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EXPLANATORY NOTES 

References to "tons" indicate metric tons, unless otherwise specified. 
A dash (-) indicates that the amount is nil, or less than half the unit used. 
Two dots ( .. ) indicate that data are not available, or are not separately 

reported. 
A fuU stop (.) is used to indicate decimals. 
Use of a hyphen between years, e.g., 1965-1966, indicates the full period 

involved, including the beginning and end years. 
Details and percentages in tables do not necessarily add up to totals, because 

of rounding. 
• 

• • 
The description and classification of countries and territories in this document 

and the arrangement of material, should not be considered as implying an}' judgement 
by the Secretariat of the United Nations regarding the legal status of any country 
or territory or in respect of the delineation of its boundaries, or regarding its economic 
system or degree of development. lnclusion of a particular country or territory in 
any economic or geographical grouping ( or its exclusion) has been dictated by 
economic and statistical considerations. 
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INTRODUCffON 

1. This review has been prepared by the secretariat in accordance with item V 
of the programme of work of the Committee on Shipping.1 

2. The purpose of this review is to present statistical evidence of developments 
in internatlo~al maritime transport and to comment on these developments, with 
special reference lo factors affecting the ttade and shipping of developing countries. 

3. ln preparing this review the secretariat has been guided in general by the 
outline contained in the note by the UNCTAD secretariat, which was approved by 
the Committee at its second session,' although it has not proved possible at this 
stage to follow this outline io all respects. 

1 See Official Records of the Trade and De'lsloprm1ll Board. Fifth Session, Supplement No. 2. 
anocx JI. 

• Ibid., chap. JV and aonex 1 (b). 
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Chapter I 

THE VOLUME OF INTERNATIONAL SEABORNE TRADE 

4. The volume of international seaborne trade in­
cr(>l!sed by 6 per cent in 1967 as compared with 1966. 
This was the lowest annual increase since 1961, and 
compares with rates of growth of 12, 9 and 7 per ceot in 
1964, 1965 and 1966 respectively. These figures are 
derived from table 1, which gives particulars for lbe 
period 1955-1967. While there was a fa□ in the rates of 
growth of all the main categories of cargo shown in the 
table, it appears that, except for the six main bulk com­
modities, loading of dry cargo did not rise at all in 1967. 
However, in the period l 960-1967 tbe difference between 
the growth rate of the main bulk commodities and of 
other dry cargo has been small. The average annual rate 
of growth was6.6per cent for the former, and 6.1 percent 
for the latter. Loadings of oil (tanker cargo} increased 
by 9 per cent in 1967, thus continuing the trend towards a 
greater share for oil in total loadings. The share of oil, 
which was 50 per cent in 1960, rose to 56 per cent in 
1967. The average annual rate of growth of oil loadings 
over this period was I 3.4 per cent. 

5. The shares of val'ious groups of countrie.s • in inter­
national seaborne loadings and unloadings are shown in 
table 2. • Toe share of developing countries in seaborne 
loadings (table 2, A) rose from 61.4 per ceOL· in 1959 to 
63.1 per cent in 1967; however, the share of these coun­
tries in crude petroleum shipments fell slightly from 97 .0 
in 1959 Lo 95.0 per cent in 1966; their share in loadings 
of petroleum products also fell from 71.1 to 66.0 per cent 
in this period. 

6. These over-all figures conceal the significant changes 
which have occurred in the relative importance of the 
different regions in intemational oil exports. Thus, 
developing countries in Africa increased their share of 
crude petroleum shipments from 1.0 per cent in l 959 to 

1 F'or the oomposition of the groups or countries, see annex I. 
• Data presented jn tabl• 2 are for the years 1959, 1965, 1966 

and :967. Data available. ror 1967 an: not broken down by type 
of cargo. Thus, comment in the text on treDds in loadings and 
uoloidiags of different t.ypcs or cargo are limited to the period 
1959•1966. 

TABLE 1 

Developrnmt of world international seaborne trade,0 19SS-1967 
( Goods loaded} 

Tuker C4rto Dry Cln'Jt, 1ot41 (oil tHdl) 

TOlaf 0/ • luclt: mat.It bt(lk cOMlnOdtUt,.rb 

y,r,c1-,-
Pntt-ld4tt 

Mlllfoll j,trll'IU#/ 
mtlfk tot11 4,cu,u, t,'kr MlllttM 

#(t:Y(OUl JI~ •frlc llllt.!I 

19ll 3SO 9 45-0 
·1956 390 11 490 
19S7 420 8 510 
J9S8 440 5 480 
J9S9 480 9 490 

1960 540 13 540 
1961 580 7 570 

1962 650 12 600 
1963 710 9 640 
t964 790 11 120 
1965 870 JO 770 
1966 960 JO 800 
1967'. I 050 9 810 

SflWC:C&. Por la.,lkel C11t10 . ,0111.l at1 con10 aod all lt()O(I.S: Untttd /flltl«.I, M(Hllhl}' 
IJldT«t/.JI tt/ Stct/u1lu, J4nlltV1 ,.,,_.,: lot Nin bul.k oommodltkil~ ~llftlleif tind E«er1 
Cb&nct101t Co. l.14, (Otlo, 1968). rtodu t1/ Warld &Ilk Orrtiu.r '" J96'J (196$· 
l 967, COtrCCICO 63\lreJ), 

3 

Puuntatt 
P1.rc1.U11Jt P~IU/IHlft J.{tUk>te /Mu~~, 
tHcrNHI Mllik1N fflaHMI lfl(ffrk tMI d,:e,t(IU Ol'U 

dtttur. t>'ttl' _,,~ toJJ.r 4r:tnl04t Olftff r,,1.'t1a11r )ftN' 

-NN Jll".t:rilMIIYti4f 

l~ 800 13 
~ 880 JO 

' 930 6 
-6 920 - l 

: 970 s 
10 233 l 080 II 
6 244 s l 150 6 
l 2SI 3 l 250 9 

274 9 l 350 8 
tl 315 15 I 510 12 

336 7 1 640 9 
< 348 4 I 760 7 
I 359 3 l 860 6 

., Ex.clu(1J11111 to1t:rA11tk>Q&l C"Qrll<1« loadcCI 11J Potts ot lb(. o,~a1 Lei" ano 
s~. LffWfc:nc'f, tni.cm fot UUIOlldln.il Ill IX)(U'. ol the 1111-n:t& l)'SlUft. lrich.M:111\$ JIC'tl)ltum 
l.mr,on,: In«> Nttlxt11UICl3 A.ntU)cf ond Trl.aid;Jd for tdinin, 11.nO re-e1epor1, 

t, 0111& °" iro1t-orc. «rain. c:0r1I, maGalltlt:fe,,,o?C, b1t1akc, abd a\u:min.A, al\d 
pbOSl)blles! bfUIU before 1960 noi •10.l.Jatlk, 

e Prori:.1Lociel, 



TMJJ,.& 2 

lnt<:rIUtt.ional sea.OOn,e u:ade, 11 1959, and 1965--196-7 • 
Shares of group.t or countries e, 4 

( Percentage~ of world Jalal) 

.1,s~ ,..., , ... '""' ~IU Of C(l,lllff/"Mt 

°""' J'4>1rtnff11t o,, To1•1 CrM</t J'.irol«tllff "" TN"1 c,,.,, .l'ltlffHeffffJ ,,,, Tt1l.e/ 'J'ou,t ..,,-.,, ,,,-<JdM(J:U """ 011 r(t()lls HLf(/(11/Ml ,,_,, 
""" all llYIN/J H;lr(N#Mffl rot1~, dl'JUJ OIi tHd.t nil 11,llldJ 

A':, 00008' LOADED 

Million toru 

WqrJd total . 315.9 1(,4.7 488.8 969.5 622.0 242.3 768.6 I 632.9 696.8 257.S 810.4 I 764.7 I 8S4.0 

Percentages 

World t.otal , 100.0 100.0 -100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0 

1 
Developed market 

ecooomy c;oun-
tries (excluding 
SoutberD lluropc). Jl .8 22.3 ss.s 31.8 0.1 23.0 53.5 28.6 0.3 24-1 SJ .9 28.4 28.2 

Southern Buropc . 0.2 3.3 J.7 0.3 2.4 1.2 0.7 2.3 I .2. I.I 

Socialist countries of 
l!a$t.em Eru:op• 
and Asja 2.7 6.6 6.2. 5.1 4.6 8.9 8.1 6,9 4.7 9.2 8.9 7.3 7.5 

Developing coun-
tries, t.otal • 97.0 71.1 35.0 61.4 95.3 67.8 35.9 63.3 95.0 66.0 34.9 63.1 63.1 
of which: 

in ACri.ca 1.0 0.4 9.4 S.J 16.0 1.7 . 10.6 I I ,J 18,1 1.8 JO.O 12.0 11 .9 
in Asia • 60.8 25.3 9.3 28.8 58.4 23.3 9.2 30.() S8.6 24.4 9.J 30.9 Jl.4 
in Latin Amcriet1 

and Caribbean 35.! 45 .5 !S.S 26.9 21.0 42.8 IS.3 21.6 18.2 39.8 1 S ,I 19.9 19.6 
in Oceania . 0.9 0.4 0.7 0.4 0.7 0.3 0.2 

B: Cioooo VNLOAOl!D 

Mlllit>11 tons 

World total 316.9 !SU 498 .4 966.8 622.0 22J.7 193.S J 637.2 695.5 228.9 828.J I 752.4 I 850.0 

Percentage, 

World IOtal . 100.0 100.0 JOO.O JOO.O JOO.O 100.0 JOO.O 100·.o 100.0 100.0 100.0 100.0 100.0 

Developed marke< 
economy coun-
tri~ (ex-eluding 
Southern Europe) . 72.5 64.1 74.6 72.3 16A 77.0 72.3 74.5 16.9 16.3 72.3 74.6 7S.3 • Southern Europe . 2.4 2.0 _.3.0 2.6 2.S 2.0 4.2 3.3 2.9 1.7 4.J 3.3 3.2 

Socialist countries or 
Eastern Europe 
and A.iia 1.0 3.9 ;2.2 0.4 1.0 S.9 3.2 o., 1.0 S.6 3.0 2.8 

Developmg cou.n-
trles. total . 25.1 32.9 18.S 22.9 'l0.7 20.0 17.6 19.1 19.7 20.9 18.0 19.1 18.7 
of whlcli: 

m Africa 1.5 9.S 4.8 4.4 2.S S.I 4.J 3.7 2.5 4.8 3.7 3.4 3.4 
in Mia 4.7 J2.2 8.8 8.0 s.s 8.S 9.0 7.6 S.6 9.7 9.6 8.0 8.0 
in Latin Americn 

and Caribbein 18.9 11.0 4.7 10.4 12.7 6.0 4.3 7.7 IJ.6 S.1 4.5 7.S 7.0 
in Oceania. 0.2 0.3 0.2 0.2 0.4 0.2 0.2 0.7 0.2 0.2 0.3 

&mr«.' Urlhed N11.l.i<lil'lt etlldllle6 daui: 1be wotl;d 1.otul do no1 OOl'l'oPOOd b .8real.-4Ml'II br t)"JIC ol' c11,r30 lar lSl(i7 not ¥et o.v..Uable.. 
i:Xlldlf to lbG NIWICled lOlalf. ha Ulblf I , c Oerl~ r1orn t11bles I, n 11.nd m In anno-x n , 19'6? Aft'u,tea Cllinuitcd h-oni 

ft Sec IIOtc 11 10 &able 1, (keai: Lakes 11.0d St, 1-a~ U':l4c (In dry OlqtO) 4-111 '" