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Ahmet Bedri İnce 
 
President of Turkish  
Shipowner’s Association 

Last year, we had an unexpectedly emerging 

outbreak of Covid-19 that spread rapidly across 

the world. Existence stopped in the universe for 

nearly three months, and the world’s spinning on 

its axis was as if the only thing that happened. At 

that time many system’s operations were 

affected adversely, such as the global life 

balance, the equilibrium of commercial systems. 

However, the initial shock of the outbreak was 

resolved in months by the mutual collaboration 

of mankind, the resistance speed to threats, and 

the current state of clinical studies. And then we 

began to develop our epidemic living patterns. 

And we tried to slow down the spread of the 

epidemic by rapidly producing vaccines. 

This allowed us to measure how the structures, 

economies and trade collaborate in 

globalization. Maritime transport once again 

proved to be one of the core components of this 

global system. The devoted work of shipowners 

and sefarers played a significant role in the 

continuity of the global trade system. It is also 

necessary not to disregard the awareness of 

international maritime organizations and NGOs 

that contribute to this system’s functionality and 

their cooperation with governments. 

Maritime transport is one of the world’s major 

industries and strategic sector for every nation. 

The container crisis we experienced recently was 

the most significant example of this. Even if you 

have an export commodity and a customer is 

ready to accept it overseas, it would not be 

possible to ship such a commodity to the 

delivery point if you cannot locate containers 

and vessels for transportation. This 

demonstrates the importance of this industry. 

Exports are being postponed; imports may be 

delayed. Maritime transport is one of the main 

components of world trade and, therefore, of 

the global economy.

FOREWORD



That’s why we should look at the maritime 

transport industry from this point of view. Since 

maritime transport is an internationally servicing 

industry, it has been a test for maritime 

transport to prove that all countries have a 

common acceptance in this regard, and the 

free movement of sefarers is not stopped or 

postponed and, above all, they practice 

accordingly.  

The sulphur rate in the vessel fuel in 2020 was 

lowered to 0.5%. Maritime transport rapidly 

achieved this transition. In this context, we 

particularly evaluate that new fuels with low-

sulphur concentrate continue to operate in 

compliance with vessel engines and the main 

issue relates to the production of those fuels 

whose specifications have been established 

across the world. 

On the other hand, a more tangible pace was 

taken at the MEPC meeting with the IMO in 

November 2020 in reducing emissions of GHGs. 

The Turkish Shipowner’s Association has also 

launched a study on this issue and has begun to 

share what the reflections of these decisions 

may be in the industry in the future and has 

assumed a leading role in this matter. The 

Turkish Commercial Fleet is discussing strategic 

approach and action plans following its 2030 

and 2050 objectives and is also eager to 

collaborate with its universities on R&D as well 

as to contribute to international R&D efforts. 

Maritime safety has been one of the main 

topics that we have discussed this year. 

Maritime transport has been losing both money 

and lives every year. As is reported, pirates 

attacked a commercial vessel full of Turkish 

sefarers on the Gulf of Guinea in West Africa in 

early 2021 and killed a seaman. Preventing this 

without delay is crucial for the sustainability of 

maritime trade through international 

interventions. 

We are aware that the IMO and the EU  have 

major initiatives on this problem.  

Finally, I would like to say that the Turkish 

Shipowner’s Association carries out and will 

undertake major projects to support the future 

of maritime transport in Turkey. We have been 

improving the operational and technological 

standards of our vessels each day. We have 

been working on the ethical codes of our 

industry. We are evaluating the contributions we 

can make to global climate change. We carry 

out activities to disseminate operational and 

technical efficiency on our vessels. We are 

looking at steps designed to reinforce the 

potential competitiveness of our maritime 

transport and organizing collaborative works to 

make Istanbul a leading maritime hub in the 

world, including the entire Marmara Sea. It is 

not just the Turkish flagged vessels that we are 

dealt with, but also the Turkish owned and 

controlled vessels. We work hard to raise 

awareness of safety and accident prevention in 

our vessels to avoid any accident. As for the 

number of sefarers, Turkey is one of the few 

countries in the world. Consequently, we 

provide our sefarers considerable assistance, 

such as their motivation, refreshing training, loss 

and prevention training. Turkish maritime 

transport is in the important synergistic 

framework and we also hope that this will be 

continued. 

Producing the structural analysis of the Turkish 

Commercial Fleet, this report is published every 

year. The report this year also reveals that over 

the years, our industry has taken a major leap 

forward. Though our development has been 

stabilized over the past few years, our sector is 

experiencing major change and the Turkish 

Shipowner’s Association is proud to take part in 

this excitement.

President of Turkish Shipowner’s Association 

Ahmet Bedri İnce  



Hüseyin Çınar 
 
Secretary General  
Turkish Shipowners’ Association 

The year 2020 passed under the influence of the 

pandemic and the unprecedented mandatory 

flow of trade. Unfortunately, this report could not 

be released due to the pandemic in early 2020 

when we began preparing the report, which is 

to assess the previous year and provide a future 

outlook. 

We have made a considerable effort this year 

nevertheless and issued our report in the middle 

of 2021. In this report, Professors analyzed 

maritime transportation industry from diverse 

viewpoints while making a substantial 

contribution to the report. The sub-sectors of 

maritime transport, called the shipowners’ 

panel, were also reviewed. The inspections of 

our Turkish owned and managed merchant fleet 

in all MOU’s throughout the world, which are not 

included in the report but will subsequently be 

shared with our industry, were reviewed. The 

report also discusses the future of IMO and EU 

regulations. 

Ahmet Bedri İnce, the President of the Turkish 

Shipowners’ Association, stressed the interaction 

between pandemic and seaborne trade and 

outlined the expectations of maritime transport 

concerning climate change. 

It was presented an interesting 2020 and 2021 

full of surprises on the economy, trade, Turkish 

and world maritime transport followed by an 

academic overview for the future. Here, 

significant viewpoints were expressed. 

This report interestingly presented the world 

share of Turkish trade, Turkish shipping figures 

and some other related figures. These figures 

show us that Turkey shares between 1.5-2.5% of 

global trade, as well as maritime transport and 

other resources alike. 

The Turkish-owned and managed merchant 

fleet was analyzed to see what figures it 

achieved structurally in early 2021 and how it 

EXECUTIVE  
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took shape, where it is in the world and among 

the top five nations in the merchant fleet, how it 

has evolved over time, and where it was built. 

The Turkish Shipowners’ Association then made 

short recommendations for the future, as well as 

the Turkish Shipowners’ Association Excellence 

Center, and Scientific Committees were then 

introduced, all of which have made major 

contributions to our industry. There was also a 

significant issue to consider. That was the Blue 

economy. The Turkish Shipowners’ Association 

places high value on the blue economy in which 

it is involved. In this sense, it wants to lead an 

important report that presents the dimensions of 

the blue economy for our surrounding seas in the 

future. As an example of the researches that 

have been done in this area, Prof. Dr. Gülşen 

Altuğ’s studies and projects on marine bacteria-

based solutions were briefly presented.  

Finally, Cem Melikoğlu, the General Manager of 

Turkish Lloyd, which has made a considerable 

leap over the years and has accomplished many 

successful projects, presented us with future 

regulations and their implications.  

I hope we have been able to present to you a 

report that you will read and review with 

appreciation. 

 

Sincerely  

Secretary General  

Turkish Shipowners’ Association 

Hüseyin Çınar







FROM THE  
PANDEMIC  
RECESSION TO  
AN UNCERTAIN  
RECOVERY

Governments worldwide have taken  
unforeseen response measures to contain  
the most significant threat humanity  
has faced since the second world war.  



The covid-19 pandemic has had a massive impact 

on all societies.  It has changed the way we live, how 

we interact, and how we earn our living. Its effects 

would likely be with us into the foreseeable future.  

While more than 160 million caught the disease since 

the inception of the pandemic, close to 3.5 million 

people died from Covid-19.  The pandemic forced 

governments worldwide to impose strict public 

health measures leading to several week-long 

curfews and restrictions.   

The pandemic hit the economy badly. Hundreds of 

millions of people lost their jobs around the world.  In 

the first several months, nearly all businesses were 

affected as the strict curfews forced all businesses to 

cease operations temporarily.  Over time the 

governments and the communities learned how to 

cope with the pandemic.  But unlike the global 

financial crisis of 2008-09 and the ensuing great 

recession, the Covid-19 pandemic was a huge 

asymmetric shock.  Its effect on sectors, regions, and 

households varied substantially.  Service sectors that 

involve face-to-face interaction have been affected 

the most.  Many businesses in these sectors were 

closed, some temporarily, some for good. Hundreds 

of millions lost their jobs worldwide.  Manufacturing 

industries and agriculture, on the other hand, were 

in general not affected much. Some sectors 

experienced a significant increase in demand.  

Governments worldwide have taken unforeseen 

response measures to contain the most significant 

threat humanity has faced since the second world 

war.  Rich nations provided various forms of support 

through spending packages that reached 5-10% of 

their GDPs.  Developing country governments 

provided smaller fiscal packages to support 

households and businesses affected the most from 

the pandemic. According to the IMF, as a result of 

the appropriately implemented fiscal and monetary 

policy measures, the world economy contracted by 

only 3.3% in 2020. 

FROM THE  
PANDEMIC  
RECESSION  
TO AN  
UNCERTAIN  
RECOVERY

Prof. Dr. Kamil Yılmaz 
  
Koç University,  
College of Administrative  
Sciences and Economics,  
Economics Department



As the worldwide hardships and sufferings 

continued, the global pharmaceutical industry 

succeeded in developing several vaccines that 

were tested to be quite effective against the 

SARS-CoV-2 virus.  Several major developed 

nations started vaccination campaigns 

economies of the world took strides in bringing 

the pandemic to a halt.   

As the vaccination campaigns started in earnest 

in many countries, now there is more optimism 

for a gradual return to normalcy in 2022, if not 

in 2021.  IMF forecasts the world economy to 

grow by 6 % in 2021 and 4.4% in 2022. The 

recovery is expected to be faster in advanced 

economies for two reasons. First, the 

governments put together rather large fiscal 

support packages expected to speed up the 

recovery. Second, the rich nations are well-

positioned in vaccine procurement compared to 

developing nations.  The U.S. and the U.K. have 

already vaccinated most of their citizens in swift 

vaccination campaigns, while the overwhelming 

majority of the middle-income and developing 

countries are moving very slowly as they found 

it harder to procure vaccines.  

However, the post-pandemic new standard 

would be anything but the old normal.  It is 

clear for everyone that the threat to social life 

still exists.  There have been several mutant 

versions of the virus, which have made it more 

difficult to contain the virus.  Even if a large 

share of the population is vaccinated, it is still 

possible to observe pockets of development.  

The fact that relatively large numbers of citizens 

have second thoughts about the vaccination 

would make it hard to contain the virus quickly.   

The plunge to the pandemic in March 2020 was 

so swift that the governments, firms, and 

households were all caught off-guard. In the 

first couple of weeks of the pandemic, there 

were forced lockdowns worldwide, resulting in 

economic, social, and psychological hardships.  

Now that a gradual recovery from the 

pandemic is in sight, the governments strive to 

plan the recovery period carefully.  Yet, it will 

prove difficult because the recovery process 

would also be fraught with substantial 

uncertainty.  

The worldwide recovery would not be possible 

until 60-70% of the populations of all nations 

are vaccinated.  Unfortunately, as of now, the 

supply falls well short of the five billion vaccines 

needed.  Even though the pharmaceutical 

companies that developed the vaccines are 

working hard to increase their production 

capacities, their efforts will certainly not bear 

fruit this year.  It is still not sure that vaccine 

production will reach the desired levels in 2022.   

Second, the likelihood of higher inflation has 

been increasing recently. The Chinese economy 

has already experienced a certain degree of 

recovery from the pandemic in 2020; it grew by 

2.3%. The U.S. is likely to follow China thanks to 

the swift implementation of fiscal support 

packages and vaccination drive by the Biden 

administration.  The U.S. economy is expected 

(by the IMF) to grow by 6.4% this year, along 

with an 8.4% growth in China.  The U.K. also 

moved fast in vaccinations and likely to 

experience significant recovery in the next 

couple of months, followed by the EU in the Fall.   

The rapid recovery from the pandemic is likely 

to create an increase in demand and pressure 

on prices.  While there is already a slack in the 

services industry, a surge in demand for tourism 

services during the summer may lead to faster 

increases in the service sector prices.  The 

increased demand for manufacturing goods, on 

the other hand, would increase the demand for 

industrial and agricultural commodities, which 

in turn lead to commodity price increases and 

possibly to shortages.  The recent chip shortage 

that has slowed down worldwide automobile 

production provides an excellent example of 



The expectations of relatively fast recovery of 

the world's largest economies from the 

pandemic recession have already led to a surge 

in commodity prices.  Since early December, 

Bloomberg's commodity price index increased 

by almost 30%.  The robust increase in 

commodity prices created spillovers on shipping 

costs. The key measure of the international 

shipping costs, the Baltic dry index, increased by 

more than 100 % since February.   

In a surging demand environment, producers 

would be able to reflect the cost of production 

increases on to retail prices. It would, in return, 

lead to a surge in consumer price inflation 

around the world.  In such a case, the Federal 

Reserve and other central banks would be 

forced to taper the government bond purchases 

in the second half of 2021. Such a move would 

perhaps slow down the recovery in major 

advanced economies. Still, it would hurt the 

developing and emerging market economies 

the most by leading to capital outflows and 

increased domestic interest rates.  The following 

12 months would be a very tough period for 

policymakers. They will need to closely follow 

the developments in their economies and act 

swiftly to prevent a return to the high inflation 

days of the 1970s and early 1980s. 

Koç University,  

College of Administrative Sciences and Economics,  

Economics Department

Prof. Dr. Kamil Yılmaz 





TRADE  
AND THE  
PANDEMIC 
2021

“Nothing can teach the reality of global  
interdependence better than a pandemic”. 
 
Martin Wolf  

Financial Times,  

23 March 2021 



When the health crisis struck in early 2020, the 

global trading system was already weakened by 

trade tensions.  The United States turned to 

unilateralism by applying tariff hikes on steel 

products and faced retaliation by other countries; 

China’s share in world trade surged and its state-run 

economic system created trade distortions. 

Moreover, emerging issues in the areas of climate 

change and digital trade also affected trade 

relations and governments’ inability to address them 

collectively put further pressure on trade relations.  

The health crisis created additional problems for the 

already fragile trading system.   At the onset of the 

pandemic, the first priority of governments was to 

keep the trade in essential medical goods flowing 

across borders.  Other areas for limiting the impact 

of the pandemic in the near term involved finding 

ways of getting enough vaccines to poorer countries 

and providing them with the food security they need 

to resist the pandemic.  The World Trade 

Organization (WTO) 12th Ministerial Conference 

(MC12) at the end of 2021 will be held against this 

background.   WTO Member Governments are 

currently negotiating intensively to develop rules that 

would allow trade to play a key role in these three 

priority areas of the relationship between trade and 

health.  

Looking briefly at the impact of COVID-19 on 

international trade flows, the initial steps 

governments took to protect their people from 

COVID-19 related risks led to the contraction of 

world merchandise trade by 5.3% in volume in 2020.  

However, trade bounced back from the third quarter 

of 2020 and an 8% increase of world merchandise 

trade is forecast for 2021 (WTO Trade Statistics 

Report, 31 March 2021). However, the commercial 

services trade contraction of 8% per cent in 2020 

appears to persist mainly due to the pandemic 

measures-related fall in demand in the tourism and 

transport services sectors.  

The resilience in trade flows was mainly due to the 

steps taken by governments to stabilise national  

economies and to prevent the pandemic-

TRADE CAN  
BE AN  
ESSENTIAL  
TOOL TO  
FIGHT THE  
HEALTH  
CRISIS.

Vesile Kulaçoğlu   
 
Senior Director, Trade and  
Environment Division, World  
Trade Organisation (2003-2013)



induced drop in global demand. Developed 

countries’ governments provided an 

unprecedented amount of fiscal and monetary 

support, the latest of which is $1.9 trillion 

stimulus package announced by the US 

government in March 2021.  An efficient 

allocation of these funds by leveraging 

international trade in both goods and services 

should contribute to a rapid economic recovery 

worldwide.  

Nearly half of the COVID-19 trade-related 

measures imposed since the outbreak of the 

pandemic were as export restrictions or bans.  

Around 40 per cent of these measures imposed 

at the start of the pandemic by both developed 

and developing countries have been rolled 

back (WTO Report, 20 December 2020 and 

WTO Covid-19 website, May 2021).  To minimize 

their adverse trade effects, member 

governments are working on a solution at the 

WTO Ministerial Conference of December 2021 

to ensure that any future restrictive measures 

are targeted, proportionate, transparent, and 

temporary.  

The importance of having adequate and readily 

available data for consumers, business and 

governments in a time of a crisis cannot be 

overemphasized -  what cannot be measured, 

cannot be managed.  The WTO COVID-19 

webpage contains up-to-date information on 

both goods and services trade and  restrictive 

measures applied worldwide. Also, the  World 

Customs Organisation (WCO) and the World 

Health Organization (WHO) jointly publish an 

indicative list of the products essential in 

combatting COVID-19.  

That trade facilitation is critical to guarantee the 

swift and smooth  movement of essential 

medical, food and IT supplies has become clear 

(World Bank 2020, OECD 2020). Major 

disruptions in movement of goods have been 

caused by limits on the physical presence and 

interaction between traders, logistic workers 

and border officials. WTO Trade Facilitation 

Agreement (TFA) provides governments with a 

sound legal framework to undertake reforms of 

national procedures and provide specific 

technical assistance to developing countries.  

The accelerated implementation of the TFA and 

its Single Window procedures can play an 

important role in speeding up border 

procedures and ensuring that trade in critical 

supplies proceeds smoothly and safely.  

