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treated as a reliable US ally. 
Many of us simply felt it was 
necessary to reach out to our 
Congressional delegations on 
this and let it be known that we 
shouldn’t be rewarding Turkey 
for sowing chaos in the region. 
Our feeling was that this was 
an opportunity to demand that 
the Erdogan regime stop this 
behavior and make a sustained 
commitment to stop threatening 
US security interests and our 
NATO allies. 

This wasn’t the first time 
you’ve engaged in that kind 
of outreach, was it?

No. Not at all. We’re fortunate 
to have an active and engaged 
group of Greek-American elect-
ed officials from states across 
the country. It’s one thing for 
me to be able to contact my 
U.S. Senator or Congressman 
on an issue like this…I mean, 
that’s important and it’s all well 
and good. But when you have a 
network of Hellenic state elect-
ed officials who are doing the 
same thing, in a coordinated 
way, then you are able to maxi-
mize your impact and get issues 
of concern in front of a good-
sized group of US Senators and 
members of Congress. Wheth-
er it was working to safeguard 
the Ecumenical Patriarchate or 
working to make sure Greece 
was included in the federal Visa 
Waiver Program, this group 
has very important in terms of 
weighing with Congressional 
leaders and providing a strong 
voice for the Greek-American 
community at the federal gov-
ernment level.

What kind of response do 
your and your colleagues get 
from your Senators and 
Congressmen when you 
approach them like this?

For the most part, they are 
grateful for hearing from us be-
cause it’s important for them to 
know what the issues are that 
members of our community are 
talking about it and the mes-
sage is coming from people 
who are reliable, people who 

understand the challenges of 
holding elected office and know 
how important it is to get quali-
ty information. And what we’re 
trying to do is to serve as a re-
source for them. They are get-
ting all sorts of information from 
every direction. We are focused 
on approaching them in a tar-
geted, focused way, speaking 
out on issues we are hearing 
about from the Greek-American 
community and giving voice to 
their concerns. 

We’re quickly approaching 
the end of the first year of 
the Biden administration. 
What has been the impact 
of having Joe Biden in the 
White House in terms of the 
Greece-US relationship?

I think the key factor is stabili-
ty. You don’t get surprises from 
President Biden, you don’t dra-
matic shifts in US policy such 
as legitimizing the rogue North 
Korean regime by going to meet 
Kim Jong Un without any con-
cessions on his part. 

There’s the confidence of know-
ing that decisions are being 
made on the basis of what’s 
best for this country and that 
he’s listening to the recommen-
dations of our experts. As diffi-

cult as it has been dealing with 
the COVID pandemic, we know 
the federal government has 
played a significant role in ef-
fectively promoting vaccination 
and having a decision-making 
process that is being guided by 
health care experts. 

`There’s a calming effect that 
comes with that and it helps the 
economy and signals the Unit-
ed States is back in terms of be-
ing a reliable partner. 

You were involved in the 
effort earlier this year to 
block an effort by the Turkish 
government seeking the sale 
of Lockheed Martin F-16 
fighters to upgrade their air 
force. Can you tell us about 
that?

A number of my fellow 
Greek-American elected of-
ficials and I were concerned 
about this and thought it was 
going to be an important early 
test of how the Biden admin-
istration would handle these 
requests. For months, the Er-
dogan regime had been a bad 
actor in the Eastern Mediterra-
nean, trying to create instability 
in the region and intimidating its 
neighbors and now they were 
turning around expecting to be 

Interview to Dionisis Politis
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HELLENIC INTER-PARLIAMENTARY ASSOCIATION 
(PADEE-WHIA)  
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As we approach the new 
year, what do you see as the 
greatest challenges or areas 
of opportunity in terms of the 
relationship between Greece 
and the United States?

I think it will be important to work 
together to ensure a strong eco-

nomic recovery as we hopefully 
begin to finally emerge from the 
pandemic. 
There’s going to have to be a 
renewed focus on dealing with 
Russia and Turkey, two author-
itarian regimes bent on attack-
ing democracy and destabiliz-
ing Europe. For organizations 

such as WHIA and our network 
of Greek-American officials in 
the US, it means being vigilant 
and being ready to move quick-
ly when there is an opportuni-
ty to let our voices be heard to 
support policy outcomes that 
strengthen the Greek-US alli-
ance.

Earlier this year, you were 
elected to lead the World 
Hellenic Inter-Parliamenta-
ry Association. What’s that 
been like and what is your 
vision for that organization.

It’s an honor to lead this organi-
zation, which is a global network 
of Hellenes who are connected 
by a commitment to promote is-
sues of concern to Greece and 
Cyprus. 

When I took office, I laid out 
three areas of focus - 1) pro-
viding dynamic and outspoken 
diaspora support to Greece, 2) 
to provide strategic assistance 
in aiding the Hellenic Republic’s 
economic recovery from the 
pandemic by mobilizing invest-
ment and other forms of finan-
cial support and 3) to intensify 
the dialogue and exchanges 
between WHIA, the Presiden-
cy of the Hellenic Republic, 
the Permanent Committee on 
Greeks Abroad as well as the 
Executive and Members of the 
Greek Parliament to set out 
meaningful objectives for effec-
tive action and collaboration. 
There are a number of serious 
issues facing the Greek com-
munity worldwide and I want to 
make sure WHIA is giving its 
members the information they 
need to get involved in resolv-
ing these matters. I also want 
to make sure that when there 
are challenges facing the Greek 
community within a particular 
country, Hellenes worldwide are 
given the chance to make a dif-
ference and offer their support. 
We have an opportunity to make 
this organization a resource for 

all of its members, a vehicle for 
keeping Hellenes from all over 
the world connected to the work 
being done in different countries 
to promote issues of concern to 
Greece and Cyprus. In this In-
formation Age, we need to en-
courage vigorous discussions 
and adopt policies that will put 
WHIA at the forefront of the ef-
fort to build bridges between 
our member nations. 

You’ve had a long career 
in public service in Rhode 
Island, first as member of the 
House of Representatives for 
several terms and now some 
twenty years as a State 
Senator. What’s made that 
possible?

Well, you have to be able to 
win a lot of elections and that 
means being connected to your 
constituents and getting things 
done for them. For many years, 
I operated our family restaurant 
in the district and you’d end up 
hearing about everything going 

on in town from people coming 
and talking about things. And as 
a small business owner, I was a 
magnet for other small business 
people and entrepreneurs who 
were facing state or federal red 
tape and wanted someone who 
could help them address those 
issues. It’s important to be en-
gaged and accessible. Too of-
ten, people get elected, they 
focus on raising money, scaring 
opponents off and they go into 
hiding until a few months before 
the election. That’s never been 
my way. You have to listen to 
people and be responsive to 
their concerns. There has to be 
regular communication so that 
you know what’s on people’s 
minds, what are the issues they 
care about and what do they ex-
pect from you. You can’t always 
deliver on everything, but if you 
listen, if you make the effort to 
fight for your constituents, that’s 
going to be noticed and it will 
make things a lot easier for you 
come election time when asking 
them for your support.  

In 1996, State Representative Leo-
nidas Raptakis became the first 
Greek-American State Senator elect-
ed in Rhode Island, defeating a six-
term incumbent by a 2-1 margin.

Before that, he had served in the 
Rhode Island House of Representa-
tives for two terms. Senator Raptakis 
has won re-election four times, includ-
ing a 2002 victory in a newly enlarged 
district. He ran unopposed in the No-
vember 2004, 2006, and 2008 elec-
tions. Raptakis served in the Rhode Is-
land State Senate until 2010, when he 
left to run his first state-wide race for 
Secretary of State. While he lost a pri-
mary election that year, he continued 
to play an active role in state politics 
and in November of 2012, Raptakis 
returned to the State Senate, winning 
nearly 62% of the vote and he has won 
re-election in 2014, 2016, 2018 and re-
cently was unopposed in 2020.

Throughout his public service career, 
Raptakis has been a staunch support-
er of Greece and Cyprus. During his 
time in the Rhode Island legislature, 
Raptakis won passage of resolutions 
regarding the Pontian Genocide, rec-
ognizing the Hellenic roots of Macedo-
nia, a peaceful solution to the Cyprus 
problem and safeguarding the Ecu-
menical Patriarchate by urging Turkey 
to respect the rights and religious free-
doms of the Patriarchate and re-open 
the Theological School of Halki.

Raptakis was a leader in the success-
ful Liberty Project, an ambitious effort 
that secured Congressional passage 

Leonidas Raptakis Bio

of a Special Act authorizing the do-
nation of the Arthur M. Huddell, the 
last remaining Liberty Ship in private 
hands, to Greece for use as a floating 
museum in Piraeus.

Raptakis has assisted Greece in the 
economic area, supporting a fair res-
olution to the Greek economic crisis, 
asking Delta airlines to increase winter 
service to Athens, serving as a leading 
supporter of the Trans Adriatic Project, 
pushing for an increase in the quota 
limit for job opportunities in the United 
States and promoting Greek products 
being introduced in the United States.

On April 12, 2021 Senator Raptakis 
took over the helm of the World Inter 
- Parliamentary Association (WHIA) 
elected legislators outside of Greece 
as President and pledged to expand 

the mission, making the organization 
an essential resource for connect-
ing Hellenes worldwide and building 
stronger communications between 
members.

Both his parents were from the island 
of Andros. His mother, the former and 
late Evangelia Valmas is from the 
village of Apikia and his late father, 
Paraskevas Raptakis was from the vil-
lage of Strapouryes. Senator Raptakis 
has spent many childhood summers 
on Andros and his family still retains a 
home in Apikia. 

He is member of the Annunciation 
Greek-Orthodox Church in Cranston, 
Rhode Island, along with his wife Don-
na-Marie and his two children, Alexan-
dra and Nicholas. He is a member of 
Ahepa chapter 106, District 7.
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ABOUT PADEE - WHIA

The World Hellenic Inter- 
Parliamentary Association 
(PADEE-WHIA) is an interpar-

liamentary organization of the Greek 
diaspora bringing together legisla-
tors of Greek origin from around the 
world. It was first established in 1996 
and was formally established as an 
Association under Greek law in 
2005.The purposes of PADEE-WHIA 
pursuant to Article 3 of its Statute are 
as follows:

1. To Build relations and communi-
cation among members of legislator 
who are of Hellenic origin in non-
Greek speaking countries.

2. To strengthen relations of friend-
ship and co-operation between 
Greece and the respective countries 
of the Association’s members and 
their Parliament.

3. To bring forth and promote the 
principles of Greek language and 
Hellenic culture in their respective 
countries.

Additionally, one of our core roles 
as an inter-Parliamentary group is 
to provide professional development 
opportunities and networking for our 
members and associates across the 
world.

Since the Greek financial crisis be-
gan in 2008, PADEE-WHIA has fo-
cused on promoting trade and eco-
nomic development in Greece.
“We have engaged with many re-
gions and prefectures around main-
land Greece and the Greek islands 
to promote economic, trade, tourism 
and cultural links with the nations 
where our members are active.”

PADEE - WHIA 
GOVERNING BOARD

 
The Governing Board of the World 
Hellenic Inter-Parliamentary Associ-
ation is elected by the General As-
sembly and serves for a period of 
two years.

The primary duty of the Governing 
Board is to run PADEE-WHIA for 
the two years of its term. Between 
General Assemblies, it is the main 
link with the Hellenic Parliament 
and liaises with the Government of 
Greece, regional & local govern-
ments, business organizations and 
not-for-profit groups.

The current Governing Board as 
elected at the 13th PADEE-WHIA 

MARIETTA KARA-
MANLI (FRANCE)

EU REPRESENTATIVE

Marietta Karamanli was 
elected to the PADEE-

WHIA Board in 2021.
Doctor in Political Science, Mari-
etta Karamanli is a member of the 
National Assembly of France since 
2007 representing the 2nd district of 
the department of Sarthe. As Depu-
ty in the French National Assembly, 
Marietta Karamanli is Vice-President 
of the European Affairs Committee, 
and member of the Law Commission 
in charge of the European monitor-
ing.

 
EMMANUELLA 

LAMBROPOULOS 
(CANADA)
CANADA 

REPRESENTATIVE

Emmanuella Lambropoulos was 
elected as Canada representative 
on the PADEE-WHIA Board in 2021.
Emmanuella has been proudly rep-
resenting the people of the riding 
Saint-Laurent she calls home in the 
House of Commons since she was 
elected in the 2017 by-election.

 
MARIA TZANAKIS 
COLLETT (USA)

USA REPRESENTA-
TIVE

Maria Tzanakis Collett 
was elected as a USA representa-
tive on the PADEE-WHIA Board in 
2021.
Senator Maria Tzanakis Collett is a 
Democratic member of the Pennsyl-
vania State Senate who represents 
the 12th District.

 
MARIA VAMVAKINOU 

(AUSTRALIA)
AUSTRALIA REPRE-

SENTATIVE
Maria Vamvakinou was 
elected as Australia rep-

resentative on the PADEE-WHIA 
Board in 2021.

Maria was elected the Federal Mem-
ber of Parliament with the Australian 
Labor Party in the Division of Calwell 
in 2001 and has been the MP for 
this electorate for eight consecutive 
terms.

Maria is the Deputy Chair of the 
Joint Standing Committee on Migra-
tion, and has been a member of this 
committee since 2010. She is also a 
member of the Joint Standing Com-
mittee on Foreign Affairs, Defence 
and Trade – and is a member of the 
sub-committees for Human Rights 
and Foreign Affairs and Aid.

 
EVANGELOS DOULES 

(ALBANIA)
NON EU REPRESEN-

TATIVE
Evangelos Doules was 
elected as a Non EU 

Representative on the PADEE-
WHIA board at the 2021 General 
Assembly.
Since 2001 he is a Member of the 
Federal Parliament of Albania.

 

PAST PADEE-WHIA PRESIDENTS

Nikos Papadopoulos   (1996-2002)
Giannaros Demetrios  (2002-2009)
Pandazopoulos John (2009-2015)
Thomas Katsiantonis  (2015-2016)
Peter Katsambanis      (2016-2021)
 
ALTERNATIVE BOARD MEMBERS

At the 2021 General Assembly it 
was resolved to appoint Alternative 
Board Members from regions to en-
sure the broadest and best possible 
representation across the globe. 
The Alternative Board Members for 
2021-2023 are:

Nicole Klarides-Ditria (USA) , John 
Spiros (USA), Leonidas Stavri-
nakis (USA), Spiros Mantzavi-
nos (USA), Demetrios Nicolaides 
(Canada), Annie Koutrakis (Cana-
da), Esther Passaris (Kenya).

Effie is a member of the Ontario Pro-
vincial Parliament where she has 
represented the Oakville North-Bur-
lington district since 2018. She is a 
member of the Progressive Conser-
vative Party. She is the Parliamenta-
ry Assistant to the Minister for Long-
Term Care. She is the Vice-Chair of 
the Standing Committee on Justice 
Policy and a member of the Stand-
ing Committee on Estimates.

 
STEVE GEORGANAS 

(AUSTRALIA)
2ND VICE PRESIDENT

Steve Georganas is the 
Australia representative 

on the PADEE – WHIA Board and 
was elected as a 2nd Vice President 
at the April 2021 re-organization. He 
has previously served as Treasurer.
Steve in the Member for Adelaide in 
the Australian Parliament, where he 
previously served as the Member for 
Hindmarsh. He is a member of the 
Australian Labor Party. He is the 
Deputy Chair of Parliamentary Joint 
Committee on Corporations and Fi-
nancial Services.
 

SENATOR STEPHAN 
PAPPAS (USA)

USA REPRESENTA-
TIVE AND 

TREASURER

Senator Stephan Pap-
pas was elected as Treasurer at the 
April 2021 re-organization and one 
of two United States representatives 
on the PADEE-WHIA board.

Stephan is a member of the Senate 
of the State of Wyoming, USA. He is 
a member of the Republican Party. 
He sits on the Senate Revenue and 
the Senate Transportation, High-
ways and Military Affairs Committee 
and is the Chairman on the Select 
committee on School facilities.

Stephan was formerly a Briga-
dier-General in the United States Air 
Force and has had a long career as 
an architect in Wyoming.

General Assembly in July 2021 and 
comprises the following members:

THE GOVERNING BOARD
 
LEONIDAS RAPTAKIS 

(USA)
PRESIDENT

Leonidas Raptakis is the 
President of PADEE-

WHIA. He has previously held Board 
positions including 1st Vice Presi-
dent, Treasurer and USA represen-
tative.
Leonidas is a Senator in the USA 
State of Rhode Island representing 
the Democratic Party. He has previ-
ously been a member of the Rhode 
Island House of Representatives 
and was a candidate for Secretary of 
State in Rhode Island in 2010.

 
EFFIE 

TRIANTAFILOPOU-
LOS (CANADA)

1ST VICE-PRESIDENT

Effie Triantafilopoulos 
was elected as a Vice President of 
PADEE-WHIA at the 2019 General 
Assembly.
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EVERGRANDE: 
CHINA’S EFFORTS TO CONTAIN ITS LEHMAN MOMENT

When the world started 
to take notice of Ev-
ergrande’s $300bn 

(£226bn) debt crisis earlier this year, 
some asked whether it would be-
come China’s “Lehman moment”.

Since then it has become clear that 
Beijing is handling the situation in 
a very different way to how Wash-
ington dealt with the bankruptcy of 
investment banking giant Lehman 
Brothers at the start of the global 
financial crisis in 2008. After Ever-
grande announced that it may not be 
able to meet all of its financial obli-
gations, the crisis-hit firm defaulted 
on some of its overseas bonds. It 
has now reportedly entered a debt 
restructuring process with Chinese 
authorities that may include the sale 
of some of its founder’s personal as-
sets.

“It is opaque but when we speak to 
our industry contacts in China, no 
one is surprised,” said Vinesh Mot-
wani of Silk Road Research.

Evergrande v Lehman

“The biggest difference between the 
two is that Evergrande was a train 
wreck that everyone saw coming,” 
said Mr Motwani, who was working 
in the US as an analyst at Credit Su-
isse when Lehman collapsed.

“When the ‘three red lines’ policy 
was announced more than a year 
ago, it was clear that Evergrande 
was one of the worst offenders, so 
the reaction in China was ‘this was a 
long time coming’.”

The “three red lines” are a set of debt 
thresholds that severely limit the 
ability of certain property developers 
to borrow. For decades the sector 

had seen uncontrolled borrowing, 
something the China’s central bank, 
the People’s Bank of China (PBOC), 
described as “reckless”. 

Evergrande’s crisis is a “grey rhino” 
event, a term used to describe a 
slow-moving obvious threat as op-
posed to a surprise “black swan” oc-
currence, according to Rory Green, 
the Head of China and Asia Re-
search at investment advisory firm 
TS Lombard.

“The warning about Evergrande has 
been going around for a very long 

time so none of the bondholders 
should be surprised that they’re de-
faulting,” he said.

Why is this crisis so 
different?

Another major difference between 
the collapse of Lehman Brothers 
and the Evergrande crisis is that 
when the US government needed to 
act, it had to pass legislation in order 
to have the authority to intervene but 
the Chinese government does not 
have this problem. By controlling the 
country’s property market through 

state-owned banks, Beijing also 
knows which developers are likely 
to default - something that could not 
have been said about Washington 
during the subprime mortgage crisis.

At the same time, China is being 
far more selective with its actions 
than the US was during the global 
financial crisis. Unlike Washington 
which bailed out some of the world’s 
biggest banks, China’s Communist 
Party is taking a more piecemeal ap-
proach. “Beijing is like a surgeon op-
erating on a tumour who is thinking 
‘what do I need to save?’,” said Alicia 
Garcia Herrero, the chief economist 
for Asia-Pacific at investment bank 
Natixis.

For the Chinese government, it is 
crucial that Evergrande’s day-to-day 
operations remain intact. It aims to 
ensure the company can finish the 
homes it is building so that ordinary 
property buyers are not affected and 
trust in the property market is not 
seriously damaged. As Ms Herre-
ro puts it: “Beijing also needs to be 
looking at the heart, if it is still beat-
ing. That’s people’s perceptions of 
the property sector.”

So far, this approach seems to have 
limited the impact on the housing 
market, according to Mr Motwani: 
“Actual property prices are still up 
year-on-year. Even where they have 
fallen month-on-month, they are not 

down by double digits.” But there are 
concerns that if prices continue to 
fall, potential buyers may put off pur-
chasing new homes - which would 
further slow down the market.

What will happen to 
Evergrande?

Experts predict Evergrande’s re-
structuring could take months, if not 
years, with little in the way of head-
line-grabbing announcements as 
authorities try to avoid the kind of 
shocks that hit the global financial 
system after Lehman Brothers col-
lapsed.

Mr Green points to past big Chinese 
business failures. Using the implo-
sion of insurance and financial giant 
Anbang as an example, he expects 
Evergrande’s restructuring to be a 
long process: “Anbang went into re-
structuring two years ago and it is 

still ongoing. Evergrande is much 
bigger so it could take years. But in 
my opinion, the worst funding condi-
tion has passed.”

“The most likely scenario is for Ev-
ergrande to be split into separate 
units. It will be the cutting up of the 
grey rhino and regional banks will be 
tasked to deal with those separate 
units to ensure the stability of the 
sector and the economy.”

Will international investors be 
scared off?

While Evergrande missing offshore 
bond interest payments may not 
have triggered a financial meltdown 
as they are mostly held by wealthy 
overseas investors, some analysts 
are concerned about the impact on 
the Chinese property sector’s repu-
tation. 
“It definitely hurts the faith of interna-
tional investors in China’s offshore 
real estate bonds,” said Jackson 
Chan from financial markets re-
search platform Bondsupermart.

Crucially, it has made it much more 
expensive for Chinese property de-
velopers to borrow money from inter-
national investors. 

What remains to be seen is how 
Beijing strikes a balance between 
continuing its strict property market 
policies and the risk of the country’s 
massive real estate industry losing 
access to affordable foreign invest-
ment.
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FIVE ITEMS THAT TELL THE STORY OF PRICE RISES

By Kevin Peachey, 
Personal Finance 
Correspondent, BBC News

Official figures are expected to 
confirm what we all know, or 
have suspected, from experi-

ence in recent weeks - that the cost 
of living is now rising faster than it 
has for some time.

Prices are going up at a relatively 
rapid rate on a variety of items and 
services. The governor of the Bank 
of England, Andrew Bailey, has even 
apologised for the situation. “None 
of us want to see that happen,” he 
says.

The reasons behind those rising 
prices can be complicated. Here are 
five examples that help to explain 
why we are feeling the pinch:

1. An Uber fare

The cost of getting around is get-
ting more expensive. The popular 
ride-hailing app recently increased 
its base fare in London by 10%.
Travellers in the capital who want to 
get to the airport at peak times are 
now also facing a 15% surcharge.

Uber says increased demand means 
it needs more drivers. By raising 
fares, the firm hopes to attract new 
drivers, and tempt back those who 
have gone to work for delivery firms 
instead.

And of course, the queues outside 
petrol forecourts are still fresh in the 
memory for anyone trying to travel.

Petrol prices have been rising since 
there were queues at forecourts.
Motorists with their own petrol or die-
sel car, can now fill up the tank with-
out a wait, but prices remain high. 
Motoring group, the RAC says that 
unleaded petrol hit 146p a litre, and 
diesel reached 150p a litre in recent 
days.
“This means, filling up a 55-litre fami-
ly car with unleaded has now topped 
£80 for the first time ever,” says RAC 
fuel spokesman Simon Williams.

The high cost of oil and the compo-
nent parts of the fuel mean drivers 
will face an “excruciatingly expen-
sive winter”, he adds, especially for 
those on a low income who use their 
car to travel to work each day.

2. Renovating your home

If you want a compendium of issues 
that are causing price rises in gener-
al, then consider the example of do-
it-yourself (DIY) and home improve-

ments. Prices for some paints have 
risen by around 10%.

The pandemic, global demand, ship-
ping costs, plus a shortage of work-
ers are all reasons why it is now 
more expensive to put up a garden 
fence.The cost of timber has dou-
bled compared to a year ago, ow-
ing to all those reasons, so not only 
fences, but also interior walls, have 
become pricier.

Covid pushed up the cost of raw ma-
terials, and shipping container prices 
from China saw a more than fourfold 
rise, says Rico Wojtulewicz, head of 
housing and planning policy at the 
National Federation of Builders. That 
contributed to a 25% rise in the price 
of materials for renovations.

“Not all materials are immediately 
available, so anyone having work 
done is likely to see prices rise again 
by the time works start. The cost of 
labour has also gone up by an aver-
age of 20%,” he adds.

“If you are getting new windows, or 
doors, the plastic used has gone 
up by around 13%. Insulation [cost] 
has gone up by 20% and is going up 
again next year. Even paint is 10% 
more expensive than it was in 2020,” 
he says.



18 19
THE AΘENIAN, DECEMBER 2021 THE AΘENIAN, JULY 2021

A AFINANCE INVESTMENTS

The pressure is on shipping to reduce GHG emissions – but to fi nd the right pathway, you 
need the right partner. From regulatory compliance, next generation fuels, vessel and 
operational optimization, to in-depth advice and insight, explore DNV’s decarbonization 
solutions. And fi nd out how together we can realize a greener future.

www.dnv.com/decarbonization 

CHART YOUR ROUTE 
TO DECARBONIZATION

#WeSeaGreen with DNV
Supermarkets operate in an ex-
tremely competitive environment, 
and analysts suggest they will be 
keen to keep prices down and retain 
their customers over the vital Christ-
mas trading period.

4. Your heating bill

As the mercury dips, so the cost of 
heating our homes rises - and it is 
going to hit some people very hard 
in coming months.
The rising cost of gas has been well 
documented in recent weeks. The 
cost to suppliers on the wholesale 
markets soared to unprecedented 
levels, for reasons which are com-
plex and global.
The effect on your domestic energy 
bill has been seen in three key ways:
Firstly, a host of suppliers have gone 
bust. Their customers have been 
moved to another supplier, but on a 
more expensive tariff.
Secondly, many customers of re-
maining firms have been told that 
their monthly direct debit demand is 
going up.
Thirdly, there is protection for cus-
tomers on variable tariffs, through 
regulator Ofgem’s price cap, but 
this limit was put up to a new high in 
October and is likely to rise by hun-
dreds of pounds more in April.

Rising domestic energy bills are in-
fluential in the forecast for the infla-
tion rate (measuring the rising cost of 
living as a whole), rising in the com-
ing months, before being expected 
to drop as the situation eases.
 
Scott Byrom, chief executive of 
price comparison website TheEner-

gyShop, says: “The bubble has not 
burst yet.”
While a warm winter may help some 
suppliers offer better deals than they 
would otherwise have expected, ev-
eryone should still brace for signifi-
cant further price rises, he says.
That hit will be felt particularly hard 
among poorer people, as heating 
and eating take up a bigger propor-
tion of household income.

5. Second-hand cars

Motoring group, the AA, says that 
some cars are gaining in value as 
they sit on the driveway.
Three to five-year-old Ford Fiestas, 
the most popular on its AA Cars 
website, are valued at £9,770 com-
pared to £7,448 two years ago.

The car market has various dynam-
ics which intersect to drive price 
trends
The steepest increase was the price 
of a three-year-old Mini Hatch, which 
in 2021 was 57% higher (£15,367) 
than a model of the same age in 
2019 (£9,811).
The trend is so significant to cost of 
living data in general that it has been 
regularly highlighted by the official 
collector of the numbers - the Office 
for National Statistics.
The main driver (pun intended) for 
second-hand car prices is pressure 
on manufacturing new vehicles.
A global shortage of computer chips 
used in car production, as well as 
other materials such as copper, alu-
minium and cobalt, has led to fewer 
new vehicles rolling off production 
lines.
That has meant more buyers turning 
to the used-car market. Rising de-
mand means rising prices.

3. Savoury snacks

To be specific, we’re talking the kind 
of processed snacks popular among 
all age groups - Pringles, Doritos, 
Hula Hoops, and so on.
Prices for these snacks went up by 
7.6% in the 12 weeks to the end of 
October, compared with the same 
period a year earlier, information 
from data firm, Kantar shows.

Snacks are not subject to so many 
price promotions. Prices for canned 
colas, potato crisps and cat food also 
all went up by nearly 6%, or more, at 
the same time, the data show. Part 
of the reason is a hangover from the 
struggles caused by the pandemic.
Fraser McKevitt, head of retail and 
consumer insight at Kantar, explains 
that prices are comparatively higher 
than late summer and autumn last 
yearbecause there is less discount-
ing in supermarkets. In order to en-
sure there is stock on the shelves, 
retailers are cutting promotions. That 
also means people are now far less 
loyal about where they shop.

“As prices increase in certain cat-
egories, we can expect shoppers 
to continue to visit several super-
markets and shop around to find 
the best deals,” he says. “Already, 
households visit an average of 3.3 
supermarkets per month, in order to 
find the best value for money.”

Why is the cost of living going up?

Food prices in general are rising, but 
not at the same rate as some other 
products. However, the latest Kantar 
figures show they are still going up 
faster than at anytime since August 
2020.
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at an astronomical $200,000 per day 
in September . As with spot rates, 
charter rates pulled back from the 
peak but are now on the rise once 
more.

The surge in freight rates has driven 
unprecedented profits for container 
lines, from behemoths like Maersk 
to niche lines like Zim.

Drewry predicted in July that lin-
er shipping would earn $100 billion 
overall this year. In October, Drewry 
upped its forecast to $150 billion for 
this year and another $150 billion for 
2022 . This month, Drewry hiked its 
forecast yet again, to $190 billion for 
2021.

Liners are using massive windfall 
profits to pay down debt, return cap-
ital to shareholders and grow their 
companies. Several carriers are ex-
panding into logistics, tech and air 
cargo .

Government intervention

Worsening port congestion led to 
concerns over shortages and stock-
outs that would affect American 
consumers . Skyrocketing freight 
rates spurred concerns over infla-
tion . Consequently, the supply chain 
crunch attained higher political stat-
ure, prompting attention from both 
Congress and the Biden administra-
tion.

The House introduced the Ocean 
Shipping Reform Act in August and 
passed the bill this month . The Sen-
ate is now preparing a companion 
bill.
If enacted into law in 2022, this leg-
islation would shift the burden of 
proof on the fairness of detention 
and demurrage charges to carriers 
and make it more difficult for carriers 
to refuse U.S. exports. Lars Jensen, 
head of consultancy Vespucci Mari-
time, warned, “Be careful what you 
wish for,” arguing that such a law 
could have serious unintended con-
sequences.

Meanwhile, the ports of Los Angeles 
and Long Beach, with the backing 
of the Biden administration, have 
threatened to levy a highly contro-
versial fee on long-dwelling import 
containers.

That fee was announced on Oct. 24, 
but implementation has been de-
layed ever since, with port officials 
citing progress. It was delayed for 
the seventh time on Monday. While 
the number of long-dwelling contain-
ers has declined significantly since 
the plan was first announced, prog-
ress has stalled more recently.

China, Asia, COVID

Beyond the Ever Given, this year’s 
major developments for contain-
er shipping stemmed from COVID: 
from changes in buying patterns, 
government stimulus or supply chain 
fallout from pandemic precautions.

In addition to the import effects (U.S. 
port congestion and record-high 
freight rates), there have been huge 
effects on the export side in Asia.

China emerged as one of the big-
gest winners of the COVID era, as 
demand for its exports soared. 

China has also reaped the benefits 
of its near-total dominance of con-
tainer-equipment manufacturing — 

just three Chinese companies build 
eight of every 10 new containers. A 
key risk for the U.S. given its high 
dependence on imports: COVID out-
breaks in China and other Asian na-
tions such as Vietnam can have ma-
jor consequences across the Pacific.

Disruptions this year included the 
closure of the port of Yantian, Chi-
na, in June (story here); an outbreak 
closing factories in Vietnam in July 
(story here); and the partial closure 
of the port of Ningbo, China, in Au-
gust (story here). In September, Chi-
nese factories suffered outages due 
to power shortages (story here), and 
a container-ship queue off Shanghai 
and Ningbo grew larger than the one 
off Los Angeles/Long Beach (story 
here).

Unlike the U.S., China has a “zero 
COVID” policy, meaning it shuts 
down entire cities and ports after a 
very small number of cases. Given 
the high infection rate of the omicron 
variant, China’s policy could lead to 
more port closures in 2022, mirror-
ing what happened in Yantian earlier 
this year. Omicron could also extend 
the consumer buying patterns seen 
in the first two years of the pandem-
ic, keeping freight rates high (story 
here).
As with 2021, the top shipping sto-
ries of 2022 could be mostly tied to 
COVID.

 Newly constructed Chinese containers (Photo: Shutterstock/Li Sen)

2021’S TOP SHIPPING STORIES: FROM EVER GIVEN 
TO EPIC CALIFORNIA PORT PILEUP

By Greg Miller, 
Senior Editor

This has been the year of the ship-
ping queue — of container vessels 
stuck waiting in line, waylaid for 
weeks at the Suez Canal or off Los 
Angeles/Long Beach, Savannah or 
Shanghai.

For the second year in a row, COVID 
has played an outsized role: revving 
up import demand in the U.S., sty-
mieing port operations in Asia, and 
fueling an unprecedented rate boom 
for liner operators and contain-
er-ship owners.

The following is a look back at Amer-
ican Shipper’s coverage of container 
shipping in 2021, one of the most im-
portant years in the sector’s history:

Ever Given stuck in Suez

The Ever Given got stuck sideways 
in the Suez Canal on March 23, 
blocking traffic in both directions for 
six days. Over 350 ships were wait-
ing at anchor at the peak. The world 
was transfixed.
The Ever Given became a so-
cial-media meme amid a surreal 
wave of tweets and TikTok videos. 
Beleaguered shippers faced weeks 
of delays for shipments to Europe 
and the East Coast .

LA/LB logjam

The Ever Given accident turned out 
to be a sideshow compared to this 

year’s main event: U.S. supply chain 
congestion. Import volumes reached 
a record high for 2021 overall , and 
backups have been widespread, 
from the country’s ports to its inland 
transport. Los Angeles/Long Beach, 
which handles 40% of U.S. imports, 
has been the epicenter.

The queue of ships waiting at anchor 
off Southern California topped 30 in 
January and peaked at 40 on Feb. 
1. The previous record for ships at 
anchor off Los Angeles/Long Beach, 
which occurred during labor unrest in 
2014-2015, was surpassed by April .
 Ships off LA/LB (Photo: Marine Ex-
change of Southern California)

The queue dropped to a low of just 
nine container ships in late June, 
spurring hope that congestion would 
be overcome. That hope was quickly 
dashed as peak season ramped up. 
The queue numbers started rising 
again. The Feb. 1 record was sur-
passed by late August.
By late October, 80 container ships 
were waiting, more than twice Q1 
levels . By early December, there 
were 96 and by mid-December, 102. 
As of Saturday, there were still 97 
box vessels waiting at sea.

Fallout from the Ever Given incident 
lasted weeks. The situation in LA/LB 
has now lasted a year — with no end 
in sight.

Stratospheric container rates

The high demand that caused port 
congestion also caused freight rates 
to escalate . And as freight rates 
rose, so too did demand for char-
tered ships, which pushed charter 
rates to record highs as well.

According to shipping consultancy 
Drewry, Asia-West Coast spot rates 
(excluding premiums) more than 
tripled from $4,000 per forty-foot 
equivalent unit at the beginning of 
this year to over $12,000 per FEU in 
mid-September.

Rates pulled back thereafter, but 
not by much; they stabilized and are 
now inching back up yet again.

 Spot rate in $ per FEU. Blue line = 
2021, orange line = 2020, green line 
= 2019. Chart: FreightWaves SO-
NAR. 

Charter rates also rose through most 
of the year; short-term rates peaked 

A look back at container shipping’s unprecedented year
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2021 PORT CONGESTION REPORT

By Charlotte Cook
Vessels Value

Introduction

Vessel and port congestion lev-
els in 2021 so far have been 
unprecedented, significantly im-
pacting capacity in the Container 
and Bulker sectors and disrupt-
ing global supply chains.

Global shipping congestion in 
2021 has been profound in many 
ways. From Covid-19 related 
port disruptions, the continuation 
of the China/Australia Trade war 
causing long term delays off Chi-
nese ports, to the ramifications 

of the Suez Canal blockage in 
March. Port congestion is yet to 
let up as we approach the middle 
of the fourth quarter in the lead 
up to Christmas.

It is no surprise that shipowners 
and operators are anxious at 
the prospect of a vessel being 
caught in congestion, as delays 
to the movements of goods can 
often be costly and disruptive. 

With a total of 2,366,401 TEU 
(10% of the live Container fleet) 

and 181,635,500 DWT (20% of 
the live Bulker fleet) currently 
waiting globally, congestion is a 
major factor influencing vessel 
availability and rates, as global 
economies continue to recover 
this year in the wake of the pan-
demic. 

VesselsValue Trade and AIS data 
allows us to examine some of 
the major congestion events that 
have happened so far in 2021 
and assess the potential impact 
as 2022 fast approaches.

Bulker congestion in China 
(2020/2021)

China/Australia coal ban creates 
long term congestion off China

A Chinese ban on importing Aus-
tralian coal was first rumoured 
around July 2020, as China be-
gan to promote using domestic 
coal and alternative sources, as 
opposed to Australian exports. 
This caused hundreds of Bulkers 
from Australia to sit waiting off 
Chinese ports in a bid to unload 
their cargo.

As a result, during the first six 
months of 2021, Capesize and 

Post Panamax vessels per-
formed 17% less Australia to Chi-
na journeys, carrying 14% less in 
cargo volume, compared to the 
same period in 2020. 

Despite a reduction in trade be-
tween Australia and China, many 
vessels continued their voyages 
to China, and this resulted in sig-
nificant numbers of laden Bulkers 
stranded off Chinese ports, wait-
ing to discharge their cargoes. 
Figure 1 (p.22) shows a daily 
count of vessels en route from 
Australia, waiting off Chinese 
ports.

As displayed on the chart, there 

was a significant hike in vessels 
waiting off China that were likely 
to be carrying Australian coal be-
tween April and August 2020. 

Capesize, Post Panamax and 
Panamax types made up most 
of the vessels waiting, and ves-
sel delays remained significant 
right into Q2 2021 when they be-
gan to fall. Since May this year, 
the number of Capesize waiting 
off China has begun to increase 
again, reaching similar highs to 
this time last year.

Many vessels ended up diverting 
away from the congested areas 
in China, to locations such as Ja-

 Figure 1: Daily count of vessels en route from Australia, waiting off Chinese ports.

Figure 2: Topas (Post Panamax BC) recent stoppages.

 Figure 3: Count of vessels waiting to Transit the Suez Canal on 26th March 2021, split by location.
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pan, India and South Korea, with 
some performing necessary crew 
changes after months of waiting. 

The Topas (92,700 DWT Post 
Panamax) was one of the longest 
waiting laden vessels carrying 
coal from Hay Point (see Figure 
2 - p.23). 

The vessel spent a total of over 8 
months waiting off Jingtang, with 
a short crew change in South Ko-
rea in between anchorage stop-
pages.

The ban also increased journey 
cargo miles in the Bulker sector, 
as China sought to source coal 
from more distant locations, such 
as South Africa. 

A year on, the number of Bulkers 
from Australia waiting off China 
has reduced by around 50% as 
China turned to accept some of 
the cargoes, due to their high de-
mand for coal power generation.

The China/Australia coal ban is 
a good reminder of how volatile 
shipping markets are in relation 
to geopolitical differences and 
demand for commodities. 

When vessels are waiting like 
this it can be costly for charterers 
and owners; sale and purchase 
contracts may already be in 
place with buyers and the vessel 
is not accruing maximum earn-
ings whilst sat idle.

Suez Canal congestion (March 
2021)

The Suez Canal blockage lasted 
nearly a week and caused high 
levels of congestion as ships 
queued, waiting to pass the ma-
jor transit zone

The Suez Canal blockage hap-
pened back in March 2021, 
causing global disruption, when 
the Ever Given ULCV became 
wedged and vessels were not 

able to pass through one of 
the world’s key shipping transit 
zones. 

The blockage caused a tailback 
of vessels waiting to traverse at 
both the Southern entrance (Red 
Sea) and the Northern entrance 
(Mediterranean) of the Suez Ca-
nal, lasting 6 days in total, but the 
ramifications of the congestion 
carried on well into the second 
quarter of 2021.

On the 26th March, three days 
after the vessel first became 
stuck, the count of vessels wait-
ing already totaled 169. Figure 3 
(p.23) shows the count of vessels 
waiting, split by sector and loca-
tion. 

Out of these vessels waiting, 
Bulkers and Containers were 
most affected. On 29th March, 
when salvage teams finally man-
aged to free the vessel, the count 
of vessels waiting rose 77%, to 

more than 300 vessels in total. 
When comparing the average 
number of vessels waiting per 
day in 2020 with vessels waiting 
on the 29th March 2021, the in-
crease was a significant 253%.
This weeklong bottleneck caused 
vessels to seek alternative routes 
and divert around the Cape of 
Good Hope, taking an additional 
8 days on average for a ULCV 
Container, costing extra time and 
fuel. 

Despite this, many vessels con-
tinued to travel towards the 
blockage, increasing the time it 
took for the canal to clear once 
the Ever Given was freed. On 
31st March, two days after ves-
sels started to move through the 
canal again, over 50% of the orig-
inal congestion had cleared. The 
queues for the Suez Canal at this 
time caused knock on effects at 
destination ports, as congestion 
shifted from the canal to the on-
ward destination ports such as 
Rotterdam in Northwest Europe.

Container congestion 
(2021 and ongoing)

Ongoing Covid impacts and bad 
weather intensifies Container 
congestion in China

The Containership market has 
been under immense pressure 
over the past year. Bad weather 
and increasing spending, due to 
Covid-19 related pent up con-
sumer demand, have contributed 
to Chinese terminal lockdowns 
and logistical port challenges. 

This has resulted in the record 
high levels of Container conges-
tion, from manufacturing hubs in 
China to import gateways in the 
US and Northwest Europe. 

Figure 4 (p.24) shows a year on 
year comparison of Container 
vessels waiting off Chinese ports, 
back to pre Covid-19 2019 levels.
When comparing levels of Con-
tainer congestion across China, 
2021 started at similar levels to 

the previous two years, with the 
count of vessels waiting averag-
ing just 88 per day between Jan-
uary and April. However, over the 
past six months, there has been 
a significant increase in the count 
of vessels waiting and numbers 
are still higher than they were at 
the beginning of the year.Con-
gestion began to worsen this year 
in May at Yantian port, following a 
rise in Covid-19 cases, resulting 
in China taking extra precaution-
ary measures in ports. 

Further Covid-19 related termi-
nal closures happened in China 
as the Ningbo Container terminal 
was closed for a full two weeks 
after an outbreak in August.
Levels of congestion in China 
peaked at the end of July at 361 
vessels, as typhoon In-Fa struck 
East China, restricting access 
into major ports such as Shang-
hai and Ningbo. 

With vessels unable to safely en-
ter a port, queues built up and  Figure 4: Daily Container vessels waiting off Chinese ports.

 Figure 5: Vessels anchored off LB/LA (yellow) and vessels drifting off LB/LA (white) on 25th Oct 2021.
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caused further disruptions to 
schedules. Since then, over the 
past three months, we have seen 
Container congestion gradually 
decrease in China, but there are 
still around 180 vessels, a total of 
936,073 TEU, waiting off China 
(22 Oct 2021). 

Half of which are concentrated 
in the East China Sea, around 
Shanghai/Ningbo, the other half 
concentrated in the South China 
Sea, off Hong Kong/Shenzhen. 

US West Coast: Levels of 
congestion at Long Beach and 
Los Angeles remain at record 
highs

Levels of congestion have also 
risen at import destination ports, 
especially off the Californian ports 
of Long Beach and Los Angeles, 
as Containers waiting have con-
tinued to rise significantly since 
July 2021. 

Record high vessel counts are 
still waiting to unload, from Handy 
Containers up to ULCVs, and 
with the anchorages full, ves-
sels are forced to drift further off 
port. There are currently around 
75 vessels (see Figure 5 - p.25) 
still delayed, which is almost 
20% more than were waiting one 
month ago, and over 100% more 
than were waiting two months 
ago. 

Congestion off the port is yet to 
show any signs of easing and is 
contributing to the lack of vessel 
capacity that we are currently 
seeing globally, putting pressure 
on ever tightening rates. In Oc-
tober, Post Panamax rates have 
reached a staggering $130,000 
per day, over a 300% increase 
compared to this time last year.

Most vessels waiting have trav-
elled on the Transpacific leg from 
Asian manufacturing ports, with 
some having left over a month 
ago. 

The Zhong Gu Jiang Su (4,860 
TEU) is the longest waiting ves-
sel (25 Oct 2021), having arrived 
on 13th September 2021 after 
leaving Qingdao, China, on 29th 
August 2021. 

The average waiting time that 
was just over 6 days a month ago, 
has now risen to over 8 days.
During periods of high conges-
tion, ports are utilising as many 
terminals and berths as possible 
to maximise throughput, but this 
can often add further pressure on 
port operations and increase port 
call durations, causing waiting 
times to increase further. 

The ports are still struggling to 
keep up with the throughput, 
forcing them to operate 24 hours 
a day to clear backlogs of con-
tainer boxes.  Ports are also de 
prioritising returning empty Con-
tainers back to Asia, with many 
import ports having storage yards 
full of empties. 

This means origin ports are 
lacking Containers to refill with 
goods, causing further delays 
and increased costs.

Onward supply chain issues are 
also contributing to the port con-
gestion, with truck drivers un-
able to clear the sheer number 
of Containers in the port and de-
lays in moving Containers from 
storage yards.  With 40% of con-
tainerised goods entering the US 
through Long Beach/Los Ange-
les, these hold ups are significant 
to US imports. 

This congestion is expected to 
remain for a while, with 46 more 
Container vessels currently en 
route to reach Long Beach/Los 
Angeles in the next two weeks.

UK: Felixstowe port starts to 
feel the pressure

Delays are being seen more re-
cently in the UK as well, as re-
tailers aim to fill shelves in time 
for Christmas. Much like US 
West Coast ports, the majority 
of Containerships into the UK 
are transporting manufactured 
goods from export hubs in China, 
ranging from toys, fitness equip-
ment, electricals and clothing to 
frozen food, with 40% of the UK’s 
containerised imports moving 
through Felixstowe alone. 

The port has received around 
45% less Containerships this 
month compared to the same 
period in 2020, and around 50% 
less than the same period in 
2019. 

This suggests that the port is 
struggling with turnaround times, 
as a severe shortage of HGV 
drivers and terminal congestion 
means containerised goods are 
not leaving port quickly enough 
to clear space for a steady flow 
of new containers. Some ship-
ping lines are diverting ships to 
other European ports to avoid 
the Felixstowe bottleneck and 
keep vessels moving. Marchen 
Maersk (18,340 TEU) was sail-
ing en route from Tanger Med, 
changing course from Felixstowe 
to Wilhelmshaven, Germany, on 
the 13th October in a bid for a 
faster discharge. 

Things that take longer tend to 
cost more, so being forced to 

make decisions to change vessel 
itineraries and getting held up in 
congested ports can be costly for 
shipping lines. 

These factors are causing more 
and more issues for retailers and 
consumers, with multiple reports 
of goods being held up in later 
stages of supply chains, threat-
ening Christmas and Thanksgiv-
ing deliveries during the busiest 
period of the year. 

Retailers make the biggest pro-
portion of the sales at this time 
of year, so if retailers struggle to 
source enough stock and profit 
margins lessen, we could see the 
price trickle back to the consum-
er. 

We may also see an increase 
in the use of alternative modes 
of transport to get products in 
stores, such as rail and air freight, 
although distribution issues are 
simultaneously impacting most 
parts of the supply chain. 

Summary

There have been several stand 
out events so far this year that 
have resulted in shipping sectors 
becoming subject to congestion. 
Some were relatively short lived, 
such as the disruption from the 
Suez Canal blockage, others 
have been more prolonged, such 
as the China/Australia coal ban 
which has spanned over a year. 
As with many industries, Covid-19 
has also had pronounced impacts 
on shipping congestion globally 
so far this year.

After the Container sector came 
to almost a standstill last sum-
mer, pent up consumer demand 
and stimulus spending imple-
mented in some economies 
caused a resurgence in the need 
for Container shipping globally, at 
a fast pace. 

Asian Container terminals have 
battled with ongoing Covid-19 
restrictions, limiting the flow of 

exports at times, and import hubs 
have been forced to quickly re-
act to levels of congestion never 
seen before. Port congestion has 
not only played a part in influenc-
ing vessel rates but has also had 
knock on impacts further down 
supply chains, as transportation 
links struggle to keep up with bot-
tlenecks and throughput. It may 
be that we see a lull in demand in 
the New Year, with the Christmas 
period ending and Chinese New 
Year. 
This could ease congestion 
slightly, although with the high 
number of vessels still waiting, 
it’s likely the backlog of vessels 
will extend at least into the sec-
ond quarter of 2022. 

With a reduction in available 
capacity on the water and stag-
gering numbers of newbuild or-
ders this year (570% higher than 
orders in 2019), we have seen 
Container rates climb to record 
highs, with current congestion 
supporting the incline.
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THE BEST CRUISES OF 2022, 
ACCORDING TO U.S. NEWS & WORLD REPORT

By Monica Buchanan Pitrelli

The publication evaluated 17 cruise 
lines through a combination of ex-
pert evaluations (30%), traveler 

reviews (50%) and health ratings pub-
lished by the U.S. Centers for Disease 
Control and Prevention’s Vessel Sanita-
tion Program (20%).

Scores were then analyzed by category 
to determine winners, ranked highest to 
lowest, in six areas.

Best cruise lines for the money

The 2022 rankings for best 
valued cruises are:  

1. Celebrity Cruises  
“Gold Award”

2. Holland America Line 
“Silver Award”

3. Royal Caribbean International  
“Silver Award”

4. Norwegian Cruise Line
5. Carnival Cruise Line

Here, average daily rates accounted for 
60% of scores, while expert, traveler and 
health ratings accounted for the other 
40%. Cruise lines with average dai-
ly rates of $300 or more did not qualify 
for this category. Celebrity Cruises was 
named the best cruise for the money. 
It’s part of the Royal Caribbean Group, 
which also operates Royal Caribbean 
International, which took home a “Silver 
Award” in this category.
Wi-Fi, tips and drinks — like cocktails, 
wine and specialty coffees — are includ-

ed in most Celebrity cruise bookings, 
however the cheapest rates can be pur-
chased without them. Right now, a four-
day cruise from Miami to the Bahamas is 
around $440 per person, including taxes, 
for an inside state room.

Also on the list: 
Princess Cruises (No. 6), 
Costa Cruises (No. 7) 
and MSC Cruises (No. 8).

Best cruise lines for luxury

Smaller cruise lines — with ships that 
fit hundreds rather than thousands of 
guests — dominated U.S. News’ luxury 
rankings list.

1. Viking Ocean Cruises
“Gold Award”

2. Seabourn Cruise Line
“Silver Award”

3. Regent Seven Seas Cruises “Silver 
Award”

4. Azamara
5. Crystal Cruises

Viking, a cruise line based in Basel, Swit-
zerland, is no stranger to accolades. It 
topped U.S. News’ luxury list last year 
too — despite Chairman Torstein Hagen 
indicating he isn’t a fan of the word. “I 
have outlawed the use of the word ‘lux-
ury’ … I think we are elegant, we are … 
understated and hopefully timeless,” he 
said at a naming celebration for seven 
new river boats in March 2019, accord-
ing to cruising website QuirkyCruises.
com.

Also on the list: 
Silversea Cruises (No. 6) 
and Oceania Cruises (No. 7).

Best cruise lines for couples

Awards for the best cruises for those 
traveling in twos are:  

1. Viking Ocean Cruises  
“Gold Award”

2. Seabourn Cruise Line
 “Silver Award”

3. Azamara
“Silver Award”

4. Crystal Cruises
5. Regent Seven Seas Cruises

Viking dominates this category due to its 
“adult-focused environment and luxuri-
ous and romantic amenities, such as fire-
places in each ship’s common area and 
private verandas in every stateroom,” 
according to a U.S. News & World Re-
port’s press release.  

To qualify for this category, at least 62% 
of a cruise line’s online traveler reviews 
must be made by couples. Most luxury 
cruise lines allow kids, though they often 
don’t cater to them the way the larger 
lines do. Viking, however, doesn’t allow 
children at all. 

The company previously welcomed kids 
aged 12 and older to cruise, but as of 
2018, all guests must be 18 or older to 
board.

Also on the list: 
Celebrity Cruises (No. 6), 
Oceania Cruises (No. 7), 
Silversea Cruises (No. 8), 
Cunard Line (No. 9) 
Holland America Line (No. 10).

Best cruise lines for families

The top-ranking cruises for families for 
2022 are:

1. Disney Cruise Line
“Gold Award”

2. Royal Caribbean International
“Silver Award”

3. Carnival Cruise Line
“Silver Award”

4. Norwegian Cruise Line
5. MSC Cruises

Disney dominates the family cruise cat-
egory, as it has every year since U.S. 
News started ranking cruises in 2013.  
The company has five ships: Magic, 
Wonder, Dream, Fantasy and its lat-
est, Disney Wish, which is scheduled to 
launch in summer 2022. The ship is also 
set to introduce Disney’s first “attraction 
at sea” — 760 feet of water slide tubes 
with Mickey Mouse-themed music, light-
ing and special effects.

Also on the list: 
Costa Cruises (No. 6).

Best cruise lines in the Caribbean

1. Disney Cruise Line 
“Gold Award”

2. Celebrity Cruises
“Silver Award”

3. Seabourn Cruise Line
“Silver Award”

4. Royal Caribbean International
5. Crystal Cruises

It’s a clean sweep for Disney in this cat-
egory too. Disney has been named the 
top cruise line in the Caribbean for the 
past eight years, according to U.S. News 
& World Report.

Living up to its name, the Miami-based 
Celebrity Cruises partners with well-
known names in the arts and entertain-
ment industry. It’s newest ship, Celeb-

rity Beyond, has Gwyneth Paltrow as 
its “wellbeing advisor” and a restaurant 
created by Michelin-starred chef Daniel 
Boulud, according to its website.  

Also on this list: 
Regent Seven Seas Cruises (No. 6),
Holland America Line (No. 7), 
Carnival Cruise Line (No. 8), 
Norwegian Cruise Line (No. 9), 
Oceania Cruises (No. 10), 
Princess Cruises (No. 11) 
and MSC Cruises (No. 12).

Best cruise lines in the Mediterranean

1. Viking Ocean Cruises
“Gold Award”

2. Seabourn Cruise Line 
“Silver Award”
3. Azamara

“Silver Award”
4. Regent Seven Seas Cruises

5. Celebrity Cruises

With another win, Viking tops three of 
U.S. News’ six categories, this time for 
its presence in the Mediterranean. 

In every instance, it is followed by Seat-
tle-based Seabourn Cruise Line, Carni-
val Corporation’s ultra-luxury brand.

Seabourn has five ships, which hold be-
tween 450-600 passengers and cruise 
to more than 400 destinations. As part 
of a multi-year agreement, the cruise 
line has contributed more than $1.5 mil-
lion to support UNESCO, which grants 
its guests “unique access” to more than 
170 World Heritage Sites, according to 
its website.   

Also on the list: 
Oceania Cruises (No. 6), 
Crystal Cruises (No. 7), 
Costa Cruises (No. 8), 
MSC Cruises (No. 9), 
Silversea Cruises (No. 10), 
Holland America Line (No. 11), 
Norwegian Cruise Line (No. 12), 
Princess Cruises (No. 12), 
Royal Caribbean International (No. 
13) and Cunard Line (No. 14).

Cruising on the comeback?  

Though mass Covid-19 outbreaks early 
in the pandemic exposed health con-
cerns surrounding cruising, a new sur-
vey indicates travelers may not abandon 
ship travel after all.  

Before the pandemic, 2% of prior cruis-
ers said they wouldn’t cruise again, while 
as of August 2021, 4% said the same, 
according to an ongoing survey conduct-
ed by U.S. News & Report.

The pandemic hasn’t scared off 
non-cruisers either. Pre-pandemic, 62% 
of people who had never cruised indi-
cated they wanted to try it. Now, 61% of 
people say the same.

Sentiments may be softening with time 
too. Before the pandemic, about 10% of 
people that had never cruised said they 
“never” would. 

According to the survey, this number 
rose to 17% in June 2021, but fell to 14% 
by August.

The Celebrity Edge cruise ship, the first 
revenue-earning cruise to depart from 
the U.S. after a pandemic-induced hia-
tus, docks during a stop in Costa Maya, 

Mexico on Tuesday, June 29, 2021.
Eva Marie Uzcategui | Bloomberg | 

Bloomberg | Getty Images

The Viking Sea cruise ship arrives at 
Bodrum Cruise Port in Mugla, Turkey 

on March 13, 2021.
Ali Balli | Anadolu Agency | Anadolu 

Agency | Getty Images

Disney cruises have translucent water 
slides, pirate-themed deck parties and 

live performances of classic Disney 
movies, but also adult-only pools, spas 

and bars for parents.
Marjie Lambert | Miami Herald | Tribune 

News Service | Getty Images

The Disney Magic cruise ship sails past 
Manhattan with the Empire State Build-

ing in the background.
Gary Hershorn | Corbis News | Getty 

Images

The spa in the luxury Seabourn Sojourn 
cruise ship. Peter Macdiarmid | Getty 

Images News | Getty Images
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LOOK BEYOND GREEN FUELS FOR SUSTAINABILITY
By Carly Fields

Sustainability in shipping is about 
more than promoting and using 
green fuels; it’s about broader 

transparency and responsibilities, ac-
cording to a report from PA Consulting 
published by the Global Maritime Forum.

The development of sustainable fuels 
has been the driving force in aims to meet 
the International Maritime Organization 
target of reducing emissions by 50% by 
2050. But, said the report’s co-authors, 
other drivers for sustainability – includ-
ing increased demand for transparency 
about product and asset lifecycles, and 
rising consumer pressures for extended 
producer responsibility – take a more ho-
listic look at sustainability.

“In effect, how can we make parts or all 
of shipping’s lifecycle more environmen-
tally and socially sustainable while still 
commercially viable?” says the report.
To transition to greener fuels, the fleet will 
either need to be retrofitted or scrapped, 
meaning that operators will need to be 
quick to adapt to rapid change to miti-
gate compliance costs and stay compet-
itive. This, says the report, presents an 
opportunity to review existing practices 
within the industry and assess the busi-
ness case for adopting circular economy 
thinking.

This could be through the introduction of 
modular designs in ship building or the 
standardisation of vessel parts, which 
could better enable refurbishment, re-
pair, upgrade and recovery of compo-
nents and resources at end-of-life.

