example the money from the insurance. It could
be a company shutting down operations. Today, the Troodos company does not exist, for one single accident.
We have similar circumstances. If you think back to early 2000
and remember similar accidents, we have seen situations where companies are shutting down operations. I think you have heard about
the fleet management. I would not like to go into details on several accidents. You have to play with the rules of the game, otherwise you will be out of the market.
The third issue, you have to learn. So you have to learn from the
past. Are we learning from the past? It is not so easy, let’s say, to answer this one. If we consider, for example, the latest financial crisis
in Greece, it has all the characteristics of a Greek disaster, of a Greek
tragedy. Have we learned from the past? Do we know as a country
what led us to this situation? I am not sure. I am not sure that many of
us have a clear opinion of what happened and why we are here.
So we have to learn out of every incident. So every company
has to operate in line with company’s SMS, that is papers, and in
line with the company’s culture, that is safety culture or health safety and environmental accidents.
Every company that would like to stay in the market has to invest on the right people, on the right ships and on the right systems.
George was providing a presentation earlier on about financing of newbuildings. Greeks these days have a top-notch fleet.
They invest heavily in newbuildings and they have an excellent
fleet. They have invested in the right systems and we have to see
what is going on with the right people. So these are the three components required. You have to have the right people, the right ships
and the right systems.
So in these days, these are the four pillars of the maritime compliance; that is SOLAS about safety, MARCOL regarding pollution and environmental protection, STCW regarding the human
element and MLC that will be in force by late 2020. This is about
human element. This is about how we handle the crew.
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If we go back in 2000, no one would have guessed what the
market would be in 2010; because we wouldn’t have guessed
for a number of reasons key developments in the industry. Now,
in the early 2010, we know that by 2020 there are two key
drivers that will change the market for sure.
The first driver would be environmental compliance. Mister Reisopoulos gave a presentation on EEDI, energy efficiency, etc. For many inside the shipping industry energy efficiency will be something like nuclear put in the market. It will change
the market for sure. It will wipe out all those who cannot invest
in new technologies, most probably.
And all this buzz about the EEDI, etc, many insiders and
experts believe that EEDI is bullshit, to put it in plain English.
Why? Because it doesn’t make sense. You can’t have a marketbased measure and work extremely fine with new buildings
and existing vessels as well.
So there is a lot of turmoil in the market. We have a number of environmental legislations that will come into force by 2020.
It could be regulations about CO2, it could be SOX and NOX
for sure, it could also be new regulations, regarding for example grey water. There is no international regulation regarding
grey water at the moment.
I trust and many people agree that most probably by 2020
we will have a new annex in MARPOL, trying to regulate grey
water; international regulation to legislate grey water. There is
no international - remember, international, not local - legislation on grey water.
And this is the problem with the environmental compliance.
The vessel emits and if the vessel emits, I am more strained to regulate with a number of issues. We have several annexes in
MARPOL; it could be atmospheric pollutions, SOX, NOX, VOX,
CO2, it could be marine pollution, it could be destruction of
ecosystems, global warming, etc.
We have a lot of legislation from IMO, mainly. We also
have the Americans, as well, but mainly through the IMO, regarding environmental legislation.
Now, this is the one driver I said. The primary driver. We
also have the second driver that could change the market for sure.
It would be the human element.
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After every major accident, we have a focus on the human element. You have heard that 80% of errors are attributed to humans. So it could be 70%, it could be 90%, more or less the majority of the percentage goes to humans.
Now, there are two key issues of legislation entering into force.
We have new STCW. This is the outline of STCW 2010 actions
due. The new STCW entered into force on the 1st of January of
2012. We have actions due for all operators now, and we have actions due by 2030 that STCW 2010 will apply to new entrance
and we have the closing of the phase … by 2017, for certain situations.
Of course, we have to bear in mind that the new revision of the
STCW, the new STCW will be the 2020 STCW, already started
the revision process. So more or less by 2018-2020, we will have
a new piece of legislation entering into force by 2022 and so on.
And of course, we have MLC. This is the second part on the human element. So far, we have 26 ratifications. If we reach the magic number of 30 ratifications, MLC will enter into force most probably by Q4 of 2013. Most probably. Nobody knows the exact
date, but most probably by late 2013 the new legislation will enter into force. MLC requires a lot of issues to be tackled, etc.