Furthermore, WTO Member governments are 

also discussing liberalization of e-commerce 

including paperless declarations, assessments 

and payment of duties, and release and 

clearance of goods and digital certificates and 

signatures. 

Complex interconnected supply chains are an 

important feature of global trade in the 21st 

century. Before the pandemic, there was a 

policy debate on the international 

fragmentation of production including on the 

idea of “re-localising” global value chains 

(OECD, 2020).  

However, it has been widely observed that the 

global shortage of medical devices stemmed 

from the unprecedented demand shock 

induced by the spread of the pandemic around 

the world and not from the supply side (OECD, 

2020). İndeed, many companies are utilizing 

global supply chains to increase production of 

medical products. For instance, to produce a 

vaccine, a large number of its components are 

sourced from different countries.  Recently, 

there have been numerous examples of how 

disruptions to supply chains make it harder to 

increase production of vaccines. 

Finally, to help vaccine shortages and to 

broaden vaccine distribution, international 

agencies such as World Health Organisation 

and governments through the COVAX Facility 

are in a race to get vaccine to vulnerable 



are in a race to get vaccine to vulnerable 

populations. In this context, there is an ongoing 

debate on the possibility of waiving the rules 

under the WTO Agreement on Trade-related 

Intellectial Property Rights (TRIPs) on patent  

protection in order allow the sharing of patents 

in vaccine production.  But this would not be 

enough to respond urgently to the vaccine 

shortage. The diffusion of vaccine technologies 

in the developing countries through licencing 

contracts among producers would also need to 

be considered.  Furthermore, there is mounting 

pressure for cooperation between companies 

for the diffusion of technological knowhow for 

the manufacturing of vaccines from developed 

to developing country producers.    

In conclusion, trade can be an essential tool to 

fight the health crisis. To improve risk 

preparedness, governments need to have the 

right framework of rules and procedures and 

more importantly the political will to implement 

them at the national level.  At the WTO MC 12 

this year, an opportunity presents itself for 

international co-operation on the WTO health 

initiative focused on: limiting trade restrictions 

on Covid 19-related products, access to 

vaccines and solving the issue of public 

stockholding programmes used by some 

developing countries for food security purposes.  

Quoting Martin Wolf from the Financial Times, 

23 March 2021, “Nothing can teach the reality of 

global interdependence better than a 

pandemic”.  

Senior Director, Trade and  

Environment Division,  

World Trade Organisation (2003-2013)

Vesile Kulaçoğlu   





THE EFFECTS  
OF MARITIME  
TRANSPORT ON  
THE TURKISH  
ECONOMY

 “We should think of maritime as the great  
national ideal of Turks and achieve this  
as soon as possible”  
 
Mustafa Kemal Atatürk 

The Founder of Turkey 



Major and important innovations and developments 

in technology in the last decade reflect on social life 

and lay the groundwork for future important 

changes. Extraordinary advances in artificial 

intelligence, nanotechnology, biotechnology, and 

robot technology pave the way for important 

innovations in the military field as well as in daily life. 

However, on the other hand, high indebtedness 

rates, inequalities in income distribution, 

technological developments, the US-China trade 

wars, and climate change parameters, which were 

experienced before the COVID-19 pandemic in the 

world economy, are still up to date after the 

pandemic as important issues that the current global 

system has to deal with. 

During the pandemic process, the acceleration in 

technology has gained even more speed. It has 

been seen that all kinds of activities can now be 

successfully performed remotely. Significant 

changes in the field of trade, education, health, 

logistics, etc. have begun to occur in traditional 

working methods. In this process, the maritime 

sector is also affected in different ways. 

The closure environment forced by the pandemic 

process that affects the whole world has caused an 

increase in unemployment by causing recession and 

shrinkage in most sectors. We see that the slowdown 

in the economies of all countries in 2020 has turned 

into a reverse acceleration by 2021. In contrast to the 

contraction in the global economy, we consider that 

it is possible for the Turkish economy, which shows a 

slight growth, to achieve a growth rate of at least 5% 

in 2021. 

Thanks to globalization, the expected increase in 

international trade and capital movements in the 

post-pandemic period will trigger a further increase 

in the interdependence of economies. It is expected 

that the maritime markets will be much more 

positively affected by this flourish. The share of 

maritime transport in global trade, where the 

pandemic plays a major role, has reached 89.97%. 

Although the share of maritime transport has 

THE EFFECTS  
OF MARITIME  
TRANSPORT  
ON THE  
TURKISH  
ECONOMY

Prof. Dr. Oral Erdoğan  
(Rector)   
 
at Pîrî Reis University

Asst. Prof. Dr. Oktay Çetin  
 
at Pîrî Reis University



increased as a percentage, the amount of 

cargo transported, which was approximately 12 

billion tons (11.937 million tons) in 2019, 

decreased by 3.6% and was realized as 11.5 

billion tons in 2020. 

When examining the mid-term (2019-2024 / 

2026) forecasts made by reputable 

organizations such as UNCTAD, Lloyd's List 

Intelligence, and Clarksons Research Services, 

which research maritime trade, it is seen that 

they estimate growth between 2.2% and 4.6%, 

although it varies according to load types. 

UNCTAD and Lloyd's List Intelligence predicted 

a 1-1.5% higher growth, especially in container 

trade, compared to other transport types. 

However, these institutions predicted a 4.1% 

shrinkage in their estimates for 2020 and a 

growth of 4.8% in 2021. It is thought that with the 

end of the pandemic, they will be able to 

spread the growth forecasts in maritime trade 

over the long term. 

Considering the data of the last ten years, there 

are volumetric variations in world shipping 

according to ship types. While there was a 

decrease in the transportation of crude oil and 

petroleum products, there was an increase in 

the container trade. Compared to 2019, there 

was an increase in grain and chemical loads in 

2020, and a decrease was observed in iron ore, 

coal, crude oil, and petroleum products. There 

has been no significant change in the container 

and dry cargo transportation in general. 

The gradual increase in the world population 

will trigger an increase in production in 

agriculture and industry. With the increase in 

energy need parallel to this advancement, it is 

expected that the business volume in the 

shipping and logistics sectors will increase. 

One of the important projects affecting the 

maritime trade in the future is the "One Belt One 

Road - OBOR" project (OBOR Invest, 2021), 

which China introduced in 2013 and took 

important steps towards realization until today. 

This project is aimed to revitalize the historical 

Silk Road with an emphasis on the seaway 

dimension. If this can be achieved, the trade 

relationship between Asia and Europe will be 

enhanced in terms of time and continuity. 

Turkey is in both the road transport line and the 

sea route of the OBOR. It is an important 

development that China's state-owned 

company COSCO took over the operating rights 

of Kumport, one of Turkey's most important 

container ports. With some economic 

agreements made recently, there has been an 

increase in China's investments in Turkey (Daily 

Sabah, 2019). For China, Turkey is a valuable 

trade partner. With an annual trade volume of 

25 Billion US Dollars between the two countries, 

Turkey is the second country in which China has 

the highest trade volume after Russia. 

In recent studies, it has been determined that in 

today's world, people's passion for shopping 

based on continuous consumption has 

increased more than in previous years, 

especially during the pandemic process. In this 

process, regions that make cheap production 

show more mobility in commercial terms, and a 

very important and comprehensive logistics 

network is needed between the producer/seller 

and the buyer. Various major trade routes and 

arteries play an important role in the conduct of 

world trade. As a result of the accident caused 

by the landing of the 20,000 TEU container ship 

M/V EVER GIVEN belonging to EVERGREEN 

Company between 23-29 March 2021 on the 

Suez Canal, which is one of these routes, the 

canal traffic stopped. It has been observed that 

even an hour delay in the channel costs millions 

of dollars, and this disruption in the supply chain 

immediately increased the oil prices and freight 

rates. Timing is vital in maritime traffic. Since 

the ships could not dock at the ports on time, 

the loads that did not reach the ports timely  

could not be delivered to the end-user 



consumers or buyers on time. As a result of this 

short-term delay in the connection between 

trade centers, a financial burden has been 

incurred for senders, buyers, and ship owners. 

Since such unexpected events and/or crises 

immediately change the balances in world 

trade, shipping and consequently shipping 

companies will inevitably be affected. 

The main actors that benefit economically from 

shipping, which we briefly evaluate globally, are 

ship owners, shippers, shipyards, classification 

societies, banking and financial institutions, 

maritime and yachting sector, port and terminal 

enterprises, rescue and backup companies, 

maritime training organizations, naval 

architecture and marine engineers, brokers, 

suppliers, supervisors, consultants, bunker 

companies, insurance companies, marine 

lawyers, tourism companies, stevedore and 

forwarders, road transport (TIR) companies, 

machinery and equipment supply companies, 

seafarers, etc. Almost all people benefit from 

cargo carried by sea. The economy created by 

the shipping is the sector that provides the most 

important contribution with its benefit 

dimension. The economic contribution of 

maritime transport refers to the whole trade 

and economy. A subjective measurement will 

not be suitable for this. It can only be explained 

by an analogy with the meaning and 

importance of veins and blood for the human 

body. 

When we consider the issue in more detail for 

Turkey, the maritime sector is the most 

important economic sector for Turkey. Due to 

our geographical location advantage, the 

length of our seacoasts, and the fact that a 

large part of the population and industry is 

located on the shores, Turkey has the potential 

to meet its resource needs. The geostrategic 

location of Turkey dictates the utilization of this 

productive resource. 

The great leader and statesman Mustafa Kemal 

Atatürk, in his opening speech of the Turkish 

Grand National Assembly's Fifth Period (3rd 

Legislative Year) on November 1, 1937, said: 

“Turkey, which is in the most beautiful 

geographical location and surrounded by the 

sea on three sides, with its industry, trade, and 

sport, is capable of educating the most 

advanced maritime nation (TBMM Tutanak 

Dergisi, 1937). We must take advantage of this 

ability. His expression “We should think of 

maritime as the great national ideal of Turks 

and achieve this as soon as possible” perfectly 

demonstrated his point of view on maritime. 

As a realistic leader, ATATÜRK encouraged the 

establishment of the “Ministry of the Maritime 

(Türkiye Cumhuriyeti Bahriye Vekâleti)” in the 

young Republic of Turkey. Established on 

January 14, 1925, and abolished on January 16, 

1928, the foundations of the development of 

Turkish Naval Forces were laid, important tasks 

were performed, and the Cabotage Law was 

enacted in a short period of three years. During 

the Presidency of ATATÜRK, the Cabotage Law 

No. 815, which was accepted by the Grand 

National Assembly on April 19, 1926, was 

published in the Official Gazette on April 29, 

1926, and entered into force on July 01, 1926. 

With this law, the foundations of the structuring 

of Turkish maritime trade were laid and the 

birth of Turkish ship ownership was ensured. 

Although it has been included in some articles in 

all Government Programs and Five-Year 

Development Plans in the Republican Period 

since 1923, the maritime sector has not been 

handled as a whole, in a holistic approach, and 

plans for the future have not been included 

under the title of "Maritime" only. 

Turkey must keep the surrounding seas under its 

control in every respect. Since more than 80% of 

Turkey's trade is carried out by sea, keeping the 

surrounding seas open to transportation is one 



of the most important priorities. Considering the geostrategic realities, protecting the rights and 

interests of the Republic of Turkey in the seas is of great importance. It is a strategic necessity to 

build modern and advanced technology warships needed for this purpose in our shipyards with 

national resources. In this respect, the great successes achieved in recent years are promising. 

In Turkey, as a maritime country, although more than 60% of the population and 80% of the 

industry are in the coastal area and shipping is the cheapest mode compared to other modes of 

transport, maritime transport cannot get the share it deserves. Shipping can only take a share of 

0.3% in passenger transport and around 5% in freight transport in total transport. In Turkey, 

throughout the Republican era, the transportation policy of the state to encourage land 

transportation in domestic transportation caused more than 90% of the goods and freight in the 

country to be transported by land. 

Freight transport on sea routes, which are the veins of the economy, has a special importance for 

Turkey with its 8,333 km of coastline and 180 ports. With its strategic location in the Mediterranean, 

Aegean and Black Sea regions, we serve as a commercial bridge between Asia, Africa and 

Europe. Our ports in the Marmara Sea, our inland sea, also make an important contribution to 

trade. 

 

  
 

Figure: Turkish Coastline and Ports (Source: Milliyet, Türkiye Limanları Haritası, 2021).  
 
Our fleet of Turkish-owned ships, which is the main factor in shipping, is 28.10 million DWT, while 
approximately 7 million DWT (25%) of this amount is Turkish flagged (UNCTAD, 2020). 



With the secondary effects of shipping, important breakthroughs have been made in the 

shipbuilding industry as well as in port business. Shipyard capacity in Turkey, which currently has 

84 shipyards, is 4.64 million DWT (Ministry of Transport and Infrastructure, Shipyards and Coastal 

Structures Statistics, https://tkygmistatistikleri.uab.gov.tr/tersane-sayisi). Exports in the field of ship 

and yacht building were 1.04 and 1.38 billion dollars in 2019 and 2020, respectively (Ship Yacht and 

Services Exporters' Association).

  
 

Table:  Turkish Seaborn Fleet 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

          

Source: UNCTAD, Clarksons Research. 

 
The total amount of cargo handled in our ports, which have developed and modernized rapidly 
in recent years, has reached 496.64 million tons. 

Figure: Cargo Handling in Turkish Ports 
(Source: Ministry of Transport and Infrastructure) 

Year

2014 

2015 

2016 

2017 

2018 

2019 

2020 

28,88 

27,82 

29,69 

28,07 

27,19 

27,71 

28,10 

8,74 

8,56 

8,47 

8,24 

7,98 

7,55 

7,07 

1.698,05 

1.755,27 

1.812,86 

1.869,79 

1.932,39 

1.983,06 

2.064,61 

 

Turkish Owned Fleet  
(million DWT) 

Turkish Flagged 
(million DWT) 

World Fleet  
(million DWT) 
 



Growing the economy steadily as Turkey 

will undoubtedly be achieved by rapidly 

increasing our exports. There is a fact that 

will not change much in the coming years, 

and that is that most of our foreign trade 

transportation will be carried out by 

seaway. While this is the case; In a 

structure where 2.21% of world trade is 

composed of Turkish foreign trade, 

Turkey's share in the global shipping fleet 

is only 0.34%. In addition, 55.4% of 

Turkey's foreign trade in dollar terms and 

85% in terms of amount are carried by 

sea, while only 8.1% (Ministry of Transport 

and Infrastructure) of this shipping is 

made with a Turkish flagged fleet.

  
 

Figure: Turkish Ship Industry Export Progress  
(Data Source: Ship, Yacht and Services Exporters' Association (e-birlik.net))



  
 



Cruise tourism and marina management are other two shipping issues that Turkey gains 

commercially. While the number of cruise ships calling at Turkish ports was 344 in 2019, it was only 

5 in 2020. The number of cruise passengers decreased from 300.896 in 2019 to 1832 in 2020 

(Ministry of Transport and Infrastructure). 

Undoubtedly, an important contribution in terms of shipping in Turkey is due to the importance 

given to seafarers and their education & training. The number of universities, faculties and 

vocational schools providing maritime education in Turkey has reached 26 and maritime related 

vocational and technical Anatolian high schools 48. Currently, approximately 2 thousand students 

(1260 of which are in deck and 760 in machinery departments) are receiving maritime education 

in faculties and colleges affiliated with the Council of Higher Education (YÖK), which provides 

education at the level of 13 undergraduate and 12 vocational degrees. At this point, a larger share 

of employment in the maritime trade fleet globally, as well as support for the Turkish economy is 

provided. In addition, it should not be forgotten that the number of students who receive 

comprehensive maritime education beyond the seaman officers is much higher. For example, 

there are fields such as naval architecture and marine engineering, and maritime business 

management. 

According to the International Labor Organization (ILO) data, there are approximately 1.65 million 

seafarers worldwide. 777 thousand of these seafarers are officer class, while 873 thousand are 

rating (crew) class. The total number of seafarers has increased by about 24% in the last five 

years. 

  
 



The share of Turkish flagged vessels in the 

shipping of foreign trade cargoes remained 

below 20% in the 2000-2020 period. To prevent 

this downward trend, the total tonnage of the 

Turkish-owned maritime merchant fleet must be 

increased rapidly within 10 years. In addition, it 

is necessary to set a target to increase the share 

of Turkish flagged or Turkish-owned vessels in 

the transportation of our foreign trade cargo. 

Considering the issue in terms of freight 

revenues, our shipowners and operators do not 

earn freight every year due to the low share of 

Turkish flagged ships in transporting foreign 

trade freight. Besides, we lose a significant 

amount of freight abroad during the period we 

are in great need of foreign currency. 

Since the most economical and large-scale 

transportation in the world is carried out by 

ships, maritime trade has a very important 

share in the system. Although there has been a 

small decrease in volume during the pandemic 

process, all reputable organizations predict that 

there will be significant growth in shipping in 

2021 and beyond. In terms of the seas 

surrounding Turkey, an acceleration is expected 

in the Black Sea trade as well as the trade in the 

Mediterranean and Aegean routes in the 

medium term. 

Based on the fact that technology must be 

followed very well, it is considered that all 

shipowners, not a limited number, should read 

the transition process to autonomous ships, 

especially in the next 10 years. 

In today's very fierce competitive environment 

where even the biggest companies have joint 

ventures (business partnerships), it is evaluated 

that our shipowners should develop strategies 

to spread this practice. 

In conclusion for this section, the Turkish 

economy benefits so much from the maritime 

transport on the cargo carried by sea. The 

economic contribution of maritime transport to 

Turkey is not only with its maritime economic  

alue, but it also actually contributes directly to 

the entire trade and economy of Turkey. 

Therefore, it is necessary to achieve the 

economic value of maritime transport, which 

keeps our economy dynamic and will continue 

to do so, especially with more national 

contributions. 

  
Prof. Dr. Oral Erdoğan  
(Rector) 

Asst. Prof. Dr. Oktay Çetin  

at Pîrî Reis University
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CURRENT  
STATE OF  
THE GLOBAL  
MARITIME 
TRADE AND  
ITS SHORT 
TERM 
OUTLOOK

Focusing on creating the future rather  
than saving the day is essential to do so.



As is known to all, due to the structural problems of 

the global economy that had never seemed to get 

any full recovery the financial crisis, like  rising 

protectionism, geopolitical risks, and trade and 

currency wars among leading countries, 2019 was 

doomed to be a bad year for global economy and 

international trade with only 2.8 percent growth in 

global economy, and a mere 0.2 percent inrease in 

World merchandise trade volume against 4.9% and 

3.2% in 2017 and 2018 respectively. Global maritime 

transport growth figures for 2019 were as weak as 

0.4 percent in volume and 1 percent in ton mile. 

Although the expectations were rather positive as 

the World entered 2020 due to some positive 

developments such as the introduction of the 

expansionary monetary policies(quantative easing) 

in the US and other key areas in the last part of 2019, 

and the trade agreement to ease the trade war with 

China, the Covid 19 pandemic reversed all  the 

outlook, resulting in the worst economic downturn, 

especially in the first half of 2020, since the Great 

Depresssion of 1929. Although the expectations and 

forecasts both for the global economy and the 

global maritime transport were extremely negative, 

the gravity of said negative expectations started to 

reduce by the second half of 2020, especially in the 

last quarter. As a result, the World economy shrunk 

by 3.3 percent, and the World merchandise trade 

volume shrunk by 5.3 percent (The US dollar value of 

merchandise trade dropped more than 8 percent, 

and the global services exports declined 20 

percent.), both less than expected. The global 

maritime trade had its fair share and shrunk by 3.6 

percent in volume, and 1.7 percent in ton mile. 

In spite of the situation summarized above, in some 

segments of the global maritime transport where 

extremely bad performance was expected, it was 

not as bad at all in the last quarter of 2020. For 

example, in container shipping where a 10 percent 

drop was estimated, the actual decrease was far 

less with a drop of 1.5%  in terms of TEU, and 1.4% in 

terms of volume, (And the reason for this decline was 

the decrease in demand in the first half of 
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2020), and August 2020 marked the beginning 

of a gradual string of record increases in freight. 

The average container charter rates hit the 

highest since  2008, and the charter rates and 

freights reached the highest of all times. 

In this increase in the container shipping rates 

and time charter rates, pandemic induced rise 

and change in demand function (Demand for 

electronics, sports equipment, home and 

garden furniture, health and hygiene products, 

and food boomed, whereas demand for many 

products with a high pre pandemic 

consumption rate  plummeted, and the 

products on rising demand were the ones most 

suitable for container shipping.), initial decrease 

in the number of voyages,  tonnage laid up of 

about 3 millions TEU followed by a tonnage 

decrease due to long port waiting times, 

container chassis and 40 foot container 

availibility problems played an active role. 

Higher freight rate induced  increase in the final 

sale prices didn’t have any significant reverse 

effect on demand due to the helicopter money 

support provided by developed economies. The 

negative effect of the pandemic to the global 

economy has amounted to a hefty 8.2 trillion 

USD, and total pandemic financial support 

provided has reached 7 trillion USD.  

In the tanker market, rates for VLCC and 

Suezmax class tankers dramaticaly increased in 

the second quarter of 2020 due to plummeting 

oil prices that led to speculative and strategic 

storage policies, and extreme shortage of land  

storage as about 350 VLCC and Suezmax class 

tankers ( Around 12% of the fleet)  started to be 

locked in floating storage. Rates for small oil 

products vessels like MR simply  skyrocketed.  

However, due to the recovery in oil prices, 

shrinking global economy, decreased travel and 

transport, especially by ground and air which 

caused a decrease in oil demand that led OPEC

+ countries to reduce oil production, 2020, 

except for a short periodic recovery, was a bad

year for the tanker market. Crude oil transports 

decreased by 7.6 percent in volume and oil 

products transports decreased by 11.72 percent. 

Despite this, in this segment, 2020 average daily 

returns for a VLCC increased by 28 percent 

whereas daily returns decreased by 4 percent 

for Suezmax and 15 percent for Aframax. 11 

percent increase in daily returns for MR brought 

the sector weighted average rate to a 9 percent 

increase. 

LNG ve LPG market wasn’t affected by the 

COVID-19 pandemic and increased by 0.8 

percent, although chemical tanker market 

suffered a decrease, it remained relatively mild 

at only 1.9 percent, but cruiser ship market 

completely crashed due to the pandemic. 

Although a decline of 3.5 percent was expected 

in 2020 for the dry bulk market which currently 

constitutes about 45 percent of the global 

commercial fleet and 44 percent of the 

seaborne trade, the actual decline was only 2 

percent. Coal and minor bulk transport suffered 

substantial constriction (9.5 percent and 3.16 

percent respectively), whereas grain and iron 

ore transport increased (7.75 percent and 3.2 

percent respectively).  

In short, although the dry bulk market got 

shocked in the beginning of 2020 as the Baltic 

Dry Index fell to 395 points, it relatively 

recovered and followed a fluctuating course  to 

reach 1375 points by the end of 2020. In other 

words, in this segment which followed a volatile 

course in 2020, although a favourable trend 

was observed in the second half of the year 

(with rates exceeding decade average )   Cape, 

Panamax and Supramax all decreased by 31, 

20 and 19 percent respectively dragging 

segment weighted average rate down by 18 

percent. (Clarkson Weekly Report January 8, 

2021).  

In general, it is safe to say that the global 

maritime transport didn’t experience an 



extremely bad period in 2020 except for some 

segments and some operational problems 

considering how big social and economic crisis 

the World had to face. The intrinsic negative 

aspects of the crisis almost nourished the 

maritime transport. The most important factors 

that created this were the policies designed to 

revitalize deeply suffering global economy, and 

the new production and demand model 

created by the remote work and lock down 

practices introduced to our lives for the first 

time. Fiscal policies like quantative easing of 

central banks and stimulus programme , or the 

helicopter money to be more exact, that cannot 

be spent on services due to the lock down, 

shifted to consumer goods. Demand for some 

goods decreased whereas the pandemic 

caused some new goods that normally wouldn’t 

have any demand appeared in the market, and 

demand for some goods  increased. In addition, 

all segments from the manufacturer to the final 

consumer brought future demand today   by 

stocking goods.  But as is known well, all these 

happened in the second half, especially in the 

last quarter of 2020, after recovering from the 

shock in the first half of the year. It means a 5.3 

percent constriction in the World trade in whole 

2020. The demand boom in the second half 

partly compensated the decrease in the first 

half and made it possible to end the year with 

an average decrease of 5.3 percent.  

 As the great lockdown hit the World economy 

hard in the second quarter and some degree 

second half of 2020, Chinese factories worked 

round the clock and compensated the 

production loss and that prevented the demand 

for both transport of raw material, and 

container transport of manufactured goods 

from falling as low as predicted. The tonnage 

decrease caused by container ships phased out 

of commercial operations by blanked sailings 

and laid up at the beginning of pandemi, and 

later  ships waiting to dock due to port 

lockdowns, strike and slowdown actions of port 

workers, storage max – out, operational 

problems (Quarantine actions), inability to 

unload played an important role in creating this 

market environment. We have to add that the 

negative consequences of the sulphur cap didn’t  

take effect in more or less whole of 2020 due to 

the fall in oil prices. However, in 2021, this is not 

the case anymore. 

It ıs a well known fact that the global maritime 

transport sector is effected by the global 

economy and international goods trade. 

Although this correlation  was diminished for the 

maritime transport in particular due to the 

gradual increase in the contribution of the 

services sector to the global GDP, and although 

the average rate of international maritime 

transport growth to global GDP growth 

multiplier is about 0.83, it shifted to the positive 

territory after a long time in 2020 with 1.03.

WHAT ARE THE  
EXPECTATIONS  
FOR 2021, 2022  
AND BEYOND?



World Economy 

The outlook for the World economy in 2021 is 

rather positive. 

In its report dated April 6, 2021, the IMF revised 

its forecast for the world’s economic growth 

from 5,5 percent to 6 percent for this year, and 

to 4,4 percent for 2022. Growth forecast for the 

developed countries were revised from 4,3 

percent to 5,1 percent for this year, and to 3,6 for 

2022. Similarly, the growth forecast for the 

emerging market economies was revised 

upwards from 6,3 percent to 6,7 percent for this 

year and the forecast for 2022 is 5 percent. 

World Trade 

According to the data published by the World 

Trade Organization, in the optimistic scenario 

has an upwards trend, even though it remains 

well below the pre pandemic trend, and as the 

name suggests, the pessimistic scenario has a 

pessimistic forecast. 

Therefore, it’s not easiy to estimate what’s going 

to happen in the future. What is known for sure 

is that, no matter what happens, it will not be as 

bad as it was in the first 6 months of 2020, and 

even if the pandemic takes a turn for the worse, 

it will not be as grave as it was in the first six 

months of 2020. 

According to the WTO forecasts, the increase/

decrease in the World merchandise trade 

volume will be as follows: 

Annual Growth in the World Merchandise Trade 

Volume  

2017     2018      2019        2020     2021     2022 

4.9%     3.2%      0.2%      -5.3%       8.0%    4.0%  

Global Maritime Transport Demand ( Global 

Seaborne Trade) 

As we tried to explain above,  the global 

maritime transport is affected by the global 

economy and trade, geopolitical risks, natural 

disasters, pandemics and environmentalist 

regulations. Since the crisis of 2008-2009, 

except for some short term improvements, the 

annual growth rate has never exceeded 4% 

(recorded in 2017). Ten years CAGR in tonnes 

and in ton miles is 2.4 percent and 2.8 percent 

respectively.      

In 2020,  when the global economy shrunk by 

3.3 percent and the international trade volume 

declined by 5.3 percent; the global maritime 

transport(Seaborne trade)  contracted only 1,7 

percent in ton miles, and 3.6 percent in tonnes.                        

For 2021 and 2022, global maritime transport is 

forecasted to grow by 4.2% and 3% in volume, 

and 4.1% and 3.3% in ton mile respectively. 

World Merchant Fleet/Tonnage Supply 

The world fleet carrying capacity which was 

1.979.400.000 DWT in 2019, grew by 3 percent 

to reach  2.042.100.000 DWT (61.829 vessels) in 

2020. In 2020, a tonnage of about 88 percent of 

that of 2019 was delivered. Number of vessels 

ordered decreased by 29 percent in 2020. 

Although this decrease was as deep as 40 

percent by the middle of 2020, positive 

developments in the last quarter led to an 

increase in new orders and prevented a much 

worse annual average. Global maritime  fleet 

orderbook was 197 million dwt  in 2019 and 

reduced to 160.9 million dwt in 2020 by 

decreasing %19 

However a slowdown in new deliveries is 

expected for 2021-22. New orders are at their 

lowest level since 2003. 

To sum it up, the annual increase in global 

tonnage will be less than the increase in the 

seaborne trade in 2021, and it is expected to be 

the case in the next couple of years as well.



The Near Future Outlook of the Maritime 

Transport Market In Terms of its Segments 

Tanker Market still suffers ongoing pressure. A 

relative recovery is expected in the second half 

of 2021. 2022 and 2023 will be the years of 

major recovery. Crude oil transport volume is 

estimated to rise by 3.5 percent in 2021 and 3.7 

percent in 2022. The rise in the product 

transport volume will be 6 percent in 2021 and 

4.87 percent in 2022. 

Container Market  had a great start in 2021 as 

freight and time charter rates hit all time peaks. 

This will be the case in the second half of the 

year as well. However, such a market offers 

good opportunities for investors, and that 

naturally encourages new vessel orders. As a 

result, number of new container vessel orders 

has started to rise.  Parallel to the rising sucess 

in the fight against the pandemic, the demand 

will return to its previous level, and that 

combined with the increasing tonnage supply 

may reverse the favourable trend that pushes 

the container market forward in the second half 

of 2022, and 2023. 

The container market is estimated to grow 5.83 

percent and 3.77 percent in volume, and 5.83 

percent and 4 percent in TEU in 2021 and 2022 

respectively. 

Bulk Carrier Market had a good start in 2021 

thanks to the capesize tonnage  and the 

supramax tonnage supported the growth in the 

dry bulk market. Following an important 

increase in Baltıc Supramax Index which is rised 

to its highest levet since April 2017, in March, 

Capesize tonnage took the lead once again by 

the end of April due to increasing iron ore 

transport from Brasil to China, and pushed BDI 

close to 2900 points level. The propelling force 

behind the growth of the dry bulk market is 

once again China, and their iron and steel 

industry. However downward risks still pose a 

threat. Dry bulk tonnage is estimated to grow by 

2 percent, and demand will rise by 3.67 percent 

in 2021 and 2.1 percent in 2022. In terms of ton 

miles the rise will be a little steeper with 3.7 

percent and 2.83 percent in 2021 and 2022 

respectively.  

Conclusion 

As per above, although the Covid 19 pandemic 

has exposed some operational disruptions, 

compared to other sectors, it has caused far less 

problems in the global maritime transport so 

much so that it even led to historic rises in 

freight rates in some segments. 

When we have a look at the history of maritime 

transport, we see that periods of global crisis 

had been more often  in the favour of the 

maritime transport  and  created new 

opportunities for this sector, also some countries 

have taken advantage of it to expand their 

fleets.  

 That said, risks in global maritime transport still 

pose a threat. Although the number of vessels 

ordered dipped to all time low, and 

decarbonization practices create uncertainity 

and adversely affect new orders, favorable 

conditions to acquire new vessels and 

recovering market has started to trigger a 

relative rise in orders for some vessel types 

(tankers and container ships). 28 percent rise in 

commodity prices and the inflationist tendency 

in the global economy cause concerns for the 

near future. 

 Among the other risks for the maritime 

transport are, transition from linear to circular 

economy in long term, industry 4.0/5.0 and on 

site production, transition from globalization to 

regionalization, the Just in Time manufacturing 

concept inspired by the pandemic experience, 

rising nationalist and protectionist policies, and 

unfair distrubition of income, negative impact of 

global warming on grain production,unrealistic 

increase on value of assets in stock market 

which is creating financial instability,  and the 

new generations which are changing every ten 



years and extremely different than today’s 

maritime investors  create generation gap. They 

will be said investor’s the future  consumers and 

employees. It is extremely important that the 

investors should think the way these new 

generations think. In short, in a world everything 

changes so rapidly, it is extremely difficult to 

plan the future for  a sector where the time lag 

between the decision and actual 

commencement of production is no less than 2 

to 3 years.  Ancient traditions of the maritime 

transport are changing as well.  A very dynamic 

strategic planning, and investors and maritime 

transport operators with vision are needed to 

deal with all these risks. It doesn’t seem possible 

to be able to face all these new developments 

with a conservative management concept that 

ignores the importance of institutionalization. It 

is now inevitable to established maritime 

cluster , aggregate and join forces to create 

synergy, and develop a culture of partnership. 

Those who can understand change and rapidly 

adapt themselves shall survive. Education as 

well should be adapted accordingly.   

Focusing on creating the future rather than 

saving the day is essential to do so. 

Director of TSA Ship Management  

Committee,  Economist,  

Maritime and Shipping Expert 

Harun Şişmanyazıcı 
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GENERAL PROFILE 2021
 As of January 1

Area 

Population

Export Import Volume of Foreign Trade

GDP Per CapitaGDP Nominal

Coastline Coastline / Area

783,356 km2

General Information 2020

International  Merchandise Trade 2020 

83.614.362

169.657 Million $ 219.514 Million $ 389.171 Million $

 8.548 $719.517 Million $

8.333 km (m/km2) : 10,40



GENERAL PROFILE 2021
 As of January 1

Import / Export Structure

Import by ISIC

Export by ISIC

Imports by Country

Export by Country

Basic metals   %19,36 

Chemicals   %12,13 

Mining    %10,17 

Motor vehicles trailers   %8,67 

Machinery and equipment n.e.c.  %8,04

Motor vehicles trailers  %13,96 

Basic metals  %9,75 

Wearing apparel  %8,96 

Food products %8,25 

Textiles % 6,77

China %10,49 

Germany %9,9 

Russia %8,12 

USA %5,25 

Italy %4,19

Germany %9,41 

United Kingdom %6,62 

USA %6,00 

Iraq %5,38 

Italy %4,76



SHIPPING PROFILE 2021
 As of January 1

Shipping Key Figures 

Modes of Transport in Value

Turkish Fleet Tonnage (Over 1000GT) 

Imports by mode of transport in Value 

Exports by mode of transport in Value

Number of Vessels (Over 1000GT) 

National Flagged Tonnage 

Value of the Fleet (As of Jan 1, 2020)

Avarage Age of Fleet

Seafarers (Total in numbers) (As of Aug, 2020)

Seafarer (Officers)

Seafarer (Ratings) 

28.929.000 DWT

%52,31 By Sea,  

%19,07 By Road, 

%17,88 By Air,  

%9,77 Other 

%0,97 By Rail,  

%59,48 By Sea, 

%31,31 By Road, 

%7,50 By Air,  

%0,96 Other 

%0,75 By Rail,  

1492

5.955.000 DWT

10.168.000.000 $

21,4

134.501

40.782

93.719



SHIPPING PROFILE 2021
 As of January 1

Cargo Handling Figures in Turkish Ports

Total Cargo Loading/Unloading

Loading in Tonnes by Good Basis

Unloading in Tonnes by Good Basis

496.642.652 

229.156.636

267.486.016 

Foreign Trade: %73,58 

Cabotage: %11,83 

Transit: %14,59

Machinery and transport equipment  %33.38 

Petroleum products %31.44 

Crude and manufactured minerals,  

Building materials %20,13 

Metal Products %6,85 

Ores and metal waste %3,19

Petroleum products %26,02 

Solid mineral fuels %15,56 

Ores and metal waste %12,75 

Metal Products  %6,40 

Agricultural products and live animals %5,06 



SHIPPING PROFILE 2021
 As of January 1

Cargo Handling By Country Basis

Linershipping Connectivity

Italy %23,74 

Spain %7,33 

Israel %5,01 

USA %4,76 

Greece %4,21

Russia   %22,31 

Columbia %6,93 

USA   %6,44 

Egypt   %5,70 

Ukrain   %4,47

Egypt   

Greece   

China               

Saudi Arabia  

Singapore  

UAB  

Korea, Republic of  

Israel  

Italy  

Lebanon 

0.463 

0.454 

0.412 

0.409 

0.405 

0.404 

0.401 

0.380 

0.359 

0.340

Loading in Tonnes Unloading in Tonnes

Linershipping Connectivity Index                                 60,81/23

Liner shipping bilateral connectivity index, annual



WORLD IN 2020
TURKEY SHARES   |   TURKEY RANKS

Population

SHARES

SHARES

SHARES

SHARES

SHARES

SHARES

SHARES RANKS

SHARES

SHARES

SHARES

SHARES

SHARES

SHARES

RANKS

RANKS

RANKS

RANKS

RANKS

RANKS

RANKS

RANKS

RANKS

RANKS

RANKS

RANKS

GDP (Per Capita) 

Export (Services) 

Area 

Currency (Most Traded)

Import (Services) 

Coastline

Export (Merchandise)

Export (Transport) 

GDP (nominal)

Import  (Merchandise)

Import (Transport)

%1,08

-

%0,69

%0,015

-

%0,52

%0,5

%0,96 

%1,68

%0,85

%1,23 

%0,86

17

67

28

37 

16

35

16

30

20

20

23

30

Fleet Tonnage (DWT) 

Number of Vessels 

Fleet Value*  

Crude Oil and Products Tanker 

Chemical Tankers 

LNG/LPG  

Bulk Carriers  

Container  

General Cargo  

Ro-Ro  

Seafarers  

Seafarer (Officers)  

Seafarer(Ratings)  

Port Calls (Number) 

* Top 25 ship-owning economies

%1,43 15 

%3,21 10  

%1,11 20  

%1,1 

%2,39 

%0,28 

%1,59 

%0,7 

%2,82 

%3,92 

%8,15  

%5,24 

%10,73  

%4,35 6  



FACTS & 
FIGURES 

THE MERCHANT FLEET  
TURKISH  OWNED  
AND MANAGED   
(2021) VS WORLD





FACTS & FIGURES
IN THIS REPORT ,TURKISH OWNED AND MANAGED  
MERCHANT FLEET WILL BE MENTIONED AS TURKISH FLEET.