The report states that there can be 
“substantial synergies” between circu-
lar economy business models and the 
change to new fuel types. “With circular 
economy thinking the process of building 
a new fleet of zero-carbon vessels can 
be optimised to minimise waste and se-
cure a circular flow of valuable resourc-
es. This can mean resource efficiency 
and cost savings, as well as reduced en-
vironmental impact and improved social 
working conditions.

“By rethinking current ship design and 

operational models, new circular econ-
omy business models can present op-
portunities to increase revenue, reduce 
costs, and improve risk management.”

Circularity in practice

Currently the shipping industry is by defi-
nition a ‘engineer-to-order’ environment 
– the placing of an order prompts the ex-
ecution of the services necessary to fulfil 
it. This bespoke environment makes the 
industry less flexible and less ready for 
retrofitting to meet future regulation, the 
report noted.

PA Consulting calculated. Added to 
which, when remanufactured to the 
same level of reliability as new compo-
nents, this process may lower overall 
component costs by 50% to 80%.

Meanwhile, alternative operating and fi-
nancing models more in tune with a circu-
lar economy might bring added benefits. 
For example, an ‘access-over-owner-
ship’ model, similar to those seen with 
leasing schemes in the aviation industry, 
would allow customers the use of a prod-
uct without the requirement to purchase 
it. “Such a model could enable the indus-
try to leverage cost savings that make 
it commercially viable to update and 
retrofit vessels (for example, to accom-
modate new fuel types and regulatory re-
quirements) while also addressing social 
and environmental consequences at the 
asset’s end-of-life,” said the report.

The engineer-to-order environment and 
the current ownership dynamics of the 
industry are roadblocks to the implemen-
tation of circular economy principles. The 
report points out that some shipowners 
design, own, and operate large numbers 
of vessels, which often result in repeat 
orders of the same ship design, while 
others operate or lease a small number 
of second-hand vessels. Similarly, some 
shipowners own their vessels from cra-
dle-to-grave, while others maintain a 
young fleet and sell vessels for further 
trading.

One for all

For the benefits of circularity to be 
achieved, everyone needs to buy in. 

There needs to be transparency, com-
mon goals and objectives, and the 
right financial incentives and structures 
for commercial viability. PA Consulting 
suggests incentives that “redirect be-
haviours of shipowners from their cur-
rent (potential) profit from building when 
cheap and selling when expensive, as 
well as address their strategic reasons 
for building ships to their own specs and 
inclination to scrap rather than sell ves-
sels to the competition (specifically in 
container shipping)”.

One example given is the introduction 
of ‘product passports’ that allow clear 
incentives for the shipbuilder to main-
tain and reuse before refurbishing, and 
refurbish before recycling. Although it is 
acknowledged that data availability will 
need to improve to enable transparency 
and traceability of materials and encour-
age partnerships across the value chain.
Shipping can also engage with other in-
dustry verticals, such as the automotive 
industry, which is undergoing a profound 
transition from one energy source to an-
other. For example, shipping is starting 
to question existing compromises, such 
as: 
Why do we often equate vessel age with 
quality of the vessel? Why are contracts 
not standardised? And why is ship de-
sign not modular so retrofitting to the lat-
est technology is easy and the lifespan 
of the vessel can be expanded?

“Recent discussions around circular 
economy held at the Global Maritime 
Forum’s Annual Summit in London this 
year have shown that there is a readi-
ness within the industry to question such 
‘compromises’,” PA Consulting said. 
“Summit participants argued that the in-
dustry could take advantage of the cur-
rent momentum and come together to 
embark on some immediate next steps 
that can be taken to redeem the benefits 
of circular economy thinking.”

Initial suggestions included learning from 
other industries and reflecting on how 
those lessons could apply to shipping; 
bringing industry actors together to run 
innovation sprints to identify concrete 
opportunities; and running pilots or proof 
of concepts to test and iterate on learn-
ings.
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A AMARITIME DEMOLITION REPORT

Introduction

Since the end of H1, there have 
been 163 cargo vessels sold for 
demolition, a 4.5% increase on 
the same period in 2020 when 
145 vessels were scrapped, and 
a 63% increase from 2019 when 
only 100 vessels were scrapped. 
These vessels had a combined 
DWT of 6.3 mil and a minimum 
combined scrap value of over 
USD 825 mil.

57 of these vessels were ac-
quired by buyers in Bangladesh, 
constituting over a third (35%) 
of all vessels sold. A total of 49 
vessels were sent for demolition 
in India, constituting 30% of the 
sales. Both countries harbour 
strong buying appetites as their 
construction industries bounce 
back from Covid-19 lockdowns.

Pakistan trailed behind account-
ing for only 14% of demolition 
deals with a total of 23 vessels 
sent for scrap. This was likely 
due to the Pakistani rupee reach-
ing all time lows against the dol-
lar, decreasing the buying power 
of Pakistani shipbreaking yards.

Between the end of June and the 
end of October 2021, the aver-
age Indian Subcontinent scrap 
price across Bulkers, Tankers 
and Containers rose by around 
5% from 590 USD/lt to 620 USD/
lt. Scrap prices peaked around 
the end of August and have since 
stabilised, marking the end of a 
period of strong and significant 
growth.
At the end of October 2021 the 
scrap price for a Tanker was 620 

USD/lt. By contrast, prices in Oc-
tober 2019 were 390 USD/lt. 

Applying these scrap prices to 
a typical VLCC of 44,000lt pro-
duces two very different residual 
asset values. Today the residual 
price of a VLCC is USD 27.7 mil, 
compared to October 2019 when 
the same vessel would achieve a 
price of USD 19.8 mil. 

Although the difference is sig-
nificant, at about USD 8 mil, 
levels have not quite reached 
the all time highs seen back in 
2008, when scrap prices almost 
reached 760 USD/lt.

Recent trends in Subcontinent 
scrap price can be seen in Figure 
1.

Bulkers

Throughout 2021, Bulker freight 
rates have increased significant-
ly. For example, the Capesize 54 
TCA increased from 32,604 USD/
day on the 30th June to a peak of 
86,953 USD/day on the 7th Octo-
ber, an increase of 167%. Rates 
have since declined to 47,950 
USD/day on the 25th October. 
Unsurprisingly, this has slowed 
down the number of Bulkers be-
ing sent for demolition.

31% of the vessels scrapped be-
tween the end of June 2020 and 
the end of October 2020 were 
Bulkers, accounting for a total of 
48 ships. Today, due to the boom-
ing charter market, this number 
has fallen to only 8 Bulkers, a 
drop of 83%. Example demolition 
sales are shown on Figure 2.

Containers

As is widely reported, 2021 has 
been a record breaking year for 
Containerships, with port con-
gestion and increasing demand 
causing freight rates to reach in-
credible highs.Just as with Bulk-
ers, the percentage of Contain-
erships scrapped between June 
and October 2021 has dropped 
dramatically since last year as 
shipowners have been holding 
onto their tonnage. There were 
only 2 Containerships scrapped 
between June 30th and Octo-
ber 25th 2021, representing a 
94% decrease from 2020, where 
34 Container vessels were sent 
for demolition. The vessels 
scrapped were two 32 and 34 

year old Feedermaxes, sent for 
HKC “Green Recycling” at Alang, 
India.

Tankers

112 Tankers have been scrapped 
between the end of H1 2021 and 
today, making up 69% of all car-
go vessels scrapped in the same 
period. For comparison, in 2020 
only 26 vessels were scrapped. 
Following a year of stagnant 
freight rates in 2021, owners are 
understandably capitalising on 
the booming scrap prices and 
scrapping tonnage. With the 
upcoming winter and countries 

slowly lifting travel restrictions, 
we may see a Tanker rally and 
consequently a foot on the breaks 
for Tanker demolition sales.

Conclusion

Overall, scrapping for Bulkers 
and Containers is unlikely to in-
crease whilst both benefit from a 
booming charter and S&P mar-
ket, despite the rising scrap steel 
prices. Those same high scrap 
prices, coupled with sedentary 
freight rates, will ensure that 
Tanker scrap numbers remain 
steady until rates can break free 
of their current position. Figure 1: Average Indian Subcontinent scrap steel price of Bulkers, 

Tankers and Containers.

DEMOLITION REPORT, JUNE – OCTOBER 2021

 Figure 2: Bulker demolition sales for 30th June – 25th October. Sales with undisclosed price omitted.
Tankers and Containers.

 Figure 3: Container demolition sales for 30th June – 25th October.

 Figure 4: Tanker demo sales for 30th June – 25th July. The two sales with 
the highest scrap prices for each ship type are shown.
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A AMARITIME CRIME

By Jan Stockbruegger
Dean’s faculty Fellow - Brown 
University’s Department of Polit-
ical Science

Christian Bueger
Professor of International Rela-
tions at Copenhagen University 
- Director of SafeSeas

Great power competition 
with China and Rus-
sia dominates debates 

in Washington. Few analysts 
therefore paid attention when 
U.S. Secretary of State Antony 
Blinken joined Russian President 
Vladimir Putin and other leaders 
at the UN Security Council for a 
high-level debate on “Enhancing 
Maritime Security — A Case for 
International Cooperation” (Chi-
na was represented by its UN 
ambassador).

As expected, disagreements 
over basic maritime rules and 
norms dominated the debate. 
While the United States criticized 
Russia and China for unlawfully 
restricting freedom of naviga-
tion, China accused the United 
States of escalating conflict in 
the South China Sea. Yet the de-
bate also demonstrated that the 
leading states share a common 
view on other maritime threats. 
The United States agreed with 
China and Russia not only that 
piracy, smuggling, and climate 
change undermine stability at 
sea, but also that states need to 
work closely together to address 
these threats and protect global 
maritime trade. What does this 

consensus suggest for U.S. strat-
egy?

We argue that the United States 
should build on the consensus 
reached during the UN Securi-
ty Council debate to enhance 
global maritime security, working 
multilaterally with China, Russia, 
and other states to address crim-
inal and environmental threats at 
sea. The United States has tra-
ditionally protected trade routes 
and freedom of navigation. Se-
curing the maritime commons is 
also part of the 2020 Tri-Service 
Maritime Strategy to maintain or-
der at sea.

Yet the U.S. Navy cannot secure 
the world’s oceans without the 
support of other states, including 
China and Russia. Certainly, little 
agreement can be expected with 
China and Russia on maritime 
disputes or their use of gray zone 
tactics to undermine international 
rules. However, China and Rus-
sia depend on seaborne trade, 
and they are keen to fight pira-

cy and other threats to shipping 
and stability at sea. Strengthen-
ing collaboration with China and 
Russia on diplomatic and techni-
cal levels will therefore be vital to 
protect global maritime trade.

The case of maritime securi-
ty has broader implications for 
U.S. strategy. The United States 
needs to defend the rules-based 
order against China and Russia, 
but it also needs to work with its 
adversaries to address transna-
tional challenges such as climate 
change and pandemics. The 
maritime security case demon-
strates that this balancing act is 
possible. The United States can 
– and must – both compete and 
cooperate with its adversaries 
to secure the global commons. 
Below we draw on the Security 
Council debate to analyze the 
maritime security landscape. We 
identify the joint interests of Chi-
na, Russia, and the United States 
in protecting maritime trade, and 
we show how the United States 
can cooperate with its adversar-

ies to ensure safety and security 
at sea.

Maritime competition is back

One of the reasons for the new 
urgency of maritime matters is 
the rise of maritime great power 
competition and the proliferation 
of gray zone tactics and attacks 
at sea. China’s growing naval and 
anti-access/area denial capabili-
ties threaten U.S. dominance in 
the Western Pacific, but Iran and 
Russia have also increased their 
military operations at sea. 

China, Russia, and Iran have 
so far refrained from conducting 
aggressive maritime operations 
that could escalate conflict with 
the U.S. Navy. However, they 
increasingly conduct covert op-
erations and deploy civilian or ir-
regular forces – such as fishing 
vessels, coast guards, and mili-
tias – to intimidate other states 
and harass U.S. and allied forces 
at sea.

An incident that is paradigmatic 
for this new trend is the drone at-
tack on the Israeli owned oil tank-
er MV Mercer Street in the Gulf 
of Oman only days before the 
debate. The attack, in which two 
sailors were killed, was the latest 
in a series of maritime incidents 
in the shadow war between Israel 
and Iran. An Iranian vessel was 
hit by a mine in the Red Sea in 
April 2021, for instance, and the 
United States believes that Iran’s 
Revolutionary Guards were be-
hind attacks on four tankers in 
the Persian Gulf in 2019.

Yet China and Russia have also 
used gray zone tactics to se-
cure contested waters. China 

has built military outposts in the 
South China Sea, and it regu-
larly deploys its coast guard and 
maritime militias to protect Chi-
nese fishing vessels in disputed 
waters. China’s maritime forces 
have harassed Filipino and Viet-
namese fishing vessels, as well 
as the USNS Impeccable, a sur-
veillance vessel operated by the 
U.S. Navy. Russia has deployed 
its coast guard to secure waters 
around the Crimean Peninsula, 
which it annexed from Ukraine in 
2014. In 2018, the Russian Coast 
Guard captured three Ukrainian 
Navy vessels in the Sea of Azov.

China’s, Russia’s, and Iran’s gray 
zone tactics threaten vital U.S. 
and global interests in the mari-
time domain. U.S. Secretary of 
State Blinken therefore warned 
that “Conflict in the South China 
Sea or in any ocean would have 
serious global consequences for 
security and for commerce,” and 
that “States are . . . provocative-
ly and unlawfully advancing their 
interests in the Persian Gulf and 
the Black Sea.” Russia largely 
ignored these accusations, but 
China responded angrily. 

China not only claimed that the 
“Security Council is not the right 
place to discuss the issue of the 
South China Sea,” but it also ac-
cused the United States of un-
dermining “peace and stability in 
the South China Sea.”

Piracy is a major concern, 
but other crimes matter too

While China and Russia contest 
freedom of navigation, piracy 
remains a bigger threat to glob-
al shipping. From 2005 to 2012, 
Somali pirates attacked nearly 

1,000 vessels in the Gulf of Aden 
and Western Indian Ocean. The 
World Bank estimated that piracy 
off Somalia cost the global econ-
omy $18 billion annually. Somali 
piracy has since been eliminated, 
but piracy remains a major threat 
in Southeast Asia and West Afri-
ca. According to the ICC Interna-
tional Maritime Bureau, an indus-
try body, 195 ships were attacked 
by pirates worldwide in 2020. 
Last year, pirates kidnapped 130 
seamen in the Gulf of Guinea, 
which is the world’s epicenter for 
maritime kidnappings.

Piracy is part of the larger prob-
lem of “blue crime,” which also 
includes illicit migration, maritime 
smuggling, and other criminal ac-
tivities at sea. Human trafficking 
is a major problem in the Mediter-
ranean, for example, where hun-
dreds of migrants have drowned 
over the last few years. Smug-
gling of narcotics fuels corrup-
tion and drug abuse and led to 
increased rates of addiction, HIV/
AIDS infection, and domestic vi-
olence in coastal communities in 
the Indian Ocean and other re-
gions.

Additionally, the smuggling of 
small arms and light weapons, 
which fuel conflict from Afghan-
istan to Somalia, often relies on 
maritime routes. A number of oth-
er illicit cargos are trafficked at 
sea, including counterfeit prod-
ucts, antiquities, wildlife, hard-
wood timber, and waste. Armed 
groups such as al-Shabab some-
times tax maritime smuggling ac-
tivities to fund their operations.

In contrast to gray zone tactics, 
there is broad consensus among 
leading states that blue crime is 

U.S., RUSSIA AND CHINA 
COULD COMBAT MARITIME CRIME TOGETHER
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a major threat to stability at sea. 
Ambassador Dai Bing, China’s 
representative at the UN Secu-
rity Council, noted that “Criminal 
activities such as piracy, armed 
robbery, human and drug traffick-
ing at sea, and maritime weap-
on smuggling are rampant, all of 
which have further destabilized 
relevant regions.” U.S. Secretary 
of State Blinken agrees: “Non-
state actors also pose serious 
risk to maritime safety and secu-
rity, from pirates and illicit mari-
time traffickers in the Gulf of Aden 
and the Indian Ocean, to pirates 
and armed robbers in the Gulf of 
Guinea, to drug traffickers in the 
Caribbean Sea and the Eastern 
Pacific.”

The environmental security 
agenda has arrived at sea

The emphasis on blue crime is 
not surprising given the centrali-
ty of piracy and trafficking to the 
maritime security agenda. Yet the 
degree to which Security Council 
members emphasized environ-
mental challenges was notewor-
thy. 

Two issues featured prominently 
in the Security Council debate: il-
legal fishing and climate change. 
Illegal, unreported, and unregu-
lated fishing is perhaps the most 
prevalent environmental crime at 
sea. It includes not only fishing 
in the waters of a state without 
its permission, but also fishing in 
marine protected areas and other 
fishing practices that are prohibit-
ed under national laws or interna-
tional conventions. Interpol has 
estimated that up to $23.5 billion 
is lost to illegal fishing each year. 

Analysts also increasingly wor-
ry about the impact of climate 

change on the marine environ-
ment and coastal economies. 
The warming of the oceans, for 
instance, will weaken ecosys-
tems and alter the abundance, 
diversity, and distribution of ma-
rine species. 

Cooperation is the Strategy

No state, not even the United 
States, is strong enough to pro-
tect the world’s oceans alone. The 
oceans cover 70 percent of the 
earth’s surface. Every day, thou-
sands of vessels pass through 
contested waters, and maritime 
smuggling, illegal fishing, and 
rising sea levels threaten coastal 
communities and maritime oper-
ations around the world. 

These threats are transnational. 
Pirates attack vessels in interna-
tional waters, smugglers operate 
across national jurisdictions,  and 
oil spills and illegal fishing opera-
tions often take place in interna-
tionally recognized protected ar-
eas. Securing the world’s oceans 
therefore requires states to coop-
erate and build international mar-
itime infrastructure. This includes 
coast guard and maritime patrol 
vessels, communication and sur-
veillance networks, and systems 
to manage marine resources and 
respond to accidents and envi-
ronmental disasters at sea.

The United States has long led 
international efforts to enhance 
safety and security at sea. The 
United States initiated the Con-
tact Group on Piracy off the Coast 
of Somalia, for example, and it 
also facilitated the adaptation of 
the 2004 International Ship and 
Port Facility Security Code at the 
International Maritime Organiza-
tion. In West Africa and South-

east Asia, the United States 
helps regional states strengthen 
their maritime capacities and pro-
tect their waters against piracy 
and illicit fishing and trafficking 
operations.

Yet China and Russia have 
also joined international efforts 
to protect maritime trade. They 
have participated in the Contact 
Group on Somali piracy and de-
ployed naval forces to protect 
international shipping in the Gulf 
of Aden. Moreover, China is a 
member of the Regional Coop-
eration Agreement on Combat-
ing Piracy and Armed Robbery 
against Ships in Asia (ReCAPP), 
while Russia has participated in 
debates on maritime security at 
the ASEAN Regional Forum.

During the Security Council de-
bate, China promised “to deepen 
pragmatic cooperation in com-
bating piracy and maritime law 
enforcement in our joint efforts to 
achieve peace and tranquility in 
the oceans.” And Russian Presi-
dent Vladimir Putin not only reaf-
firmed Russia’s commitment “to 
the common task of countering 
crime at sea in all its forms,” but 
he also proposed the creation of 
a “special structure within the UN 
that would directly address prob-
lems related to combatting mari-
time crime in various regions.”

Beyond competition

The United States should take 
Russia’s and China’s offers seri-
ously and work with its adversar-
ies to protect the maritime com-
mons. 

China and Russia will not sup-
port efforts to address maritime 
disputes, gray zone tactics, or il-

legal fishing in contested waters. 
Yet they are interested in working 
with the United States and other 
states to tackle piracy and mari-
time crime, and perhaps also to 
address environmental threats 
such as climate change and pol-
lution.

Maritime security cooperation 
with China and Russia can be 
difficult. China was initially re-
luctant to share information and 
coordinate closely with U.S.-led 
counter-piracy efforts in the Gulf 
of Aden. 

The United States should there-
fore follow up on Russia’s pro-
posal at the UN Security Council 
and establish a high-level politi-
cal framework for maritime secu-
rity operations. 

The United States could, for ex-
ample, help construct a new tech-
nocratic mechanism at the UN to 
facilitate information sharing and 
the exchange of best practices in 
maritime governance and capac-
ity building. The organization’s 
mandate would be limited to 
non-controversial issues such as 
piracy, trafficking, pollution, and 
climate change. 
China might agree to discussing 
maritime security in the Persian 
Gulf, where most of its oil origi-
nates; but illegal fishing and mar-
itime disputes in the South China 
Sea would need to be exclud-
ed to ensure its support for the 

mechanism. 

Critics might argue that China 
and Russia will exploit maritime 
security cooperation to project 
naval power and increase their 
geopolitical influence. China, for 
example, used counter-piracy 
operations to practice forward 
deployment and establish its first 
overseas naval base in Djibouti. 
China and Russia are also try-
ing to dominate international or-
ganizations and undermine U.S. 
interests by supporting authori-
tarian regimes. Moreover, critics 
might argue that the proposed 
mechanism does not address 
China’s and Russia’s efforts to 
undermine the rule of law at sea, 
which are the greatest threat to 
order and stability on the world’s 
oceans.

These counterarguments are 
valid, but they ignore the fact that 
China and Russia are too pow-
erful and important to be exclud-
ed from global maritime gover-
nance. China is already the larg-
est investor and trading nation in 
Africa and Southeast Asia, and 
Russia has increased its global 
influence in recent years. More-
over, China’s and Russia’s large 
navies can help protect danger-
ous shipping lanes and support 
coastal management and mari-
time capacity building activities.
Working with China and Russia 
on countering maritime crime 
does not prevent the United 

States from defending its inter-
ests and protecting global mari-
time rules and norms. The United 
States can continue its freedom 
of navigation operations in the 
South China Sea, for example, 
and mobilize like-minded nations 
through initiatives such as the 
Quad or the G7.

Finally, facilitating global mari-
time security cooperation under 
U.S. leadership with support from 
like-minded states, including the 
EU and India, would legitimize 
and help stabilize international 
order. It would demonstrate that 
U.S.-leadership is not exclusively 
directed against China or Russia, 
or about dominance. 

Instead, the United States would 
show that it takes seriously the 
concerns and problems of other 
nations, and that it is prepared to 
work with its adversaries to pro-
vide global public goods.

The maritime security case 
shows that the Biden administra-
tion needs to move beyond great 
power competition as its guide 
to foreign policy. Challenging 
threats to the rules-based order, 
no matter where they originate, 
is vitally important; but the United 
States also must cooperate with 
its adversaries, especially China 
and Russia, to secure the global 
commons and tackle other trans-
national threats, such as climate 
change and global pandemics.
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Major seaports and inland 
ports have set goals to 
be zero-emission ports 

by 2040. 

Seaports have undergone sub-
stantial changes, moving from be-
ing a simple gateway to seaborne 
transport and inland waterways, 
supporting local industries for 
goods import and export, to be-
coming empowered as business 
ecosystems allowing for a multi-
tude of actors to pursue a variety 
of operations. Municipalities have 
played an important role in this 
evolution. Thus, ports are becom-
ing a gathering force for govern-
ment and private actors to engage 
in joint efforts to provide best-in-
class services.

This article looks at how digitaliza-
tion can enable sustainable ports 
by enhancing their performance in 
a network as a transport node, as 
an energy node and as an infor-
mation/digital node and suggests 
a model to assess digital maturity 
and performance in ports.

The port as a sustainable trans-
port node, energy node and 

information node

Multi-modal supply chains engage 
different means of transport and 
transport nodes like seaports, in-
land ports or combi terminals. In 
supply chain networks, digital tech-
nologies can support the synchro-
nization of actions pursued by var-
ious actors. Digitalization enables 
involved parties to stay up-to-date 
and to take corrective and mitigat-
ing actions based on the progress 

of the transport in its preceding 
stages and the availability of ca-
pacities in the succeeding stages. 
By gathering and providing infor-
mation about the respective state 
of inbound and outbound consign-
ments moved by different means 
of transport, transport nodes play 
an essential role in forecasting 
and prescribing actions on use of 
capabilities and providing services 
to episodic visitors. Ports as trans-
port nodes could thus lead the way 
into a more synchronized future of 
maritime supply chains. This how-
ever requires that the ports devel-
op their digital maturity, both for 
performing efficiently and sustain-
ably as well as for providing data 
streams for more reliable planning 
to their clients, allowing for such 
things as elastic time slot manage-
ment.

Ports also have a great possibility 
to act as energy nodes supplying 
sustainable energy to the various 
transport systems being used. In 
light of the increasing pressure 
for the sector to become more 
sustainable, both seaborne and 

inland waterways transport can 
contribute to introducing sustain-
able energy. The port as a sus-
tainable transport node generates 
additional value-creating services 
for its customers, owners, and the 
outside world.

Digitalization allows a seaport to 
become a transport and an infor-
mation node, providing an import-
ant means to be better integrated 
in the supply chain. The port as a 
digital node focuses on the total 
digital capability required to oper-
ate as a sustainable port, i.e. as 
a sustainable transport and lo-
gistic node, energy node, and in-
formation node). In contrast, the 
port as an energy node focuses 
on the sustainable energy supply 
capacity needed for the port to act 
sustainable, both for its own oper-
ations and to provide visitors with 
sustainable energy. A key ques-
tion then becomes how the ports 
arrange their digital infrastructures 
to provide desired beneficial out-
comes. The port as a digital node 
means that a port acts both as a 
consumer and a provider of digi-

tal information / services, to be 
efficient, sustainable, and resilient 
in its complementary roles as a 
transport, energy and information 
node. The digitalization “trend” 
is encouraging solutions that are 
characterized by:

• Interoperability allowing for mul-
tiple information sharing environ-
ments to become connected and 
data to be gathered from, and 
sourced to, different types of sys-
tems within and outside the port

• Modularization allowing for di-
verse use cases to be supported 
by different applications avoiding 
large systems monoliths requiring 
substantial maintenance costs

• Standardization allowing for re-
duced investment costs to become 
connected

• Data harvesting, data aggrega-
tion, and data analytics populat-
ed by the increasing number of 
connected devices providing as 
foundations for fact-based deci-
sion-making.

The port as a digital node directs 
attention to the efficient generation 
and sharing of data from connect-
ed infrastructure, resources, and 
actors being used for enhanced 
business intelligence, synchroni-
zation of activities, and new busi-
ness opportunities. In this way 
the port becomes an enabler for 
exchanges for well-founded deci-
sions on planning and coordina-
tion based on information about 
transport and infrastructure utili-
zation and based on the transport 
object’s status and the transport 
buyer’s needs. The port as a dig-
ital node allows for enhancing its 
capabilities as transport (logistic), 
energy, but also as an information 
node providing vital information 

to the outside world. The digital 
concept addresses the following 
needs:

• Enhanced possibilities to coor-
dinate and synchronize the use of 
vehicles and means of transport 
by minimizing idle time and empty 
miles - for carrier companies (ship-
ping companies, truck operators, 
rail companies)

• Maximized utilization of storage 
capacity, to provide up-to-date 
track-and-trace information to their 
clients - for cargo owners

• Maximized the utilization of infra-
structure and resources – for port 
actors

• Keeping track of whereabouts of 
cargo units for repositioning and 
distribution - for cargo unit owners 
(i.e. carriers with own cargo units 
and also container or trailer leas-
ing companies).

Importantly, an information-node 
port can also fulfil a key role in the 
context of the introduction of the 
maritime single window, which re-
quires much more information to 
be shared digitally, providing cargo 

owners, and transport buyers with 
a basis to report to authorities.

Understanding port digital 
maturity to guide ports 

towards a more sustainable 
future

Ports are at different starting po-
sitions and will adopt different de-
grees of digitalization. Some ports 
have taken pioneering steps to 
become first-movers in the adop-
tion of advanced technologies for 
collaboration, synchronization, 
automation, and analytics. But, at 
many smaller ports, much of the 
information is not managed by dig-
ital means.

For most ports digitalization skills 
are only a small part of their ca-
pability set. Few smaller and me-
dium-sized ports can run larger 
digitalization projects themselves. 
However, there is movement to-
wards simplifying technological 
solutions, less complex and for 
specific use cases. Ports can also 
pool together and share develop-
ment costs.

Based on the experiences from 
Swedish ports, a digital three-step 

PORTS OF TOMORROW: 
DIGITAL MATURITY FOR SUSTAINABLE OPERATIONS
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maturity model has been devel-
oped, that accommodates the 
different situations for individual 
ports. The maturity model takes a 
formal digitalization strategy / plan 
as the basis for informing actions 
on subsequent steps. The first 
step is achieved with a digitally 
connected infrastructure, the sec-
ond is the achievement of digital 
collaboration (both between the 
port actors as well as becoming 
established as a communication 
party to the outside world) and the 
final step is to have in place de-
fined services and business mod-
els for digital business activity. 
The proposed three step model is 
therefore in line with several mod-
els emphasizing the collaborative 
capabilities within and outside the 
port.

Maturity model for developing 
port digital maturity

 
This model allows a port to adopt a 
gradual approach to developing its 
digital maturity. The model takes 
the port’s digital strategy as the 
point of departure and then pin-
points different use cases and dig-
ital services on the three levels of 
maturity. In the case that the port 
has not established a digital strat-
egy, the model encourages its es-
tablishment as the framework for 
the port to support its digital matu-
rity development. A digital strategy 
includes the goals and the action 
plans required to achieve those 
goals. It is based on an inventory 
of which parts of the infrastructure 
can be connected and reviews 
what the needs are.

The first step in the model is 
connected infrastructure, which 
means that the infrastructure and 
resources available in the port can 
be monitored and controlled in the 
original sense of the internet of 

things. These can be, for exam-
ple, connected physical objects 
(quays, bridges, storage areas, 
etc.), work vehicles and load car-
riers. A connected infrastructure is 
a basic digital capability that can 
streamline port operations and re-
duce costs. It can also give port 
players the opportunity to increase 
control over their infrastructure 
and resources regarding its status 
and current utilization to improve 
efficiency and future capacity 
needs as an input to planning.

When connected infrastructure 
is in place, it is possible to share 
data within an organization, but 
also between port actors, and be-
tween different transport nodes 
(regardless of mode of transport). 
Such ability is called Digital Col-
laboration in the maturity model. 
This means that port actors, based 
on data sharing, can create better 
planning conditions throughout an 
overall situation, enable improved 
supply chain visibility, and commu-
nicate information regarding the 
status of goods and transport. For 
an effective digital collaboration, 
standards are required for com-
patibility between current systems 
both technically and semantically.

Once the infrastructure is con-
nected and digital collaboration is 
established between relevant ac-
tors, new services and business 
models can be designed. These 
can be offered by the port itself, by 
other actors on behalf of the port 
or by third-party providers. Exam-
ples of such services could be to 
establish / be part of (digital) mar-
ketplaces for empty load carriers, 
energy supply, storage areas, and 
slot times for episodic visits.

This maturity model is now being 
validated and implemented for use 
by the Swedish ports that intend to 

raise their digital maturity and es-
tablish capabilities to become an 
information node. Guided by the 
digital maturity model, the aim is 
to assure that the ports become 
digitally integrated to support Swe-
den’s national aims of efficient and 
sustainable transport services.

Only 20 percent of the 4,900 ports 
in the world have established, or 
plan to establish, digital capa-
bilities to assure transport chain 
connectivity. It is assumed that 
the situation is the same for oth-
er transport nodes, such as dry 
ports, combi terminals, and logis-
tic centers. This is a major digital 
divide in the way of efficient, en-
vironmentally friendly, and resilient 
transport chains.
A digital performance index for 
ports (DPI-Ports) could be defined 
and implemented as a driver for 
upgrading the digital capabilities of 
ports across the globe. The DPI-
Ports could be built upon existing 
accepted and appreciated indexes 
and should capture generic prop-
erties as well as specific charac-
teristics for different types of ports. 
One aim is that the state-of-the-art 
ports inspire other ports to follow. 
The DPI-Ports could be published 
annually. Of course, such an index 
must maintain the highest levels 
of neutrality, methodology and 
robustness to be credible and re-
spected.

Authors: Mikael Lind, Research 
Institutes of Sweden (RISE); San-
dra Haraldson, RISE; Kenneth 
Lind, RISE; Wolfgang Lehmach-
er, Anchor Group; Marielle Svan, 
Swedish Transport Administration; 
Mikael Renz, Swedish Maritime 
Administration; Jan Gardeitchik, 
Yaquina Consulting and Manage-
ment; Sukhjit Singh, University 
of Gibraltar; Phanthian Zuesong-
dham, Hamburg Port Authority

China

China has moved up from 2nd 
in January to 1st place this time, 
owning a total of USD 191 bn in 
assets.

China owns the largest number 
of Containers and, consequent-
ly, the recent surge in rates and 
values has moved them up the 
ranks to top spot in terms of fleet 
value. The increase in rates has 
also prompted an ordering spree 
across the Container sector, as 
owners’ confidence in the mar-
ket exploded. A total of 516 Con-
tainers have been ordered since 
January 2021, 46% of these 
orders were placed by Chinese 
companies including OOCL, 
SITC and COSCO Shipping.

We have seen a significant in-
crease in Bulker rates since the 
beginning of the year with the 
Capesize 54-TCA increasing 
from 16,656 USD/Day on the 1st 
Jan to a peak of 86,953 USD/
Day on the 7th October, an in-
crease of 420%. This has nearly 
doubled the total value of Chi-
na’s Bulker fleet over the past 10 
months from USD 28 bn to USD 
53 bn.

Japan

Japan has fallen from 1st to 2nd 
place, owning a total of USD 187 
bn in assets. This is an increase 
of over USD 70 bn since January 
2021, highlighting the booming 
Bulker, LPG, and Vehicle Carrier 
markets. 

Out of the top 10 nations, Japan 
owns the highest value LPG fleet 
at USD 7.4 bn. Earnings and 
sales have caused an increase 
in the total fleet value by USD 
1.6 bn since January.

The total value of Vehicle Carri-
ers under Japanese ownership 
amounts to a staggering USD 
13.4 bn, an increase of USD 6.1 
bn compared to earlier in the 
year. This increase has been 
caused by the leading Japanese 
companies MOL, NYK Line and 
K Line ordering 26 newbuilds 
since the beginning of the year. 
Japanese shipyards have raised 
their tariffs to USD 100 mil for a 
dual fuel LNG, 7,000 CEU Vehi-
cle Carrier, up a staggering USD 
10 mil compared to last year.
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SHIP OWNING
NATIONS AND REGIONS 

Please note, November 2021 total fleet values in the Top 10 Ship Owning Nations include the vessel 
types covered by VesselsValue: Bulker, Tanker, Container, Reefer, Small Dry, LNG, LOC, Vehicle Carri-

ers, RoRo, Cruise, OSV, OCV, MODU and CTV.
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Greece

Greece has bumped its way up 
to 3rd place in the rankings since 
January this year. Their total val-
ue increased from USD 93.2 bn 
at the beginning of the year to 
USD 145 bn. Greece is the larg-
est Tanker owner and although 
earnings have been lingering at 
record lows, we have seen in-
creases to spot rates which have 
brought up values for the entire 
fleet. 

Newbuilding values, and hence 
resale values, have increased 
between 20-30% across VLCCs, 
Suezmaxes and Aframaxes 
since the beginning of the year.

Greece is also the owner of the 
most valuable LNG fleet. With 
current spot rates soaring, the 
value of their fleet has increased 
by USD 2 bn since the beginning 
of the year.

Greece’s Bulker fleet has almost 
doubled in value from USD 28 
bn to USD 53 bn, as a result of 
the high rates. The Greeks re-
main active in the S&P market 
accounting for about a quarter 
of the Bulkers bought so far this 
year.

USA

The USA has fallen to 4th place 
since January this year with a to-
tal of USD 96 bn in assets.

USD 56 bn of this comprised of 
Cruise ships which come as no 
surprise as the largest Cruise 
companies, Carnival and Royal 
Caribbean, are both based in the 
USA. Despite the onslaught the 

industry has experienced due 
to the COVID-19 pandemic, the 
USA still hold their position as 
the largest global Cruise owner 
despite their fleet value decreas-
ing by a total of USD 7 bn since 
the beginning of the year.

The US are also prominent own-
ers in the RoRo sector owning a 
total of USD 2.1 bn, where the 
market has seen an increase in 
value of USD 1.2 bn from Janu-
ary.

Singapore

Singapore has remained at 5th 
place since January this year 
with similar gains in the Bulker 
and Container sector as other 
nations. Their investments in the 
Container sector followed the 
global surge, increasing their 
fleet value from USD 10 bn to 
USD 25 bn.

Since the beginning of the year, 
companies like OM Maritime and 
X-Press Feeders have capital-
ised on the roaring market and 
placed orders in smaller tonnag-
es such as 2,700 and 1,800 TEU 
Containers.

In secondhand tonnage, one 
particular benchmark sale that 
took place was the RDO Concert 
(6,969 TEU, Dec 2009, Hyundai 
HI) which was sold to OM Mar-
itime from D Oltmann Reederei 
for USD 110 mil, the highest price 
paid for a 2009 built Post-Pana-
max Container since 2007.

Germany

Germany has remained in 6th 
place owning a total of USD 76.8 

bn. A large part of their fleet has 
always been comprised of Con-
tainers and, consequently, the 
huge Container boom has led to 
the German fleet’s value rising 
by USD 34 bn since the begin-
ning of the year.

Their investments in the Small 
Dry sector are also being re-
warded. The total fleet value has 
increased by USD 1 bn since 
January as rates have increased 
through the year.

South Korea

South Korea moved up to 7th 
place since January this year, 
overtaking the UK.  Their total 
fleet value now stands at USD 
58 bn, an increase of 24 bn since 
the beginning of the year.

South Korea’s investments in the 
LNG and LPG sectors are finally 
paying off with values doubling 
since the beginning of the year. 

With LNG prices peaking in the 
second half of 2021, the fleet val-
ues have doubled for South Ko-
rea’s gas sector. Hyundai LNG, 
Pan Ocean and H Line have or-
dered 15 Large LNG carriers this 
year, with the most recent order 
at USD 200 mil, an increase of 
USD 20 mil on newbuild val-
ues. South Korea still maintains 
a dominant position as a global 
seaborne car exporter. 

Leading shipowners/operators 
are Glovis, who have expanded 
the PCTC fleet in recent years, 
and Eukor, with 20% of shares 
owned by Hyundai Glovis and 
Kia Motors. The high volume of 
car manufacturing and seaborne 

exports makes South Korea the 
third largest owner of Vehicle 
Carriers.

UK

The UK fell to 8th place owning 
a total of USD 54 bn in assets. 
Their total fleet value has in-
creased by USD 15 bn since the 
beginning of the year with most 
gains seen in the booming Bulk-
er and Container sectors. 

The Containership market has 
been under immense pressure 
over the last year; COVID-19 
related pent up demand push-
ing consumer spending, bad 
weather in China and COVID-19 
related terminal lockdowns con-
tributing to high port congestion.  
However, we are now seeing 
global supply chain issues and 

port congestions threatening 
Christmas deliveries in parts of 
the UK. Felixstowe, one of the 
UK’s major Container ports, re-
port congestion building as a 
severe shortage of truck driv-
ers means Containers are piling 
up in port storage yards. This is 
making it increasingly difficult to 
unload Containers and re-load 
empty Containers to be sent 
back to Asia. This could cause 
rates to increase even more 
across the sector and increase 
values further.

Taiwan, China

Taiwan, China has made a new 
appearance in the top 10 rank-
ings as their investments in 
Bulkers and Containers come 
to fruition.  Their total fleet value 
is USD 47 bn, with USD 32 bn 

from their Container fleet alone. 
Companies like TS Lines, Wan 
Hai Lines and Evergreen have 
placed a total of 107 orders so 
far this year, 1/5th of the total or-
ders placed.

Norway

Norway has fallen one more 
place to 10th since January this 
year, driven mostly by the de-
crease in value of the Offshore 
fleet. A lot of Norway’s invest-
ments are in the MODU sector, 
so as oil majors aggressively cut 
CAPEX, MODU contracts are 
terminated, suspended, or de-
layed. Offshore values across all 
ages and types were affected. 

Major MODU owners such as 
Borr Drilling have had their fleet 
lose half a billion in value.
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A AMARITIME SHIP RECYCLING

By Nikos Roussanoglou
Hellenic Shipping News 
Worldwide

Ship owners have been rath-
er active in the demolition 
market of late, as prices are 

still rather attractive. 

In its latest weekly report, ship-
broker Clarkson Platou Hellas 
said that “as the tanker charter 
rates continue to struggle, sever-
al Owners seem to be making a 
quick decision to catch the recy-
cling market whilst it remains hot 
as we have seen several larger 
Tanker units being circulated for 
sale during the week. 

The question is, however, wheth-
er these tanker units are even-
tually concluded for recycling or 
if indeed, further trading buyers 
appear and steal the units away 
from the clutches of the recyclers. 

The Bangladeshi recyclers ap-
pear to be in the prime position 
to acquire any available unit, as 

their current indications remain 
higher than their counterparts 
elsewhere in the subcontinent. 

The rates from Pakistan are still 
firm, however still fall short of 
those on offer from Bangladesh, 
whereas the Indian market this 
week saw a fall by some USD 25/
ldt from recent weeks following a 
significant drop in finished steel 
products in the last 14 days. The 
Bangladesh plate prices contin-
ue to provide justification for the 
recent high offers on the table 
from the Buyers and there does 
not seem to be any concern for 
any correction, however there is 
now most definitely some caution 
that has crept in from the Indian 
market”.

In a separate note, shipbroker 
Allied Shipbroking added that 
“tankers continue being the key 
stockpile for the ship recycling 
market, with more and more 
owners taking the option to off-
load their vintage units due to the 
persistence of uninspiring freight 
earnings. 

However, the anticipated market 
rebound in the segment could up-
set the pool of potential tonnage 
available for recycling in the com-
ing weeks. Interest for demolition 
in the rest of the key shipping 
sectors continues to be minimal. 
Bangladesh was not able to at-
tract many units during this past 
week, with fundamentals though 
remaining robust in the country.
 
Therefore, we expect more deals 
to emerge in the coming weeks. 
In contrast, India has seen its ac-
tivity rising as of late, with HKC 
deals still being a key source. 

However, the diminished scrap 
prices noted these past couple of 
week is likely to diverge interest 
elsewhere in the near future. 

Finally, another quiet week was 
noted in Pakistan, as local play-
ers were not able to compete with 
the rest of the Indian Sub-Conti-
nent. 

Prices are still firm, while deteri-
orating fundamentals elsewhere 

SHIP OWNERS ACTIVE 
IN THE SHIP RECYCLING MARKET

could possibly allow for a rise ac-
tivity for local breakers in the near 
term”, the shipbroker concluded.
 
Meanwhile, GMS, the world’s 
leading cash buyer of ships said 
that “the recent noteworthy drop 
in the Indian ship recycling mar-
ket seems to have reverberated 
across the sub-continent recy-
cling sector this week, as compet-
ing markets start to reverse their 
vessel offerings in near unison.  

Bangladesh has remained large-
ly quiet for much of the week as 
they observe the ongoing price 
reductions, whilst local Recyclers 
expect further falls ahead. Indian 
steel plate prices have declined 

by nearly USD 45/LDT over re-
cent weeks, leaving Alang Buy-
ers rather spooked and fearful to 
maintain previous offers, or even 
consider offering on any fresh 
units.
 
Yet, as the week drew to an end, 
there were signs of a slight re-
bound on steel prices and senti-
ment. Of course, it may still take 
a couple of weeks of stability be-
fore end Buyers return to the bid-
ding tables once again. 

Notwithstanding, the market ap-
pears to have peaked at these 
exceptional numbers above 
USD 600/LDT and end Buyers 
are struggling to reconcile them-
selves with fresh purchases at 
these impressive levels. Many 
expect a weaker market going 
into 2022, but the industry overall 
has been surprised by the contin-
ued performance of the market 
through the course of the year, 
as prices have surged above and 
beyond all expectations, having 
more than doubled from a low of 
almost USD 250/LDT through the 
halfway point of 2020. 

Pakistan remains stranded on 
the sidelines, watching market 
developments in both India and 
Bangladesh, hoping to get hold 
of a bargain or two, even though 
the supply of vessels for recy-
cling remains remarkably sparse. 

On the Turkish end of things, de-
spite demand remaining firm, the 
dearth of supply has kept local 
yards increasingly eager for ton-
nage, while the Lira breaks even 
more records against the U.S. 
Dollar”, GMS concluded.
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A AMARITIME PIRACY

By Dr. Arun Kasi
Advocate - Solicitor, Malaysia

Every sea voyage is a 

maritime adventure. All 
parties interested in the 

adventure share certain risks. 

For instance, if a laden vessel 
grounds, and the shipowner in-
curs the expense of refloating 
her and bears the damage to her 
hull and propeller in the course of 
refloating, the shipowner will be 
entitled to contribution from the 
cargo interest representing the 
value of the cargo saved by the 
exercise against the value of the 
vessel saved by the exercise.

The refloating exercise is a gen-
eral average incident, the loss 
suffered by the shipowner by 
the refloating exercise is a gen-
eral average loss, and the con-
tribution that the cargo pays the 
shipowner is called a general 
average contribution. The same 
is true where the engine breaks 
down and the cost of towing the 
laden vessel to a place of safety 
is incurred.

However, an exception is that if 
the breakdown happened be-
cause the vessel was unseawor-
thy at the outset of the voyage, 
which is a breach of the ship-
owner’s obligations, then the 

shipowner will not be entitled to 
contribution. Similarly, ransom 
paid to pirates to have the ship 
and the cargo is recoverable in 
general average in the applicable 
proportion.

A general average act arises 
where a party to a maritime ad-
venture makes an extraordinary 
expenditure or sacrifice in time of 
peril to preserve the property in 
peril in the common adventure. 

General average is a millen-
nia-old concept of mutual insur-
ance in common maritime adven-
tures that has survived the more 
recent concept of commercial in-
surance. 

Nowadays, the general average 
contribution payable by the cargo 
interest will be paid by the cargo 
insurers, while the general aver-
age contribution to be made by 

the shipowner will be met by the 
H&M insurers. Having said that, it 
must not be overlooked that it is 
common for importers to under-
estimate the importance of insur-
ance and have their cargo trans-
ported without insurance.

When a general average sacri-
fice has been made by the ship-
owner, it will declare general av-
erage. 

The shipowner is entitled to lien 
over the cargo for general aver-
age contribution due from the 
cargo interest. In practice, the 
shipowner will forgo the lien and 
release the cargo in return for 
a general average bond (often 
in the form of Lloyd’s Average 
Bond) from the cargo interest to 
pay the due general average.

The bond must be fortified by a 
cash deposit (where the cargo is 

RANSOM PAYMENTS TO PIRATES: 
WHO MUST PAY IN GENERAL AVERAGE?

uninsured) or a general average 
guarantee from the cargo insur-
ers. 

The shipowner will appoint the 
general average adjusters to 
ascertain the contribution due 
from the cargo interest, which 
the cargo interest may challenge 
by court or arbitral proceedings, 
whichever is applicable.

The sources of law or rules of 
general average are threefold. 
First, common law. Secondly, 
statute such as the UK Marine 
Insurance Act 1906. Thirdly and 
very popularly, York Antwerp 
Rules, a set of standard terms of-
ten voluntarily incorporated con-
tractually into bills of ladings and 
charterparties. 

The Rules have been in place 
since 1890 and have gone 
through various revisions, the lat-
est being the 2016 version.

Two recent cases have stirred 
the waters on general average 
contribution payable by car-
go interests for ransom paid to 
been to pirates. The first was 
The Longchamp, decided by the 
UK Supreme Court in 2017. The 
Longchamp was boarded and hi-
jacked by pirates on the Gulf of 
Aden while carrying cargo under 
a bill of lading subject to the York 
Antwerp Rules 1974. 

The pirates asked for a $6 million 
ransom to disembark and release 
the vessel. 

The owner negotiated over 51 
days and reduced the ransom 
to $1.85 million, which was paid, 
and the vessel with the cargo 
was released. The cost of oper-
ating expenses incurred by the 
owners during the 51 days was 
$160,000, which the owners 
claimed in general average con-
tribution from the cargo interests 
together with the ransom paid.

A dispute arose as to whether the 
$160,000 in operating expenses 
are allowable in general average. 
Two provisions of the Rules were 
relevant. One was Rule F, which 
provides that an extra expense 
incurred in place of another ex-
pense that would be allowed as 
general average is treated as a 
general average expense. 

The other was Rule C, which 
excludes general average claim 
for loss sustained through delay. 
Lord Neuberger, with whom the 
majority agreed, resolved the ap-
parent conflict in favor of Rule F 
and allowed the $160,000 in gen-
eral average.

The second was The Polar, de-
cided by the English High Court 
in 2020. The Polar was carrying 
70,000 mt of fuel oil under a voy-
age charterparty. Under the char-
terparty, the charterers were to 
pay for the kidnap and ransom 
(K&R) insurance and War Risks 
policy. The charterparty incorpo-
rated York Antwerp Rules. Bills of 
lading were issued, as often hap-
pens, incorporating the charter-

party. The vessel was kidnapped 
while transiting Gulf of Aden. 

A ransom was paid to the pirates 
to have the vessel and the cargo 
released. The owners brought a 
claim for general average contri-
bution against the cargo owners 
under the bills pursuant to the 
York Antwerp Rules for the ran-
som payment.

Sir Nigel Teare held that as be-
tween the owners and the char-
terers the insurance provision 
created a “complete code” - 
whereby the charterers will pay 
the premium and the owners’ 
only resort was to the insurance 
fund - thus the charterers are re-
lieved from the obligation to pay 
a general average contribution 
when the insured risk materializ-
es.

However, on the question of 
whether the exception from the 
liability to contribute in general 
average extended to the holders 
of the bills of lading, his Lordship 
answered in the negative. His 
Lordship held that the exception 
in favor of the charterers in the 
charterparty was not incorpo-
rated into the bills of lading by a 
general incorporation clause. 

This was because the liability to 
pay the premium was not on the 
holders of the bills. Hence, the 
holder of the bills cannot take the 
benefit of the exception. Accord-
ingly, the cargo interest was liable 
to contribute in general average.
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A AMARITIME DECARBONIZATION

By Christian Bueger
Professor of International 
Relations, University of 
Copenhagen

Dr. Jan Stockbruegger
Ph.D. graduate of the 
Department of Political Science, 
Brown University

The shipping industry is the 
backbone of global trade 
and supply chains, with 

90 percent of all goods transport-
ed by the sea. The Suez Canal 
closure or logistical challenges 
due to the COVID-19 crisis have 
demonstrated our dependency 
on maritime supply chains.

Yet the shipping industry is also a 
major polluter. It contributes up to 
three percent to global CO2 and 
greenhouse gasses. Reducing 
these emissions is vital to reach 
the climate targets of the 2015 
Paris agreement. Yet shipping 
was not included in the Paris 
Agreement. 

The basic problem: Since ship-
ping implies the transfer of goods 
from one country to another, to 
which one should the emissions 
be attributed?

Drawing on the efforts at the main 
regulatory body for global ship-
ping, the International Maritime 
Organization, at a new milestone 

in shipping’s green energy transi-
tion was achieved at the COP26 
climate conference in Glasgow.

22 countries – including the Unit-
ed States, Japan, Germany, Brit-
ain, and France – signed the so-
called Clydebank Declaration. 

The aim of the initiative: to es-
tablish ‘green shipping corridors’ 
– that is zero-emission maritime 
routes between two or more ports 
where ships using clean marine 
fuels can operate. This is a major 
logistical and technological chal-
lenge. 

It requires significant research 
and infrastructure investments to 
ensure the availability of green 
fuels such as methanol in par-
ticipating ports along these cor-
ridors.

Yet the Clydebank Declaration 
is also a major governance chal-

lenge. A declaration is not a le-
gally binding treaty through which 
states can be held accountable. 

The declaration also does not 
indicate who has the authority 
and oversight to secure funding, 
develop rules, and ensure com-
pliance with green shipping stan-
dards. 

Will it be the IMO’s Marine Envi-
ronment Protection Committee or 
another international body? Who 
will oversee and monitor prog-
ress?

Establishing green shipping cor-
ridors is crucial to reduce ship-
ping’s greenhouse gas and CO2 
emissions. But is this enough to 
“green” shipping? To address this 
question, we need to consider 
how climate change affects glob-
al shipping and maritime supply 
chains. Global warming will affect 
the oceans in many ways, includ-

GREEN SHIPPING MUST GO 
BEYOND DECARBONIZATION

ing water temperatures, wind 
patterns, marine currents, and 
fish stocks. 

Yet global warming will also in-
crease the intensity and frequen-
cy of storms at sea. This is a ma-
jor threat to marine shipping and 
poses challenges for ocean gov-
ernance.

Research by the U.S. National 
Aeronautics and Space Admin-
istration (NASA) suggests that 
climate change will lead to an in-
crease in extreme weather over 
tropical oceans. 

NASA finds that there have been 
more category 4 and 5 hurri-
canes in the Atlantic in recent 
years. This increases the risk of 
dangerous shipping accidents 
that cause pollution and environ-
mental catastrophes. 

Shipping accidents and oil spills 
are already a major environ-
mental problem. Such accidents 
occur more frequently than one 
might imagine. 

The European Maritime Safety 
Agency reported over 3,000 ma-
rine casualties and incidents and 
accidents in 2019, 63 of which re-
sulted in significant pollution.

Two recent shipping accidents 
demonstrate the magnitude of 
the problem: The  X-Press Pearl 
caught fire in June 2021. It even-
tually sank and polluted beaches 
and fishing grounds off Sri Lanka. 

One year before, an accident in-
volving the MV Wakashio caused 
a major oil spill that destroyed 
pristine marine ecosystems off 
Mauritius – another island para-
dise. And just last month, about 
588 barrels of oil leaked from a 
pipeline off California.

The pipeline had been damaged 
by a ship anchor.

Decarbonizing shipping and oth-
er industries will reduce the harm 
from such accidents. Yet this will 
take decades, and in the mean-
time, ships will rely on fossil fuels 
to run their engines. 

Paradoxically, green fuels such 
as hydrogen (and natural gas) 
are also highly inflammable and 
could cause major accidents, 
including new forms of environ-
mental damage which are not ful-
ly understood yet. Indeed, some 
commentators have referred to 
the new fuels as Frankenstein 
fuels, highlighting how poor our 
knowledge is of how these im-
pact the environment or how the 
damage from spills can be con-
tained.

The loss of containers at sea is 
another threat to the marine envi-
ronment linked to climate change 
and extreme weather condi-
tions at sea. The shipping giant 
Maersk lost over 1,000 contain-
ers in two incidents this year. The 
content of these containers and 
the potential damages they could 
cause remains unclear. 

Containers break up slowly over 
time and some of their content 
which may include toxic mate-
rials or plastic, will pollute deep 
sea ecosystems and shorelines. 
Maersk attributed both incidents 
to rough seas, a phenomenon 
that is likely to increase in the fu-
ture due to climate change.

More efforts are needed to pre-
vent and mitigate environmental 
disasters caused by climate-re-
lated marine and shipping acci-
dents. 
One way to do this is by enhanc-
ing safety standards on vessels. 
Yet states also need to be better 
prepared to respond to shipping 
accidents and to contain oil spills 
and marine pollution. Building 
shipping accident response ca-
pabilities at the IMO and other 
organizations is vital to protect 
the marine environment against 
the effects of climate change and 
ensure that the costs of damage 
will not escalate.

What happens out at sea hardly 
gets the attention it needs. The 
shipping industry often is far re-
mote from our daily lives. Green-
ing shipping is vital to address 
climate change and rescue the 
oceans and its biodiversity. 

Green shipping corridors are an 
important step, but we need to 
think beyond the sheer logistics 
of providing fuels in ports and 
consider other sources of envi-
ronmental harm related to global 
warming.
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A AMARITIME TANKERS

By Nikos Roussanoglou
Hellenic Shipping News 
Worldwide

The tanker market seems 
to finally be heading out 
of the storm, but still 2021 

proved to be a rather challenging 
year. In its latest weekly report, 
shipbroker Gibson said that “al-
though freight levels in some ship-
ping sectors reached breath-tak-
ing highs this year, 2021 is a year 
to forget for tankers, particularly 
in the crude segment. 

The majority of crude tonnage 
(noneco, non scrubber) was 
forced to operate at sub-zero lev-
els for large parts of the year. 

The VLCC market has been par-
ticularly hard hit, with TCE re-
turns on the benchmark TD3C 
trade averaging less than $500/
day (non-eco, non scrubber), 
their lowest level seen over the 
past two decades. 

Eco tonnage and those equipped 
with the exhaust gas cleaning 
technology have been able to 
achieve higher results and re-
coup, at least partially their fixed 
operating expenses. 

Owners of scrubber equipped 
tankers benefitted from the 
VLSFO/HSFO spread averaging 
around $105–120/tonne in key 
bunkering ports this year, with 
the differential climbing as high 

as $200/tonne recently in Singa-
pore, levels not seen since early 
2020”.

According to Gibson, “the ex-
ceptional weakness in the tanker 
market has been primarily driven 
by severely unbalanced tanker 
supply and demand conditions 
despite the world making a signif-
icant progress in its fight against 
the pandemic. 

Although several setbacks were 
seen, world oil demand in 2021 
has recovered around 60% of 
Covid-driven losses, whilst global 
oil supply averaged in November 
2021 around 98.37 mbd, up mas-

sively from 83.2 mbd seen in May 
2020, following the implementa-
tion of colossal OPEC+ produc-
tion cuts and the collapse in the 
US shale output. 

Nonetheless, this progress has 
failed to provide a meaningful 
support to the tanker markets as 
ultimately trading volumes have 
remained below pre-pandemic 
levels, while tanker supply has 
continued to grow, with far more 
vessels being delivered than 
scrapped, particularly for larger 
crude carriers. 

So far this year over 179 tank-
ers above 25,000 dwt have been 

2021: A YEAR TO FORGET FOR THE TANKER MARKET delivered, while, just 119 tank-
ers (exc. FSOs) have been de-
molished (with nearly half of all 
scrapped tonnage in the small-
er Handy/MR segment), despite 
demolition values steadily climb-
ing over the course of the year, 
reaching their highest level since 
2008 during November”.

The shipbroker added that “trad-
ing conditions in the product 
tanker market have also been 
weak this year; however, product 
carriers have fared relatively bet-
ter in comparison to crude. 

Freight rates have shown some 
volatility, with earnings averaging 
close to OPEX levels on slow-
steaming, non-eco, non-scrubber 
basis. Robust product exports out 
of China were observed during 
the 1st half of 2021, while Indian 
long haul product exports also 
temporarily increased during the 
2nd quarter of 2021 when lock-
downs in the country severely re-
duced domestic consumption. 

At the same time, refining capaci-
ty closures in Australia and South 
Africa also have offered a degree 
of protection to product imports 
into affected countries. 
Long haul product tanker trade 
from the Middle East and Asia 
into the Atlantic Basin has ben-
efitted from the refining capacity 
closures in Europe announced 
during the pandemic, while de-
clining land-based product inven-
tories in the Atlantic Basin have 
stimulated additional arbitrage 
opportunities”.

 “With 2022 almost upon us, 
what should we expect from next 
year? Owners will be hopeful that 
fundamentals will continue to im-
prove. 

Although short term turbulence 
is inevitable due to a spread of 
Omicron and a fresh wave of 
lockdowns, global demand is 
still widely expected to continue 
to recover next year. In line with 
the demand projections, OPEC+ 
and non-OPEC output will also 
continue to increase, supporting 
incremental seaborne trade. 

However, the scheduled delivery 
profile is robust for next year and 
this could slow the recovery pace. 
Yet, what about demolition? 

The fleet is ageing, earnings are 
dismal, scrap prices are attrac-
tive. 

This year’s lack of demolition 
for larger sizes has been under-
pinned by sales into sanctioned 
trades; however, demand for illic-

it business is finite and at some 
point will be saturated, if it hasn’t 
been already. 

This coupled with the new EEXI 
and CII regulations mean that 
ageing and inefficient tankers 
might be forced to take tough de-
cisions sooner rather than later. 
So surely, 2022 cannot be any 
worse than 2021?”, Gibson con-
cluded.
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A AMARITIME VLCC & LNG

Introduction

In today’s carbonised economy, 
where millions of barrels of oil are 
consumed daily, the transportation 
of fuel is a crucial cog in the world’s 
energy consumption. With such 
large quantities required globally, 
the oceans are the most cost effec-
tive route for moving this cargo to 
areas that do not have rich natural 
reserves of fossil fuels. If countries 
can’t extract and refine these fuels 
locally, cargo vessels do the work in 
ensuring a stable and secure oil and 
gas supply.

Very Large Crude Carriers (VLCCs) 
are the largest vessels within the 
Tanker fleet and are typically primed 
for the transportation of crude oil 
from areas of extraction to special-
ised facilities for refining. Ranging in 
sizes between 200,000 – 600,000 
DWT, these vessels are among the 
largest found on the world’s oceans. 
As of November 2021, there are 
915 VLCCs in operation.

LNG (liquefied natural gas) carriers 
have a similar role in the transporta-
tion of hydrocarbons, however since 
their product is naturally gaseous, 
pressurised tanks and extremely 
low temperatures are required to 
keep the cargo in a liquid state for 
efficient trading. VesselsValue splits 
LNG carriers by size with “Large 
LNG” (100,000 to 200,000 CBM 
(cubic meters) in size) being the 
most popular on today’s oceans, 
totalling 536 live vessels out of the 
644 LNG carriers.These two types 
of vessels are crucial in current, but 
also future, hydrocarbon trade.  How 
have these vessel types fared in re-
sponse to the Covid-19 pandemic, 
and with a global push for greener 
alternatives, what does their future 
look like?

VLCCs

Background

Since April 2020, the VLCC earn-
ings market has remained at low 

levels due to a high supply of ves-
sels and a steady demand for oil. 
This has also been true of the wid-
er Tanker market where earnings 
have remained relatively constant 
over the last 18 months. The TD3C-
TCE (VLCC spot earnings) reached 
a low of -6,779 USD/Day in March 
2021, as VLCC and other crude car-
rying sectors simply lacked the con-
sumer demand for oil.

Government responses to Covid-19 
forced people to remain at home, 
reducing the need for crude oil 
products like petrol, diesel, and jet 
fuel, not essential in a world un-
der house arrest. An oil price war 
between Russia and Saudi Arabia 
resulted in oil supply heavily out-
weighing demand and a surge in 
requirement for floating storage. 
This forced VLCC earnings up to 

an eyewatering 264,000 USD/Day 
in March 2020. These rates then 
plummeted after an OPEC produc-
tion cut was agreed, and consum-
er demand reached its Covid-19 
induced record low. The earnings 
have struggled to make their antici-
pated recovery since.

Values

This is best demonstrated by look-
ing at VLCC values. A five year old 
generic VLCC saw its value drop 
from USD 75.39 mil in 2019 to USD 
62.47 mil in 2020, a startling de-
crease in value of 17.1%. The con-
stant threat of Covid-19 outbreaks, 
particularly following the emergence 
of the Delta variant, has kept many 
major economies in flux. Consumer 
habits pre pandemic, such as driv-
ing to work and flying for business 

A WINTER WRITE UP ON THE VLCC AND LNG MARKETS regularly, have only made a limited 
return since. 

However, with the pandemic seem-
ingly waning, VLCC values have ris-
en. That same generic five year old 
VLCC has seen its value increase 
by 14% from USD 62.47 mil to USD 
71.57 mil from this time last year, 
shown in Figure 1. High steel prices 
have forced the price of newbuild 
Tankers up, with the younger live 
fleet also increasing in value as a 
result.

S&P

The S&P activity in the VLCC mar-
ket has continued to increase year 
on year, despite the effects of low 
earnings. 77 VLCCs have already 
changed hands so far this year, 
shown in Figure 2, up from 70 in 
2020, 46 in 2019 and 35 in 2018. 
Rather than being reflective of a 
strong market, the increasing ac-
tivity has likely been driven by own-
ers’ desire to position themselves 
with reliable vessels in the event of 
a market recovery, capitalising on 
lower prices for the majority of the 
last 18 months.

The high S&P activity has also 
contributed to the recent firming of 
VLCC values. Some notable sales 
from 2021 include the Nissos Antip-
aros and Nissos Santorini (319,000 
DWT, Jul 2019, Hyundai Heavy 
Ind.) from Okeanis Eco Tankers to 
Frontline Ltd. for USD 90 mil each 
in June. More recently in October, 
we saw International Seaways part 
with six VLCCs on 10 year bareboat 
charters for a total of USD 375 mil.

Owners

These promising signs bode well for 
the world’s top VLCC owners. Greek 
and Chinese owners have 458 of 
the world’s 915 live VLCCs with the 
top two owners being China VLCC 
and Maran Tankers, owning 53 and 
41 vessels respectively. Combined, 
these two companies have a VLCC 
fleet worth USD 5.8 billion, as seen 
in Figure 3.

Demolition and Newbuild 
Orders

But for the majority of the last year, 
lacklustre Tanker earnings and re-
cord high steel prices have made 
older tonnage more attractive for 
scrapping. The number of VLCCs 
scrapped in 2019 and 2020 com-
bined was five. There have been 
10 demolition sales in 2021 so 
far, representing a vast increase 

in the removal of VLCCs from the 
fleet. Local infrastructure projects 
have sent sub continent demand 
for scrap metal through the roof. 
Consequently, the price has risen 
to over 600 USD/LDT and has re-
mained at these record levels for 
several months.

Despite newbuild orders slowing in 
the past few years, 2021 has seen 
a total of 30 orders, with Greece’s 
Central Mare and Maran Tankers 
responsible for four each. 

Figure 4 (p.54) shows the difference 
between scrapping and ordering ac-
tivity. There are 75 VLCCs on order 
currently, representing 22.7 million 
DWT in oil carrying capacity. The 
future fleet development looks pos-
itive with additions far outweighing 
the current scrapping rates. The 
average age of the live fleet is just 
9.7 years old, signalling a healthy 
VLCC sector.

A growing number of VLCCs, de-
spite a poor performance for the 
entire Tanker sector this past 18 
months, is reflective of a wider is-
sue. Even with many government 
commitments to decarbonisation, 
oil still seems to have a future at 
least in the short to medium term. 
The US alone consumes around 20 
million barrels per day, and while 
this demand is present, the growing 
fleet of crude carriers will continue 
to trade.

Figure 1: 
Changes in 5 year old VLCC values since the beginning of 2020

Figure 2: The S&P activity in the VLCC sector since 2015.

Figure 3: The top VLCC owners by number of vessels 
and total value.
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LNG

Background

LNG is a crucial fuel globally and 
hence its transportation method is 
vital. Although pipelines are used in 
some instances, specialised LNG 
carrying vessels have become the 
norm for LNG trade. The heaviest 
routes of 2021 being Australian, 
USA, and Middle Eastern exports to 
Asia. Australia to China alone has 
resulted so far in 234,791 bn CBM-
NM.

LNG carriers follow a seasonal 
sentiment pattern, with the highest 
earnings coinciding with the north-
ern hemisphere’s winter. 

As the cold sets in, LNG is used as a 
primary source for heating in many 
homes. The Covid-19 pandemic 
has not had a hugely detrimental ef-
fect on LNG carrying vessels as the 
gas required to heat buildings was 
in firm demand as the 2020/21 win-
ter was particularly cold.

Earnings

The BLNG1 (LNG spot market) 
reached a high of 230,000 USD/
Day in January 2021 as Europe 

depleted its gas supplies and be-
gan importing. However, as of No-
vember, the same spot market is at 
a three year high of 424,000 USD/
Day. This represents a staggering 
84% increase and is still rising.

Values

As with VLCCs, increases in earn-
ings led to increases in values for 
these vessels. Figure 5 shows 
that in 2020 a generic five year old 
Large LNG vessel was worth USD 
131.31 mil, but in 2021 this has 

grown to USD 152.74 mil, a 16.3% 
rise. These record earnings and val-
ues come amid an ongoing global 
energy crisis. 

A perfect storm of unreliable renew-
able energy sources, diminishing 
supply of LNG from the globe’s larg-
est producers, and freezing condi-
tions that left European reserves 
diminished, has resulted in the price 
of LNG soaring. Germany’s reluc-
tance to approve the Nord Stream 
2 pipeline from Russia, only further 
encouraged the price rise in Eu-
rope.

Owners

This comes as welcome news 
to some of the largest owners of 
these vessels as earnings have 
never been better, and fleet values 
have rocketed. Figure 6 shows that 
Greece and Japan lead the way in 
terms of number of vessels and as-
set value. There are 142 Japanese 
owned LNG vessels on the water, 
with a value of USD 18.4 billion. 
Greece, meanwhile, has 115 ves-
sels but takes the largest share of 
value with a fleet worth USD 19.8 
billion.

The top LNG vessel owners are 
the Japanese MOL and NYK Line, 
with 48 and 38 vessels respective-
ly. Combined, their LNG fleets are 
worth USD 14 billion, as shown in 
Figure 7.

Demolition and Newbuild orders

As for fleet development, the out-
look is positive for LNG carriers. 
The orderbook has expanded huge-
ly in the last five years, from eight 
newbuild orders in 2016 to 73 so far 
in 2021. 

This, when combined with single 
digit LNG demolition sales year on 
year (see Figure 8), bodes well for 
an increasing fleet size with a to-
tal of 172 vessels due for delivery 
in the next four years. This is like-
ly to become more important soon, 
as for many, LNG is the key in the 
movement towards net zero.

Outlook

LNG has a far lower carbon impact 
on the environment when compared 
to traditional fossil fuels such as oil 
and coal. 

Consequently, it is seen by many as 
a solution to reducing carbon emis-
sions, whilst waiting for greener en-
ergy sources to mature and become 
viable at a scale like that of hydro-
carbons. LNG fuelled vessels have 
become increasingly common.

Future

With the IMO’s aim to reduce car-
bon emissions by 40% by 2030 and 
70% by 2050 compared with 2008 
levels, LNG provides a practical 
short medium term solution. 

The fuel has a strong supply infra-
structure, reduces both the release 
of carbon dioxide and NOx gases, 
and prevents vessels from needing 
to lower speeds to cut their carbon 
footprints in line with IMO regula-
tions.

The IMO’s EEXI (Energy Efficiency 
Existing Index) and EEDI (Energy 
Efficiency Design Index) for current 
and newbuild vessels respectively 
are relatively new measures de-
signed to regulate vessel emissions 
and impacts on the environment. 
With conformity to be required, it 
seems the shipping industry is final-
ly taking seriously the impact it has 
on the climate.

Conclusion

To fully replace oil and coal, key 
drivers of CO2 emissions, a global 
switch to green energy sources will 
be required. In the short term, this 
seems unrealistic and helps explain 
the forecasted fleet growth of VL-
CCs. With Tanker rates expected to 
return with consumer demand, the 
values of these vessels will likely 
follow. Hence, we can expect that 
oil carriers like VLCCs do have a 
future in the distribution of product 
globally, with oil still crucial to our 
current energy consumption.

Environmental concerns are a key 
component in the increasing size of 
the LNG fleet. These vessels seem 
to have a promising future, as nat-
ural gas is a far cleaner method of 
generating energy. With a healthy 
infrastructure underpinning it, LNG 
provides a robust shorter term 
method of reducing our carbon out-
put in anticipation of green energy 
sources becoming more reliable 
and readily available in the future.

Figure 4: VLCC Newbuild orders and Demolition sales since 2015.

Figure 5: Changes in Five Year Old Large LNG values 
since July 2020.

Figure 6: Top LNG vessel owning countries.

Figure 7: Top LNG vessel owners by no. of vessels and total value.

Figure 8: LNG Demolition sales since 2015.
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EVERGRANDE: HARBINGER OF CHINA’S DECLINE?

By Robert Veldhuizen

When the CIA creat-
ed a new China mis-
sion center earlier this 

month, the intelligence agency’s 
director William Burns under-
scored the need to counter “the 
most important geopolitical threat 
we face in the 21st century.” 

Recent high-profile policy deci-
sions—the AUKUS pact, for ex-
ample, which risked isolating ally 
France in favor of bolstering ca-
pabilities in the Indo-Pacific—only 
confirm Burns’ assessment that 
the West considers China today’s 
paramount threat. 

Indeed, much of Western foreign 
policy and commentary is pred-
icated on the idea that China’s 
economic, political and diplomatic 
heft will inevitably continue to in-
crease.

An Evergrande-shaped hole, 
however, could puncture this con-
ventional wisdom. In fact, the im-
pending default of Evergrande, 
one of China’s largest proper-
ty development firms, not only 
threatens to send shockwaves 
through the entire Chinese econ-
omy. 

Evergrande’s plight, the result 
of years of binging on debt and 
building without considering fi-
nancial viability, also sheds light 
on an alternative story of China’s 
meteoric rise: one built upon an 
innately broken system, whose 
problems can no longer be sup-
pressed by a mixture of statist en-
gineering at home and easy mon-
ey from abroad.

Evergrande represents one of 
many brewing crises of China’s 
own making, as the country cir-
cles closer towards a middle-in-
come trap and further away from 
a market economy. At home, food 
and energy prices are rising, 
squeezing China’s middle class. 
The looming emergency sparked 
by the rapid decline of China’s 
working-age population, thanks to 
decades of short-sighted policies, 
can no longer be papered over. 
The pandemic—and its economic 
fallout—has amplified these dis-
ruptions and laid bare China’s de-
pendency on a globalized system 
of trade that bodes poorly for its 
foreign aspirations.
Perhaps most seriously, China’s 
heavy-handed foreign policy and 
opaque lending practices have 
undermined its own flagship Belt 
and Road Initiative (BRI), raising 
questions whether the worldwide 
network of infrastructure invest-
ment will ever match Beijing’s 
grandiose ambitions.
 
The splintering 
of the New Silk Road

The sprawling BRI, which has 
already seen Beijing seize con-

trol of ports and other strategic 
infrastructure around the world, 
is at the heart of China’s efforts 
to gain commercial, military and 
diplomatic influence. Emerging 
markets, however, have grown in-
creasingly skittish over the hidden 
financial and reputational costs of 
BRI projects.

Djibouti is one of many countries 
experiencing “buyer’s remorse.” 
Nestled in the strategic choke-
point between the Red Sea and 
Gulf of Aden, the tiny country has 
received little-to-no benefit from 
the projects which have left it with 
debts to Beijing equaling some 
70% of its GDP.

To make matters worse, Djibouti’s 
favoritism towards China led to an 
ill-advised decision to abruptly ex-
propriate one of the crown jewels 
of its infrastructure, the Doraleh 
Container Terminal, from long-
time foreign operator DP World 
and hand it over to Chinese state-
owned firm China Merchants 
Group.

The result for Djibouti: a run of 
courtroom losses in internation-
al tribunals, massive fines which 

Djibouti has so far refused to pay, 
a damaged reputation among for-
eign investors and the depressing 
reality that the port is now man-
aged by a Chinese-only work-
force, leaving Djibouti’s chron-
ically-unemployed population out 
of luck. Zambia has also seen its 
fortunes turn after growing close 
to Beijing. 

The country, whose debt to Chi-
na is believed to be double offi-
cial estimates, defaulted on its 
international obligations last No-
vember. The lack of transparency 
regarding its Chinese loans have 
made it difficult for other creditors 
to agree on reservicing terms, and 
Zambia has had to fight persistent 
rumors that China is preparing to 
seize core assets.

It’s no surprise that amidst the un-
certainty and bad press, countries 
are growing wary of Chinese-led 
projects, and many are reconsid-
ering projects recently initiated or 
still in the planning phases. Ma-
laysia, for example, axed a stag-
gering $11.58 billion in BRI proj-
ects between 2013 and 2021.
 
No changes on the cards

China is not merely suffering 
the economic blow of cancelled 
contracts—its missteps with BRI 
countries have caused interna-
tional backlash against China to 
grow.

Beijing knows its goodwill is close 
to spent. Last May, an internal 
Chinese report alerted that an-
ti-China sentiment was its great-
est since the 1989 Tiananmen 
Square crackdown. Deng Pufang, 
the son of Deng Xiaoping, cau-
tioned in 2018 that China ought 
to “know its place” with respect to 

its foreign policy.  Earlier this year, 
even Xi tacitly acknowledged this 
problem, warning in a Politbu-
ro meeting that China needed to 
present a more “lovable” image to 
the world.

Despite this awareness, remark-
ably, China has continued to 
throw its weight around and stoke 
confrontation. The BRI has suf-
fered as a result, with Australia 
one of the latest countries to can-
cel projects due to Beijing’s be-
havior. This shows a larger prob-
lem at the heart of China’s foreign 
policy: a perplexing inability to re-
calibrate. This is partly due to Chi-
na’s do-or-die approach, which is 
rooted in an all-in commitment to 
growth. For China’s Communist 
Party, attaining high growth is not 
merely evidence of proficiency, 
but a mandate to rule. As Peking 
University professor Michael Pet-
tis put it, “Anything that under-
mines its [China’s] economic heft 
… is of huge consequence.”
 
Beijing its own worst enemy?

Ironically, it’s China’s own policies 
which are currently undermining 

its economic heft and sparking 
an inflection point. As one analyst 
warned, the Evergrande crisis “is 
the beginning of the end of Chi-
na’s growth model as we know it.”

On the outside, China is looking to 
transform its economy to a global 
consumer market that rivals the 
EU and US. The reality, however, 
may be as hollow as one of Ever-
grande’s half-finished apartment 
complexes.

China is rapidly losing the advan-
tages that propelled its growth. 
Meanwhile, at home, Xi further 
consolidates his Mao-like grip, un-
dermining constructive pathways 
that might solve the country’s ails. 

Abroad, the debt traps and ill-ad-
vised partnerships which Beijing 
has dragged BRI partners into 
have sapped enthusiasm for the 
flagship initiative. 

The West has prepared for an as-
cendant China, but it may instead 
need to confront a China which 
doubles down on aggressive and 
reckless behavior to mask its own 
decline.
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AZERBAIJAN STRENGTHENS THE WEAKEST LINK 
OF ITS TRILATERAL DIPLOMACY

By Nargiz Ahmedzade

Bilateral relations between Tur-
key and Israel have existed on 
various levels for many years. 

Today, relations between the states 
hinge primarily on trade, as mutu-
al distrust prevents any meaningful 
progress despite periodic attempts 
at an easing of tensions. 

Strategic partnerships and informal 
alliances play a vital role in deter-
mining the geopolitical realities of 
the Caspian Sea basin. The region 
has demonstrated several success-
ful cases of tripartite configurations 
that could untie complex knots which 
bureaucratic and biased techniques 
of multilateral approaches failed to 
resolve. “Triangles” became an ef-
fective tool to realize the economic 
and geopolitical objectives of coun-
tries without antagonizing others. 
Utilizing its geo-strategic location 
and natural resource potential, 
Azerbaijan plays an active role in 
developing multilateral cooperation 
formats conducive to the region’s 
sustainable peace and prosperity. 
Baku has been a driving force for 
establishing trilateral partnerships 
based on the balanced foreign pol-
icy principle. Agreements devel-
oped in Azerbaijan-Georgia-Turkey, 
Azerbaijan-Turkey-Turkmenistan, 
Azerbaijan-Pakistan-Turkey, and Ar-
menia-Azerbaijan-Russia trios have 
signaled prospects of new pathways 
for cooperation in the near future.

A particularly successful example 
of trilateral diplomacy has been the 
long-standing cooperation between 
Azerbaijan, Georgia and Turkey. 
The connectivity projects developed 
between the three states bypassed 
the territories of regional spoilers 
– Iran and Russia – and necessar-
ily increased their proximity to the 

Western markets. Upholding similar 
or related aspirations with respect 
to issues of integration and securi-
ty, the countries showed a powerful 
model of trilateral dialogue in the 
fields of connectivity, mutual direct 
investment, military alignments, and 
political support. The trilateral mili-
tary exercises held under the label 
of “Eternity 2021” and recent discus-
sions on customs issues indicated 
strengthening ties as relations are 
elevated to a new level in the con-
text of the new geopolitical realities 
established after the Second Kara-
bakh War.

The strategic partnership devel-
oped between Azerbaijan, Pakistan, 
and Turkey has its roots back in the 
1990s as Pakistan was one of the 
first countries officially recognizing 
the independence of Azerbaijan fol-
lowing the dissolution of the Soviet 
Union. The shared history of terri-
torial disputes that brought the two 
countries closer, bolstered by Paki-
stan’s refusal to recognize Armenia 
as an independent state, was explic-
it in Pakistan’s unconditional support 
for Azerbaijan during the Second 
Karabakh War. The relations be-
tween Azerbaijan and Turkey, based 
on a principle of “one nation, two 
states”, acted as a building block of 
the triangle while Turkey and Paki-

stan generated a solid base to sup-
port each other’s cause in regional 
affairs. Subsequently, the joint mil-
itary drills held in Baku in Septem-
ber 2020 signaled the strong military 
configuration formed in the region.

In this regard, relations between 
Azerbaijan, Iran, and Turkmenistan 
have been much more controver-
sial primarily in matters pertaining 
to energy resources. Since 1997, 
Azerbaijan-Turkmenistan relations 
have been volatile due to the diverg-
ing interests in the Caspian Sea. 
The former president of Turkmeni-
stan, Saparmurad Niyazov, referring 
to Turkmenistan’s concerns about 
the disputed oil field famously said 
that “the Caspian Sea is smelling of 
blood.” The unresolved dispute over 
the status of the Caspian Sea had 
generated diplomatic tensions since 
access to the sea became a vital top-
ic of interest, and the discord on re-
source exploration surfaced until the 
convention on the legal status of the 
sea was signed in 2018. Internation-
al companies operating in the sea 
have witnessed a series of disagree-
ments between the two countries 
as both sides were blame-shifting 
on the grounds of crossing borders 
during field work. In this regard, the 
formerly known Sardar/Kapaz field, 
located in the middle, was the main 

source of discord which Turkmeni-
stan even considered taking to the 
International Arbitration Court.

Azerbaijan has occasionally en-
countered problems with its south-
ern neighbor too, home to a sizeable 
number of Azerbaijanis. The con-
trasting positions of Iran and Azer-
baijan on the status and delimitation 
of the Caspian Sea triggered hard-
line politics in already complicated 
relations. The unevenly distributed 
resources and shortest coastline 
prompted Iran to appeal to alterna-
tive methods and haggle over its 
shares as a losing party. Explora-
tions in the Caspian Sea and its un-
defined status rendered diplomatic 
tensions inevitable as sides could 
not agree on borders. 

Although Azerbaijan and Iran estab-
lished a pragmatic partnership during 
the presidency of Hassan Rouhani, 
relations went south when Iranian 
trucks were noticed illegally entering 
Karabakh without Azerbaijan’s per-
mission after the Second Karabakh 
War. The political unease entered a 
new stage as the two states demon-
strated a more bellicose approach 
following Iran’s military maneuvers 
around Azerbaijani borders, reacting 
primarily to the deepening Azerbai-
jani-Israeli ties and previously men-
tioned trilateral military drills.

On the positive side, regional ten-
sions subsided after the convention 
on the legal status of the Caspian 
Sea was signed in 2018, following 
years of negotiations. Proceeding 
the agreement on the division of the 
resource-rich seabed, a Memoran-
dum of Understanding signed be-
tween Azerbaijan and Turkmenistan 
in January 2021 resolved the status 
of the long-disputed field. As the joint 
operation is agreed in the formerly 
known Sardar/Kapaz field, symbol-
ically renamed “Dostluk” (meaning 
“friendship” in both languages), a 
much closer partnership is expected 
from the two countries, and one of 

high export potential. Moreover, the 
recent misunderstanding between 
Iran and Azerbaijan was carefully 
dealt with after the call and, subse-
quently, the meeting of foreign min-
isters of the two countries.

Accordingly, amid growing demand 
for gas and increasing prices in Eu-
rope, the 15th summit of the Econom-
ic Cooperation Organization brought 
about remarkable results in terms 
of developing cooperation among 
states as a trilateral gas swap deal 
was signed between Azerbaijan, 
Iran, and Turkmenistan at the side-
lines of the meeting. Consequently, 
Turkmenistan agreed to export 1.5 to 
2 billion cubic meters of gas to Iran 
which would later deliver the same 
amount to Azerbaijan through the 
established pipelines. The so-called 
gas swap deal became conducive to 
the improvement of ties between the 
three countries, which have general-
ly been the weakest link in Azerbai-
jan’s trilateral diplomacy.

As part of the EU’s gas supply di-
versification plan, Azerbaijan has re-
cently increased its gas production to 
meet growing demand in the West-
ern markets. The import of gas from 
Turkmenistan is of vital importance 
for Azerbaijan since the completion 
of the Southern Gas Corridor and 
commencement of the first deliveries 
of gas to European customers entail 
a need for balanced supplies. This 
deal will ensure the transportation in 
an adequate and timely manner, as 
well as meet the growing demand at 
home. In the framework of the post-
poned billion-dollar Trans-Caspian 
project, the gas swap deal is expect-
ed to contribute to bolstering con-
nectivity between the Caspian Basin 
and Europe. The deal is particularly 
valuable for Turkmenistan as a state 
largely dependent on Russian and 
Chinese markets. The global eco-
nomic disruptions of the COVID-19 
pandemic did not bypass Turkmen-
istan either, where diversification is 
at the lowest levels. 

The trilateral deal will be helpful to 
ameliorate the country’s unsatisfac-
tory reputation in attracting invest-
ments, essentially deriving from pre-
vious problems concerning its poor 
protection scheme. As for Iran, the 
agreement is a big chance to im-
prove its relations with neighboring 
countries after years of being cir-
cumvented in key partnerships. The 
improving relations can move Iran 
closer to the region and increase 
its stake in regional connectivity. 
From another perspective, the deal 
will benefit the Iranian people too, 
as following the suspension of gas 
imports from Turkmenistan over 
debt-related issues, the northern 
and north-eastern parts of Iran have 
been facing major difficulties in se-
curing gas supply.

The gas swap deal has become one 
of the main pillars of Azerbaijan’s 
trilateral diplomacy following the vic-
tory in the Second Karabakh War. 
Considering the existing infrastruc-
ture between Iran and Turkmeni-
stan, also between Azerbaijan and 
Iran, the deal was concluded with-
out taking on a massive political and 
economic burden.  Resolving one 
of the most complicated and long-
term disputes of the region, which 
the U.S. as an active convener failed 
to broker, will open doors for further 
partnership. 

That being the case, the deal was 
followed by an agreement between 
Azerbaijan, Georgia, and Iran over 
the establishment of a transit route 
that would realize Iran’s long-stand-
ing plan to connect the Persian Gulf 
and the Black Sea, at the expense 
of its previous preference of a route 
through Armenia. Last but not least, 
taking into account Turkey’s signifi-
cant influence in the area, the coun-
tries are expected to meet in alterna-
tive platforms as well, as observed 
in the evolving Azerbaijan-Tur-
key-Turkmenistan trilateral coopera-
tion format aimed at establishing a 
firm link between the East and West.



60 61
THE AΘENIAN, DECEMBER 2021 THE AΘENIAN, SEPTEMBER 2021

A AGEOPOLITICS GEOPOLITICSThe world’s oceans are big
enough for a SMART Registry

Alexandria  Beirut  Cape Town  City of Port of Spain  Colombo  Constanta 
Dubai  Fuzhou  Ghazir  Guangzhou  Hong Kong  Houston  Istanbul  Kaosiung

Kerala  Kherson  Lagos Limassol  Lowestoft  Miami  Moscow  Mumbai

Nakhodka  Nicosia  Odessa  Panama City Piraeus  Qingdao  Sakhalin

Santo Domingo  Shanghai Singapore  St. Petersburg  Tainan City  Varna

Vladivostok  Vung Tau City  Yantai

BIDEN’S POLICY ON THE MAJOR ISSUES 
OF WORLD AFFAIRS

By George Economou

From the end of World War 
II until the past decade, 
the world saw the United 

States as unquestionably the 
greatest power, with a thriving 
democracy and an economy en-
vied by all.

That reputation is now gone. 
It didn’t disappear just in the 
last four years, but the Presi-
dency of Donald Trump accel-
erated the decline, wreaking 
havoc on long-standing United 
States policies and practices, 
weakening what had been the 
unique strengths of alliances that 
stretched around the globe, and 
intensifying the sense of griev-
ance, distrust of authority and 
racial, cultural and political polar-
isation that now afflict American 
society.

China, the United States’ only 
near peer economically and mil-
itarily and its greatest foreign 
threat, now holds the view that 
the United States is in a systemic 
decline, perhaps an irreversible 
one.

Chinese President Xi Jinping 
makes no secret of this belief that 
the United States has lost its con-

fidence as an international leader 
and is not likely to regain it.

This conviction shapes Beijing’s 
policies, including its growing 
military assertiveness in Asia, 
and is therefore in itself a threat 
to American interests.

Xi is not alone. Governments 
worldwide are watching the Unit-
ed States sceptically or anx-
iously, wondering whether it can 
overcome its domestic problems 
and if commitments made by the 
current president will simply be 
reversed by his successor.

If Washington is going to lead 
again, the first question is “Can 
the United States get its house 
in order?” More than any time 
in modern history the world is 
watching United States domestic 
policy.

The 50-50 split in the Senate is 
another critical factor. Presidents 
must always trade off partisan 
interests, but is quite a different 
thing to make policy, when you 
cannot afford to lose a single vote 
in your own party. Thus far Pres-
ident Biden has been remarkably 
successful in doing so, but the 
unity is tenuous.

As the new international environ-
ment demands, he has prioritised 
domestic needs, with an empha-
sis on shaping policies that will 
demonstrate to Americans and 
the world how well the much-ma-
ligned federal government can 
deliver.

On day seventy-one, the Presi-
dent announced a plan to rebuild 
neglected infra-structure, a $2,3 
trillion “once-in-a-generation in-
vestment in America”. 

It has been a long time since a 
president has delivered detailed 
legislative packages to Con-
gress.

The infrastructure bill is to be 
paid for by raising the corporate 
tax rate from 21 to 28 percent, 
halfway back to where it was be-
fore the Trump tax cuts. 

If approved, it would raise an 
estimated $2 trillion over fifteen 
years and demonstrate to finan-
cial markets the intention to con-
trol the huge rise in government 
debt that is underway.

The administration’s international 
economic plans are even bolder. 

They includes measures to elim-
inate international tax havens, 
a global minimum corporate tax 
rate of 21% to discourage com-
panies from moving to countries 
where tax are lowest, and an 
agreement to tax multinationals 
partly on their share of sales in 
each national market.

Some of these measures would 
be hard, if not impossible, to en-
force, and the chances of broad 
agreement among the major 
economic powers are slim, but if 
adopted they would amount to a 
major reform that promises sub-
stantial economic gain to all.
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Geopolitically, Biden has taken 
easy though important steps to 
rejoin international organisations 
and agreements Trump walked 
away from (the Paris climate 
accord, the U.N. Human Rights 
Council, the WHO and the new 
START arms control treaty) and 
immediate action to restore cru-
cial alliances in Europe and Asia.

The latter move is the most no-
table. In March Biden convened 
the first – ever summit of the 
leaders of Japan, Australia, India 
and the United States – a group 
known as the Quad – convert-
ing a largely moribund informal 
arrangement into an active part-
nership of democracies, each 
of them a naval power, with a 
shared vision and commitment to 
act as a counterweight to China 
in the Indo-Pacific.

In order to free up attention and 
resources for Asia, Biden has 
moved to end two protracted 
wars in the Middle East. He with-
draw American support for the 
Saudi-led war in the Yemen and 
ended America’s longest war, the 
twenty-year conflict in Afghani-
stan.

Biden’s greatest international 
challenge is to define a sensible 
United States policy toward Chi-
na. 

Convinced that the United States 
is a declining power, Xi has felt 
free to increase repression at 
home and in Hong Kong without 
fear of United States-led interna-
tional opposition and to steadily 
increase military provocations, 
especially in the South China 
Sea. Not since formal relations 
between the United States and 

the People’s Republic began 
more than forty years ago has 
the relationship been as discor-
dant and unstable.

As a first step, Biden wisely put 
relations with China on hold, 
while he made clear that the 
United States would no longer 
be acting alone in Asia but would 
re-establish close relations with 
Japan, South Korea, India, Aus-
tralia and other partners.

On the economic front he kept 
Trump’s tariffs on Chinese goods 
in place indefinitely and described 
the relationship he planned with 
China as one of “strategic” com-
petition. The “strategic engage-
ment” of past years is long gone.

Biden maintained that Trump’s 
deference to Russian President 
Vladimir Putin was harmful to 
United States interests and he al-
tered the relationship. 

He extended the new START 
treaty for its maximum five years, 
to secure the most time to devel-
op new ways of addressing arms 
control

As Moscow began a huge mil-
itary build up on Ukraine’s bor-
der, Biden sent signals of sup-
port to Kiev. In April he imposed 
a package of sanctions targeting 
the Russian economy in retalia-
tion for Russian interventions in 
the presidential election, which 
banned United States financial 
institutions from buying Russian 
sovereign debt but refrained from 
extending the bank to secondary 
markets.

Biden’s message is that Wash-
ington will pursue agreement with 

Moscow when it deems them to 
be in tis interest. Biden makes 
plain that he will not allow Mos-
cow to come between the United 
States and its European allies. 

The goal is a relationship that is 
“stable and predictable” Biden 
has set a low bar for the relation-
ship, a sensible beginning.

Trump’s deference to Russian 
President Vladimir Putin was 
deeply harmful to United States 
interests, encouraging a leader 
who is instinctively a bully to treat 
the United States as a weakling. 
Biden obviously needed to dra-
matically alter the relationship.

In doing so he scrupulously 
avoided any hint of a “reset” in-
stead adopting a standoff attitude 
that carefully mixes positive and 
negative moves. 

He quickly extended the New 
START treaty to its maximum five 
years, to secure the most time to 
develop new ways of addressing 
arms control, explicitly naming 
the SVR intelligence service as 
responsible for the devastating 
Solar Winds intrusion info gov-
ernment and business computer 
networks.

The package banned United 
States institutions from buying 
Russian sovereign debt but re-
frained from extending the ban to 
secondary markets, holding that 
move in reserve depending on 
future Russian behaviour.

Overall, despite its occasional 
mistakes, President Biden’s pol-
icies are generally correct and 
set on minimising or eliminating 
Trump’s mistakes.
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By Richard Blakemore
Associate Professor, Social and 
Maritime History, University of 
Reading

Adispute between Britain 
and France about fishing 
territories has escalated 

rapidly. French authorities de-
tained a British trawler on Octo-
ber 28, and Britain promptly sum-
moned the French ambassador 
for talks.

The wider issue here is the li-
cences now required under the 
new Brexit arrangements. French 
fishermen complain that many of 
their applications for these licenc-

es have been rejected, especially 
by officials in Jersey. The French 
government has threatened to 
subject British fishing companies 
to obfuscating bureaucracy, per-
haps to bar British fishing ves-
sels from French ports, and even 
to cut off the power supply to the 
Channel Islands. 

The British government, mean-
while, has threatened retaliato-
ry measures. It has put Royal 
Navy vessels on standby in case 
French fishermen try to blockade 
those islands. Discussions to 
solve the problem have seeming-
ly got nowhere.

These events follow earlier pro-
tests and stand-offs during Brex-

it negotiations – but they also 
have a longer history. The most 
obvious comparison might be to 
the “cod wars” of the 1950s and 
1970s, when Britain’s role was 
reversed. Back then, Iceland 
ended a previous agreement with 
Britain and excluded British fish-
ermen from Icelandic territorial 
waters.

Yet conflicts about fishing date 
back even further than that. The 
history of these arguments over 
territorial waters and access to 
maritime resources can help us 
to understand why these issues 
remain iconic for modern na-
tional identity – and why the two 
governments have responded in 
such a dramatic way.

HISTORY EXPLAINS WHY FRANCE AND BRITAIN 
ARE FIGHTING OVER FISHING

A naval battle of the First Anglo-Dutch War (British Battles of Land and Sea / James Grant, 1873 / public domain)

In the early 1600s, for example, 
the Dutch republic possessed the 
biggest fishing fleet in Europe. 

One Scottish lawyer, William 
Welwod, wrote that their over-
fishing in the North Sea threat-
ened the marine stocks of the 
area. But the interests of Britain’s 
rulers were more economic than 
ecological. 

They wanted a slice of the action 
and to challenge Dutch domi-
nance. The first Stuart monarch 
who ruled over all of the British 
kingdoms, James VI (of Scot-
land) and I (of England, Wales, 
and Ireland), and his son Charles 

I, tried to impose new licences 
and taxes on Dutch fishing ves-
sels, but the efforts of the Royal 
Navy – at that time under-funded, 
ill-equipped, and inefficient – to 
enforce this policy bordered on 
the farcical. 

The nippier Dutch ships literally 
sailed rings around their British 
pursuers.

The ‘closed sea’

Later in that century the Brit-
ish and Dutch fought three wars 
for commercial and maritime 
supremacy. These policies on 
fishing were thus part of a wider 

argument then raging about mar-
itime sovereignty. 

It was a debate that became 
foundational for modern interna-
tional law.

The dispute started with the 
Dutch lawyer and diplomat Hugo 
Grotius, who wrote that nobody 
could control the sea or prevent 
others from fishing and trading. 
Grotius’s book, Mare Liberum 
(the free sea), was aimed at the 
Portuguese empire, which was 
trying to keep the Dutch from 
trading in the Indian Ocean. Nev-
ertheless, his ideas also went 
down badly in Britain.

Norman C. Leventhal Map Center / CC BY 2.0
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Encouraged by the Stuart mon-
archs, Welwod and other writers, 
most famously the lawyer and 
MP John Selden, responded to 
Grotius in defence of Britain’s ter-
ritorial waters. 

Selden’s influential Mare Clau-
sum (the closed sea) challenged 
Grotius and drew on historical ex-
amples to show why states had a 
right to claim parts of the sea. 

Selden went back to the Romans 
and Greeks, mentioned contem-
porary states like Venice, and 
trawled medieval English history 
for suitable, but often dubious, 
precedents, including the Saxon 
king Alfred. Selden made much of 
Alfred’s shipbuilding programme, 
recorded in various Saxon chron-
icles, but these accounts were 
most likely exaggerated. 

Alfred’s naval activities were 
much less successful than his 
sympathetic chroniclers made 
out.

Nevertheless, even popular cul-
ture has involved rewriting histo-
ry to justify British claims on the 
sea. 

The famous song “Rule, Britan-
nia!”, now repeated each year at 
the last night of the Proms, was 
written in the 18th century as part 
of a court masque that portrayed 
Alfred (again, rather question-
ably) as a naval hero, suppos-
edly setting Britain on its path to 
maritime destiny.

These ideas were of course eas-
ily manipulated for realpolitik. 
When the Dutch in their turn tried 
to bar the British from trading in 
the Indian Ocean, British nego-

tiators quoted Grotius’s writing 
at their Dutch counterparts (one 
of whom, ironically, was Grotius 
himself). 

Grotius also changed his mind 
about openness, to a degree, 
when exile from the Netherlands 
led him to serve the king of Swe-
den, another monarch with strong 
views on maritime sovereignty.

Opening up

By the 18th century, these dis-
putes had resulted in a broad 
agreement about territorial wa-
ters in Europe (the “three-mile 
limit”, based on the range of a 
cannon shot), together with a 
general acceptance that the sea 
should otherwise be open.

Throughout the 18th and 19th 
centuries, with the British em-
pire expanding and aggressively 
seeking new markets, the British 
government embraced the idea 
of free seas. 

While Britain’s rulers did not 
abandon the idea of territorial wa-
ters, those who interrupted Brit-
ish trade, often through claims to 
their own maritime sovereignty, 
were branded as “pirates,” and 
often destroyed.
 
These concerns arose again 
through the 20th century, both 
through the development of 
weapons with a range exceed-
ing three miles, and with the in-
creasing significance of access 
to undersea oil and other natural 
resources. 

Some countries have claimed 
territorial waters extending 200 
miles out to sea, and while the 

United Nations Convention on 
the Law of the Sea of 1982 aimed 
to resolve some of these issues 
(and was influenced, in part, by 
the cod wars), several nations, 
including the United States, have 
never formally ratified it.

If the current dispute about fish-
ing revisits these earlier argu-
ments in some ways, there is 
also one important difference. 

In the 17th and 18th centuries, 
fishing was economically vital to 
Britain. By 2019 the sector had 
declined to just 0.02% of the na-
tional economy. 

It is also dependent on coopera-
tion with the EU, with almost half 
of the UK’s annual catch export-
ed there.

The uncompromising position of 
both the British and French gov-
ernments in this dispute might 
therefore seem excessive. 

It does, however, reflect the con-
tinued symbolic status of both 
fishing and maritime sovereignty 
– a status that has been repeat-
edly debated since at least the 
17th century.

British and French EEZ
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Almost two years into the 
Covid-19 pandemic, an 
end might finally be in 

sight.

Experts say that Covid will likely 
lose its “pandemic” status some-
time in 2022, due largely to rising 
global vaccination rates and de-
velopments of antiviral Covid pills 
that could become more wide-
spread next year. 

Instead, the virus will likely be-
come “endemic,” eventually fad-
ing in severity and folding into the 
backdrop of regular, everyday 
life. Various strains of influenza 
have followed a similar pattern 
over the past century or more, 
from the Spanish flu pandemic of 
1918 to the swine flu pandemic 
in 2009.

Covid will probably remain dan-
gerous once the pandemic ends 
— much like the flu, which killed 
as many as 62,000 people in the 
U.S. between October 2019 and 
April 2020, according to the Cen-
ters for Disease Control and Pre-
vention.

But barring any major develop-
ments, “normal” post-pandem-
ic life could arrive soon. Here’s 
what you can expect from the 
next year and beyond:

Covid could become much 
more seasonal

Once endemic, Covid won’t dic-
tate your daily decision-making 
as much, as billionaire health 
philanthropist Bill Gates de-
scribed in his end-of-year blog 
post last week: “It won’t be prima-

ry when deciding whether to work 
from the office or let your kids go 
to their soccer game or watch a 
movie in a theater.”

Endemic illnesses are always 
circulating throughout parts of 
the world, but tend to cause mild-
er illness because more people 
have immunity from past infec-
tion or vaccination. You might get 
a cough and sniffles, but if you’re 
up-to-date on your vaccinations, 
you’ll be protected enough to 
prevent severe illness or hospi-
talization.

Like other respiratory viruses, 
there will be times of year when 
Covid infections peak — most 
likely the colder fall and winter 
months, meaning Covid and flu 
seasons could regularly coincide 
going forward.

When sick, you’ll be advised 
to keep wearing masks and 

staying home

If the virus does become more 
seasonal, wearing a mask on 
public transit and indoors during 
Covid season could become the 
norm — potentially even in of-
fices, says Shaun Truelove, an 
infectious disease epidemiolo-
gist at Johns Hopkins Bloomberg 
School of Public Health and mem-
ber of The Covid Scenario Mod-
eling Hub, a team of researchers 
who make Covid projections.

Other familiar prevention strate-
gies, like regularly washing your 
hands and maintaining distanc-
ing practices in high-risk settings, 
could also stick around.

“We don’t necessarily have to 
come up with new interventions 
[to prevent Covid],” Dr. Timothy 
Brewer, a professor of epidemiol-
ogy at the UCLA Fielding School 
of Public Health, told CNBC 
Make It last week. “It’s just that 
we’ve got to do a better job con-
tinuing to do the things we know 
that work.”
To that end, Truelove hopes peo-
ple “take a little bit more person-
al responsibility and stay home 
when they’re sick,” he says. That 
could mean working from home 
if you’re symptomatic but still 
able to work, or taking a sick day 
when you know you need to rest, 
he adds.

Covid tests could get more 
affordable and accessible

If you’ve ever waited in a long line 
to get a Covid test, or stressed 
about getting your results back 
in time for an event, you know 
firsthand how the country has 
been “hamstrung by the delays 
and challenges with getting PCR 
tests,” Truelove says.

THE PANDEMIC COULD END IN 2022 — HERE’S WHAT 
‘NORMAL’ LIFE MIGHT LOOK LIKE SOON, ACCORDING 

TO MEDICAL EXPERTS

In early December, President 
Joe Biden announced a plan to 
require private insurance com-
panies to cover the cost of rapid 
at-home Covid-19 tests. If you’re 
one of the 150 million people in 
the U.S. with private health insur-
ance, you could potentially one 
day get reimbursed for a Covid 
test that you buy at the drug store.
The plan is imperfect, experts 
say, because not everyone can 
afford to wait for reimbursement 
— and the responsibility would 
fall on consumers to figure out 
how to file a claim. At-home Covid 
tests approved by the Food and 
Drug Administration are widely 
available now, but the tests can 
cost upwards of $20 a pop.

Elsewhere around the world, you 
can get a rapid Covid test for free, 
a model that some experts say 
could be replicated in the U.S.

More kids will be able to get 
vaccinated against Covid

On November 2, children ages 
5 to 11 finally became eligible 
to get the Covid vaccine. Seven 
million shots have been adminis-
tered to those kids so far in De-
cember alone, CDC director Dr. 
Rochelle Walensky said during a 
press briefing Monday.
If you have children under age 5, 
you might wonder when vaccine 
eligibility will expand to those 
young children. Scientists are 
currently working on getting you 
an answer, by determining an 
appropriate dosage for the age 
group.
It’s an important determination. 
Too high of a dosage could lead 
to unwanted side effects, while 
too low of a dosage won’t effec-
tively protect your child.
Pfizer anticipates having data 
on its Covid vaccine in this age 
group by the end of this year, and 
potentially getting federal autho-

rization in early 2022. Moderna’s 
researchers won’t have enough 
comparable data to move for-
ward until mid-January, Dr. Bill 
Hartman, a principal investigator 
for UW Health’s KidCOVE Mod-
erna pediatric vaccine trial, told 
TODAY last week.

Annual Covid boosters could 
become a reality

On Monday, Walensky touted 
boosters as the best available 
defense against the threat of 
new Covid variants like omicron. 
Currently, 27% of fully vaccinat-
ed people who are eligible for 
booster shots have gotten them, 
according to the CDC.
There’s a chance you might need 
to get regular Covid boosters go-
ing forward. Some experts say 
that Covid vaccines could be-
come an annual occurrence, sim-
ilar to your flu shot.
This might be a good thing: If 
new Covid variants keep pop-
ping up, each year’s booster can 
be specifically designed to fight 
whichever variant is dominant at 
the time.
But convincing people to follow 
through could prove challenging. 
It’s hard enough to convince peo-
ple to get their annual flu shots: 
During the last flu season before 
Covid, only 48% of American 
adults got a flu vaccine, accord-
ing to the CDC.
The CDC currently recommends 
annual flu vaccinations for any-
one 6 months or older.
“People in a pandemic can ac-
cept things,” Ali Ellebedy, an as-
sociate professor of pathology 
and immunology at Washington 
University School of Medicine in 
St. Louis, told STAT on Wednes-
day. “But I think if you’re talking 
about a regular vaccine that’s 
not really needed because of a 
pandemic, I’m not sure if people 
would be more accepting of that.”
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By Jonathan Weinberg
CEO of rental car price tracking 
company Autoslash

Millions are expected to trav-
el this month, with threats 
of volatile weather and the 

omicron variant further stressing out 
people eager to close Year 2 of the 
pandemic.

To help travelers prepare, CNBC Trav-
el asked industry insiders this ques-
tion: What’s your one, solid tip for peo-
ple traveling this December?  

Tips for travel planning

“Plan for the arc of the trip. Think of a 
trip like a story with a beginning, mid-
dle and end. For example, plan to have 
the nicest hotels at the end, building 
up to end on a great note. Then for the 
entry and exit, plan for ways you can 
ensure they go smoothly. Maybe it’s 
arranging private transport after a long 
flight, so you don’t have to navigate 
the public transit system amid jetlag. 
Whatever a solid arc looks like to you, 
plan it in advance.”

—Sarah Groen, founder of the luxury 
travel company Bell & Bly Travel De-
sign

“If you’re planning to do some Greek 
island-hopping, keep in mind that 
Greeks themselves tend to stick to 
one island instead of cramming as 
many as they can into a single trip. 
Think thematically: Santorini has stun-
ning scenery, but beaches are better 
in Mykonos … [but] islands like Tinos 
and Syros have great food and culture 
with significantly lower hotel prices 
than Mykonos. Crete has lots of vari-
ety, but a car is essential.”
—Anthony Grant, American writer 
based in Greece

Tips for flying during 
the holidays

“Choose early morning flights, which 
are typically less crowded. Avoid tak-
ing the last flight of the day whenever 

possible, especially during the win-
ter months to reduce the chances of 
missed connections or delays due to 
cancellations or weather. … Opt for 
carry-on luggage on your next trip. 
You’ll skip lines when you arrive at the 
airport and won’t have to wait for lug-
gage when you land.”
—Anna Brown, public relations man-
ager at Expedia U.S. 

“Pack a change of clothes in your car-
ry-on. Be prepared for the worst. … 
With airline shortages and increased 
travel, there’s a higher-than-average 
chance your luggage will be lost. Don’t 
travel with your gifts. … Consider ship-
ping presents directly to the final ad-
dress.”
—Mark Hoenig, co-founder of digital 
travel company VIP Traveler 

“Buy your tickets ASAP. As people 
postpone their international travel 
plans due to Covid concerns, domestic 
flights tend to get more crowded and 
expensive. To expedite security at the 
airport, do not wrap gifts in case they 
need to be inspected.”
—Rajeev Shrivastava, CEO of travel 
insurance marketplace VisitorsCover-
age.com

Tips for renting holiday homes

“Look for vacation rentals with the 
most flexible cancellation policies, so 
you can nix your stay at the last minute 
for any reason.
 
“Short-term hospitality brands are 
on major booking channels but also 
have their own direct booking web-
sites. Booking stays directly with the 
brand usually comes with a discount-
ed rate. And, many of these … provide 
co-working spaces and digital con-
cierge services. … Examples of such 
brands include Casita, D Alexander 
and Sentral.”
—Vered Schwarz, COO of vacation 
home rental software firm Guesty

Tips for family gatherings

For pre-Christmas travel: “I suggest 
traveling within your family and friend 
‘travel pod’ made up of those people 
who you will be spending the holidays. 
Should you need to quarantine once 
you arrive home for any reason, you 
will already be with the family mem-
bers or friends you plan to spend the 
holidays with.”
—Matt Berna, managing director of 
North America for travel company In-
trepid Travel
 
“Ventilation remains really important. 
That’s one thing I think remains to be 
overlooked and underappreciated. 
With holiday gatherings coming up, I 
certainly plan, no matter how cold it is 
outside, I’m going to have my windows 
cracked by four to six inches… [and] 
testing immediately before gathering, 
ideally the hour or two before, maybe 
the morning of, is what we ought to be 
doing.”
—Stephen Kissler, research fellow at 
Harvard T. H. Chan School of Public 
Health, in an online discussion on Dec. 
9 with Elana Gordon of “The World” 
public radio program

Tips for booking hotels

“A lot of the best hotels block online 
reservations for the peak ‘festive’ sea-
son… and manage it directly via their 
human team. It’s worth asking your 
travel advisor for help as they often 
have the relationships to accomplish 
the impossible when everything seems 

PEOPLE WHO WORK IN THE TRAVEL INDUSTRY SHARE 
THEIR BEST HOLIDAY VACATION TIPS

to be sold out.″
— Henley Vazquez, co-founder of 
travel company Fora

“Independent boutique hotels and lo-
cally owned businesses need love 
more than ever, being that they don’t 
have the privilege of extensive con-
glomerate funding to stay afloat. So, 
with this in mind and in the holiday 
spirit, give back to the destination 
you’re visiting by revolving your va-
cation around staying at these types 
of places and supporting local opera-
tors.”
—Brandon Berkson, founder of travel 
company Hotels Above Par

Tips for traveling with 
young kids

Even without a pandemic, holiday travel isn’t for the faint of heart.

“Plan some downtime for your babies 
and toddlers during your holiday trav-
els… children don’t always do well 
when they are constantly on the go. 
Make sure to schedule some time 
each day to just sit, relax, play with 
toys and engage with your kiddos.
 
“Kids need frequent breaks from peo-
ple and planned activities to let their 
minds run wild with creative play. Make 
sure to pack enough toys to keep chil-
dren busy when you are preparing 
meals, engaging in adult conversation 
or for when they just need a reprieve.”
—Fran Maier, CEO of baby equipment 
rental company BabyQuip

Tips for renting a car

“Many car rental companies offer con-
tactless pick up where you can just 
walk onto the lot and hop in your car. 
On Expedia, use the “Skip the count-
er” filter to find these options and avoid 
waiting in yet another line.”
—Anna Brown, public relations man-
ager at Expedia U.S. 

“When reserving a rental car, book a 
‘pay later’ rate… which gives you the 
flexibility to cancel and re-book if a bet-
ter deal comes along. Rental rates can 
change multiple times per day. Auto-
Slash games the system by continual-
ly checking prices for your rental, and 
they let you know if they find a lower 
price.”

VIP Traveler’s Mark Hoenig recommends avoiding connecting flights, even 
if it means driving and parking at an alternate airport. “Every extra airport in-

creases your chances of lost luggage, delays, and cancellations.”
d3sign | Moment | Getty Images

Guesty’s COO Vered Schwarz recommends people looking to travel for lon-
ger periods search for homes with big closets, washers and dryers and work-

spaces with ergonomic chairs, good lighting and speedy Wi-Fi.
Stephen Simpson | Stone | Getty Images

Harvard research fellow Stephen Kissler recommends keeping holiday get- 
togethers small and taking a rapid Covid test immediately prior to gathering.

Suzana Topita | Moment | Getty Images
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IS THE GLOBAL SUPPLY CHAIN THE 
NEXT BIG CYBER TARGET?

By Sean Holt
Contributor on technology topics

After two years of stress, ports 
are congested, labor is scarce, 
and the International Chamber 

of Shipping warns of a global trans-
portation system collapse – all while 
China’s Xi Jinping asks his military to 
“make preparations for war.”

Cyber attackers are wielding political 
and economic warfare through ran-
somware, intelligence gathering and 
technological theft. In a highly digi-
tized and networked “smart” society, 
cyber risks threaten energy grids, wa-
ter treatment, governments, defense 
infrastructure and medical services as 
well as transportation, financial, elec-
toral and corporate information tech-
nology (IT) systems.

Over the past three years, Maersk, 
Mediterranean Shipping Company 
(MSC), COSCO, and CMA CGM have 
all been victims of cybersecurity. So 
what can maritime executives do?

Coast Guard Readiness

Rear Admiral Mauger discusses his 
command’s efforts in securing the 
U.S. maritime transportation system: 
“Valued at $5.4 trillion and employing 
30 million (1 in 12) Americans, this is 
a key economic and strategic issue. 
Cybersecurity is a risk just like many 
other operational functions. 

The key difference is managing. There 
must be accountability. Organizations 
must conduct a thorough assessment, 
understand the threats, identify gaps, 
then plan how to close and mitigate 
them.”

He says threats are everywhere and 
becoming more challenging: “Order-
ing ransomware is almost as easy as 

ordering a pizza, and bad actors are 
aggregating their efforts.” Therefore, 
reporting and information-sharing with 
all stakeholders are critical.

To this end the USCG maintains a 
blog called “Maritime Commons.” It’s 
established Information Sharing and 
Analysis Centers and increased grant 
monies through local Area Maritime 
Security Committees. Mauger says 
the industry needs to form standards 
for a cyber response organization like 
those created from the Oil Pollution 
Act of 1990 (OPA-90), following the 
Exxon Valdez oil spill.

Deploying Cyber Protection Teams 
(CPTs) – maritime cybersecurity spe-
cialists for “boots on the ground” im-
pact – has been a big success, he 
adds. CPTs work with facilities to help 
review, implement and comply with re-
quirements for Facility Security Plans 
as mandated by the Maritime Trans-
portation Security Act. 

For guidance, when implementing a 
Cyber Risk Management Program, the 
Coast Guard recommends facilities 
utilize the National Institute of Stan-
dards and Technology (NIST) Cyber-
security Framework (CSF) and NIST 
Special Publication 800-82. 

“Although the port congestions we see 
today aren’t related to cyberattacks,” 
Mauger says, “they highlight the fra-
gility of the entire supply chain system 
and the consequences it could face in 
an all-out attack. We have the strat-
egy and the necessary support from 
Congress and the Administration. The 
system is safe now, but it’s a challenge 
that everyone needs to work together 
to address.”

Attack Vectors

“Attack vectors from the energy and 
infrastructure sectors have now pen-
etrated maritime,” says Ian Bramson, 
Global Head  of Industrial Cybersecu-
rity for ABS. Cyberattacks against Co-
lonial Pipeline, JBS Foods and water 
authorities should be warning bells 
for the industry. Right now they’re din-
ner bells for the bad guys. Advances 
in digitalization and autonomy have 
made networks more susceptible.

“Owner/operators need to inventory 
what systems are digital that weren’t 
ten years ago,” Bramson notes, “and 
ask themselves what risks they now 
pose.”