So I would like to briefly say where we stand at the moment.
We have to guess where the market goes in the future. We have to
learn from the past. So I would like to propose a recipe. So, ingredient number one: you have to learn from the past.
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Now, ingredient number two: We are talking about competent crews. Now, if you learn from the past and you google
- especially youths like to google, so google now is a word you google the word competence; you will find out that competence consists of three things. That is, knowledge, skills, attitude. These are the three components of competence.
So knowledge is mainly education. Mainly. We have to invest on the education of the younger generation. Then, we have
to invest on the skills. Skills meaning experience. George made
a reference at his introductory note, saying you have to pay
attention. So you have to invest in the experience especially of
the younger generation. And then we have to, of course, fix
the attitude part.
So more or less we have to learn from the past, we have to
invest in the youth and the third ingredient, I would say, you
have to critically evaluate what you hear. You have to stay informed or stay alert. You name it. You have to think out of the
box, you name it.
We have a website that is http://www.safetyforsea.com this is a pro bono initiative, it is free, you can log in, you can stay
informed, we post more than 30-40 posts per day, we post
videos, we post anything that would be of interest in any safety, quality or environmental issue. It is free, you can log in, it is
extremely useful to all those who would like to stay in touch.
So, before I close my presentation, I would like to be brief
and concise, because we are out of schedule here. Before I
close my presentation, I would say that if you think what the
market will be in 2020, there are a number of parameters that
could change the market. Legislation is certainly one of these
items. Financing and the financial situation would certainly be
another parameter that could change the market for sure.
Of course, we don’t know what the Greek shipping management market will be in 2020. There are a number of problems associated, internal problems, with the market, especially with the lack of competent people, on-board vessels and of
course at the offices.
No one is talking about the offices. I can tell, I know hundreds
of companies, there is a lot of lack of competence in a number
of shipping offices, if you compare the same offices with what
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the competence would be in 2000 or in the early 1990s, when I
entered the market.
There is a huge competence gap over there and I am not sure
that we can manage to make it by 2020 or 2030, to put it in this way,
to have an equally competent Greek ship management market. I
am talking from the insider’s view on the issue.
So, I would like to close my presentation, by giving you another food for thought. If you go back, these days, some members of
the Greek community, back in the early 1982, 30 years ago Thanassis Martinos was among these founding members of HELMEPA
- gathered here in Piraeus to found HELMEPA. We know for sure
that HELMEPA 30 years after is certainly a successful initiative, let’s
say, it has assisted many things inside the market. It acted catalytically for all these environmental legislation, pollution prevention
issues.
I would like to see the younger generation - I see young generation here; I see Vassilis Bakolitsas, I see Harris Vafias, I see a
young generation here and I would like to see similar initiatives
from the younger generation.
We have to see for the future and the future is not 2030, the
future is 2020, 2030, 2040. This is the future. Maybe 2050. Some
of us in this room in 2050, maybe some lucky guys in 2060 will be
still in the market. This is the future.
So I trust I gave you an outline of where we stand at the moment, regarding competence. And thank you very much for your
attention.
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have been asked to deliver a short presentation, I will keep
it short, about what is the state of ship financing today. The
answer is very bad and that might conclude my presentation for today.
I have been asked to spend the next ten minutes of your
time to analyse the reasons and where we stand today. I would
like you please to take a look at this very complex graph, this
triangle. Banks like every business traditionally have concentrated their efforts in profitability. So, as you can see in the triangle, priority number one had been profitability, capital came
second and liquidity came third. With the exception of the
banking crisis of 2009 that was pretty much the picture of the
total post-war banking history.
However, today, things have changed and our triangle like
the world has turned upside down. Profitability, the reason for
existence for every enterprise, has taken a backseat. What is
more important today is the urgently needed preservation of the
means by which profitability is achieved. So, priority number
one, these days, ladies and gentlemen, is liquidity, closely followed by capital.
Profitability is still important, of course, but it is just that
when liquidity is absent and today liquidity is absent; then a
business, whatever its business may be, will end up bankrupt
very soon, in which case profitability is irrelevant.
So where do ship financing banks stand today? First, we
need to bear in mind that the vast majority of ship lenders today is big European institutions; European banks that have a
great difficulty raising US dollars. And raising US dollars is a
necessity for financing ships. So we start with an acute liquidity problem.
Second, European banks have found themselves in the middle of a sovereign debt crisis in Europe. European sovereign bonds
represent a big investment for European banks and as though
state bonds trade at significant discounts, they produce big
losses in the balance sheets of investing banks.
Our most notable example is, of course, the Greek banks,
which have depleted their capital base, as the consequence in
their investment in our country’s debt.
It is important to note here and distinguish versus the for-
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eign banks that the big Greek banks had been particularly prudent in their exposure to the real economy. They were careful and
conservative towards their corporate and retail risks. Something
that many foreign banks failed to do and had to be saved by their
states.
In Greece the opposite happened. The Greek banks financed
heavily their state and had to sacrifice their capital to reduce the sovereign burden for the country from PSI. Still, however, all European banks suffered big losses as result to their exposure in sovereign debt and this of course is creating a big problem in their overall activities, including ship finance.
And last, as if all this was not enough, we have the new capital adequacy rules under BASEL 3, under which banks need to increase the tier ratios and strengthen their capital base. And these
new rules are even more strict for SIFI banks. SIFI banks are called
the systemically important financial institutions, and as I am sure
you know, most of the big European ship financing banks are SIFI
banks, are systemically important financial institutions.
So the lack of US dollar liquidity and scarcity of capital are the
two main factors due to which even traditional lenders have seized
providing new finance. To the contrary, banks are forced to concentrate their reduced capital resources to their super-core activities, which unfortunately for us do not include shipping.
The European Central Bank is indeed pumping liquidity to European banks, but those banks have to use this liquidity to refinance their own sovereign state bonds and the small and medium
enterprises of their own country, because simply this is their core
business.
International activities, like aircraft finance, project finance in
infrastructure, shipping and others are under a big deleveraging
process. Hence, there are extremely few banks, if any, that are active in ship finance today. The vast majority of ship lenders have made
inactive, but are standing by to reactivate themselves when liquidity and capital resources become restored.
And I say the vast majority, because there are today several
shipping banks that have openly stated that they wish to abandon
completely their presence to the industry.
It is interesting to note is that this time round, the lack of ship financing activity is not due to the shipping recession. I am show-
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ing here the usual boom-bust cycle of ship financing; but this is
the story we had in the past.
Today, things are different. The lack of ship finance is due
to the problems of financing industry and the demise of sovereign debt. I am positive that traditional ship lenders would definitely be active today, despite the difficult shipping market in
almost all sectors, if the liquidity and capital problems were
not present today.
So can we at least say that the lack of ship finance will support the industry, by reducing the supply, since there will be no
finance for new orders? Can we say, “Ουδέν κακό αµιγές
καλού” ? I am afraid not and the answer was given by my
friend, CCB Xiradakis, Chinese Captain Banker Xiradakis.
The reason is that although financing for second-hand ships
will not be available because traditional shipping banks are
not active, financing for new buildings will be found from alternative sources.
I would like to remind everyone, as we all know, that shipbuilding is a strategic industry for the three free far-eastern nations. There is a huge number of people employed in shipyards
in China, Korea and Japan. It is in the strong interest of those
countries to take all steps necessary to keep their shipyards
busy. And this includes, of course, financing.
For the time, shipyards are still filled with new orders contracted until mid-2011. But as we go along, new orders are
not coming in, while several contracts are getting cancelled,
shipyards will starve for business. The prices for new orders
already are dropping.
The payment terms are improving, with less money needed up front. And export credit agencies, ECAs, will have to fill
the funding gap to finance new orders that will keep at least
the most important yards alive and active. ECAs I am talking about
Korean Export-Import, China Export-Import, China Development Bank, many big institutions.
These will gradually emerge to attract owners to place new
owners for the fashionable today eco-friendly ships, with a
high energy efficiency design index. In Japan we have already
seen a consortium of Japanese state financiers placing big orders to Japanese yards, for the purpose of delivering those
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ships in the future to private international owners that will bareboat the ships and eventually buy them via tailed structured purchase
options.
So, to conclude, although ship financing will be by and large
absent in the near to medium term, state financing only for new
buildings, not for second-hand ships that may upset further the yet
fragile balance of ships will likely emerge, and this may increase
further the open supply of new tonnage in an already unbalanced
shipping market.
So from our side, the outlook appears challenging for international shipping and even more so for Greek shipping; because the
Greek shipping community cannot count on any support other
than its own strength and resources.
So, allow me to conclude, by expressing my strong belief that
Greek shipping will again prove capable to face up to those challenges. I would like to refer to a short discussion I once had with a
friend of mine and member of the industry. For those who have
heard this story again, please bear with me. Bankers are famous
for complete lack of imagination.
I am talking about the CEO First Ship Lease; it is a company
listed in Singapore, Philip is a friend of mine and in the 1990s, he
was a shipbroker in Piraeus and was dealing with Greek shipping
companies. At that time, he could not understand why Greek companies, Greek shipping companies, did not have corporate structures or proper financials. As many of you probably recall, most
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shipping companies then were producing a white paper called
“Income and expenditures report,” showing some figures handwritten by pencil.
But when the opportunity for the capital markets opened
up, first with the bonds in the late 90s and more recently with
IPOs, NASDAQ, New York Stock Exchange and elsewhere,
a big number of shipping companies decided to change almost overnight.
Almost all companies hired the big firms to produce for
them audited statements. Many adopted corporate structures
and culture. Several became listed. One out of five companies
has examined going public, one out of six has been talking
with private equity firms and so on.
Not to mention, as Mr Belokas said, from being traditional operators of over-aged tonnage, Greek companies became
the biggest clients of far eastern shipyards, ordering today and
over the past decade numerous bulkers, tankers, container
ships and even offshore vessels. Liquefied petroleum gas carriers, LNGs, whatever.
Today, the average age of the Greek fleet is almost 10.5 years,
which is 2.5 years less than the others of the total fleet and this
is remarkable, if you compare where Greek shipping was ten
years ago.
So when we recently discussed with Philip the evolution of
Greek shipping over the last years, he said something that
everyone knows very well in Greek shipping. He said, “I am
so much surprised by the mental flexibility of this unique business community, Greek ship owners. They can transform themselves productively almost overnight, in order to grab an opportunity or face effectively a challenge,” and I couldn’t agree
more.
Darwin called this in his own words “survival of the fittest.”
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would like firstly to thank Ms Alexandra Vovolini for inviting me to participate in this conference. My address will be
very brief. It’s just one idea I wanted to put forward, which
may be a bit controversial.
Presently we all know that one-half of the European Union
flag shipping is controlled by Greek owners. This includes the
Greek, Maltese and Cyprus flags. Other countries with important fleets are Germany, the United Kingdom, Italy and Holland.
Within the European shipping, we have the major containership companies. Except the Greeks with the tankers and the
dry bulks, we have the major container companies like Maersk, MSC, the Italians, and Hapag-Lloyd.
The recent trend in Europe has been for flag administrations to adopt the tonnage tax regime, for example the UK,
Germany and Holland, among others. This is the one I know.
This is similar to what is the regime in Greece, Malta and Cyprus.
This policy has helped in supporting the growth of the European Union commercial fleet, which today is probably the
biggest commercial fleet in the world.
We can examine this in contrast to other big maritime countries like the US. The US used to be a very good maritime nation 50 years ago. Now the US flag has dwindled due to the wrong
tax policies, in spite of the USA owners being subsidised.
The result of the US no longer having the strategic advantage of its own commercial fleet is that most of its crude oil imports and grain and coal exports, which are the main bulk exports, are carried by Greek-owned tonnage.
As I said, Europe has today the largest commercial fleet in
the world, and this is one of the few areas where the European
Union has a competitive advantage. I would say maybe it is
the only area where Europe has a competitive advantage.
And I think that this is the idea, that it is feasible and possible that, with the initiative of the major European maritime nations, a European flag can be established, on the basis of a legal regime similar to Greece, the UK and Germany. This is the
tonnage flag regime.
Of course this would not be exclusive of the Greek and other national flags. The owners will have an option either to fly the
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European flag or to fly the existing national flags. This will not result in any loss to Greece, because it could be that the owner will
have the option to register his ship under the European flag, in a
home port, for Greeks in Piraeus, for Germans in Hamburg, for
English in London. And they would have to pay the tonnage tax to
the country where the ship is registered.
Of course with a big European flag fleet all the Greek seamen
will be able to be absorbed and work in this fleet. And there will be
other obvious advantages like increased infrastructure and so on.