2.024.433.000

1.152.291.000

28.929.000

1.961.597.000

1.115.108.000

29.352.000

46.350

20.498

1.492

45.374

20.054

1.484

2020 2021

DWT

DWT

DWT

DWT

DWT

DWT

WORLD

FLEETS IN FIVE  

TURKEY

World Fleet 

Growth in Tonnage: %3,2 

Growth in Numbers: %2,15 

Fleet Value (2020): 952.213.000.000 $ 

Growth in Value:  %4,53

Fleets of First 5 Countries 

Growth in Tonnage: %3,3 

Growth in Numbers: %2,21 

Of World Tonnage : %56,91 

Fleet Value (2020): 353.015.000.000 $ 

Of World Fleet Value:  %37,03 

Turkish Fleet 

Growth in Tonnage: -%1,44 

Growth in Numbers: %0,53 

Of World Tonnage :  %1,43 

Fleet Value (2020):  10.658.000.000 $ 

Of World Fleet Value:  %1,11 

The owner of 82 ships totally 3.102.515DWT in 2021 Turkish Fleet is foreign, but their manager 
companies are Turkish. From this point of view, the tonnage of the ship owned by Turkish as of 
January 2021 is 25,826,485DWT. 

The manager companies of 67 ships totally 1.778.645DWT in 2021 Turkish Fleet is foreign



FACTS & FIGURES
WORLD AND TURKISH FLEET  
INFOGRAPHICS 2021 

World’s First 5 Fleet in DWT

Greece 

China, PR of 

Japan 

Korea, Rep. Of 

Germany 

Turkey 

NO COUNTRY  DWT  % VESSEL NO

405.310.000 

314.009.000 

258.801.000 

88.555.000 

85.616.000 

28.929.000 

20,02% 

15,51% 

12,78% 

4,37% 

4,23% 

1,43% 

5005 

7081 

4302 

1618 

2492 

1492 

1 

2 

3 

4 

5 

15 

World’s First 5 Fleets in Numbers

China, PR of 

Greece 

Japan 

Germany 

Indonesia 

Turkey 

NO COUNTRY  NUMBER % DWT

7.081 

5.005 

4.302 

2.492 

2.131 

1.492 

15,28% 

10,80% 

9,28% 

5,38% 

4,60% 

3,22% 

314.009.000 

405.310.000 

258.801.000 

85.616.000 

24.228.000 

28.929.000 

1 

2 

3 

4 

5 

10

World’s First 5 Flag in DWT

Panama 

Liberia 

Marshall Islands 

Hong Kong (SAR) 

Singapore 

Turkey 

NO COUNTRY  DWT % VESSEL NO

335.293.000 

293.571.000 

265.598.000 

204.717.000 

131.596.000 

5.955.000 

16,5% 

14,4% 

13,1% 

10,1% 

6,5% 

0,3% 

6.612 

3.777 

3.539 

2.556 

2.331 

702 

1 

2 

3 

4 

5 

35 



FACTS & FIGURES
WORLD AND TURKISH FLEET  
INFOGRAPHICS 2021 

Highest Increase in Fleet’s DWT

UAE 

Netherlands 

Vietnam 

Oman 

Hong Kong (SAR)

NO COUNTRY  DWT  %

21.445.000 

13.238.000 

11.519.000 

8.932.000 

43.331.000 

19,95% 

12,38% 

18,33% 

10,61% 

8,92% 

1 

2 

3 

4 

5 

Highest Decrease in Fleet’s DWT

Switzerland 

Thailand 

Singapore 

Germany 

Saudi Arabia 

Turkey 

NO COUNTRY  %

-11,55% 

-5,16% 

-4,46% 

-3,91% 

-3,59% 

-1,44% 

1 

2 

3 

4 

5 

10

* A total of 13 countries' fleets decreased in 2020. 



FACTS & FIGURES
WORLD AND TURKISH FLEET  
INFOGRAPHICS 2021 

Country’s Fleet in Foreign Flag Fleets’ Value-2020

Bermuda 

Oman 

UAE 

Canada 

Germany 

Turkey 

Greece 

Japan 

China 

USA 

Norway 

Turkey 

NO NOCOUNTRY  COUNTRY  % USD

99,9 

99,9 

98,6 

95,2 

91,5 

81,2 

96.785.000.000 

96.298.000.000 

91.553.000.000 

88.655.000.000 

52.748.000.000 

10.168.000.000 

1 

2 

3 

4 

5 

16 

1 

2 

3 

4 

5 

16 

Fleet Age (Min)    

Bermuda 

Japan 

Oman 

Belgium 

Switzerland 

Greece 

Singapore 

China, PR of 

France 

UK 

Turkey 

NO COUNTRY  AVRG. FLEET AGE

7,2 

8,9 

9,8 

10,6 

12 

12,4 

12,5 

12,6 

12,6 

12,7 

21,4 

1 

2 

3 

4 

5 

6 

7 

8 

9 

10 

26 



ANALYSIS OF TURKISH  
MERCHANT FLEET 
THE WORLD | THE FIRST 5 COUNTRY | TURKEY  
FLEET GROWTH RATES BETWEEN 2006-2021 

SHARES RANKS

GROWTH RATES IN DWT

TONNAGE/NUMBER X1000DWT  DWT / NO 

2006

2011

2016

2006

2006 1.038.296 / 36.313

1.378.231 / 45.662

1.791.584 / 49.223

479.028 / 13.476 

669,812 / 15.646

895.444 / 18.979

1.152.291 / 20.4982.024.433 / 46.350

10.290 / 801

19.784 / 1.199

27.951 / 1540

28.929 / 1492

2011

2016

2021

2021

2011

2016

2021

%32,73

%29,99

%12,99

%94,97

%39,82

%33,68

%28,68

%140,50

%92,26

%41,28

%3,49

%181,13

WORLD
THE FIRST 5  
COUNTRY TURKEY

WORLD
THE FIRST 5  
COUNTRY TURKEY



FACTS & FIGURES
PERCENTAGE OF SHIP’S TYPE IN  
THE WORLD AND TURKISH FLEET

Ship Types of Turkish Fleet and  Their Percentages in Overall (Over 300 GT)         

Ship Types of World Fleet and Their Percentages in Overall (Over 300 GT) 

CRUDE/OIL PRODUCTS TANKER

CHEMICAL/PRODUCTS TANKER 

LGP/LNG 

BULK CARRIER 

GENERAL CARGO SHIP 

RO/RO 

CONTAINER SHIP  
(FULLY CELLULAR) 

PASSENGER/RO-RO SHIP 
(VEHICLES) 

14,4 

10,7 

3,7 

22 

9,5 

30,6 

2,9 

9,1 

 

6,3% 

12,7% 

0,6% 

15,7% 

4,3% 

32,0% 

1,7% 

4,3% 

26,5% 

6,2% 

3,8% 

43,4% 

13,8% 

5,9% 

0,4% 

0,4% 

 

17,0% 

10,0% 

10,0% 

46,0% 

6,5% 

11,0% 

1,0% 

0,2% 

DWTDWT NUMBER NUMBER

WORLD TURKEY

2.033.626.000 179856.899 30.453.349=
In 2020, the world fleet increased 9% in Passenger Ship (Passenger Ro-Ro and Ro-Ro Cargo 
Ship), 5% in General Cargo, 4% in Bulk Carrier, 3% in Crude/Oil Products Tanker  and 2% in 
Container Ship on the basis of ship types. 

While the Turkish Fleet increased by 11% in Crude/Oil Products Tanker and 3% in General Cargo, it 
decreased 2% in Bulk Carrier, 15% in Container Ship and 15% in Passenger Ship (Passenger / 
Cruise, Passenger / Ro / Ro, Ro / Ro Cargo) on the basis of ship types. 



FACTS & FIGURES
TYPES OF BULK CARRIER AND CRUDE/OIL PRODUCTS  
TANKER IN TURKISH FLEET-2021 

Types of Bulk Carrier over 1000 GT (DWT/QTY) ( Jan 2021)

Types of Crude/Oil Products Tanker over 1000 GT (DWT/QTY) ( Jan 2021)

CAPESIZE  (125,000 - 220,000 DWT) 

PANAMAX  (60,000 - 125,000 DWT) 

SUPRA / HANDYMAX  (40,000 - 60,000 DWT) 

82  

4.478.451 

32

81 

2.564.444 

18

41 

543.885 

4

25*  

4.195.345  

46

11 

1.257.768  

14

95 

2.582.272  

28

192 

1.129.351 

12

70 

5.019.724 

36

8* 

1.441.145 

10

QTY 

DWT 

%

QTY 

DWT 

%

QTY 

DWT 

%

QTY 

DWT 

%

QTY 

DWT 

%

QTY 

DWT 

%

QTY 

DWT 

%

QTY 

DWT 

%

QTY 

DWT 

%

HANDYSIZE  (20,000 - 40,000 DWT) 

SMALL TONNAGE  (20,000 DWT ) 

SUEZMAX   (120,000 - 200,000 DWT) 

AFRAMAX (80,000 - 120,000 DWT) 

SMALL (10,000 - 60,000 DWT) 

SMALL TONNAGE (  10,000 DWT ) 

TOTAL    NO : 282    DWT :  14.047.649    % : 100 

*It also includes over 200.000 DWT 

TOTAL    QTY : 323  DWT :  9.164.736   % : 100 

*It also includes over 200.000 DWT 



FACTS & FIGURES
SHIPS JOINING AND LEAVING THE  
TURKISH FLEET BETWEEN JAN 2020 AND 2021

Ships QTY / DWT

Joining and Leaving

Leaving

Newbuilding

Demolition

Joining

349  / 5.244.444 

140 / 2.338.882 

38 / 513.798  

8  / 80.313   
(Year 1986) 

209  / 2.885.562 



FACTS & FIGURES
SHIPS JOINING AND LEAVING  
THE TURKISH FLEET BETWEEN JAN 2020 AND 2021

Bulk Carrier 

Chemical/Products Tanker 

General Cargo Ship 

Container Ship (Fully Cellular) 

Crude Oil Tanker 

Crude/Oil Products Tanker 

Products Tanker 

Ro-Ro Cargo Ship 

LNG Tanker 

Drilling Ship 

Open Hatch Cargo Ship 

LPG Tanker 

Anchor Handling Tug Supply 

Research Survey Vessel 

Tug 

Other 

Total 

20 

10 

51 

13 

1 

 

7 

5 

1 

 

 

1 

2 

 

13 

16 

140 

1.243.037 

83.658 

274.986 

405.420 

115.948 

 

39.345 

48.705 

67.003 

 

 

28.263 

7.057 

 

1.394 

24.066 

2.338.882 

24 

33 

64 

6 

2 

2 

5 

2 

 

1 

2 

 

4 

4 

29 

35 

209 

975.806 

664.411 

372.884 

98.104 

316.120 

187.977 

59.418 

21.304 

 

61.619 

58.297 

 

13.545 

14.173 

2.206 

39.698 

2.885.562 

22-13 

19-15 

32-24 

18-11 

11-1 

15 

20-7 

16-18 

29 

9 

14 

8 

21-17 

28 

7-1 

- 

 

-267.231 

580.753 

97.898 

-307.316 

200.172 

187.977 

20.073 

-27.401 

-67.003 

61.619 

58.297 

-28.263 

6.488 

14.173 

812 

15.632 

546.680 

4 

23 

13 

-7 

1 

2 

-2 

-3 

-1 

1 

2 

-1 

2 

4 

16 

13 

69 
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FACTS & FIGURES
FLAG ANALYSIS IN TURKISH FLEET

The rate of Turkish flagged ships in the Turkish owned fleet as of the beginning  

of 2021 is 19%. On the other hand, more than 50% of the fleet flied the flag of Malta and Marshall Island. 

MAJOR FLAGS BY DWT OF SHIPS (300 GT AND OVER) ( JAN 2021)

Malta 

Marshall Islands 

Turkey 

Panama 

Liberia 

Singapore 

Russia 

Hong Kong, China 

Vanuatu 

Cook Islands 

NO FLAGS DWT % 2020 RANKING

8621387 

8123096 

5955000 

2949005 

2201984 

907347 

393114 

243357 

163418 

133809 

28% 

27% 

19% 

10% 

7% 

3% 

1% 

1% 

1% 

0% 

1 

2 

3 

4 

5 

6 

7 

9 

13 

8 

1 

2 

3 

4 

5 

6 

7 

8 

9 

10

MAJOR FLAGS BY NUMBER OF SHIPS (300 GT AND OVER) ( JAN 2021)

Turkey 

Malta 

Panama 

Marshall Islands 

Liberia 

Russia 

Vanuatu 

Comoros 

Antigua & Barbuda 

St Kitts & Nevis 

NO FLAGS NO OF SHIPS % 2020 RANKING

702 

290 

238 

135 

88 

86 

32 

19 

17 

17 

39,7% 

16,1% 

13,2% 

7,5% 

4,9% 

4,8% 

1,8% 

1,1% 

0,9% 

0,9% 

1 

2 

3 

4 

6 

5 

9 

8 

12 

10 

1 

2 

3 

4 

5 

6 

7 

8 

9 

10



FACTS & FIGURES
FLAG ANALYSIS IN TURKISH FLEET

Top Flag Changes | Turkish Fleet Vs World Fleet

Flag Changes | Flag In (2021, As Of Jan 1)

Flag Changes | Flag Out (2021, As Of Jan 1)

Malta 

Marshall Islands 

Turkey 

Panama 

Liberia 

Singapore 

Russia 

Hong Kong, China 

Vanuatu 

FLAGS
RANK OF THE FLAG 

IN THE WORLD-2020

RANK OF THE FLAG  

IN THE WORLD-2021

DWT CHANGE  

% (TR FLEET)

DWT CHANGE  

% (WORLD FLEET)

6 

3 

30 

1 

2 

5 

24 

4 

55 

6 

3 

35 

1 

2 

5 

24 

4 

57 

3,5% 

1,8% 

-13,0% 

21,7% 

10,0% 

1,5% 

-6,2% 

-20,9% 

54,1% 

0,5% 

4,4% 

-11,1% 

4,7% 

10,3% 

-3,0% 

2,5% 

2,1% 

1,3% 

Malta 

Liberia 

Panama 

Marshall Island 

Singapore 

FLAGS NO TOTAL DWT NO OF SHIPS

1 

2 

3 

4 

5 

281.348 DWT 

240.648 DWT 

210.892 DWT 

204.565 DWT 

64.043 DWT 

11 

13 

18 

5 

1 

Turkey 

Malta 

Panama 

Cook Islands 

Liberia 

FLAGS NO TOTAL DWT NO OF SHIPS

1 

2 

3 

4 

5 

546.596 DWT 

233.541 DWT 

151.836 DWT 

141.438 DWT 

60.454 DWT 

22 

20 

12 

13 

2 



FACTS & FIGURES
FLAG ANALYSIS IN TURKISH FLEET

Types Of Ships | Flag Changes 

Bulk Carrier 

General Cargo 

Chemical/Products Tanker 

TYPE NO TOTAL DWT NO OF SHIPS

1 

2 

3 

612.401 DWT 

318.091 DWT 

126.446 DWT 

11 

52 

15 



FACTS & FIGURES
AVARAGE AGE OF VESSELS IN TURKISH FLEET

The Turkish Fleet is actually a young fleet. This is especially true for long-distance ships. The average  

age of the Turkish fleet increases especially due to the high average age of the general cargo  

ships engaged short-sea shipping.

Avarage Age Of Vessels By Ship’s Type

Ship’s Avarage Age (January 2020-January 2021)/1000 GT And Over

Crude Oil  
Tankers

10,5 12,6 14,1 15,3 26,5

Chemical/ 
Products  
Tanker

Container  
Ship (Fully  
Cellular)

General  
Cargo

Bulk Carriers

SHIP TYPES AND THEIR AGE PERCENTAGES

TOTAL FLEET AGE AVARAGE

0-4 5-9 10-14 14-19 20+ 2021

AGE

Bulk Carrier

Crude Oil Tankers

General Cargo

Container

Other Ships

Chemical/Products  
Tanker

In all ships % (DWT) (Nr)    

In Bulk Carriers % (DWT) (Nr)        

Avarage Ship Tonnage (DWT)

(%34) (%25) 

(%6) (%5) 

59.400 

(%68) (%49) 

(%35) (%29) 

60.181 

(%46) (%26) 

(%36) (%36) 

50.237 

(%43) (%20) 

(%13) (%15) 

45.488 

(%27) (%8) 

(%10) (%16) 

30.962 

12,6

10,5

26,5

15,3

14,1

23,7

21,4

In all ships % (DWT) (Nr)   

In Crude Oil Tankers % (DWT) (Nr)   

Avarage Ship Tonnage (DWT)

(%35) (%10) 

(%18) (%18) 

155.171 

(%13) (%4) 

(%18) (%18) 

157.040 

(%25) (%5) 

(%52) (%53) 

150.528 

(%11) (%1,4) 

(%9) (%9) 

160.040 

(%3) (%0,2) 

(%3) (%3) 

164.859 

In all ships % (DWT) (Nr)    

In General Cargo Ships % (DWT) (Nr) 

Avarage Ship Tonnage (DWT)

(%4) (%12) 

(%3) (%1) 

16.642 

(%5) (%15) 

(%11) (%5) 

14.443 

(%6) (%24) 

(%21) (%17) 

7.589 

(%10) (%31) 

(%13) (%12) 

6.976 

(%33) (%60) 

(%51) (%65) 

4.854 

In all ships % (DWT) (Nr) 

In Container Ships % (DWT) (Nr) 

Avarage Ship Tonnage (DWT)

(%6) (%10) 

(%8) (%8) 

28.087 

(%7) (%3) 

(%24) (%6) 

94.579 

(%6) (%7) 

(%33) (%33) 

25.541 

(%8) (%10) 

(%18) (%26) 

18.262 

(%6) (%4) 

(%16) (%27) 

15.306 

In all ships % (DWT) (ADET)   

In Chemical/Products Tankers % (DWT) (Nr) 

Avarage Ship Tonnage (DWT)

(%15) (%27) 

(%13) (%7) 

24.719 

(%3) (%10) 

(%8) (%8) 

13.518 

(%12) (%29) 

(%44) (%50) 

11.800 

(%20) (%24) 

(%29) (%22) 

17.358 

(%4) (%5) 

(%7) (%13) 

7.198 

In all ships % (DWT) (Nr) 

In other ships % (DWT) (Nr)  

Avarage Ship Tonnage (DWT)

(%6) (%15) 

(%6) (%4) 

17.022 

(%3) (%18) 

(%10) (%12) 

8.560 

(%3) (%10) 

(%15) (%15) 

12.355 

(%6) (%14) 

(%11) (%12) 

11.141 

(%26) (%23) 

(%56) (%56) 

9.979 
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FACTS & FIGURES
SHIP BUILDING FIGURES OF 2021 TURKISH FLEET 

The 2021 Turkish Fleet was built in 39 different countries (in terms of tonnage) and 413 shipyards. The number  

of Turkish shipyards which built ships over 100,000 DWT in total within this fleet is 7.

Where Built in General | 2021 Turkish Owned Fleet

In Terms of  

Number of Ships

In Terms of DWT

DWT DWT

2.932.543 KOREA 

CHINA 

JAPAN 

PHILLIPINES 

GERMANY

8.547.263 

8.319.729 

5.107.752 

1.159.609 

1.038.489

123 

235 

146 

17 

124 

69.490 

35.403 

34.985 

8.375 

7.826 

28 

27 

17 

3,8 

3,4 

SHIPS NUMBER 
 

SHIPS NUMBER 
 

912 3.215

AVG.DWT AVG.DWT %

% 44 IN TURKEY

% 10 IN TURKEY

TURKEY

% 56 IN OTHER COUNTRIES

% 56 IN OTHER COUNTRIES

OTHER COUNTRIES

When Built | Turkish Owned Ship Fleet In Turkish Shipyards

1980-1985 

1986-1990 

1991-1995 

1996-2000 

2001-2005 

2006-2010 

2011-2015 

2016-2020 

PERIOD DWT Nr AVG.DWT

73754 

61597 

175779 

108031 

282835 

1247675 

682992 

235611 

60 

70 

64 

65 

81 

179 

155 

147 

1229 

880 

2746 

1662 

3492 

6970 

4406 

1602 





FACTS & FIGURES
SHIP BUILDING FIGURES OF 2021 TURKISH FLEET 

Where Built | Turkish Owned Ship Fleet

COUNTRY TOTAL DWT NO AVG.DWT %

China, People's Republic Of 

Japan 

Korea, South 

Philippines 

Vietnam 

Total 

5263162 

4097998 

3289470 

598088 

331419 

14047649 

111 

91 

45 

12 

8 

282 

47415,87 

45032,95 

73099,33 

49840,67 

41427,38 

37,47% 

29,17% 

23,42% 

4,26% 

2,36% 

Turkey 

China, People's Republic Of 

Japan 

Netherlands 

Romania 

Total

1120051 

754593 

243369 

226643 

192014 

3394315 

197 

79 

28 

46 

39 

584 

5685,538 

9551,81 

8691,75 

4927,022 

4923,436 

33,00% 

22,23% 

7,17% 

6,68% 

5,66% 

Korea, South 

China, People's Republic Of 

Japan 

Philippines 

Russia 

Total 

3226164 

1852699 

221597 

115277 

6620 

5423157 

23 

10 

2 

1 

1 

38 

140268 

185269,9 

110798,5 

115277 

6620 

59,49% 

34,16% 

4,09% 

2,13% 

0,12% 

Turkey 

Korea, South 

Croatia 

Japan 

Romania 

Total 

1173978 

1161651 

286299 

66646 

65802 

3045609 

143 

31 

6 

6 

8 

228 

8209,636 

37472,61 

47716,5 

11107,67 

8225,25 

38,55% 

38,14% 

9,40% 

2,19% 

2,16% 

Germany 

Philippines 

China, People's Republic Of 

Turkey 

Korea, South 

Total 

643899 

446244 

299925 

269928 

263354 

1992158 

28 

4 

15 

18 

7 

78 

22996,39 

111561 

19995 

14996 

37622 

32,32% 

22,40% 

15,06% 

13,55% 

13,22% 
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FACTS & FIGURES
COMPANY PROFILES IN 2021

Up to the analysis, the number of shipowner companies in Turkey are 632. However, in our previous research,  

this number is assumed around 350-400 when it’s considered that there are more than one shipowner  

company affiliated to a group of companies. 

THE CITIES | SHIPPING COMPANIES - 2021
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1518

23.843.726

SHIPS

TOTAL DWT

İSTANBUL

34

39

63

27

1.196.487

768.518

420.918

110.598

SHIPS

SHIPS

SHIPS

SHIPS

TOTAL DWT

TOTAL DWT

TOTAL DWT

TOTAL DWT

ANKARA

KOCAELİ

İZMİR

MERSİN

1 

2 
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4 

5 

6-10  

11-15  

16-20  

20-35  

470 

99 

35 

27 

17 

36 

17 

7 
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Number Of  

Ships Owned

Companies By Number Of Ships Owned

Number Of  
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FACTS & FIGURES
COMPANY PROFILES IN 2021

THE COUNTRIES | COMPANIES |  

SHIPS FOREIGN OWNED, TURKISH MANAGED 
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1.959.843 469.623 166.884 157.492 156.658 122.642 110.099 

TOTAL DWT TOTAL DWT TOTAL DWT TOTAL DWT TOTAL DWT TOTAL DWT TOTAL DWT

13 6 11 7 1 19 7
SHIPS SHIPS SHIPS SHIPS SHIPS SHIPS SHIPS

2 4 11 6 1 6 6
COMPANY COMPANY COMPANY COMPANY COMPANY COMPANY COMPANY

• Countries over 100000 DWT are taken into consideration.



FACTS & FIGURES
COMPANY PROFILES IN 2021

1 

2 

3 

4 

5 

6 

7 

8 

9 

10 

Ya Sa Shipping Industry 

Marinsa Denizcilik AS 

Kiran Holding AS 

Ciner Ship Management 

Ince Shipping Group 

Densay Denizcilik ve Ticaret 

Ulusoy Denizyollari ve Finner Ship 

Beks Denizcilik ve Ticaret 

Manta Denizcilik Nakliyat 

Akmar Shipping & Trading SA 

1.627.451 

1.142.173 

1.114.535 

1.006.888 

763.065 

734.626 

420.101 

381.103 

379.718 

306.802 

22 

17 

16 

16 

13 

12 

8 

6 

9 

5 

1 

2 

3 

4 

5 

6 

7 

8 

9 

10 

11 

12 

13 

14 

15 

16 

17 

18 

19 

20 

Ya Sa Shipping Industry 

Ciner Ship Management 

Fleetscape Capital Holdings* 

Marinsa Denizcilik AS 

Densay Denizcilik ve Ticaret 

Arkas Holding AS 

Kiran Holding AS 

Karadeniz Holding AS 

Gungen Denizcilik ve Ticaret 

Besiktas Shipping Group 

Ince Shipping Group 

TUPRAS 

Ulusoy Denizyolları ve Finner Ship 

Beks Denizcilik ve Ticaret 

Manta Denizcilik Nakliyat 

Genel Denizcilik Nakliyati AS 

Palmali Shipping & Agency 

Deval Transport AS 

Boss PRP Group Petrol 

Akmar Shipping & Trading SA 

2265755 

2088252 

1956715 

1458817 

1250064 

1161333 

1114535 

997110 

902617 

818427 

763065 

748835 

476650 

381103 

380272 

337629 

331557 

323719 

322140 

306802 

No

No

Company

Company

Total DWT

Total DWT

Ships

Ships

%

31 

24 

12 

19 

23 

53 

16 

39 

6 

18 

13 

29 

13 

6 

11 

9 

57 

12 

8 

5 

7% 

7% 

6% 

5% 

4% 

4% 

4% 

3% 

3% 

3% 

3% 

2% 

2% 

1% 

1% 

1% 

1% 

1% 

1% 

1% 

Top 20 Companies By Group Owner Tonnage (DWT)

Top 10 Companies By Bulk Carrier Ownership - 2021
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1 

2 

3 

4 

5 
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7 
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10 

Arkas Holding AS 

Ciner Ship Management 

Turkon Holding AS 

Kalkavan K Gmbh 

Bayraktar Gemi 

Lomar Corp Ltd* 

Akar Deniz Tasimaciligi ve Tic 

Songa Container AS 

Tulipa Shipping Ltd* 

Capital Maritime & Trading* 

1134482 

446244 

78230 

53461 

43876 

34444 

32023 

28632 

27244 

26811 

46 

4 

4 

2 

5 

1 

2 

1 

1 

1 

No Company Total DWT Ships

Top 10 Companies By Container Ship Ownership - 2021
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3 

4 

5 

6 

7 
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10 

Fleetscape Capital Holdings* 

Gungen Denizcilik ve Ticaret 

Ciner Ship Management 

TUPRAS 

Ya Sa Shipping Industry 

Besiktas Likid Tasimacilik 

Marinsa Denizcilik AS 

Karadeniz Holding AS 

Palmali Shipping & Agency 

Advantage Tankers LLC* 

1956715 

902617 

635120 

534488 

337464 

327500 

316644 

195646 

161586 

156658 

 

No Company Total DWT Ships

Top 10 Companies By Crude Oil / Product Tanker Ownership - 2021
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Albros Shipping & Trading Co 

Istanbul Denizcilik ve Deniz 

Armador Gemi Isletmeciligi 

Dadaylilar Shipping Group 

Arel Denizcilik Ticaret 

Yilmar Shipping & Trading Ltd 

Digital Epoch Ltd* 

Palmali Shipping & Agency 

Sonay Denizcilik Ltd Sti 

Bayraktar Gemi 

200415 

179804 

92985 

70605 

67788 

64502 

63553 

62278 

55616 

55610 

No Company Total DWT Ships

Top 10 Companies By General Cargo Ship Ownership - 2021
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12 
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* Manager ARKAS

* Shipmanager Genel Denizcilik Nakliyati AS.

*Manager İstanbul Denizcilik ve Deniz



The world maritime fleet, which was 1,961,597,000 

DWT in January 2020, increased by 3.2% to 

2,042,100,000 DWT (46,350) in January 2021. In 

comparison to 2005, the global tonnage was 

multiplied by one. 

The scrapped tonnage was 24.6 million DWT with an 

increase of 39% according to 2019. When compared 

to the 30.7 million DWT scrapped in 2018, it remained 

below 20% despite the major pandemic crisis in 2020. 

Due to lower fuel prices and the seasonal increase in 

freight, the scrap of old vessels with high operating 

costs and fuel consumption has declined.  

Despite the working challenges of the pandemic, a 

tonnage of nearly 88% of the delivered in 2019 was 

delivered in 2020. New orders have fallen by 29% in 

2020. In fact, even though orders have fallen by 40% 

in mid-2020, the improvement seen in the last 

quarter led to an increase in new ship orders, 

preventing the year average from being much worse. 

In 2021-2022 new deliveries are however expected to 

slow down. Since 2003, new orders have fallen to 

their lowest level. Although new tanker and container 

orders have increased due to favorable new 

shipbuilding conditions in the last period of 2020 and 

additional good market conditions in terms of 

container transportation, this has been very limited 

considering the past years. In 2020, the ratio of total 

orders to the existing fleet was the lowest in 31 years. 

Currently, there are 2,281/156.8 million DWT vessels 

for the order to be delivered for the global merchant 

fleet in the coming years. 91 million DWTs will be 

delivered in 2021, 49.2 million DWTs in 2022 and 16.6 

million DWTs in 2023 and later as an assesment. 

However, oil prices and therefore, the fuel prices are 

progressing higher this year than in 2020. In 

February, prices rose 50% above 2020 average. The 

gap between low and high sulphur fuel price are also 

widening. This will lead to increased fuel costs for 

older ships.

However, since freight rates (although the tanker 

market is relatively low than others) will be good in 

almost all segments, the world trade fleet will 

increase by around 3% by the end of 2021 if the 

scrapping is at its level in 2020. This increase will be 

about 2% for the bulk carrier fleet. Given that the 

tonnage on the tanker market to be delivered in 2021 

is lower than the bulk tonnage, it is estimated that 

tanker tonnage will rise by nearly 2.5%. In 2021, crude 

oil tonnage is expected to increase by 1.2% and 94 

crude oil tankers are expected to be scrapped.  

In 2022 and 2023, the tonnage increase will be quite 

limited compared to previous years as deliveries will 

decrease both globally and segmentally. 

In summary, it is thought that global tonnage growth 

in 2021 will be below seaborne trade growth, and this 

will be the case in the next year or two. Due to both 

the pandemic and "decarbonization", it is evaluated 

that the fact that the shipowners cannot see in front 

of them fully and prefer to wait to avoid making the 

wrong decision may be the reason for this. Therefore, 

orders have hit historic lows. But the shipowners and 

investors still have a high appetite for risk.  

Due to the excessive rise in freight, serious new ship 

orders have started to be heard, especially in the 

container market and in some segments. Another 

thing to consider in this regard is that since 2005, 

ship tonnage has increased approximately onefold or 

even more in some segments, while seaborne trade 

has increased very limitedly. Especially in the dry bulk 

cargo market, the demand for ship tonnage or the 

increase in the amount of cargo carried has been 

half as much as the tonnage increase in the last 10 

years. Currently, the difference of 1-2 points between 

ship tonnage supply and increase in demand for ship 

tonnage is good compared to the past and in terms 

of the new trend, it will not be capable of making 

freight jump too much. Rating agencies suggest that 

this gap should be a minimum of 2-3 points. 

FACTS & FIGURES
GENERAL ASSESSMENT OF THE WORLD  
MARITIME TRADE FLEET



This section has been prepared in collaboration with 

the Turkish Chamber of Shipping. Turkish Chamber of 

Shipping uses ISL and SEAWEB as resources. The 

analysis of the data was carried out by BMK 

Engineering. 

In addition to the data mentioned above, the 

following sources are also used in this section:  

Turkish Statistical Institute, United Nations 

Conference on Trade and Development (UNCTAD), 

Review of Maritime Transport – 2020, https://

worldpopulationreview.com/, https://www.countries-

ofthe-world.com/, Maritime General Directorate 

Statistics, Wikipedia, Ministry of Transport and 

Infrastructure (Ulaşan ve Erişen Türkiye 2020)  

https://www.uab.gov.tr/uploads/pages/bakanlik-

yayinlari/revize-ulasan-ve-erisen-

turkiye-2020-20210319-100631.pdf, https://

www.imf.org/external/datamapper.   

Today, there are many data sources related to 

maritime transportation and it is possible that the 

analysis figures do not match each other because 

the criteria they accept as the basis differ. 

Our aim in this analysis is to provide a perspective to 

the readers of the report about our Turkish owned 

and controlled fleet and to guide their predictions. 

The accuracy of the analysis is all about the accuracy 

of the data. The difference in numbers arises from 

the selection of the calculation criteria used. For 

example, many criteria such as extraction time of 

data, tonnage criteria, the ship types included in the 

data, the number of countries, can differ in different 

data sources. 