The greatest risk is that companies 
have little or no visibility into their sys-

“Cyberwarfare is the greatest threat to the maritime transportation system,” warns U.S. Coast Guard Rear Admiral 
John Mauger, Assistant Commandant for Prevention Policy. “The safe flow of global commerce relies on the 

seamless movement of information, and cybersecurity threatens that.”

tems, he adds: “Businesses are con-
fused at the board level. They con-
centrate on IT like ransomware and 
not enough on operational technology 
(OT) like physical equipment and com-
ponents. The primary modus operan-
di is IT penetration that then hijacks 
OT. So if your ship gets stranded and 
hacked with valves open and spilling 
overboard, it’s both an IT and OT prob-
lem.” He says the market must go be-
yond a set of standards or compliance: 
“If the government is telling me to do 
it, I’ll do the least. You can be compli-
ant and not secure. But if it’s a market 
driver for competitive advantage, I’ll do 
the most.”

ABS’s Cyber Squared concept pro-
vides an industry cybersecurity rating 
(like Moody’s) with broad stakeholder 
involvement that includes risk analysis 
and research. Bramson emphasizes 
the need for higher levels of training 
for management, cultural change and 
enforcement of company policies to 
ensure companies go beyond bare 
compliance and achieve meaningful 
security.

How do you do this? By applying train-
ing (behavioral change), segmenta-
tion of networked systems and supply 
chain vetting, particularly the design 
security for newbuild requirements. 
Managers need to ask vendors ques-
tions related to cyber-acceptance test-
ing for components. While onboard, 
they need to perform vulnerability as-
sessments (risk rating) and configura-
tion management (valve or perimeter 
changes) and monitor abnormality de-
tection.  

Protecting Data

“Data is the new oil,” states Max 
Bobys, Vice President of New Jer-
sey-based HudsonCyber. “There’s 
a huge underground market for raw 
data, and it’s become a regional and 
national security issue.”

Bobys cites how hackers and orga-
nized crime have accessed the Port of 
Antwerp to facilitate the illegal smug-
gling of drugs, weapons and humans 
into the E.U.: “It’s a regional security 
concern with organized crime and 

syndicates representing a huge threat 
vector for the global maritime indus-
try.” When asked how recent attacks 
translate into maritime threats, he re-
plies, “SolarWinds, for example, was 
an aggregated cyber risk. Threats 
originate on land. If a vessel is at-
tacked, it means that the entire system 
has been compromised. For example, 
supply chain system flaws that affect 
electronic chart display and informa-
tion systems (ECDIS) from the source 
could compromise all fifty units on-
board the fleet.”

Other common threat vectors include 
people making honest mistakes. To 
make a difference, you must become 
“cyber aware,” Bobys says. “Build out 
posture and resilience. Investments in 
training will yield the highest return. 
Train people to challenge email at-
tachments, social media, abandoned 
thumb drives, or a stranger sitting out-
side in a car with a laptop (who may 
be hacking the Wi-Fi network).” “If you 
see something, say something,” urges 
Bobys.
The objective is, “Protect, detect, re-
spond, mitigate, then recover.” Bobys 
references the Cybersecurity Guide 
for Ports and Port Facilities by the In-
ternational Association of Ports and 
Harbors (IAPH) for additional resourc-
es.

Industry Buy-In

Cyprus-based Epsco-Ra and its Direc-
tor of Technology, Gideon Lenkey, also 
believe the greatest threat is the indus-
try itself: “This is based on previous life 
experiences where nothing happened 
before. Management isn’t yet buying 
into it.” As former head of the FBI’s 
InfraGuard program, Lenkey’s opinion 
on the level of integration of cyberse-
curity planning in maritime, beyond 
anti-virus and firewalls, is laughable: 
“It’s no longer sufficient to simply be 
good at your business – you also must 
be good at protecting your data and 
network. Hackers are limited only by 
imagination. Attack surfaces increase 
as vessels become more intelligent 
and sophisticated.”
A single point of entry, such as a 
phished password (emails believed to 
be from trusted parties) or opened hy-

perlinks, are all that is needed to crash 
a system. Paradigm shifts are compul-
sory in order to think about the things 
you don’t anticipate. 

“Before 9/11, no one thought of a com-
mercial airliner as a kinetic weapon,” 
he says. “‘No one would ever do that,’ 
you say? What if someone could shut 
the chillers down on a liquid LNG? Do 
this in port and cut the engines….” 

Targeted attacks against ports have 
become honeypots for ransom. Attack 
scenarios don’t have to be super so-
phisticated. “Often, intrusion occurs 
from poor policy, lack of use of two-fac-
tor authentication methods (secondary 
measures like hardware tokens or 
mobile text confirmations), phishing 
and compromised IT & OT vendors,” 
Lenkey adds. “Once inside, attackers 
can lock down port management sys-
tems and then issue ransoms. As you 
can’t clear documents, paper trails and 
ports shut down.”

However, Epsco-Ra views the supply 
chain as the newest cybersecurity risk 
for maritime. To defend, Lenkey says, 
“You have to be on top of threat intelli-
gence and share information. Our cli-
ents weren’t affected by SolarWinds or 
Kaseya because we were on top of it.”
In addition, attackers don’t want to 
waste energy, so hardening defens-
es often makes you less desirable for 
confrontation: “To prepare, companies 
need actionable, scenario-based play-
books, then tabletop exercises.” Len-
key suggests adopting free standards 
like NIST 800-61 Rev. 2, Computer 
Security Incident Handling Guide and 
NIST 800-63 Rev. 5, Digital Identity 
Guide.

Sky Fall

When performing risk analysis, identi-
fying potential hazards and their neg-
ative impact on operations are ranked 
according to their probability and se-
verity. Unfortunately, in this instance, 
the probability and severity rank high. 
To survive, companies must mitigate. 
We aren’t necessarily saying the sky 
is falling, but communications could 
soon be disru…. < transmission termi-
nated > 
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EMISSION REDUCTIONS FROM PANDEMIC HAD 
UNEXPECTED EFFECTS ON ATMOSPHERE

By Carol Rasmussen
NASA’s Jet Propulsion 
Laboratory

Earth’s atmosphere react-
ed in surprising ways to 
the lowering of emissions 

during the pandemic, showing 
how closely climate warming and 
air pollution are linked.

The COVID-19 pandemic and re-
sulting limitations on travel and 
other economic sectors by coun-
tries around the globe drastical-
ly decreased air pollution and 
greenhouse gas emissions with-
in just a few weeks. That sudden 
change gave scientists an un-
precedented view of results that 
would take regulations years to 
achieve.

A comprehensive new survey of 
the effects of the pandemic on 
the atmosphere, using satellite 
data from NASA and other inter-
national space agencies, reveals 
some unexpected findings. 

The study also offers insights into 
addressing the dual threats of cli-
mate warming and air pollution. 
“We’re past the point where we 
can think of these as two sep-
arate problems,” said Joshua 
Laughner, lead author of the new 
study and a postdoctoral fellow at 
Caltech in Pasadena, California. 
“To understand what is driving 
changes to the atmosphere, we 
must consider how air quality and 
climate influence each other.”

Published Nov. 9 in the Pro-
ceedings of the National Acade-
my of Sciences, the paper grew 
from a workshop sponsored by 
Caltech’s W.M. Keck Institute for 
Space Studies, led by scientists 
at that institution and at the Jet 
Propulsion Laboratory in South-
ern California, which is managed 
by Caltech. Participants from 
about 20 U.S. and internation-
al universities, federal and state 
agencies, and laboratories pin-
pointed four atmospheric compo-
nents for in-depth study: the two 
most important greenhouse gas-
es, carbon dioxide and methane; 
and two air pollutants, nitrogen 
oxides and microscopic nitrate 
particles.

Carbon Dioxide

The most surprising result, the 
authors noted, is that while car-
bon dioxide (CO2) emissions fell 

by 5.4% in 2020, the amount of 
CO2 in the atmosphere contin-
ued to grow at about the same 
rate as in preceding years. 

“During previous socioeconom-
ic disruptions, like the 1973 oil 
shortage, you could immediately 
see a change in the growth rate 
of CO2,” said David Schimel, 
head of JPL’s carbon group and 
a co-author of the study. “We all 
expected to see it this time, too.”

Using data from NASA’s Orbiting 
Carbon Observatory-2 satellite 
launched in 2014 and the NASA 
Goddard Earth Observing Sys-
tem atmospheric model, the re-
searchers identified several rea-
sons for this result. 

First, while the 5.4% drop in emis-
sions was significant, the growth 
in atmospheric concentrations 
was within the normal range of 

Worldwide restrictions during the COVID-19 pandemic caused huge reductions in travel and other economic 
activities, resulting in lower emissions. Seen here, almost-empty highways in Colombia during the pandemic.

year-to-year variation caused 
by natural processes. Also, the 
ocean didn’t absorb as much 
CO2 from the atmosphere as it 
has in recent years – probably in 
an unexpectedly rapid response 
to the reduced pressure of CO2 
in the air at the ocean’s surface.

Air Pollutants and Methane

Nitrogen oxides (NOx) in the 
presence of sunlight can react 
with other atmospheric com-
pounds to create ozone, a dan-
ger to human, animal, and plant 
health. That’s by no means their 
only reaction, however. “NOx 
chemistry is this incredibly com-
plicated ball of yarn, where you 
tug on one part and five other 
parts change,” said Laughner.

As reported earlier, COVID-re-
lated drops in NOx quickly led to 
a global reduction in ozone. The 
new study used satellite mea-
surements of a variety of pollut-
ants to uncover a less-positive 
effect of limiting NOx. 

That pollutant reacts to form a 
short-lived molecule called the 
hydroxyl radical, which plays an 

important role in breaking down 
long-lived gases in the atmo-
sphere. 

By reducing NOx emissions – as 
beneficial as that was in cleaning 
up air pollution – the pandem-
ic also limited the atmosphere’s 
ability to cleanse itself of another 
important greenhouse gas: meth-
ane.

Molecule for molecule, methane 
is far more effective than CO2 at 
trapping heat in the atmosphere. 
Estimates of how much methane 
emissions dropped during the 
pandemic are uncertain because 
some human causes, such as 
poor maintenance of oilfield infra-
structure, are not well document-
ed, but one study calculated that 
the reduction was 10%.

However, as with CO2, the drop 
in emissions didn’t decrease the 
concentration of methane in the 
atmosphere. 

Instead, methane grew by 0.3% 
in the past year – a faster rate 
than at any other time in the last 
decade. With less NOx, there 
was less hydroxyl radical to scrub 

methane away, so it stayed in the 
atmosphere longer.

Lessons From the Pandemic

The study took a step back to ask 
what the pandemic could teach 
about how a lower-emissions fu-
ture might look and how the world 
might get there.

Notably, emissions returned to 
near-pre-pandemic levels by the 
latter part of 2020, despite re-
duced activity in many sectors of 
the economy. 

The authors reason that this re-
bound in emissions was probably 
necessary for businesses and in-
dividuals to maintain even limited 
economic productivity, using the 
worldwide energy infrastructure 
that exists today. 

“This suggests that reducing ac-
tivity in these industrial and res-
idential sectors is not practical 
in the short term” as a means 
of cutting emissions, the study 
noted. “Reducing these sectors’ 
emissions permanently will re-
quire their transition to low-car-
bon-emitting technology.”
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A ATRAVEL TRAVEL

By Monica Buchanan Pitrelli

You’ve seen the pictures: 
The Eiffel Tower with sky 
ablaze in brilliant color. The 

Taj Mahal with no tourists. Lakes 
with perfectly mirrored mountain 
reflections. 
Unfortunately, the photos often 
have been doctored. Many places 
can’t live up to the expectations 
set by photography that has been 
filled, brushed, blurred, and bal-
anced to a flawless finish. It can 
leave travelers feeling disappoint-
ed when they see famous sites in 
real life. But the splendor of some 
places can’t be fully captured in 
a photo — edited or not. Here, 
CNBC Travel contributors identi-
fy the destinations that vastly ex-
ceeded their expectations.

The stillness of Iceland 
and Siberia

Iceland is one of the few countries 
that looks better in real life than in 
postcards. Its beauty is unearthly. 
A walk along any of its coastlines 
is so picturesque, you expect a 
soundtrack to start at any mo-
ment.
 
Siberia’s Lake Baikal is also jaw- 
droppingly stunning. The area is 
so isolated that it’s nearly impos-
sible to think it could ever be tour-
isty. As you stand upon the lake’s 
marbled ice, time seems to slow 
- even stop.

Morgan Awyong, Singapore

The lights of Paris

Artists have attempted to cap-
ture the Parisian light on canvas 
for centuries. The Impressionists 
came closest, but still, no painter 

has quite succeeded. The most 
iconic photos of Paris are in black 
and white, which simply doesn’t 
do the city’s rich, creamy colors 
justice. 

Christian Barker, Australia

The vastness of Patagonia, 
Chile

One road lies between the small 
Patagonian port city of Punta 
Arenas and the town of Puerto 
Natales. It’s the path to the Tor-
res del Paine National Park — a 
place of indescribable beauty and 
grandeur.

The “torres,” or towers in English, 
are three granite peaks that are 
surrounded by snow-capped 
mountains and crystalline lakes 
and glaciers. There are few plac-
es like it on the planet.
 
The park occupies just a tiny part 
of Patagonia, most of which is ac-
cessible only to trekkers, climbers 
and adventurers. It spans Chile 
and Argentina in the area of South 
America known as the Southern 
Cone, which stretches to the liter-
al end of the road, at the bottom 
of the continent. It is beautiful be-
yond compare. The very sight of 
it made me want to conquer it in 
ways I hadn’t anticipated — may-
be I could climb the mountains, 

paddle the fiords or traverse the 
glacier crevasses. Then a frigid 
wind swept inside my open jacket, 
and I lunged back into the sanctu-
ary of my car.

Kevin Cox, United States

The diversity of Slovenia

For a country the same size as 
Massachusetts, I was blown away 
by the diversity and majesty of the 
landscapes in Slovenia. A mix of 
Balkan, Mediterranean and Al-
pine vistas and cuisines make it 
a truly memorable escape. The 
rolling, vineyard-covered hills on 
the Italian border, the elegant and 
eco-friendly capital city of Ljublja-
na, the perfect tranquility of Lake 
Bled, the snowy valleys in Triglav 
National Park and the warm wa-
ters along the Adriatic coastline — 
the nation definitely punches way 
above its weight.

Chris Dwyer, United Kingdom

TRAVEL WRITERS NAME 7 PLACES                                                            
THAT ARE BETTER IN PERSON THAN IN PICTURES

The energy of Sedona

With Sedona, no words or pic-
tures do it justice. When I first 
saw photos of it, I wanted to make 
my way there. When I finally did 
in 2019, it was surreal, the beauty 
other-worldly. 
 

A hike through Red Rock State 
Park, with its babbling creeks 
and woods, soothed my soul. The 
massive red rocks are mysterious 
and majestic.

Better still is a visit to one of the 
area’s vortexes, believed by 
some to be energy fields. As I got 
out of the car and approached the 
mountains, I felt a vibration. Pow-
er and peace totally enveloped 
me the higher I climbed.

Sheryl Nance-Nash, United 
States

The calm of rural Japan

In my case, the photos I take nev-
er adequately capture anything! 
But that’s especially the case with 

the east coast of Japan’s Tohoku 
region, the area devastated by the 
2011 earthquake and tsunami.

I’ve been several times over the 
last few years, visiting the mar-
kets in the city of Hachinohe, tak-
ing boat trips in Yamada Bay and 
walking parts of the Michinoku 
Coastal Trail. 

It’s got a lovely calmness coupled 
with rugged beauty. A photo just 
can’t convey the feeling of being 
there.

Ross Goss, United Kingdom  
 

In Thailand, where I’m based, 
we are spoiled for paradise-like 
islands. But a short break to the 
Japanese island of Zamami — a 
short ferry ride from Naha, the 
capital of Okinawa — more than 
exceeded my expectations.

Days spent hiking the island’s qui-
et mountain paths were followed 
by evenings scoffing seafood 
at excellent izakayas. And the 
beaches? The crystalline waters 
of Zamami’s Furuzamami and 
Ama beaches are as spectacular 
as any I’ve ever seen. 

Duncan Forgan, United Kingdom

The silence of southern Africa

I’ve always had a soft spot for Af-
rica. A canoeing safari down the 
Zambezi river reignited that love.

On the numerous river islands, 
lush reeds swayed in the balmy 
breeze. 

The flapping of a white heron’s 
wings splashing water against 
the canoe, and the all-consuming 
symphony of hippos were the only 
sounds heard for hours. 
No cell phones, car horns or hu-
man bickering disturbed the expe-
rience — just silence, occasion-
ally interrupted by the sounds of 
nature.
 
The area around the Zambezi 
River is renowned for its large hip-
po, crocodile and elephant popu-
lations, said Petra Loho.

When paddling down the gentle 
water, the sunlight reflections on 
the blue ripples of the Zambezi 
River look like dancing diamonds. 
At sunset, the river takes on a soft 
golden hue, which changes to 
bright orange before deepening 
to rich purple. 

Petra Loho, Austria

Morgan Awyong on Lake Baikal in 
the Russian region of Siberia.
Courtesy of Morgan Awyong

Patagonia’s Torres del Paine 
National Park.

Courtesy of Kevin Cox

Patagonia’s Torres del Paine 
National Park.

Courtesy of Kevin Cox

Sheryl Nance-Nash near the Arizona 
desert town of Sedona.

Courtesy of Sheryl Nance-Nash

The island of Zamami is the second 
largest of Japan’s Kerama Islands.

Courtesy of Duncan Forgan

The area around the Zambezi River 
is renowned for its large hippo, croc-
odile and elephant populations, said 

Petra Loho.
Courtesy of Petra Loho



78 79
THE AΘENIAN, DECEMBER 2021 THE AΘENIAN, DECEMBER 2021
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JUST HOW SERIOUS IS CHINA ABOUT CLIMATE 
CHANGE?

By Elliott Zaagman
Writer, speaker, and executive 
coach who focuses on how Chi-
na and its organizations engage 
the world

As the leaders of world’s 
largest carbon emitters 
meet in Glasgow in the 

coming days, it is still undeter-
mined whether the single most 
influential individual of the group 
will show up. 

Despite pleas from his counter-
parts to attend in person, it cur-
rently appears that China’s Pres-
ident Xi Jinping intends to attend 
the COP26 summit virtually from 
Beijing.

While it is unclear as to what Xi 
has to gain from withholding his 

physical presence, or what could 
be a more pressing domestic 
matter, the current will-he-or-
won’t-he limbo is a somewhat 
fitting representation of China’s 
deep and confusing ambivalence 
to the climate question, and its 
role in a potential low-carbon fu-
ture.

One could be excused for won-
dering why it is that China has 
not been a much stronger advo-
cate for global action to address 
climate change. 

Of the world’s major economic 
and military powers, China may 
have the most to lose from a 
potential climate catastrophe. It 
also may have the most to gain 
from a low-carbon future global 
economy.

The Party’s order-obsessed lead-
ers are keenly aware of how their 
country’s climate has impacted a 
regime’s hold on power. China’s 
history is replete with instances 
of its major rivers flooding, spur-
ring a series of events such as 
famine, rebellion, and in some 
cases, the fall of entire dynasties. 

As we begin to see the early ef-
fects of climate change, there 
are early indications that even 
China’s impressive infrastructure 
may struggle to handle what is to 
come.

In 2020, heavy rains brought 
about massive flooding along 
the Yangze River, forcing thou-
sands to evacuate their homes 
and pushing the massive Three 
Gorges Dam to its capacity, 

prompting concerns that it would 
be breached or overflow, a sce-
nario which would have had cat-
astrophic consequences.

Over the longer term, sea level 
rise threatens to submerge much 
of both Shanghai and the Pearl 
River delta, China’s two largest 
economic and trade hubs. 

The glaciers of the Tibetan Pla-
teau, which feed China’s major 
rivers, are also melting at a rapid 
pace, raising the prospect of crip-
pling long-term water shortages.

Aside from the shared human 
challenge of avoiding climate 
doom, Chinese companies are 
uniquely well-positioned to thrive 
in a decarbonizing global econo-
my. 

While needing to rely heavily on 
imports to meet its massive ap-
petite for oil, China is dominant 
in nearly every step of the value 
chain for lithium-ion batteries, the 
key technology used for electric 
vehicles, electronic devices, and 
for storing the energy generated 
through many of the most popu-
lar forms of renewable energy.

Having failed to put up much 
competition with their European, 
Japanese, and American rivals 
in the market for internal com-
bustion engines, Chinese auto-
makers are now global leaders 
in EVs, filling two of the top five 
spots globally for all-electric vehi-
cle sales in 2020. 

China’s rail network is lauded 
by climate activists and urban 
planners alike, and as countries 
around the world look to build 
less carbon-intensive transporta-
tion infrastructure, Chinese roll-

ing stock manufacturers are get-
ting plenty of new business. 

China is also dominant in the 
manufacturing of solar panels 
and other components of the so-
lar power value chain, so domi-
nant that some in Washington 
have reportedly argued to over-
look accusations of forced labour 
in order to import Chinese solar 
panels.

For Xi, his declarations of coop-
eration on climate issues have 
been some of the few bright spots 
for him internationally, as Chi-
na’s “wolf warrior” diplomacy has 
harmed its international standing. 

After the US and China failed 
to reach an agreement during 
2009’s Copenhagen Climate 
Change Conference, the suc-
cess of 2015’s Paris accord has 
been partly attributed to Xi’s will-
ingness to reach a deal, as well 
as his more centralized degree 
of decision-making control, in 
contrast to the consensus-based 
model of his predecessors in Bei-
jing.

Whether purely for show or with 
genuine intentions, Xi has spo-
ken seriously about climate on 
the global stage. 
His pledge for China to reach 
carbon neutrality by 2060 at the 
2020 UN General Assembly was 
met with robust praise, as was his 
commitment this year to cease 
coal power plant projects in the 
wide-reaching Belt and Road Ini-
tiative. 

Though issues of climate have 
historically been avoided in Chi-
na’s domestic media, Xi seems to 
be slowly changing the messag-
ing there as well.

Yet for all the prospects and 
pledges of China’s green dream, 
China is presently a carbon 
nightmare. Its emissions have 
surpassed that of the entire Or-
ganisation for Economic Cooper-
ation and Development members 
combined, and continue to grow. 

Much of the country’s economic 
activity revolves around its hor-
ribly wasteful construction and 
heavy industry sectors, which 
have behaved like a runaway 
freight train for much of the past 
decade, overleveraged and em-
barking on increasingly unpro-
ductive projects spurred on by 
the government’s lofty growth 
targets.

While Xi has pledged to stop 
building further coal plants 
abroad, China has been on a do-
mestic coal binge. Nearly 60 per 
cent of its domestic power is gen-
erated by coal, and it continues 
to expand its capacity. 

Lofty ambitions for cleaner power 
are undercut by the incentives of 
the system that drove the coun-
try’s rise, a system that is deeply 
addicted to cheap coal power. 

Detoxing, if possible, will require 
taking on some of China’s most 
powerful and deeply entrenched 
political and economic institu-
tions.
There is reason to believe that Xi 
is sincere about China’s climate 
pledges. 

Yet delivering on such commit-
ments while simultaneously re-
maining in power and keeping 
the country’s economy afloat is a 
juggling act on top of a high-wire. 
The world may have no choice 
but to hope he succeeds.

For all the prospects and pledges of China’s green dream, China is presently a carbon nightmare.
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WHY VARIATIONS IN EARTH’S MAGNETIC FIELD 
AREN’T CAUSING TODAY’S CLIMATE CHANGE

By Alan Buis
NASA’s Jet Propulsion Laboratory

Earth is surrounded by an 
immense magnetic field, 
called the magnetosphere. 

Generated by powerful, dynamic 
forces at the center of our world, 
our magnetosphere shields us 
from erosion of our atmosphere 
by the solar wind, particle radia-
tion from coronal mass ejections 
(eruptions of large clouds of en-
ergetic, magnetized plasma from 
the Sun’s corona into space), 
and from cosmic rays from deep 
space. Our magnetosphere plays 
the role of gatekeeper, repelling 
these forms of energy that are 
harmful to life, trapping most of 
it safely away from Earth’s sur-
face...

Since the forces that generate 
our magnetic field are constantly 
changing, the field itself is also in 
continual flux, its strength waxing 
and waning over time. This caus-

es the location of Earth’s magnet-
ic north and south poles to gradu-
ally shift, and to even completely 
flip locations every 300,000 years 
or so. That might be somewhat 
important if you use a compass, 
or for certain animals like birds, 
fish and sea turtles, whose inter-
nal compasses use the magnetic 
field to navigate.

The Sun unleashed a series 
of four coronal mass ejections 
(CMEs) on May 22-24, 2010 
as the STEREO Ahead space-
craft watched the action. In the 
coronagraph images, the Sun, 
blocked out by an occulting disk 
(seen as red), is represented 
by a white disk to show its rela-
tive size. CMEs are large solar 
storms that expel a billion tons of 
matter at a million miles per hour 
or more. Credit: NASA/European 
Space Agency.

Some people have claimed that 
variations in Earth’s magnetic 

field are contributing to current 
global warming and can cause 
catastrophic climate change. 
However, the science doesn’t 
support that argument. 

In this blog, we’ll examine a num-
ber of proposed hypotheses re-
garding the effects of changes in 
Earth’s magnetic field on climate. 
We’ll also discuss physics-based 
reasons why changes in the mag-
netic field can’t impact climate.
 
Launched in November 2013 
by the European Space Agency 
(ESA), the three-satellite Swarm 
constellation is providing new in-
sights into the workings of Earth’s 
global magnetic field. 

Generated by the motion of mol-
ten iron in Earth’s core, the mag-
netic field protects our planet 
from cosmic radiation and from 
the charged particles emitted by 
our Sun. It also provides the ba-
sis for navigation with a compass.

Based on data from Swarm, the 
top image shows the average 
strength of Earth’s magnetic field 
at the surface (measured in nan-
otesla) between January 1 and 
June 30, 2014. The second im-
age shows changes in that field 
over the same period. 

Though the colors in the sec-
ond image are just as bright as 
the first, note that the greatest 
changes were plus or minus 100 
nanotesla in a field that reaches 
60,000 nanotesla. Credit: Euro-
pean Space Agency/Technical 
University of Denmark (ESA/
DTU Space).

Hypotheses:

1. Shifts in Magnetic Pole 
Locations

NOAA NCEI and CIRES scien-
tists created an animation de-
picting the wandering of Earth’s 
North Magnetic Pole over the 
past 50 years. 

The position of Earth’s magnetic 
north pole was first precisely lo-
cated in 1831. 

Since then, it’s gradually drifted 
north-northwest by more than 
600 miles (1,100 kilometers), and 
its forward speed has increased 
from about 10 miles (16 kilome-
ters) per year to about 34 miles 
(55 kilometers) per year. This 
gradual shift impacts navigation 
and must be regularly accounted 
for. However, there is little scien-

tific evidence of any significant 
links between Earth’s drifting 
magnetic poles and climate.

2. Magnetic Pole Reversals

Supercomputer models of Earth’s 
magnetic field. On the left is a 
normal dipolar magnetic field, 
typical of the long years between 
polarity reversals. On the right is 
the sort of complicated magnet-
ic field Earth has during the up-
heaval of a reversal. Credit: Uni-

Earth is surrounded by a system of magnetic fields, 
called the magnetosphere. The magnetosphere shields 
our home planet from harmful solar and cosmic parti-
cle radiation, but it can change shape in response to 

incoming space weather from the Sun. Credit: NASA’s 
Scientific Visualization Studio 

A constant outflow of solar material streams out from 
the Sun, depicted here in an artist’s rendering. 

This solar wind is always passing by Earth. Credit: 
NASA Goddard’s Conceptual Image Lab/Greg Shirah
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versity of California, Santa Cruz/
Gary Glatzmaier.

During a pole reversal, Earth’s 
magnetic north and south poles 
swap locations. While that may 
sound like a big deal, pole re-
versals are common in Earth’s 
geologic history. Paleomagnetic 
records tell us Earth’s magnetic 
poles have reversed 183 times 
in the last 83 million years, and 
at least several hundred times in 
the past 160 million years. The 
time intervals between reversals 
have fluctuated widely, but aver-
age about 300,000 years, with 
the last one taking place about 
780,000 years ago.

During a pole reversal, the mag-
netic field weakens, but it doesn’t 
completely disappear. The mag-
netosphere, together with Earth’s 
atmosphere, continue protect-
ing Earth from cosmic rays and 
charged solar particles, though 
there may be a small amount of 
particulate radiation that makes 
it down to Earth’s surface. The 
magnetic field becomes jumbled, 
and multiple magnetic poles can 
emerge in unexpected places.

No one knows exactly when the 
next pole reversal may occur, but 
scientists know they don’t hap-
pen overnight: they take place 
over hundreds to thousands of 
years.
In the past 200 years, Earth’s 
magnetic field has weakened 

about nine percent on a global 
average. Some people cite this 
as “evidence” a pole reversal is 
imminent, but scientists have 
no reason to believe so. In fact, 
paleomagnetic studies show the 
field is about as strong as it’s 
been in the past 100,000 years, 
and is twice as intense as its mil-
lion-year average. While some 
scientists estimate the field’s 
strength might completely decay 
in about 1,300 years, the cur-
rent weakening could stop at any 
time.

The Sun expels a constant out-
flow of particles and magnetic 
fields known as the solar wind 
and vast clouds of hot plasma 
and radiation called coronal 
mass ejections. This solar ma-
terial streams across space and 
strikes Earth’s magnetosphere, 
the space occupied by Earth’s 
magnetic field, which acts like a 
protective shield around the plan-
et. Credit: NASA Goddard/Bailee 
DesRocher. Plant and animal 
fossils from the period of the last 
major pole reversal don’t show 
any big changes. Deep ocean 
sediment samples indicate gla-
cial activity was stable. In fact, 

geologic and fossil records from 
previous reversals show nothing 
remarkable, such as doomsday 
events or major extinctions.

3. Geomagnetic Excursions

Recently, there have been ques-
tions and discussion about “geo-
magnetic excursions:” short-
er-lived but significant changes 
in the magnetic field’s intensity 
that last from a few centuries to 
a few tens of thousands of years.  
During the last major excursion, 
called the Laschamps event, ra-
diocarbon evidence shows that 
about 41,500 years ago, the 
magnetic field weakened signifi-
cantly and the poles reversed, 
only to flip back again about 500 
years later.

While there is some evidence of 
regional climate changes during 

the Laschamps event timeframe, 
ice cores from Antarctica and 
Greenland don’t show any major 
changes. Moreover, when viewed 
within the context of climate vari-
ability during the last ice age, any 
changes in climate observed at 
Earth’s surface were subtle.

Bottom line: There’s no evi-
dence that Earth’s climate has 
been significantly impacted by 
the last three magnetic field 
excursions, nor by any excur-
sion event within at least the 
last 2.8 million years.

Physical Principles

1. Insufficient Energy in Earth’s 
Upper Atmosphere

Electromagnetic currents exist 
within Earth’s upper atmosphere. 
But the energy driving the climate 
system in the upper atmosphere 
is, on global average, a minute 
fraction of the energy that drives 
the climate system at Earth’s sur-
face. 

Its magnitude is typically less 
than one to a few milliwatts per 
square meter. To put that into 
context, the energy budget at 
Earth’s surface is about 250 to 
300 watts per square meter. In 
the long run, the energy that gov-
erns Earth’s upper atmosphere 
is about 100,000 times less than 
the amount of energy driving the 
climate system at Earth’s sur-
face. There is simply not enough 
energy aloft to have an influence 
on climate down where we live.

2. Air Isn’t Ferrous

Finally, changes and shifts in 
Earth’s magnetic field polarity 
don’t impact weather and climate 

for a fundamental reason: air 
isn’t ferrous. Ferrous? Say what? 
Bueller? Bueller?

Ferrous means “containing or 
consisting of iron.” While iron in 
volcanic ash is transported in the 
atmosphere, and small quanti-
ties of iron and iron compounds 
generated by human activities 
are a source of air pollution in 
some urban areas, iron isn’t a 
significant component of Earth’s 
atmosphere.  There’s no known 
physical mechanism capable of 
connecting weather conditions at 
Earth’s surface with electromag-
netic currents in space. 

Thermal and compositional 
structure of the atmosphere. The 
upper atmosphere, comprising 
the mesosphere, thermosphere, 
and embedded ionosphere, ab-
sorbs all incident solar radiation 
at wavelengths less than 200 
nanometers (nm). Most of that 
absorbed radiation is ultimate-
ly returned to space via infrared 
emissionsfrom carbon dioxide 
(CO2) and nitric oxide (NO) mol-
ecules. The stratospheric ozone 
layer absorbs radiation between 
200 and 300 nm. The plot above 
shows the typical global-aver-

age thermal structure of the at-
mosphere when the flux of solar 
radiation is at the minimum and 
maximum values of its 11-year 
cycle. The plot on the right shows 
the density of nitrogen (N2), ox-
ygen (O2), and atomic oxygen 
(O), the three major neutral spe-
cies in the upper atmosphere, 
along with the free electron (e−) 
density, which is equal to the 
combined density of the various 
ion species. The F, E, and D re-
gions of the ionosphere are also 
indicated, as is the troposphere, 
the atmosphere’s lowest region. 
Credit: Naval Research Labora-
tory/J. Emmert. Solar storms and 
their electromagnetic interactions 
only impact Earth’s ionosphere, 
which extends from the lowest 
edge of the mesosphere (about 
31 miles or 50 kilometers above 
Earth’s surface) to space, around 
600 miles (965 kilometers) above 
the surface. They have no impact 
on Earth’s troposphere or lower 
stratosphere, where Earth’s sur-
face weather, and subsequently 
its climate, originate.

In short, when it comes to climate, 
variations in Earth’s magnetic 
field are nothing to get charged 
up about.

Geomagnetic polarity over the past 169 million years, trailing off into the Jurassic Quiet Zone. 
Dark areas denote periods of normal polarity, light areas denote reverse polarity. Credit: Public domain

 Earth’s magnetic field. Credit: NASA
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DID A HANDFUL OF GREEK COTTON MERCHANTS 
CHANGE THE COURSE OF THE AMERICAN CIVIL WAR?

By Alexander Bilinis
Greek-American writer, author, 
lawyer, and university lecturer

The “what ifs” of history have al-
ways been of interest to me, as 
a historian. In many cases pro-
found events turn on chances 
both large and small, or in other 
cases, the game of history is well 
fixed, and in advance.
Sometimes, too, as a historian, 
one stumbles upon a “what if” 
investigative path, almost by ac-
cident.

I had always been interested in 
the Greek Orthodox Communi-
ty of New Orleans, as it was the 
first Greek Church community in 
the United States. I understood 
it to be in many ways an outpost 
of a larger Greek merchant and 
expatriate network that extended 
throughout Europe and the Med-
iterranean.

When we lived in Europe, we 
visited the remnants of many of 
these communities, in Vienna, 
Venice, Trieste, Budapest, and 

elsewhere. I was well aware of 
this dynamic, articulate mer-
chant/shipping diaspora, and its 
role in Greek independence and 
the growth of the Greek mer-
chant fleet.

However, it was only after I be-
gan my master’s degree in his-
tory at Clemson University, in 
conjunction with teaching there, 
that I started to put the various 
threads together. As a Hydriot 
and the son and grandson of sail-
ors, I quickly decided to focus on 

the Greek Merchant Marine for 
my thesis. The Greek merchant 
fleet specialized in the bulk car-
rying trade, and cotton was a key 
commodity in the 1800s.

At our local Greek Orthodox 
Church in Greenville, South Car-
olina I met a woman from New 
Orleans who introduced me to the 
New Orleans parish’s archives 
committee, which contained a 
treasure trove of information 
about the early Greek community 
there, where cotton merchants, 
usually agents of Greek houses 
located in Europe, settled in the 
boom times of the Antebellum 
South.

At the same time, I took a class 
on Middle Eastern History, where 
the professor suggested that I 
look at the Greek merchant com-
munity of Egypt in the nineteenth 
and twentieth centuries.

These various elements fused 
together to tell a story. Among 
the key Greek activities in Egypt, 
where Greeks made up the larg-
est European population, was 
the cotton trade and production. 

Greeks already controlled one 
third of Egyptian cotton produc-
tion by 1839, but Greek houses, 
part of family-based networks ex-
tending from Alexandria to Chi-
os, to Manchester, New Orleans, 
and Calcutta, were well informed 
of the events in the American 
South, by far the most important 
supplier of the “white gold” to Brit-
ish and French manufacturers.

With dangerous hubris, Southern 
politicos claimed that “Cotton is 
King” and that either a self-im-
posed or Union Navy instituted 
blockade would force the Brit-

ish and French to intervene by 
breaking the Union blockade, 
recognize Southern indepen-
dence, and restart the flow of cot-
ton to European mills.

Greek cotton merchants

These Greek merchants navi-
gated the shoals of politics with 
the same acumen as those of 
economics. As sectional strife 
mounted, many Greek cotton 
merchants left New Orleans, and 
often took up residency in Alex-
andria directly. They brought their 
market knowledge, and the latest 
cotton gins. They were aware 
that the market for Egyptian cot-
ton would shortly explode—and it 
did!

The Greek merchant houses rap-
idly expanded and financed cot-
ton production in Egypt to meet 
the demand from Northern Euro-
pean mills. Beyond Egypt, in the 
still-unredeemed but Greek pop-
ulated Ottoman provinces such 
as Thessaly, Macedonia, and the 
Smyrna hinterland, cotton pro-
duction rapidly expanded as well, 
and the Greek merchants sent 
this produce on to Northern Eu-
rope as well.

Egyptian production increased 
fourfold in the years of the Ameri-
can Civil War. Britain and France 
did not recognize the Confeder-
acy and the South ultimately lost 
the war against the more popu-
lous, more industrialized, wealth-
ier, and more creditworthy North.

Did these merchant houses 
change the course the 

American civil war?

Such a question is indeed diffi-
cult to answer. The Confederate 

States had many weaknesses 
vis a vis the North, along with the 
moral scourge of slavery which 
offended many British (although 
they were voracious consum-
ers of Southern slave planta-
tion cotton and actively financed 
the whole system). Britain also 
feared the rising commercial and 
naval power of the United States 
and a divided country with one 
portion heavily dependent on 
Britain was indeed attractive.

However, the attempt to black-
mail Britain with cotton failed. 
Having long threatened the world 
economy with the consequences 
of Southern cotton famine, cotton 
merchants, many of them British 
subjects yet all too often mem-
bers of savvy Greek houses, 
sought alternate supplies.

Prices increased and industry 
suffered yet the mills still worked. 
While the British and French 
did not love the North, they ap-
preciated both its military and 
commercial power, as well as its 
creditworthiness. The North ulti-
mately won on all fronts—military, 
diplomatic, and financial. To a 
degree, the Confederates hand-
ed the Union a key victory on the 
“Cotton Front” before a shot was 
even fired. However, without the 
agility of the Greek cotton mer-
chants, the alternative supplies 
may not have been enough, or 
established in time.

The Southern Cotton Strategy 
failed, and the quiet fixers in this 
economic and diplomatic game 
were members of a discreet and 
tight-knit merchant class sailing 
under the headlines of history. 

Often these are the people who 
create history’s headlines.

The Battle of Antietam, the Civil War’s deadliest one-day fight. Public Domain
The Confederates handed the Union a key victory on the “Cotton Front” before a shot was even fired in the 

American civil war. However, without the agility of the Greek cotton merchants, the alternative supplies 
may not have been enough, or established in time.
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THESE UNEXPLORED HISTORICAL PHOTOS 
ARE REMARKABLE

We’ve come a long way in the last cou-
ple of centuries and our lives have 
improved significantly. But the path to 

get to where we are now was not always easy. 
It was a constant battle for survival, while trying 
to improve our living conditions – wars, famine, 
diseases, but also triumph of human ingenuity 
and compassion. 

Priorities in life changed too as we progressed, 
so many things from the past might look strange 
to us today. Here are some significant moments 
from our history that will completely change the 
way you look at the present!

The first selfie ever

Today’s life can hardly be imagined without peo-
ple snapping selfies all the time. You might think 
it is a rather recent invention, but the first selfie 
was taken a long time ago, we are talking about 
the 1800s, believe it or not. This photo dates 
back to 1837 when Robert Cornelius probably 
took the first selfie ever. And no, it was not tak-
en by a smartphone nor posted on any social 
media websites.

The bulletproof vest testing

The Protective Garment Corporation of New 
York must have had a lot of faith in not only their 
product, the bulletproof vest, but also in the abil-
ities of this man shooting the gun. A live demon-
stration of their state-of-the-art lightweight po-
lice vest was held in 1923, where they shot at 
the salesman wearing one. We don’t know if 
they made a pair of bulletproof pants as well, 
but it wouldn’t be shocking if the assistant need-
ed a new pair after each demonstration.

The seal on Tutankhamen’s Tomb
 
The tombs of ancient Egyptian pharaohs are 
amazing wonders that intrigue scientists even 
today. It is almost unbelievable how ancient 

civilizations managed to build them, as well as 
mummify the pharaohs with such limited tech-
nology. One of the most famous ones is surely 
the tomb of Tutankhamen, which was opened 
on February 17, 1923. Scientists estimate that 
the tomb had remained intact for 3,245 years 
before the seal on the door was broken and the 
archeologists entered the gravesite of the fa-
mous pharaoh.

Dream of flying

Ever since the legend of Icarus and possibly 
even before that, man dreamed of flying. And 
it finally happened in 1903, when the Wright 
brothers, Orville and Wilbur, flew their wooden 
plane, the Wright Flyer, in North Carolina. It was 
the first sustained flight of a heavier-than-air ob-
ject using its own power. They also engineered 
and built the plane themselves so that makes 
the feat even more admirable.

The first subway ride

Not much after the first flight in 1903, the US 
got its first subway in New York in 1904. George 
McClellan, the City’s mayor, opened it and even 
drove the first passengers on a track that was 
9.1 miles long and had 28 stations. At the time, 
people saw it more as a circus act than a means 
of transportation. Talk about how times have 
changed.

Famous lion form the MGM opening credits

It is highly unlikely that there is a single person 
who’s ever watched a movie that is not famil-
iar with the famous roaring lion in the MGM’s 
opening credits. In fact, there were many lions 
during the years used for the MGM logo. The 
one in the photo is Jackie, pictured during the 
sound recording in his cage, while the sound 
stage was built around it. Not sure how those 
two guys felt like in a cage with a wild Nubian 
lion.

The first photo ever

You might not think that this blurry image is a 
photo, but it is considered to be the oldest sur-
viving photograph in existence. It was made by 

The first selfie ever

The bulletproof vest testing

The seal on Tutankhamen’s Tomb

Dream of flying

The first subway ride

Famous lion form the MGM opening credits

The first photo ever
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famous French photography pioneer Joseph 
Nicéphore Niépce in 1826. It might not be what 
we call a photograph today, since it’s what you 
get when you remove the areas of a non-hard-
ened asphalt from a pewter plate exposed to 
sunlight for eight hours. No wonder he did not 
take selfies.

Helmet testing

Although it is widely thought that this is the pho-
to of a football helmet testing, it is in fact a safety 
demonstration by a British inventor W.T. Warren 
of a Protective Flight Helmet he invented. 

At the time, head injuries were the leading 
cause of pilot deaths in flight accidents, so he 
patented a leather-covered, spring-equipped pi-
lot safety helmet, padded well with horsehair to 
spread the shock over a large area. If only he 
had a different testing method…

Popeye or Pablo Picasso

This photo of Pablo Picasso as Popeye was 
shot by famous photographer André Villers, 
who did portrays of many great artists. He spent 
almost a decade following Picasso, recording 
his work, but also moments like this, where he 
was obviously fooling around. 

Most ingenious artists were quite eccentric and 
Picasso was no exception. His look might seem 
random, but it is actually quite elaborate, since 
he was wearing a beard, a fake nose, a hat and 
a rather interesting looking pipe.

Fidel Castro and the kids

He might have been considered a dictator by 
some, but in this photo El Comandante shows 
off his soft side. All the kids are wearing fake 
beards to resemble him and he seems to be en-
joying it. And it all would’ve not been strange if 
those kids were Cuban, but they were not, they 
were actually American. 

Hard to imagine today, but it happened in 1959 
during his visit to New York, just after he took 
charge of Cuba and before the US sanctions. 
Times they are a changing…

Lumberjacks

This photo from the early 1900s shows lumber-
jacks cutting down humongous redwoods in the 
costal area of northern California. Considering 
they used only saws and axes, it was impres-
sive how they managed to bring down those gi-
ant trees. Furthermore, it is even more impres-
sive how they managed to transport them using 
just horses and oxen, as well as further process 
them. But, it was the peak time for logging and 
nothing could stop the progress in the expand-
ing America.

Sport and smoking

This photo from 1978 showing Johan Cruyff 
smoking during the half-time shows how things 
change in time. He might have been the great-
est football player at the time, but his habits 
were not what would be considered exemplary 
today. But, things were different then, people 
were much more down to earth and devoted to 
what they were doing, not for money, but be-
cause they enjoyed it. And they might not sacri-
fice everything to be successful, but rather en-
joy the life as well.

Left or right?

On 3. September 1967, Sweden changed from 
driving on the left-hand side of the road to the 
right-hand side. Needless to say, it did not go 
smoothly, as can be seen in this photo. It even 
became known as the right-hand traffic diver-
sion day, since quite a few people were late to 
work that day. It might seem simple enough, but 
habits are hard to change. Wonder how long did 
it take them?

The first McDonald’s store

You wish the price of the burger was ¢15 as it 
was when the first McDonald’s store opened 
in San Bernardino, California. Most of the suc-
cessful companies started small, so did the 
McDonald’s. They’ve come a long way since 
then, with many restaurants world-wide, drive-
throughs and birthday parties with the clown. 
Their first restaurant serves as McDonald’s #1 
Store Museum now.

Helmet testing

Popeye or Pablo Picasso

Fidel Castro and the kids

Lumberjacks

Sport and smoking

Left or right?
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Salvador Dali’s pet

Another eccentric Spanish artist doing his ec-
centric thing – walking his pet which is, wait for 
it – an anteater. Always elegant Dali, all dressed 
up with a cane in one hand and an anteater in 
another was a sight to be seen in Paris in 1969. 
Not sure was it a Spanish thing or an eccentric 
artist thing, but he could surely cause a stir and 
drew as much attention with his lifestyle as with 
his surrealistic artwork.

Landing craft from the inside

War is a terrible thing and it is way better to 
observe it from the photos than partake. If you 
were wondering what did it look like getting to 
the beaches of Normandy on the D-Day, here is 
one view from the landing craft getting soldiers 
there. Believe you me, the photos of what came 
after you do not want to see, even wearing bath-
robe and slippers in the comfort of the armchair 
in your warm study and the scotch in your hand.

Store within a store

This photo was taken in London in 1900 and 
shows what was probably the smallest store in 
the world ever. It was more like a storefront with-
out the store behind it. But, though times require 
ingenuity and this man surely did not lack any. 
He opened a shoe shop in the window of a bev-
erage store. After all, you might need a refresh-
ing lemonade or soda water after trying on some 
shoes.

Flight attendant

Flight attendant is a dream job for many ladies 
and they often look glamorous in their uniforms. 
But, in the early days of commercial jet airliners, 
certain outfits were done in a way that would not 
necessarily be acceptable by today’s standards. 
In 1959, SAS Airlines started using interesting 
rather short uniform, as can be seen in this pho-
to. The good old days.

Eton college during the war

Hitler was planning for a long time to occupy 
Great Britain, but since it was an island, many 

things had to happen in order to start the at-
tack. Main problems were Britain’s anti-aircraft 
defense and naval fleet, so it took a while. But, 
Britain did not just sit and wait, they were pre-
paring for the attack, too. 

Even the prestigious college like Eton did reg-
ular military drills, as can be seen in this photo. 
British being British, they were perfect gentle-
men even when carrying rifles.

East vs West Germany

It is always hard when the same nations are 
artificially separated by border, like in case of 
North and South Korea or Germany in the days 
after the II World War. Many families were split 
by the border and their lives changed forever. 
This photo shows a German soldier risking his 
life in order to get the young boy across the 
barbed wire fence in hope to find his fami-
ly. Thankfully, human compassion knows no 
boundaries.

Phone booth stuffing

It all started in South Africa, where students 
in Durban fitted 25 people in a phone booth in 
order to get into the Guinness Book of World 
Records. The craze soon traversed to England, 
where it was called ‘telephone booth squash’, 
but they managed to fit only 19 students. And 
then it spread to US and Canada and even got 
so popular that they had to invent the rules, 
since some cheated. Just as fast as it took off, it 
quickly disappeared, with South African record 
intact.

Entertaining the troops

As imagined, war can be rather demoralizing, 
especially for the troops engaged in a close 
combat, like many US soldiers in Vietnam 
were. US government tried to find the ways to 
increase the morale and one of the most effi-
cient ones was to invite the movie stars to visit 
the troops. 
Chris Noel, a Hollywood sex symbol, visited the 
troops many times and even hosted a popular 
radio show ‘A date with Chris’. Many Vietnam 
vets have fond memories of her.

The first McDonald’s store

Salvador Dali’s pet

Landing craft from the inside

Store within a store

Flight attendant

Eton college during the war
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Submarine armor

When Harry L. Bowdoin applied for the patent 
for his submarine armor in 1914, diving was not 
much developed. Perhaps he was counting on 
that and not having much competition, since the 
reality was rather cruel – it did not have the suc-
cess that he had hoped for. Perhaps because he 
was ahead of time and hindered by technology 
not being up to the task, like lightweight materi-
als, lighting, breathing apparatus and everything 
else needed for a successful dive. Typical desti-
ny of an inventor.

Moving swimming pool

A rather nice gesture by New York city authorities 
in 1967, who created a Swim-Mobile, a swim-
ming pool on wheels. It was towed by a truck 
to various locations around the city, so the kids 
could cool down and enjoy themselves. It used 
water from the hydrants and stayed in one place 
for a day. Really nice way to bring the community 
together – kids would relax in a pool and parents 
had a chance to meet their neighbors and enjoy 
each other’s company.

Human chess

Chess is a popular board game, usually played 
in enclosed spaces. But not in Russia in the mid 
1920s. They played it outside, with real people 
as figures, like in this photo showing a match in 
St. Petersburg’s Palace Square, with Red Army 
representing the black pieces and Soviet Navy 
the white ones. Knights were riding real horses 
and rooks had miniature cannons. The match 
was actually played between the two Russian 
grandmasters who called their moves by tele-
phone.

Spy execution

In this photo taken in Rukajärvi (Finland) in No-
vember 1942, a Soviet spy is laughing at his ex-
ecutioner. It was the act of final defiance, know-
ing there is nothing he can do to avoid his faith. 
Such photos were not published at the time, fear-
ing they might be used for propaganda purposes 
by pro-Soviet elements. The Ministry of Defense 
of Finland declassified this photo, named “Un-

known Soviet intelligence officer before being 
shot”, in 2006.

Fascist Headquarters In Rome

The infamous Mussolini façade of the Palazzo 
Braschi in Rome, showing the leader’s face and 
the “SI” (Italian for “yes”), referring to the 1934 
Italian general elections with a simple yes/no 
vote on the Fascist Party list. Mussolini saw 
Rome as the capital of the fascist empire and 
wanted to transform the Eternal City in stages 
of urban development with grandiose buildings 
whose look would project his achievements 
and fascist objectives. His execution at the end 
of WWII ended his dream.

Capturing of John McCain

During a bombing mission over Hanoi as part 
of Operation Rolling Thunder in October 1967, 
John McCain was shot down, seriously injured, 
and captured by the North Vietnamese, as 
shown in this photo. He was a prisoner of war 
until 1973, where he was tortured, but refused 
an out-of-sequence early release, before all 
the American POWs captured before him. After 
the war, he turned to politics, until his death in 
2018.

I have a dream

One of the most famous speeches ever held 
was by Martin Luther King, the leader of the 
Civil Rights Movement, in front of more than 
250,000 civil rights supporters during the March 
on Washington for Jobs and Freedom on 28. 
August 1963. 

The main subject of the speech, which was con-
sidered to be the greatest call to end racism in 
America, were the freedom rights of the black 
people. He continued the fight for the rights of 
black people until his assassination in 1968.

Yalta conference

Pictured in this photo are the Prime Minister 
Winston Churchill form the United Kingdom, 
President Franklin D. Roosevelt from the Unit-
ed States, and Premier Joseph Stalin from the 
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Soviet Union, during the famous Yalta Confer-
ence. It was held 4-11. February 1945 near Yalta 
in Crimea, Soviet Union, to discuss the postwar 
reorganization of Germany and Europe. As al-
ways, it is the winners who write the history.

RMS Titanic

Titanic was one of the most famous ships in his-
tory, although she sank on her maiden voyage. 
Being one of the most luxurious liners of the 
time, she tried to set the benchmark for other 
ships. In an effort to break the speed record for 
crossing the Atlantic ocean, she hit the iceberg 
on a foggy night of 14. April 1912 and sank sev-
eral hours later, taking around 1,500 lives. We 
have to thank her for having way better regula-
tions when it comes to passenger safety today.

Moon landing

Russia may have been the first in space (Yuri 
Gagarin on 12 April 1961) and on the moon (un-
manned Luna 2 on 13 September 1959), but the 
US Apollo 11 mission was the first manned mis-
sion to land on the moon on 20 July 1969. Neil 
Armstrong was the first man to walk on the moon, 
saying the famous words: “That’s one small step 
for [a] man, one giant leap for mankind”. Quite 
the achievement, since it hasn’t been repeated 
since.

Nikola Tesla

Most likely one of the most under-appreciated 
inventors of all time, Nikola Tesla was responsi-
ble for many inventions that we could not imag-
ine our lives without today. He was way ahead 
of his time and often misunderstood, devoting 
his whole life to science and invention. He didn’t 
even mind when others used his patents for their 
inventions, all in favor of science and progress. 
Often mistreated by his patrons, he died a poor 
man in New York hotel room, leaving all his in-
ventions to humanity.

Iwo Jima

The famous photo taken by Joe Rosenthal in 
1945 depicts US Marines hoisting an American 
flag on Mount Suribachi after the hard-won bat-

tle for Iwo Jima island in Japan. That was the 
second hoisting of the flag, since initially they 
used a smaller one, which could not be seen 
from far. Pulitzer Prize-winning photographer 
was accused of staging this, but he denied the 
accusations and was backed up by witnesses.

Women In Medicine, 1885
 
This photo stands as a symbol of women’s 
power and strength. We might want to look 
back at this shot taken on October 10, 1885, 
of three genius women at the Woman’s Medi-
cal College of Philadelphia and remember that 
they are capable of achieving great heights.

Another aspect of this photo is the diversity it 
depicts. These women belong to three differ-
ent countries - India, Japan, and Syria and are 
dressed up in their traditional outfits.

All of them came to study medicine and be-
come doctors despite the boundaries set for 
them. It wasn’t easy for women to step out of 
the four walls of their house but these wom-
en broke the stereotypes and landed in a new 
country to gain knowledge and earn respect!

5 MB Storage, 1956

This huge box is not any big machine or com-
puter that is being transported from one place 
to another with the strength of over 4 people 
involved.

It’s a hard drive with a storage of 5 megabytes. 
That amount of storage and such enormous 
size of the hard drive! This storage was leased 
for $3,000 a month by the company that is 
equivalent to $30,000 today.

In contrast to this, we can carry more than 32 
gigabytes on our phones daily. While 5 MB of 
IBM storage could only hold around 6 photos, 
that would not be quite helpful in the present 
generation of unlimited selfies at one time.

The Empire State Building, 1941

In 1941, the Empire State Building attracted 
many people to New York City as it was the 

Human chess

Spy execution

Fascist Headquarters In Rome

Capturing of John McCain

I have a dream

Yalta conference

RMS Titanic

Moon landing



96 97
THE AΘENIAN, DECEMBER 2021 THE AΘENIAN, DECEMBER 2021

A APHOTOGRAPHY PHOTOGRAPHY

only building that stood taller than the other 
structures around. There were no skyscrapers 
other than this one during those days, hence, 
leading to all the attention towards this.

This photo is bringing out a different side of the 
Empire State Building that we missed as more 
and more skyscrapers were built over the years 
and covered the entire city.

When this was the only skyscraper to exist In 
New York, people traveled from far to have a 
look at this high-rise building.

Two Popular Faces, 1931

Here’s a lesser-known fact – Charlie Chaplin and 
Albert Einstein admired each other’s work and 
always wanted to have a “fan moment”. Their 
wish was fulfilled in January of 1931 when they 
ran into each other at the City of Lights premiere.
Einstein had once expressed his desire to meet 
Chaplin one day revealing that he was the only 
celebrity that he wished to see in person. Ein-
stein told Chaplin, “What I most admire about 
your art, is your universality. You don’t say a 
word, yet the world understands you!”

Chaplin responded with another wonderful com-
plement to Einstein, “It’s true, but your fame is 
even greater: the world admires you, when no-
body understands what you say.”

Sight-Seeing In Cairo, 1920s

Cairo is one of the most popular tourist spots in 
the world presently but things were different in 
the 1920s. The Sahara Desert has views that 
are stunning and this picture depicts the beauti-
ful sunset that has mesmerized a group of tour-
ists there.
The top of the Pyramid of Cheops looks so 
peaceful in this photograph but again, this is al-
most 100 years old and such serenity is hard to 
find now.This is a rare capture and it will be cher-
ished for a long time.

Seine’s Threat, 1924

When the water levels of river Seine rose to 
threatening levels in 1924, such scenes came to 
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existence. The roads were flooded with cold wa-
ter leading to the people having trouble crossing 
streets.

As the situation worsened, the residents around 
decided to take action to ease the conveyance 
from one side of the road to another. 

This is when they came up with the chair queue. 
People brought chairs from the neighborhood 
and created this bridge.

It was a very thoughtful step indeed to deal with 
the floods.

Treat For Polar Bears, 1950

Travel back to the 1950s and instead of remem-
bering all the war panic that existed, let us focus 
on this adorable picture where troops can be 
seen feeding polar bears.

The Soviet soldiers traveled to high altitudes of 
the Arctic Ocean and had their stations there. 
They stayed in those harsh conditions with no 
trace of mankind. So, they made friends with po-
lar bears and treated them well.

Polar bears seem excited to have a bite to eat 
from those troops who are equally happy to give 
the friendly creatures some snacks.

Exploring An Outfit, 1944

The Scottish soldiers wore a kilt as a part of their 
uniform and their outfit seems to grab some at-
tention. This Italian woman is curious to know 
what all those pleats are about.

This picture was captured in 1944 after the liber-
ation of Rome. This news of liberation led to an 
exciting environment with celebrations around 
the city. 

When Hitler passed the orders regarding the mil-
itary forces to leave Rome, people headed to the 
streets to throw flowers on vehicles on the roads.

The celebratory photos might be common, but 
this picture depicting a keen interest in a sol-
dier’s dress is rare.

Treat For Polar Bears, 1950

Exploring An Outfit, 1944
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