This is an idea. I think it may happen eventually, maybe in 5, 10,
20 years. Thank you.
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he earlier panel talked about the three or four large issues that all shipowners face and international shipping faces, namely China, lack of finance, human element, risk factors, piracy etc., and of course the transformation into eco- or green shipping, eco-friendly, whatever you
want to call it. These of course are issues that Greek shipping
faces.
Apart from these, though, the future of Greek shipping has
a number of other problems ahead of it. We have the pragmatic scenario of danger in the change of the structures under
which we operate here in Greece. There is a specific legal and
tax regime that has been established in Greece for over 40
years and has worked successfully, and it is constitutionally
protected. And there has been discussion about either abolishing it or changing it. Greek shipping has taken a position
on this, and it is an issue that we have to face.
We have the real danger of the Greek financial and sovereign debt crisis that is leading to a constant bleeding of human
resources from Greece to other places in Europe, or even much
further away: Australia, the States, South Africa and what have
you, the Middle East, Singapore.
That is another problem, and Mr Belokas mentioned this
earlier today. We will be faced with the reality in five or ten or
fifteen years from now that we will not find suitable personnel
for our onshore operations. Traditionally Greek offices have
had a vast resource of human personnel coming from the shipboard operations, deck officers and engine officers who later
on came onto shore and with various ways moved ahead and
progressed in their education with professional qualifications
and what have you, and assisted us in manning our offices.
This is a real problem. There is a constant disregard for the
nautical education in Greece. There has been a position that private nautical education should be allowed, as it seems state-owned
nautical education is not doing that well.
Recently I had the opportunity to talk to a graduating cadet
deck officer from the Academy in Aspropyrgos, and I asked
him: “How many of your class intend to go to sea?” And he
said “fifteen per cent.” This shows you how poor the future may
seem, so this is another problem that we are facing in Greece.
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Of course the third problem is that we are entrenched in the
realities of Greece. We may be outward looking, or, as the buzzword in Greece is, we may have εξωστρέφεια. We may be outward looking. We are a global business. We are the first real global business. And we choose to run this business from Greece.
However, with the realities of Greek life these days, there is a
danger that we will choose not to run it from Greece. This is not
something that we wish to do, neither is it something that we plan
to do. But it is something that is a real danger.
I read across from me on this very nice picture of Piraeus: «Για
µια βιώσιµη, ασφαλή, ποιοτική Ελληνική ναυτιλία». ( For a sustainable, safe and quality Greek Shipping) That is exactly what
Greek shipping has been offering: βιώσιµη, (sustainable) ασφαλή (safe), ποιοτική (quality). However, we are many times victims
of the realities around us, and may be put in a position where we
will not be able to offer that.
So as far as I am concerned, I think that the future of Greek
shipping can be rather full of light and excellence, but we all have
to realise its importance, and I think we all have to maybe cater to
it a bit more than we usually do. Thank you.
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would like to say a few words as regards what my previous colleagues discussed. I’ll start with what Thanassis
Martinos commented on, which is obviously a very commendable idea, and it’s a long-term project and hopefully it
will be done. It seems we Greeks have been able to cooperate
at the international level, whether through organisations or via
state and governmental agencies.
My question would be to what extent we Greeks can work
together. Historically unfortunately this has not been the case,
and the real issue today, considering the problems that the Hellenic Republic is facing, considering the problems that the Greek
shipping community is facing, considering the problems that the
international financial community is facing, the real question
is to what extent the Greeks can get together and help each
other overcome the troubles that we are facing today.
This is a very big issue. We can discuss about this for hours,
and the real issue is really are there any fora, are there any
ideas, are there any proposals that can get three, five, ten Greek
shipowners around the same table and get to an agreement,
reach an agreement regarding whether this is going to be a financing, whether it’s going to be a shipbuilding project, etc.,
etc.
So my concern is: Through times of trouble, Greeks should
get together and overcome these troubles.
My second point I want to make is regarding seafarers.
George rightly touched upon that. We see in such difficult times,
where Greek seafarers and Greek shore-based personnel are
being remunerated with well above average Greek salaries, and
still there is no interest in this profession. I really have to question, and I know that the UGS took an initiative years ago. It
was advertising heavily, on TV and in the media. But I really
have to question the extent to which this government, this country really wants to help the new generation of Greeks get into
shipping, whether it is going to be by way of them becoming
seafarers or becoming shore-based personnel.
