Interview with an Academic Expert in the Commodity Markets

Interview with loannis C. Moutzouris, Ph.D.
Onassis Associate Professor in Shipping Finance and Sustainability, Bayes Business School, City St George’s,
University of London, U.K.

Dr. loannis C. Moutzouris combines several roles at Bayes Business School, City St George’s, University of
London, U.K. At Bayes, he serves as (a) the Associate Dean for Engagement, (b) the Onassis Associate
Professor in Shipping Finance and Sustainability, and (c) the Shipping and Energy Research Programme
Lead. He is also a Co-Investigator in the U.K. National Clean Maritime Research Hub and a Principal
Academic Adviser at the U.K. Department for Transport. His main areas of research are in shipping
economics and finance. Of note, Dr. Moutzouris has given this interview solely in his academic capacity.
Furthermore, the answers to the shipping sustainability questions are based on research undertaken at
Bayes Business School, City St George's, University of London and are independent of the U.K. Department
for Transport.

Dr. loannis Moutzouris, Ph.D., is shown here presenting at the Behavioural Finance Working Group conference in London on
June 6, 2025.

Dr. Moutzouris, your career spans both academia and government roles. Could you please share what
initially drew you to the intersection of shipping, finance, and energy?

My studies in Naval Architecture and Marine Engineering (BEng and MEng at the National Technical
University of Athens) and my subsequent work in the construction of a container terminal at the Port of
Piraeus introduced me to the world of shipping. Working in Greece, which is the biggest ship owning
country of the world (in terms of vessel’s cargo-carrying capacity), | became more interested in the
business aspects of the industry. For that reason, | decided to move to London (the world’s biggest hub in
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terms of maritime business services) to study the world-renowned MSc in Shipping, Trade and Finance at
Bayes Business School, City St George’s, University of London. There, apart from shipping economics and
finance, | also learnt about energy and commodity economics and trade. My growing interest in shipping
economics and finance led me to study a Ph.D. in shipping finance at the same institution and become a
member of the Costas Grammenos Centre for Shipping, Trade and Finance. Since 2017, | have been
working as an academic at Bayes in various roles. Since 2018, | have also been working at the U.K.
Department for Transport, where | am a Principal Academic Adviser, focusing on maritime environment.
Being a civil servant, has allowed me to understand the importance of research that can have policy
impact. Shipping is currently undergoing a structural transition towards net zero. This topic is at the
intersection of technology innovation, economics and finance, energy, and regulation/policy. Based on my
background, it was natural for me to focus my research and expertise on shipping.

You have held various positions at Bayes Business School, including the Associate Dean for Employability
and Engagement, the Director of the MSc Energy, Trade and Finance course, and the Shipping and Energy
Research Programme Lead. How have these roles shaped your perspective on the evolving needs of the
shipping and energy industries?

Even before holding those roles, the fact that | academically and professionally grew within the Centre,
taught me the importance and value that strong engagement with the industry can bring to an academic.
In today’s everchanging environment, continuously interacting with the industry allows an academic to
direct and shape their research towards the current and future needs. Through conversations with senior
shipping and energy participants (as part of those roles), | decided to focus my research on shipping and
energy sustainability since 2020.

In line with the above, at Bayes Business School, a key priority is ensuring that our students build strong
links with the industry, develop their career skills, and are able to apply the theoretical knowledge acquired
in class to solve real-life problems. Indicatively, around 800 of our students this year conducted research
projects in collaboration with high-profile organizations related to their fields of study.

As Principal Academic Advisor to the U.K. Department for Transport, how do you bridge academic research
with practical policymaking in the maritime sector?

Working as both an academic and a civil servant allows for my research to be both informed by current
industry developments but also to inform policymaking. As such, when producing academic research, |
always try to relate my research question and findings to real-life challenges and policy recommendations,
respectively.

What are the primary goals of the Greek Energy Forum, and how do you contribute as U.K. Academic
Director?

The Greek Energy Forum (GEF) is an international, dynamic non-for-profit organization, comprising a
diverse group of energy professionals and academics that share a common interest and passion for the
broader energy, shipping and hydrocarbons industries in Greece and Southeastern Europe. The GEF is a
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fully-volunteer organization and its members’ backgrounds span across the entire industry spectrum,
benefitting the GEF with a multi-disciplinary skill set and a holistic approach to the subjects in focus.

Ever since its inception and especially at a time of significant developments and constant change in the
energy, shipping and hydrocarbons industries in the region, the GEF aspires to:

e Be a platform for the sharing of knowledge and a dialogue hub amongst energy professionals,
promoting change through focusing on the issues of diversity, innovation and sustainability in the
energy setting of Southeastern Europe and East Mediterranean;

e Inform investors and public opinion on latest energy developments and provide “best practice”
examples successfully applied in countries around the world; and

e Propose and communicate innovative energy policy proposals to governments and decision makers
via its well-respected, politically neutral voice, with a view to catalyzing the region’s growth.

As the U.K. Academic Director, a main aim is to ensure that GEF is well connected with leading U.K.
universities and contributes to their educational and research activities while offering the opportunity to
students to participate in the Forum’s activities and network with the related industries. Some examples
are the knowledge exchange events that the Forum regularly organizes, the student research projects it
coordinates, and the guest lectures that its members deliver to universities.

Can you provide some information about the U.K. National Clean Maritime Research Hub (UK-MaRes Hub)
and your involvement with jt?

The U.K. National Clean Maritime Research Hub (UK-MaRes Hub) is a consortium of 13 universities, led by
Durham University, including researchers from Aston, Bayes, Birmingham, Brighton, Cranfield, Durham,
Liverpool, Newcastle, Nottingham, Sheffield, Solent, St Andrews and Ulster universities.

It aims to accelerate the decarbonization and elimination of air pollution from maritime activity in ports
and at sea. As well as environmental impacts, the Hub will also focus on the potential economic and social
benefits of transitioning to a clean maritime future.

Funding for the Hub includes £7.4m from the Engineering and Physical Sciences Research Council (EPSRC)
and the U.K. Government’s Department for Transport, with an additional £13.9m financial and in-kind
match funding from consortium universities and project partners.

The Hub carries out innovative research in sustainable marine fuels and their safe use, low-carbon power
and propulsion systems for shipping, decarbonized port operations and infrastructure, improved maritime
operations and vessel efficiency.

The Hub also brings together over 70 industrial, civic and international organizations as project partners,
including shipping companies, ports, equipment and service providers, fuel producers and civic bodies.
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| am a Co-Investigator, leading the “Digitization, Maritime Operations, and Finance” theme of the project.

At Bayes, we have built a research team consisting of academics from various disciplines and postdoctoral
and Ph.D. researchers that examines the business challenges associated with maritime decarbonization.

What are the most significant challenges and opportunities facing the shipping industry today, considering
factors such as geopolitical instability, supply chain disruptions, and environmental regulations?

In 2024, shipping facilitated 88% of global trade in goods in volume terms, with world seaborne trade,
measured in tonne-nautical miles, increasing at an average rate of 3.5% since 2000 (Clarksons’ SIN, 2025).
While shipping is less polluting per transport work (i.e., tonne-nautical mile) compared to other transport
modes, due to the scale of its operations, it accounts for 2.8% of global greenhouse gas (GHG) emissions
(UNCTAD, 2023).

As a result, shipping environmental regulations are becoming increasingly strict. The International
Maritime Organization’s Initial Greenhouse Gas Strategy was “aiming at reducing CO, emissions from
vessels by at least 40% by 2030, pursuing efforts towards 70% by 2050, vis-a-vis 2008 levels” (IMO, 2018).
However, the revised and more ambitious 2023 International Maritime Organization (IMO) GHG Strategy
aims at “GHG emissions from international shipping [peaking] as soon as possible and reaching net-zero
by or around 2050.” Furthermore, it “targets to reduce CO; emissions per transport work, as an average
across international shipping, by at least 40% by 2030, compared to 2008” (IMO, 2023).