The data in this document are generally used as of 

January 1, 2021. Therefore, there may be differences 

in the data as of now. The company rankings are 

made entirely according to the values obtained from 

the data source and according to the group owner 

information. The comparisons were made according 

to the 2020 and 2021, January. 

FACTS & FIGURES
ANALYSIS METHODS AND RESOURCES





WHAT ARE THE 
EXPECTATIONS 
OF SHIPOWNER 
FOR 2021 AND 
BEYOND ? 
TURKISH 
SHIPPING 
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“A ship in port is safe, but that's  
not what ships are built for.”  [Grace Hopper] 



I believe that, with the new world maritime order, 

the bulk cargo shipping industry has moved into a 

new phase. We need to be extremely vigilant, follow 

closely, read properly, be well prepared and make 

the appropriate decisions. 

Since 2012, the bulk cargo market has begun to 

decline with high shipbuilding orders in the 2010s 

and slowing global growth. In 2014-2016, it suffered 

the lowest levels of history. While signals of recovery 

were seen in 2019, the bulk cargo markets stagnated 

and crashed the pandemic crisis of 2019. In 

summary, it is a fact that the bulk-cargo shipping 

markets suffered through eight years of crises 

between 2012 and 2020, and this period was 

blustery and extremely challenging. 

Declining shipbuilding orders in recent years have 

begun moderating demand for shipbuilding. In 2021, 

the supply of new vessels is expected to be around 

1.5%, whereas global growth is expected to be 6-6.5 

%. Although new ship supply is expected to be 

around 1% in 2022, global growth is expected to be 

4.4%. It is projected that the worldwide ship supply 

would be nil in 2023, while global growth is 

predicted to be 3.5-4%. Ships that would be 

scrapped in these years were not considered. 

However, an average of 0.5% per year is expected to 

be scrapped. In sum, global growth in the next 3 

years is predicted to be around 14% in total, and new 

ships will rise by around two and a half %, while the 

balance of supplies and demand for ships will alter 

approximately by 12 to 13% in favour of demand for 

ships, after a deduction of 1.5% of the tonnage that 

will be scrapped. This would inevitably have a 

favourable impact on the freight. 

The primary concern that will transform shipping in 

the future is GHG. The environmental guidelines that 

IMO will implement with the decisions it makes will 

completely transform world shipping. I call it the 

”new world maritime order”. Those guidelines would 

exclude 80-90,000 ships globally. Furthermore, 

depending on the ship’s economic condition, the 

carbon tax is projected to be imposed. GHG 

environmental guidelines will completely transform 

BULK  
CARRIER  
SECTORAL  
ANALYSIS

NEW WORLD MARITIME  
ORDER: OVERVIEW  
TO DRY CARGO  
FREIGHT 

Cihan Ergenç,   
 
Vice President of  
Turkish Shipowner’s  
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of Er Shipping



world shipping. 

Measures such as machine power limiting and 

speed reductions will be adopted throughout 

this procedure. I believe we ought to follow 

closely. In this respect, it is considered that there 

would be quite substantial risks and favourable 

circumstances. If we, as Turkish shipowners, 

closely follow the issue in unity and co-

operation, we may take benefit of that process. 

If you had asked me six months ago, I would 

have said LNG powered ships, but LNG no 

longer conforms with GHG norms today. The 

future of the next generation of fuels, ammonia 

and hydrogen, other alternative fuels and 

technologies currently being discussed is also a 

reality. However, it is not known if there are now 

trials and preparations and how many years 

would it take to succeed. In short, it is not known 

when we can order next-generation ships with 

new-generation fuels. It is quite difficult to build 

a ship which, in my opinion, would be the 

beginning of mass production between 2026 

and 2027. I believe that this is also going to have 

a favourable impact on shipbuilding markets. 

In the ordering stage of the new ship, you may 

receive the ship in at least two years in the best 

and fastest way. The Far East shipyards have 

been said to be fully loaded until 2024 and ships 

can no longer be built shortly before that. If you 

ask me, I suggest you do not order new ships for 

many unknown reasons such as technology, 

fuel, machine problems, price, etc. In the current 

technologies, ordering ships and deliveries 

between 2024-2025, which means that your 

vessel would be out of the system five years 

after receipt of your order and have to be 

scrapped, may be a massive mistake that 

cannot be compensated. 

We must closely follow the decisions to be made 

by IMO as well as the technological innovations. 

Since the global fleet is not likely to develop with 

the growth of the world economy, I believe that 

we will have a beneficial influence on the 

market and have a relatively strong market. I 

suppose that we’ve entered a favourable 

market phase. I anticipate that we will have 

fluctuations in freight markets depending on 

economic and political concerns. 

Get prepared for the New World Maritime 

Order. I believe the new guidelines on the 

environment will make shipping more difficult 

and fundamentally altering. I anticipate that 

education, knowledge and experience will be 

much more strategic and significant. In 

conclusion, I believe that in the future years we 

will have fluctuating but relatively strong freight 

markets. 

Vice President of  

Turkish Shipowner’s  

Association and President  

of Er Shipping
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Large overseas container lines have been much 

more prepared for the Covid-19 crisis and have 

adopted better policies for themselves compared to 

the global downturn in 2008. In the 2008 recession, 

the industry’s supply-demand balance was broken 

by the major shipbuilding orders that had been 

placed just before the outbreak of the crisis and, as 

a result of the recession, the excessive decrease in 

the number of loads caused panic and false 

decision-making in the industry. These lines 

constantly lowered their freight and competed 

fiercely with each other to get the decreased load.  

Significant losses were made due to this policy. 

Many container firms have either gone bankrupt, 

been sold or been forced to merge with other 

container firms over the last ten years. This, whilst 

providing the shipper with a very lucrative time of 

low freight rates, has in the long term opened the 

way to a very risky and irreversible atmosphere. 

Container lines that disappeared due to their poor 

financial structures have also destroyed the 

“competitive” environment, which is of vital 

importance to the shipper. 

Having learned its lesson, the industry, which is still 

struggling to recover from the injuries of the recent 

past, has entered the crisis caused by the pandemic 

with immediate and yet at the same time right 

measures. It suspended some services to balance 

supply and demand or started to avoid delivering 

weekly services by reducing the number of vessels in 

operation. Thus, freight wars were halted and the 

cost of idle ships was avoided. Even though China 

recovered faster than expected and started to 

produce again, the lines had no rush to restore the 

services. On the other hand, the employment of 

fewer staff at ports during pandemic has caused 

and continues to cause delays in both port 

operations and pilotage services. 

The root cause for today’s equipment and freight 

issues in the container industry was the excessive 

aggregation created by the insufficient performance 

of U.S. ports. Long waiting times of vessels at the 

ports on the western coast of the USA resulted in 

Can Atalay,   
 
CEO of ARKAS Line
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container and vessel shortages in China; a 

problem, which was growing like a snowball, 

that has entirely shattered the equilibrium of the 

container industry. While, thus, freight rates 

have peaked in the last 15 years, the problem of 

vessels and containers still remains unresolved. 

Expectations for 2021- 2022 

After briefly explaining the current situation, I 

would like to share my expectations for the rest 

of 2021 and 2022 under four categories: 

capacity issue, container problem, increase in 

vessel charters and freight challenges.  

Capacity Issue 

The fact that supply fails to meet the demand is 

uncommon. That is what we are experiencing 

right now. 

The ratio of the order to the current fleet was 

the lowest in recent years with 9.5% in 2020, 

while 60% when overcoming the crisis in 2008 

and 30% in 2010. The ratio of orders placed in 

2021 to the current fleet is around 17% now. The 

new orders are mainly placed in large-tonnage, 

which is 13,000 TEUs and above. These vessels 

will be commissioned between 2023 and 2024. 

On the other hand, a certain amount of tonnage 

continues to be scrapped each year, as it fails to 

comply with the existing legislation and age. 

The technological and regulatory changes also 

hamper the desire to order. Normally, larger 

quantities of vessels would have been ordered 

during periods when the freight rose this much. 

Right now, there’s no such excitement... 

It is important to bear in mind, though, that the 

supply-demand balance includes many 

unknown. While there may be lines placing 

additional orders in the coming days, the 

expected growth is also doubtful. 

Container Problem 

The solution would be relatively simpler, if the 

problem were due to the insufficient number of

 containers. China has the capacity to produce 

thousands of TEUs of new containers per year. 

However, the current problem has occurred due 

to the inability to provide the required amount 

of containers on time and to the place where 

needed. There is a challenge with the supply 

network being clogged. As mentioned above, 

the key driving force behind the container 

shortage was the operational issues, triggered 

by the pandemic in the US West Coast ports. 

When the ports begin to operate with full staff 

and truck drivers are in charge with a full staff, 

the containers will start moving faster and the 

problem will gradually diminish and disappear. 

The ongoing pandemic keeps us from saying 

when exactly the problem will end. But even 

though it might decline in 2021, I expect the 

container issue to continue. 

Increase in Charter Rates 

As the rotational speed of the vessels dropped, 

each line has thrusted into an additional 

tonnage to sustain the services. Beginning in 

September 2020, this process resulted in charter 

rates increasing more than twice within six to 

eight months. In recent weeks, the increase in 

charter rates has slowed down but still 

continues to rise. In certain tonnage, the 

duration of the charter contracts has been 

extended to three years. It is almost impossible 

to charter a vessel for less than a year and a 

half, and two years. The lines have been taking 

the risk of long-term, high operating costs. 

The longer each idle vessel is chartered, the less 

vessels will become vacant in the following 

weeks. If the expected increase in demand rises 

above 3.5%, it will be more difficult to find a 

vessel to meet this demand. Since the new 

orders are mainly placed for 13,000 TEUs and 

above, there is a potential problem to be faced 

regarding the availability of 1000-3000 TEU 

vessels, which we call feeder tonnage.



Freight Challenge 

As a result of the three problems I have tried to 

clarify above, freight rates have peaked in a 

short span of time and in an unusual manner 

that was rarely seen in the past. There is to be a 

downward amendment in freight rates, after 

the services are put in order and the logistics 

chain functions properly. However, expecting 

the freight rates to return to the rates before 

2020 is unrealistic in short term. 

Every month 100 container lines are sorted by 

their capacity worldwide. As of the end of 

March, the top 10 companies own 84% of the 

world container vessel capacity. The capacity of 

the remaining 90 companies is 16%! 

The top 10 companies operate their services 

under three alliances. This means that although 

they compete on the vessel, they are not in 

competition when it comes to develop an 

alternate service. This provides more safety for 

the owner or manager but a riskier environment 

for the customer who gives load. 

Conclusion;  

Although the decline in trade was felt 

worldwide as a result of the pandemic, there 

has been a significant recovery only in the US 

market. It is not known how much longer the 

performance of a single country can hold the 

entire industry at the peak. The funds formerly 

spent on social welfare started to be used for 

consumer goods in the lockdown. The number 

of goods sold under the influence of e-

commerce has increased in all developed 

economies, especially in the United States. I 

expect consumption to decline as life goes back 

to normal and people start to spend again on 

services. 

During the downturn, extended lines had the 

benefits of balancing supply and demand. It is 

not reasonable to expect them to make 

decisions that will break the balance to the 

detriment of the supply, as they did in previous 

years.  However, when we look at the recent 

past of the industry, we have also witnessed the 

prevailing egos in circumstances where egos 

were at odds with logic. 

If there are no unexpected economic crises in 

the upcoming years, I believe it will be difficult 

to see that freight rates return to the levels they 

have fallen in the past decade even if they do 

not remain at the current high levels. 

CEO of ARKAS Line

Can Atalay







CHEMICAL 
SECTORAL 
ANALYSIS



Besides effects of COVID19 we recently had two 

major events causing disruption and market 

fluctuation in specialised markets. One was the US 

polar storms causing plant shutdowns and damages 

on some facilities. The other one was the Suez Canal 

blockage; though not taking longer as some were 

afraid still caused a shake off on the vessel 

availability in East of Suez and Owners willingness to 

take the westbound cargoes on this route. 

China having managed to come out of the 

pandemic earlier than the West increased chemical 

inventories relatively at low price levels. With their 

inventories on healthy levels, cargoes from Middle 

East are now bound to be traded to European 

destinations. Together with the disruption caused by 

Suez Canal blockage the freight rates on this route 

have increased about 25% on larger parcels and 

about 50% on smaller ones. It is not only ex-Middle 

East market which is seeing increased activity 

towards Europe but so is the ex-US Gulf and ex-

South East Asia. On both routes freight rates are on 

the “up” direction.  

Globally speaking chemical cargo activity level is 

almost the same as pre-COVID19 or even on a rise of 

about 3-4%. However, with people still flying and 

driving less around for leisure purposes compared to 

pre-COVID19 levels there still is about 9-10% reduced 

trading activity of products. Some of those larger 

carriers which cannot find enough product cargoes 

then compete with smaller size chemical carriers 

and built a negative pressure on their earnings. 

Furthermore, for a while since Summer 2020 there 

was a gradual increase of tonnage with tankers 

coming off from their storage functions. Number of 

tankers used for storage is now almost close to pre-

pandemic in volume. Thus, we should not expect any 

more pressure on the fleet from this end. 

As the ratio of vaccinated population increases, 

together with the help of summer coming on the 

Northern Hemisphere helping to drop the number of 

cases further, we should expect to see a gradual 

increase on freight rates of product tankers with a 

spill over effect on the smaller size chemical tankers.

CHEMICAL  
SECTORAL  
ANALYS

CROSS THE FINGERS 
AND FASTEN YOUR  
SEAT BELTS IN  
ANY CASE

Metin Düzgit,  
 
Owner, Board Member,  
Managing Director at  
Düzgit Group



There are though couple of factors to watch en-

route:  

(i) the usual low trading of products in summer 

season,  

(ii) almost doubled costs of edible oils causing 

people to source their needs from somewhere 

else in particular for biodiesel consumption,  

(iii) the increased number of cases recently 

seen on one the world’s largest economy, India. 

The pace of recovery in product and hence in 

chemical freight markets will certainly be 

corelated with these in the short to mid-term. 

Although freight rates are almost at the same 

levels compared to previous years, increased 

cost of bunkers continues to keep on biting from 

what is left to the Owners, Time Charter 

Equivalent (TCE) Rates, i.e. the bread left for the 

Owners. 

With low earnings for a while now the chances 

of tanker owners getting bank support for their 

newbuilding orders is relatively low not to 

mention some banks consider quitting tanker 

finance for good due to environmental 

pressure. Yet chemical tankers should be 

exempted as they not only carry petroleum 

products but specialised products essential for 

green revolution ahead. Uncertainty on what 

the future fuel type would be in shipping is 

another factor which keeps the investors off. 

Increased scrapping activity lately seen whether 

it be due to low TCE levels, increased scrap 

prices or increased drydock expenses related 

with BWTS installation requirements also helps 

to keep the fleet growth at minimum.

With an Orderbook to Fleet Ratio standing at 

historically lowest 3-4% levels and with a Ratio 

of Fleet Above 20 Years Age at 10-11% levels the 

future looks bright for chemical tanker 

operators, the question remains on how soon, 

whether in 2 months or whether in 6 months or 

whether in 9 months. Cross the fingers and 

fasten your seatbelts in any case. 

Owner, Board Member,  

Managing Director at  

Düzgit Group

Metin Düzgit



RORO 
SECTORAL 
ANALYSIS



2020 has been a peculiar year that current 

generations have gone through a crisis period that 

has not been experienced for decades. We used to 

pride ourselves as experienced managers living in 

Turkish business environment to be prone to the 

cycles of business crisis. However, the global 

pandemic was breaking the ground and requiring 

further to sustain the business environment which 

would soon to be called as the new normal. This 

new global normal just cannot be contained to 

business life but to our daily lives as well. 

Stalled in the beginning by a temporary shock, it did 

not take long for everybody to realize the 

importance of the continuity of the supply chain to 

ensure the circulation of goods and commodities in 

the veins of the global trade. 

This has been a kind of resilience check for the 

transportation industry to keep the supply channels 

up and running. Ro-ro shipping was not an 

exception and well proved its resilience and 

reliability. Now, one can easily argue that Ro-Ro 

shipping is even stronger and preferable to the other 

modes of transport. I will not go into details of that 

as it is not the purpose of this short article. 

2020 business plans were made on an assumption 

of a growth over 2019 results whereas hitting the first 

quarter, all plans had to be reviewed to complete 

the year with minimum loss due to the global 

pandemic - the hottest topic in our daily routine. The 

recovery was stronger in the fourth quarter. Overall, 

2020 was a year of shrinkage in the shade of 

pandemic.  

2021 is planned to heal the wounds and grow over 

2019. Delayed demand coupled with the pace of 

recovery in the fourth quarter of 2020 continue to 

power the gears of the trade in 2021. The increasing 

percentage of vaccinated populations continue to 

create an optimism for the easing of pandemic 

conditions and remove the trade barriers. The 

results of first quarter are satisfactory and 

promising. Still, we need to act with caution, i.e., 

global shortage of chip supply -as chip factories had 

to shut down when the coronavirus pandemic first 
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hit- now started to heavily hit many other 

sectors and causing factory closures.  

Meanwhile we can avoid talking about the 

structural changes ahead of us. In response to 

the trade wars and the global pandemic; the 

strategy of reshoring, and near-shoring 

manufacturing operations to avoid disruptions 

became prevalent. Turkey has an excellent 

geographic location and possesses the 

necessary resources in this aspect. Short sea 

Ro-Ro operations has the capacity to boost 

Turkey’s potential in many ways. 

Coupled with intermodal connections, short sea 

Ro-Ro operations have proven to be the 

solution partner for the supply chain managers 

with its hard to repeat features, speed, 

reliability, resilience, and respect to the 

environment. 

DFDS operates one of the largest networks of 

ferry routes in and around Europe, including 

own terminals in key locations. All routes 

operate on fixed schedules and are strategically 

located to provide freight services to 

forwarders, hauliers, and manufacturers of 

heavy goods.  

Business Unit Mediterranean, the leading 

intermodal infrastructure operator between 

Europe and Turkey, provides 15 departures per 

week from Turkey to Europe with purpose-built 

Ro-Ro vessels. More than 50 train departures 

per week to the core industrialized zones of EU 

enables the fast and reliable delivery of cargo. 

Vice President, DFDS -  

Business Unit Mediterranean

Kemal Bozkurt





GENERAL 
CARGO 
SECTORAL 
ANALYSIS



General Cargo shipping is one of the major sub-

industry of the Turkish Fleet and is a fleet that 

dominates the Mediterranean basin and the Black 

Sea. As in every sub-industry, the fragility caused by 

the pandemic affected general cargo shipping in 

2020. On the other hand, in our country, general 

cargo fleet shipowners may also be weaker against 

crises and risks in terms of capital structure. 

Therefore, this sector should be cautious for the risks 

that arise instantly and unexpectedly.  

The shipowners of General Cargo/Coaster consider 

2021 to be promising. There are no ships in the 

spotlight at the moment and we assess that this will 

continue for the next 7-8 months as we can predict. 

Utilization appears at 95% in this sector. 

The principal risk factor for the general cargo 

industry is the lockdown of the country, while other 

countries are opened through the effect of 

vaccination. The restriction of the movement of ships 

due to pandemics could be another risk factor. 

In the coming period, investments required by the 

new international rules will put coaster shipowners 

on the verge of a new decision. While the investment 

rate rises to $1,2 million for large tonnage ships, we 

are still not sure what this investment amount can 

mean for the general cargo industry. 

However, it is also a fact that the average age of the 

Turkish general cargo fleet is around 26 years old. 

This necessitates renewal rather than further 

investments in these vessels. Therefore, the renewal 

of this fleet would boost the fleet’s competitiveness 

in short-sea shipping within the Mediterranean 

basin where it’s often traded and also encourage 

these shipowners to achieve significant efficiency by 

meeting their ships with new technologies. 

Such a project will only be able to achieve success if 

it is competitive with far eastern shipyards in terms 

of price. This will also allow our shipyards to use 

their shipbuilding capabilities efficiently.
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Erhan Bayraktar,  
 
Board Member at Turkish Shipowner’s  
Association, CEO of Bayraktar Shipping
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General cargo ships constitute 11% of our fleet in 

tonnage and 32% in number. And these ships 

carry the cargo of many countries in the 

Mediterranean. Especially from the Russian 

Federation, this shipping takes place. General 

cargo vessel tonnage has been falling for the 

past five years, as is well known. Though this 

was due to scraping and a shortage of new 

vessels. However, this tonnage increased by 

2-3% this year. This increase in tonnage was 

entirely driven by trading second-hand vessels. 

The new built general cargo vessel is little to no 

in the fleet. 

Board Member at Turkish Shipowner’s  

Association, CEO of Bayraktar Shipping

Erhan Bayraktar,



CRUDE OIL/
PRODUCTS 
TANKER 
SECTORAL 
ANALYSIS 



The tanker market continues to exert pressure on 

charter rates and freight. In January 2021, Clarkson’s 

global growth indicator for the oil trade was still 8% 

behind. OPEC+ Countries continue to restrict their oil 

production, and the demand for oil/derivatives 

continues to decline due to full or partial lock-downs 

or travel restrictions in leading countries and regions 

due to Covid 19. However, the global oil shipping by 

sea this year is expected to grow by 3.5%. But even if 

it is accomplished, it would still correspond to a 

value 4.5% below 2019. Although there has been no 

substantial change in the first six months of 2021, in 

the second half of this year, the tanker market is 

likely to strengthen with the expected growth in the 

demand for oil assuming there is not an 

unprecedented event and shutdown.  

The consumption between 2019-2020 declined by 9 

million barrels/day (9%) and the production is 

expected to grow by 2,44 million barrels per day 

between 2020 and 2021 while the consumption 

increases by 5,5 million barrels per day (OPEC 

expectation is 5.95 million barrels with 6.6%). The 

equivalence of supply and demand is guaranteed in 

2022. 

In the second half of 2020 and early 2021, the returns 

of the crude oil tankers were very low, and remain 

below USD 20 000 days, according to the Baltic 

index.  

The fact that the global demand for crude oil and its 

derivatives has improved below expectations and 

the global mobility has not expanded at the 

anticipated levels still does not bring the trading in 

crude oil and its derivatives to the desired level. The 

decline in driving decreases the demand for 

gasoline whereas the disruption of travel by plane 

reduces the demand for jet fuel. Travel prohibitions 

or restrictions in this segment should be lifted to 

boost demand at the required level. Although the 

gasoline demand is expected to boost slightly in 

2021, it would remain below previous years. Though 

the transportation of jet fuel climbed modestly in the 

fourth quarter of 2020, it would be suppressed in the 

first half of 2021. 
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The tanker market is expected to improve 

significantly in 2022 and 2023. This is due to the 

forecast of a sharp decline in net fleet growth in 

2022 and 2023 despite the rise in new tanker 

orders in the last quarter of 2020. it approaches 

the levels in 2019 after the second half of 2021. 

By 2020 the average consumption of oil 

reduced by 9%. While oil consumption will grow 

with the industrial expansions in 2021, transport 

continues to remain weak. As noted above, this 

would be improved in the second part of this 

year. 

 

We must consider that, as a result of the long-

term decarbonization, fossil energy use would 

steadily reduce and end as soon as possible in 

this century. In this century, the consumption 

and transportation of crude oil and its 

derivatives would decline significantly and end 

by the 2070’s, due to both industry 4.0/5.0 and 

decarbonisation. 

Director of TSA Ship Management  

Committee,  Economist,  

Maritime and Shipping Expert 

Harun Şişmanyazıcı 





A SHORT 
ACTION PLAN: 
HOW SHOULD 
TURKISH 
SHIPPING LOOK 
FOR THE 
FUTURE?

“By lifting each other up  
we lift ourselves up.”  
 
Lauren Fleshman



The Marine Environment Protection Committee 

(MEPC) approved the draft revisions to the MARPOL 

Annex VI at its 75th Session (November 2020), 

including the amendments to the two new short-

term measures: 

 

• Energy Efficiency Existing Ship Index (EEXI) 

as technical measure 

• Annual Operational Carbon Intensity 

Indicator (CII) and the rating mechanism as 

operational measure 

 

In this process of transformation, the Chamber of 

Shipping launched the "Impact Assessment Analysis 

of Climate Change Measures on Marine Trade in 

Turkish-Owned Ship Fleet" project to establish the 

readiness of the Turkish Maritime Fleet for the steps 

to be implemented and the regulations to be 

amended and the necessary measures to be taken.

HOW SHOULD  
TURKISH  
SHIPPING  
LOOK FOR  
THE FUTURE?

Hüseyin Çınar,   
 
Secretary General of  
Turkish Shipowner’s Association 

'The Turkish Shipowners’  
Association has been  

stepping up its e�orts  

to reduce greenhouse  

gas emissions according  

to the IMO objectives. 



Turkish Shipowners’ Association Recommends 

o To draw a roadmap to allow the 

Turkish maritime transport sector to achieve 

IMO’s short-term targets by 2030 by being in 

the project that was launched by the Chamber 

of Shipping and in a short time, to share this 

roadmap with the industry, 

o To develop long-term suggestions and 

plans in the period between 2030 and 2050 

and to plan long-term projects in the context of 

IMO strategy, 

o To establish an “Energy Centre for 

Study” in the long term and to initiate R&D 

studies for future fuels through this centre and to 

form a cluster within this centre with all 

stakeholders, 

o To seek opportunities for collaboration 

with the nations that undertake international 

R&D project, 

o To develop a financial model based on 

the findings of the decarbonization projects. 

 

Digitalization of Turkish Maritime Transport 

We, as the Turkish Shipowners' Association, 

would like to express that we deeply care about 

digitalization in maritime transport. In 2017, we 

identified three main strategic working field as 

Competition, ENvironment and Technology 

under the name CENT in English or REÇETE 

(Rekabet, Çevre, Teknoloji) with its Turkish 

acronym . 

 In these fields of study, in order to carry out our 

activities on a scientific basis, we have 

established scientific groups within the 

framework of volunteering from scientists 

known for their work in their fields. In this sense, 

digitalization has an important place in the 

concept of technology from these 3 strategic 

concepts. 

Innovation is the primary aspect of competition. 

The second is agility. In a globalized world, first 

discoverers, first doers win. Therefore, focusing 

on new creative ideas, projecting them and 

making them realizable rapidly has become 

highly vital.  

Competition needs efficiency on the one hand 

and digitalization on the other. 

How should we design digitalization in an 

ecosystem for maritime transport? For this 

ecosystem, a framework, such as, may be 

modelled. We have to address digitalization in 

our industry as the digitalization in the office, i.e. 

the shoreline of the ship, the digitalization of the 

ships, the digitalization of maritime trade and 

the digitalization of maritime services that we 

might call “services”. These are the four basic 

area in which we continually engage. We need 

to make these four basic area interacted first 

within themselves and then with each other. The 

digitalization project may be based on the new 

business models that we will design and their 

embodiment through a digitalisation approach 

and mindset. 

The most significant thing here is that the 

majority of the industry believes in digital 

transformation from bottom-to-top or top-to-

bottom. If this belief cannot be created, then it 

will not be possible to initiate digital 

transformation. 



Turkish Shipowners’ Association Recommends 

o To determine the current state of the 

maritime transport sector in digitalization, 

o To prepare an action plan for digital 

transformation at the outset, 

o To start the work on raising awareness 

in the industry at earliest, 

o To promote and foster investors to fund 

in digitalization of maritime transport, 

o To develop long-term projects by 

taking into account international standards in 

digitalization and thereof, to found a 

digitalization platform that brings together 

stakeholders such as universities, industry, and 

government.  

 

Establishment of a Maritime Transport Data 

and Analysis Center  

Data is an indispensable component of 

digitalization and business efficiency, as well as 

competition. Real-time data collection in 

maritime transport seems to be quite costly. 

Nonetheless, data communication and data 

transfer will be even more common with 

technological advances and reduced 

connectivity costs. However, more offline data 

may be transferred than the real-time data 

transfer in the beginning. 

In association with or independently with this 

analysis centre, it is regarded useful to design 

the application and to establish a research 

centre for technology and marine operations at 

1-2 universities as part of growth and 

development of Turkish Maritime Transport. 

Turkish Shipowners’ Association Recommends 

o To project the establishment of a 

Maritime Transport Data and Analysis Center 

(MTDAC) within the Turkish Shipowners’ 

Association, but with the industry’s stakeholders, 

o To provide data analysis of countries’ 

fleets, companies’fleet  and the ships as a unit,  

o To make recommendations to 

companies, decision-makers, and the company 

executives to support them during their 

decision-making period by providing efficiency 

analysis results from MTDAC 

o To set up a mechanism to completely 

assure data security and privacy, 

o To establish the “Application and 

Research Center for Turkish Maritime Transport 

Technological Development and Digital 

Transformation" and “Maritime Transport 

Application and Research Center" separately in 

two universities. 



Increasing competitiveness of maritime 

transport 

Turkey has one of the major fleets in the world's 

fleet. And it can be argued that the quality of 

the fleet is highly competitive. The Turkish fleet 

represents 1.43% of the world's capacity, yet, 

also takes a share of the world's maritime 

transport at a value close to this percentage. In 

general, Turkey has been extensively trading 

with countries in the Mediterranean basin 

however, it has been developing substantial 

business cooperation with countries, such as the 

USA, China. Accordingly, in connection with the 

cargo transported in the Mediterranean, Black 

Sea and Western European countries, Turkish-

owned vessels need to become more 

competitive. In this sense, a market based 

structuring advice of the fleet to the sector 

would boost the competitiveness of the Turkish 

fleet. 

On the other hand, maritime transport 

companies are subject to regulations both 

internationally and of the countries where their 

flag is registered, and their company 

headquarters are located. This results in 

difficulty or ease of doing business, as well as 

different legal practices. Legal and statutory 

regulations directly affect the competitiveness 

of maritime transport in that country. Therefore, 

since the processes of operating merchant 

vessels have very different methods and 

principles than managing a company and are 

one of the sectors most open to international 

competition, these companies and ships can 

move quickly to countries that provide 

convenience. Therefore, if it’s desired to be 

proactive in competition, then it is necessary to 

analyze and address the difficulties faced by 

the ship owners in cooperation.The imbalanced 

premium of seafarers between countries arisen 

from the social security system generates a 

significant cost difference under the different 

flagged ships. This is another factor in 

competition. 

 

Turkish Shipowners’ Association Recommends 

o To prepare a comprehensive strategic 

competition paper that also addresses the 

governance issues, 

o To advise to the industry the 10-year 

fleet structuring and requirements through 

Market-Based Analysis, 

o To implement the Tonnage Tax Regime 

in the Turkish maritime transport sector, as 

implemented worldwide, 

o To address the problems to increase 

maritime competitiveness worldwide by 

reviewing and revising the legal and statutory 

regulations and matters  

o To share action plans with the industry 

and promote it through a study on sustainability  

o To support the coaster project strongly 

and competitively in terms of shipbuilding and 

operating on new and efficient vessels in the 

Mediterranean Basin, 

o To gather the efforts of maritime 

transport sector, which are undertaken by many 

associations, institutions and organizations in 

the industry on a unified platform 

o To leverage further collaboration 

between universities and industry more and 

establish a common platform. 



The Sustainable Development of Turkish 

Shipping 

The Sustainable Development Goals are a 

universal call to action to end poverty, protect 

the planet and improve the lives and prospects 

of everyone, everywhere. The 17 Goals were 

adopted by all UN Member States in 2015, as 

part of the 2030 Agenda for Sustainable 

Development which set out a 15-year plan to 

achieve the Goals. 

With just under ten years left to achieve the 

Sustainable Development Goals, The UN 

Secretary-General called on all sectors of 

society to mobilize for a decade of action on 

three levels: global action to secure greater 

leadership, more resources and smarter 

solutions for the Sustainable Development 

Goals; local action embedding the needed 

transitions in the policies, budgets, institutions 

and regulatory frameworks of governments, 

cities and local authorities; and people action, 

including by youth, civil society, the media, the 

private sector, unions, academia and other 

stakeholders, to generate an unstoppable 

movement pushing for the required 

transformations. (www.un.org/

sustainabledevelopment/development-

agenda)  

Turkish Shipowners’ Association Recommends 

o Plan a new series of action plans to 

increase the contribution of Turkish Shipping to 

global sustainability put in place by the UN 

o Prepare a report titled "TRShipping 

Sustainable Development- 2030" showing the 

processes up to 2030. How can Turkish Shipping 

support the UN goals and what targets must be 

achieved? 

o Support the global action, be involved 

in local action, work for people action 

o Be a signatory for Global Compact and 

push for all sector companies for achieving 

these goals 

Making Istanbul a major global hub for 

maritime transport 

Istanbul where Asia and Europe connect. 

Almost all Turkish shipowners, shipyards, 

shipbuilding subsidiary industry, suppliers of 

foodstuffs, conciliation services, capacity to 

bunkering are situated in the settlements of 

Istanbul and the Sea of Marmara. About 

40,000 ships pass through the Turkish Straits 

merely in the Sea of Marmara. This region also 

accommodates several marine faculties, 

seafarers' training institutions, vocational 

marine high schools and trained manpower. 

Background roads, airline connections, railway 

and highway links, an incredible fraction of the 

industry are available in Istanbul. As all 

continents are at a crossroads, Istanbul has 

grown increasingly significant in every aspect. 

Istanbul and its environmental links hence 

necessitate Istanbul to become one of the most 

significant maritime transport hubs in the world. 

Turkish Shipowners’ Association Recommends 

o To project an action plan jointly with 

public, private and non-governmental 

organizations by working comprehensively to 

achieve this, 

o To make Istanbul an attraction point 

for enterprises, companies and the ships in 

maritime transport, 

o To promote the shipping facilities of 

Istanbul and the Marmara Region 

internationally and as such, plan a one week 

event (i.e. International Istanbul Shipping Week) 

to be held in Istanbul and integrated with 

Istanbul.  

 







 
TSA CENTER OF 
EXCELLENT 
(COE) BRINGS 
EXCELLENCY 
TO TURKISH 
SHIPPING 

“The extent of your impact  
on the world depends on the size  
of your devotion to excellence” 
 
 Robin Sharma



TSA CENTER OF  
EXCELLENT (COE) BRINGS  
EXCELLENCY TO  
TURKISH SHIPPING

The Turkish Shipowner’s Association, for the development of Turkish-owned vessels and companies in all 

aspects, decided to establish an centre of excellent at the beginning of 2018 and launched its operations by 

instituting an executive board. Mr. Cihan Ergenc, Vice President of the Turkish Shipowner’s Association and 

Chairman of Er Denizcilik, was the first chairman of this executive board. Ali İbrahim Kontaytekin, Vice 

President at ARKAS Shipping, has been currently assuming the role of chairman. 

The CoE of the Turkish Shipowner’s Association is mainly established for the following selected purposes: 

• To build general practice guidelines for vessel deficiencies/failures to enhance the quality of the vessels in 

our fleet, to publish these guidelines as recommendations in bulletins for all businesses and vessels,  

• To conduct institutionalization studies for member companies and carry out activities in common areas that 

concern all companies, 

• and to develop annual training programs by identifying the training needs of the entire industry and follow 

their practices  

 

Thereafter, the CoE considers to work to accomplish the important objectives from short-term to long-term as 

follows; 

• To make operational and technical efficiency measurements, to do analysis and make industrial 

recommendations and continuously work on these technologies, 

• To lead the way in establishing a maritime transport data centre in the short term, to contribute to the 

competitiveness of Turkish Shipping, 

• To develop new measurement methods to improve the quality of vessels and primarily contribute to the 

qualifications of Turkish owned vessels, 

• To be a pioneer and exemplary of an approach that prioritizes motivation in the management of human 

power, the key component of our industry, and considers, analyses and solves the difficulties experienced by 

seafarers and their families; 

• To build and implement a digitalization foresight that addresses not only machine digitalization but also its 

sociological dimension in maritime transport. 