George Xiradakis before touched upon that, and very correctly so. It is an issue, and we need to assist in whatever way
possible towards achieving a better understanding of what
shipping is about and how attractive this business is, by way of
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its tax-efficient system, by way of the high salaries, by way of the
potential of a young fellow becoming a captain by the age of 36
and then possibly joining an office by the time he is 40.
So there are opportunities. Greek shipping has been around;
it will be around for many, many years to come. But we need to
possibly change the way things are happening in this country. We
really need to help ourselves. We need to help our colleagues, we
need to help the people around us, if we are to help ourselves.
Thanks a lot.
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he first point I wish to make is that Greek shipowners
are faced with 10 different problems; that may be the
luck of finance as already mentioned, or the steep fall
in the freight routes (especially for bulk-carriers and tankers),
or the labour gap with the current lack in suitable seafarers, or
the worrying development in Greece or with things as they
stand in Europe, or again the relations with shippers (who may
be Chinese and who do not pay their contracts). The fact is that
shipping is facing a difficult situation.
I have to say, of course, that Greek shipowners have faced
such problems in the past and they managed to overcome them;
this is why I believe we will be able to face all of these issues
and arrive at effective solutions at the end of the day.
To me, the most important of all challenges - and in this
room more than 50 per cent of the audience is made of young
people - is the challenge of unemployment. Unemployment is
close to 60 per cent and such a figure is huge as my friend
Bakolitsas has just said. I cannot possibly understand why
young people are not coming to shipping.
Just think that jobs in the shipping sector are the only to pay
such salaries; shipping is the only sector to show profits; so it’s
quite shocking not to see youngsters dynamically entering the
shipping sector.
I must say that, being young myself, I always hire young
people. In my company, more than 70 per cent of managers are
younger than 35 – and such managers earn from 6 to 12 thousand euros per month. It is sad to see kids finishing University,
get Masters and PhDs and then go and work in jobs where they
work at just 1 per cent of their potential.
For kids who believe in what they are doing and who like
their job, the future is bright –either on board of ships or at
shipping offices: engineer, broker, operations people. The 50
largest Greek shipping companies are hiring people today,
since they have ordered and are receiving many ships.
It is with the help of such young people that we survive today’s difficult economic environment and we will finally win
the contest with the Chinese – who often resort to more tricky
ways of operating that we have used in times past.
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P. PANGALOS: Thank you all for your very interesting statements –
provoked a lot of thoughts. I am going to open up the discussion to
you, the audience.
I’d like to ask all our panellists their thoughts on one of the issues that
has been debated for some time. It is whether Greece should have a
standalone merchant marine ministry, something that we don’t have
at the moment, and how important that is to them doing business.
And another question I’d like to throw at them is: Bearing in mind the
current political situation and that things have changed in Greece,
and there may be a government which is, shall I say, more hostile
towards shipowners, if this is the case what will they do? Will they
leave Greece? Will they move their offices? What will this mean for Greek
shipping?
T. MARTINOS: To the first question, I must say that the Merchant Marine
Ministry used to operate in a quite satisfactory (and quite economical,
indeed) way: we had the Coast Guard Corps who knew their job and
who had received further training in financial matters and in shipping
administration. I think that creating new services or introducing changes
is superfluous, also from a cost-effectiveness point of view. Since we had
the people who did the work in a satisfactory way according to the
users of the Merchant Marine Ministry services, that is according to
shipping companies, why change?
As to the point about the future, since we have an election coming,
I am of the opinion that whatever government comes out of the ballot
box they will not change the regime under which our Merchant Marine
operates. The Greek Merchant Marine – this is known to everybody –
benefits from constitutional protection; moreover, it is to the interest of
the country that common sense prevail, so the regime for shipping will
not change, as it hasn’t changed in the past. I am not anxious about this
issue.
Also, Greece is in Europe and whatever government is formed they
will move within a European frame and they’ll try to serve the interests
of the country. So I don’t feel uneasy.
P. PANGALOS: Are you an optimist! There is great concern that Greece
may not be able to stay in the euro. If this prediction come’s about what
will you do, will you stay here? This question is for all our speakers, but
I will give you the chance to answer first.