At the same time though, a series of exogenous events — COVID-19, the war in Ukraine, and the Suez Canal
Crisis — have significantly distorted the equilibrium of shipping demand and supply. While adapting to this
complex geopolitical environment, the shipping industry needs to navigate through its clean energy
transition.

Given your expertise in both shipping and energy, how do you see the interplay between these sectors
evolving, especially concerning the transition to cleaner energy sources and sustainable shipping practices?

The clean energy shipping transition can be achieved if and only if there is availability of zero/near zero
marine fuels (e.g., hydrogen, ammonia, biofuels, even nuclear). This is a wider supply chain issue though
as it requires significant investment in energy/bunkering infrastructure to accommodate the changing
energy needs. As a result, a shipping researcher and practitioner needs to stay informed, more than ever,
about developments in the energy sector.

Given your research on the subject, what are the main challenges that the shipping industry faces in
achieving decarbonization and, in particular, regarding the market for environmentally-friendly ships?

In the short run, vessels can improve their energy efficiency and, thus, their environmental footprint
through naval engineering improvements (e.g., energy-saving technologies [EST]), by using renewable
energy sources (e.g., wind propulsion) to cover part of their energy needs, by burning fuels with lower
carbon intensity than oil (e.g., liquefied natural gas [LNG]), and by optimizing their operations (mainly
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through speed reduction). However, alighnment with the IMO’s mid- and long-term targets will require
vessels to switch from fossil to zero or near-zero fuels such as green methanol, green ammonia, green
hydrogen, and biofuels.

As such, ship owners have been facing the trilemma of investing in cheaper but (much) more polluting
“conventional” vessels or in more expensive but eco-friendlier ones or postponing their investment
decision. Traditionally, the primary shipping investment risk corresponded to freight rate volatility, that is
when it is the right time to invest based on the prevailing and expected freight market conditions. In line
with that, historically, freight rates and newbuilding contracts were significantly positively correlated: from
January 2005 to March 2018, there was a 58% correlation between the two variables.

In the last years though, there is also a technological risk stemming from the uncertainty regarding the
optimal fuel choice and the technical and technological specifications of a newly ordered or purchased
vessel. This, in turn, depends on the cost of fuel production; the availability and price of the fuel; the
required technology for the vessel to burn that fuel; safety concerns; regulations, which can vary among
jurisdictions, e.g., FuelEU, and economic (or, equivalently, market-based) measures such as the EU
Emissions Trading System (ETS) and the approved (but not yet adopted) IMO global GHG pricing
mechanism. Since April 2018 and the adoption of the Initial IMO Strategy on the reduction of GHG
emissions from ships, the previously mentioned correlation has dropped to 21%.!

More importantly, this decarbonization uncertainty has negatively affected shipping investment as a whole
and hasresulted in an ageing fleet: as of April 2025, 36% of global tonnage is over 15 years old. Specifically,
the average ages of the dry bulk, tanker, and container fleets were 12.7, 13.9, and 13.9 years, respectively,
compared to 9.4, 10.4, and 11.6, correspondingly, five years ago. At the same time, the total orderbook
as a percentage of the existing fleet is at historically moderate levels, i.e., 15% (Clarksons’ SIN, 2025). These
facts combined can have important adverse effects on the mid- to long-term supply of the fleet and, in
turn, on the efficient facilitation of world seaborne trade.

Regarding green investment, as of April 2025, close to 50% of the orderbook in gross tonnage (GT) terms
is for vessels that are not capable of burning alternative fuels. The lion’s share of the alternative-fueled
ordered vessels, estimated at 38% in GT terms, are for liquefied natural gas (LNG), which is still a fossil fuel
and, thus, does not align with the long-term net-zero trajectory of IMO. Furthermore, only one third of
the current fleet is equipped with a modern eco electronic injection engine and less than half is fitted with
an Energy Saving Technology (Clarksons’ SIN, 2025). While there has been progress compared to a few
years ago, at the current pace of green technology adoption, it does not seem feasible to reach the revised
IMO targets and be aligned with the Paris Agreement.

In relation to the previous question, can you elaborate on the current financial challenges related to the
net zero shipping transition?

The investment challenges described above may be largely attributed to the financial cost of adopting
greener technologies and the risk of those investments not generating sufficient returns for investors.
Indicatively, depending on its cargo-carrying capacity, the price of an LNG dual-fuel containership can be

A
=
I\

bayes-cid.com | Winter 2025 | Commodity Insights Digest
105

S[Clig



Interview with loannis C. Moutzouris, Ph.D.

between 12% and 28% higher compared to an — otherwise identical — oil-fueled one. For a methanol dual-
fuel containership, it ranges from 9% to 20% above the oil-fueled one (Clarksons’ SIN, 2025). Furthermore,
the price of LNG fuel in 2024 had been 17% higher on average compared to the oil equivalent (Shi and
Moutzouris, 2025).2

Therefore, owning and operating such vessels increases both the capital expenditure and voyage costs for
shipowners. By acquiring those, shipowners mainly invest in the flexibility to switch to a cleaner fuel in
the future, when regulations require doing so. For the time being though, such investments do not seem
to justify, in purely financial terms, the significant excess capital expenditure required (Petropoulos, 2022).

Another example where financial incentives do not seem to be currently present are the vessels equipped
with modern electronic eco engines. Namely, the prices of those have on average been 25% higher than
of —otherwise identical — conventional ones but the income they generate has only been 9-15% more than
of the latter (Moutzouris et al., 2024).

At the same time, despite recent developments in green/sustainable finance (e.g., Poseidon Principles),
green finance debt rates do not seem able to provide sufficient incentives for investing in greener vessels.
Based on a sample of 69 shipping loans for the period 2020-2023, Moutzouris et al. (2024) find that the
spread differential between green loans/sustainability-linked loans and standard loans is only 23 basis
points.

In April 2025, the 83rd session of IMO’s Marine Environment Protection Committee (MEPC 83) approved
further measures which include a new fuel standard for ships and a global greenhouse gas pricing
mechanism. If formally adopted in MEPC 84 in October 2025, those measures will become mandatory for
all ships over 5,000 gross tonnage (IMO, 2025).

It remains to be seen, on the one hand, whether those measures will be formally adopted and, on the
other hand, whether they will be sufficient to mobilize green investment at sufficient pace — especially
during the current, turbulent global geopolitical environment.

In conclusion, profit-maximizing shipping companies will invest in greener vessels and technologies if and
only if there are economic and financial incentives to do so. The existing empirical evidence suggests that
this is not currently the case.

You had co-authored, “Determinants of the Price Premium for Eco Vessels,” which was published in the
Commodity Insights Digest (leading article Summer 2024 issue). Can you tell us more about your
experience publishing with the Digest?

The Commodity Insights Digest (CID) has been a great platform for knowledge exchange and research
dissemination in a wide range of topics. As you had referenced, my co-authors and | first published in CID
a digest article related to the paper, “Determinants of the Price Premium for Eco Vessels.” Since then, two
more papers of ours related to shipping sustainability have been published in CID. It has been a valuable
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experience for us, for which we are grateful, and we look forward to further publications and collaboration
opportunities in the future.

Drawing from your research experience, what advice would you give to aspiring researchers in shipping
finance and energy economics?

My advice would be to stay connected with both industry sources and policymakers as much as possible.
This will allow them to both be informed by and impact current and future developments in the sectors

related to their research.

Thank you for your time and insights, Dr. loannis Moutzouris!

Endnotes

1 While for the period 2020/21, the COVID-19 pandemic may have also contributed to the lower correlation between the
decision to invest and freight market conditions and expectations, these trends have persisted in the following years.

2 This calculation is based on the LNG bunker price in Northwest Europe (in terms of intermediate fuel oil 380 centistoke (cSt)

equivalent) and the average price of High-Sulfur Fuel Qil (380 cSt) across bunkering locations in Antwerp, Hamburg, and
Rotterdam.
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