 

This centre is managed by an eight member executive board, composed of senior professionals who currently 

serve for different companies of our industry, and all activities are planned by analysing the needs of the 

industry. The Executive Board consists of the following persons: 



Ali İbrahim Kontaytekin 
 
Chairman of Executive Board 

Arkas Shipping Vice President, 

Harun Şişmanyazıcı 
 
Executive Board Member 
Economist,  
Director of Shipmanagement  
Committee at Turkish Shipowner’s  
Association Scientific Committees 

Hüseyin Çınar  
 
Executive Board Member 
Secretary-General at  
Turkish Shipowner’s Association    

Cihan Ergenç 
 
Executive Board Member 
President of Er Shipping,  
Vice-Chairman of  
Turkish Shipowner’s Association

Yaşar Canca  
 
Executive Board Member 
Vice Chairman of Board at  
The Chamber of Marine Engineers  
and Turkish Shipowner 
  

Serdar Faik Atukeren  
 
Executive Board Member       

Manager (Newbuilding and Business 
Developmant) at ClassNK Turkey O�ce  

Prof. Dr. Selçuk Nas  
 
Executive Board Member 
Professor at Dokuz Eylül University  
Maritime Faculty, Board Member at  
The Chamber of Marine Engineers 

Murat Er 
 
Executive Board Member 
President of Simge Shipping, Board  
Member of Turkish Shipowner’s Association 

THE EXECUTIVE BOARD 



 
TURKISH 
SHIPOWNER’S 
ASSOCIATION 
SCIENTIFIC 
COMMITTEES 
MEETS THE 
ACADEMIA 
WITH TURKISH 
SHIPPING  

“Science is the most true guide for  
everything in the world, for materiality,  
for spirituality, for life, for success.”   
 
Mustafa Kemal Atatürk, 1924



TURKISH SHIPOWNER’S  
ASSOCIATION SCIENTIFIC  
COMMITTEES MEETS THE  
ACADEMIA WITH 
TURKISH SHIPPING

TAB Scientific Committees; aim to be a scientific-based platform that produces short and long-term maritime 

policies and develops applications that will contribute to the balanced growth of Turkish Shipping in a 

sustainable environment, to the development of our merchant fleet in terms of quality and quantity and 

increasing competitiveness and to continue its activities accordingly. 

In fulfilling these functions, it also aims to improve University-Sector cooperation. In this way, it is ensured that 

the knowledge base at the university is matched with the needs of the sector.  

Scientific committees; consists of a higher board, committees and advisory board. The higher board is the 

decision-making body for the committees. This board; makes decisions on issues related to the work and 

management of committees in line with their objectives and fields of activity, represents committees, reviews 

and decides on annual work plans to the board of directors, decides on the annual wage tables to be applied 

for consultancy services, and informs the Board of Directors about the decisions it makes. 

The Commitees

Ship Management Committee

Environment and Safety Committee

Legal and Employment Committee 

R&D and Innovation Committee 



Prof. Dr. Selma Ergin 
 
Director of R&D and  

Innovation Committee,  
Professor at the Faculty of  
Naval Architecture and Ocean  
Engineering at  
Istanbul Technical University, TR

Prof. Dr. Gülşen Altuğ 
 
Director of Environment and  

Safety Committee,  
Professor at Faculty of Aquatic  
Sciences at Istanbul University,TR

Harun Şişmanyazıcı 
 
Director of Ship Management Committee,   
Economist,  
Maritime and Shipping Expert

Prof. Dr. Nafiz Arıca 
 
Member of R&D and  

Innovation Committee,  
Dean at Faculty of Engineering and  
Natural Sciences, Professor in Computer  
Engineering Department,  
Bahçeşehir University, TR

Prof. Dr. Ülkü Alver Şahin  
 
Member of Environment and  

Safety Committee,  
Professor at Department of  
Environmental Engineering,  
Istanbul University, TR  

Prof. Dr. Buğra Uğur Çelebi 
 
Member of R&D and Innovation Committee,  
Professor at Yıldız Technical University,  
Naval Architecture and Maritime Faculty,  
Department of Marine  
Engineering Operations

Prof. Dr. Fazıl Kerim Atamer 
 
Director of Legal and Employment  
Committee,  
Dean at Istanbul Gedik University,  
Faculty of Law, Professor of Maritime Law

THE COMMITEES



Marine bacteria isolates, reaching from the depths 

of the seas to the laboratory benches and from 

experimental setups to the market have been 

offering advantages as environmentally friendly and 

biological based products in the economic usibility of 

the marine areas.  

In the age of Industry 4.0, the race to produce 

nature-friendly products in the field of Blue 

Biotechnology by taking advantage of the different 

capabilities of beneficial marine bacteria is a valid 

issue for the whole world. The National Marine 

Research Strategy of Turkey (Official Gazette 2 

October 2014 - Issue 29137) covers the development 

of biotechnological applications under the title of 

"Marine Biotechnology Studies" within the scope of 

the National Marine Research Program (UDAP). Our 

journey, which aims to reveal the resources of 

Turkey, which is surrounded by seas on three sides, 

in terms of marine bacteriology, has been 

continuing. The bacteriological data we have 

obtained with different project studies in Turkish seas 

since 2000 started the journey of transformation of 

bacteria into products. Strong metabolic properties 

of bacteria isolated from marine areas form the 

basis of environmentally friendly products for 

different sectors such as environment, agriculture 

and health. The correct and appropriate use of 

marine bacteria within the scope of Blue 

Biotechnology creates unique regional opportunities 

for each geographic area. 

In this context, as the some examples of our studies, 

the anti-bacterial effects of the sponges collected 

from the Marmara and Aegean Sea and the 

epibiotic bacteria isolated, the determination of the 

chemical properties of the methanolic sponge 

extracts, and the determination of the source of the 

antibacterial compounds may be given. 

Determining that some bacteria isolated from Turkey 

Seas are resistant to petroleum hydrocarbons and 

testing the efficiency of bacterial isolates in the 

equipment established in the laboratory and 

reaching the bacterial consortia to be used in the 

A THEMATIC  
FOCUS ON  
TURKISH  

BLUE  

ECONOMY:  

MARINE  
BACTERIA- 
BASED  
SOLUTIONS

Prof. Dr. Gülşen Altuğ,   
 
Istanbul University,  
Faculty of Aquatic Science,  
Department of Marine Biology 



rehabilitation of petroleum contaminated areas 

offers advantages for on-site applications. 

Formulas have been developed to eliminate 

environmental pollution using single and 

multiple cultures of marine bacteria isolates that 

degrade petroleum hydrocarbons. 

Another opportunity offered by marine bacteria 

isolates in terms of being an alternative to the 

use of chemicals in order to protect ecosystems, 

to preserve biological diversity, to control water 

quality and to serve sustainability, together with 

the concept of blue economy introduced to 

ensure the sustainability of the sea and oceans, 

is to clean the pollution with local bacteria 

isolates. Formulas containing marine bacteria to 

be used in the remediation of environments 

exposed to pollutants such as heavy metals and 

oil hydrocarbons are also part of these 

solutions.  

For an agricultural production system where 

ecological concerns are experienced at the 

lowest level, the bacteriological formulas we 

have reached by taking advantage of the 

strong enzymatic properties of marine bacteria 

create healthy alternative to chemicals in the 

field of plant protection and plant nutrition. With 

the projects we have carried out, we have 

reached prototypes for the use of bacteria 

isolated from Turkey's marine areas for plant 

protection and plant nutrition. With another 

study we carry out within the body of Istanbul 

University Technocity (ENTERTECH), we produce 

solutions for the "on-site" improvement of the 

pollution of building surfaces and materials with 

marine bacteria isolates. 

We focused on transform the bacteria which 

were isolated from Turkish marine areas, into 

beneficial ecological products for produce 

solutions all over the world on the production, 

development and modification of products and 

processes in basic sectors such as health, 

aquaculture, environment, biotechnology, 

agriculture and animal husbandry.

While bacteria offer unmatched services as the 

silent workers of nature in the sustainable use of 

marine ecosystems, we can define all our 

efforts as producing environmentally friendly 

products and solutions that do not carry 

ecological concern by developing this ingenuity 

of bacteria in the laboratory conditions with 

bioadaptation. 
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The maritime sector is the key enabler for 

manufacturers and suppliers all around the world 

to reach out into international markets and we do 

not envisage that changing in near future.  

The global economic picture is changing and new 

technologies emerging, but we are sure the world 

will continue to rely upon the maritime sector for its 

trading success and many of our essential needs, 

from the clothes we wear to the food we eat. 

Throughout its existence, the maritime industry has 

shown that it is capable of continuously transforming 

itself to improve efficiency and productivity, 

irrespective of the challenges along the way.  

Being one of the key stakeholders, the international 

maritime industry plays an important role in 

contributing to global sustainability. International 

Maritime Organization and European Union are 

significant actors of international maritime 

legislation with key roles and they continue to 

develop, maintain, and implement a set of global 

regulations to ensure maritime’s sustainable use of 

the oceans, seas, and all waterways.  

The two ongoing transformations related to 

decarbonization and digitalization are having a 

major impact on future operations and collaboration 

in the industry to ensure Maritime’s sustainability. 

Therefore, the future regulations also focused on 

decarbonization and safety of new technologies. 

Future Decarbonisation Regulations 

Maritime industry is experiencing increasing 

pressure to decarbonize its operations and to 

reduce emissions to air. As part of the United Nations 

family, IMO is actively working towards the 2030 

Agenda for Sustainable Development and the 

associated Sustainable Development Goals. IMO 

adopted a Green House Gases reduction strategy 

with a vision to decarbonize shipping as soon as 

possible.

WHAT IMO  
& EU  
REGULATIONS  
BRINGING TO  
THE MARITIME  
SECTOR IN  
2021 AND  
BEYOND?

Cem MELİKOĞLU,   
 
Chairman of  
Türk Loydu Foundation



The initial GHG strategy envisages are; 

- to reduce CO2 emissions per transport 
work, as an average across international 
shipping, by at least 40% by 2030 pursuing 
efforts towards 70% by 2050 compared to 
2008; and  

- to reduce total annual GHG emissions 
from international shipping by at least 50% by 
2050 compared to 2008.  

The strategy includes a specific reference to “a 
pathway of CO2 emissions reduction consistent 
with the Paris Agreement temperature goals 
and to keep the global temperature increase to 
well below 2°C and pursue efforts to keep it to 
1.5°C”.  

Short-term, mid-term and long-term measures 
are distinguished to achieve the goal. Short-
term measures are meant to be set into force by 
2023.  

 

Introduction of the Energy Efficiency Existing 

Ship Index (EEXI) 

During IMO Maritime Environmental Protection 
Committee’s 75th Session meeting in November 
2020, the IMO approved amendments to 
MARPOL Annex VI, introducing an Energy 
Efficiency Design Index for existing ships (EEXI). 
Subject to adoption at MEPC 76 in June 2021, 
the requirements will enter into force in 2023. 
The EEXI will apply to all vessels falling under 
the ship type categories as defined in MARPOL 
Annex VI for EEDI Regulations. 

Like the Energy Efficiency Design Index (EEDI), 
EEXI is a technical or ‘design’ efficiency index 
which requires a vessel to achieve a required 
level of technical efficiency (required EEXI) 
under specified reference conditions. 
Compliance is determined by the vessel’s design 
and arrangements This means an attained EEXI 
can only be changed through alterations to the 
vessel’s design or machinery and not day to day 
operational action such as speed reduction or 
reduced cargo. 

Carbon Intensity Indicator (CII) 

MEPC 75 has also approved the measure for 

the mandatory Carbon Intensity Indicator (CII – 

e.g. Annual Efficiency Ratio [AER – grams of 

CO2 per dwt-mile]) and rating scheme where 

all cargo and cruise ships above 5,000 GT are 

given a rating of A to E every year. After the end 

of each calendar year, each ship of 5,000 gross 

tonnage and above shall calculate the attained 

annual operational CII over a 12-month period 

from 1 January to 31 December in that calendar 

year, using the data collected in accordance 

with MARPOL regulation 22A. Attained annual 

operational CII shall be documented and 

verified against the required annual operational 

CII to determine operational carbon intensity 

rating A, B, C, D or E. For ships that achieve a D 

rating for three consecutive years or an E rating, 

a corrective action plan needs to be developed 

as part of the SEEMP and approved. 

Enhanced Ship Energy Efficiency 

Management Plan (SEEMP) 

A strengthening of the SEEMP (Enhanced 

SEEMP) to include mandatory content, such as 

an implementation plan on how to achieve the 

CII targets, and making it subject to approval. 

The implementation of the SEEMP will also be 

subject to audits. 



Revised GHG Strategy 

The strategy envisages that a revised strategy 
will be adopted in 2023. Feeding into the 
process towards the adoption of the revised 
Strategy in 2023 will be the data collection 
system on fuel oil consumption of ships over 
5,000 gross tons, which began on 1 January 
2019. 

A review shall be completed by 1 January 2026 

by IMO to assess: 

1- the effectiveness of this regulation in 
reducing the carbon intensity of international 
shipping; 

2- the need for reinforced corrective 
actions or other means of remedy, including 
possible additional EEXI requirements; 

3- the need for enhancement of the 
enforcement mechanism; 

4- the need for enhancement of the data 
collection system; and 

5- revision of the Z factor and CIIR values. 

The medium- and long-term measures may 
include market-based measures such as a 
carbon tax or an emission trading system. The 
IMO has made the large-scale development 
and deployment of carbon-neutral fuels a core 
part of its long-term strategy. This is driven by 
the understanding that not only are these fuels 
essential for achieving the 2050 reduction 
goals, they are also the only practical way for 
shipping to achieve the ultimate vision of full 
decarbonization before 2100. 

 

EU Decarbonization Regulations 

Sustainable development is a core principle of 
the Treaty on European Union and a priority 
objective for the European Union’s internal and 
external policies. The EU has put in place 
legislation to reduce emissions by at least 40% 
by 2030 as part of the EU's 2030 climate and 
energy framework and current contribution to 
the Paris Agreement. The existing legislation will 
now be updated with a view to implementing 
the new proposed target of reducing net 
greenhouse gas emissions by at least 55% by 
2030 and zero emission by 2050. The 
Commission will come forward with proposals 
by June 2021. 

 

 

The EU is also moving ahead with plans to 

include the maritime industry in the EU 

Emissions Trading System. The necessary 

legislation could come into force as soon as 1 

January 2022 and has the potential to impact all 

parties in the physical transport chain as the EU 

moves to decarbonize the maritime industry.  

The proposed legislation, which includes 

amendments to the EU Monitoring, Reporting 

and Verification (MRV) Regulation is now 

awaiting approval from the EU Council, and 

absent further proposals or amendments, could 

be adopted in early 2021. Whilst the proposed 

legal framework remains unclear, it is expected 

that the ETS will have implications for all the key 

stakeholders in the physical transport chain – in 

particular, shipowners, charterers, operators 

and shippers. Requirements will be imposed on 

stakeholders to take steps to reduce greenhouse 

gas (GHG) emissions from ships.  

This will likely add to the existing monitoring 

and reporting requirements already in place 

under both the MRV Regulation and the IMO’s 

Data Collection System (DCS)3. Quite apart 

from just imposing requirements, however, the 

ETS will see shipping enter the carbon trading 

market for the first time, and with this will come 

both burden and opportunity. 

 

 



Autonomous Shipping 

Many experts believe that autonomous ships 
could bring the shipping industry into an era of 
unprecedented technological innovation by the 
end of the decade. According to a report 
published by market research firm 
MarketandMarkets, the autonomous ship 
market was worth $5.8bn in 2020 and is 
expected to reach $14.2bn by 2030, at an 
annual growth rate of 9.3%.  

IMO is currently assessing existing IMO 
instruments to see how they might apply to 
ships with varying degrees of automation, 
through a regulatory scoping exercise on 
Maritime Autonomous Surface Ships (MASS). 

The Maritime Safety Committee, 101 session, in 
June 2019 approved Interim guidelines for MASS 
trials. Among other things, the guidelines say 
that trials should be conducted in a manner that 
provides at least the same degree of safety, 
security and protection of the environment as 
provided by the relevant instruments. Risks 
associated with the trials should be 
appropriately identified and measures to 
reduce the risks, to as low as reasonably 
practicable and acceptable, should be put in 
place. 

 

IMO Safe Mooring Requirements 

New IMO requirements intend to improve 
mooring safety by introducing additional 
requirements to selection, arrangement, 
inspection, maintenance and replacement of 
mooring equipment including lines from 1 
January 2024. For ships of 3,000 gross tonnage 
and above, the mooring arrangement shall be 
designed, and the mooring equipment including 
lines shall be selected based on MSC.1/Circ.1619. 
Ship-specific information shall be provided and 
kept on board. Ships of less than 3,000 gross 
tonnage should comply with the requirement in 
above as far as reasonably practicable, or with 
applicable national standards of the 
Administration. The requirements will apply to 
new cargo and passenger ships constructed on 
or after 1 January 2024. Maintenance and 
inspection requirements will be given 
retroactive application for all ships.

 

With many more regulations and developments 

still yet to come, nations from all across the 

globe, ship operators and crew are going 

through a key period because of major issues 

that will have significant impact in the maritime 

industry in future. 

Turkish maritime community must act now to 

ensure we are at the forefront of technological 

advancements, to transform and grow our 

maritime workforce and be bold and ambitious 

in progressing clean maritime growth. 

Underpinning this will be the delivery of 

maritime infrastructure that matches our future 

expectations. Together we can encourage 

innovation and investment, collectively shaping 

and ensuring the success of our Turkish 

maritime sector for generations to come. 

 

Chairman of  

Türk Loydu Foundation

Cem MELİKOĞLU
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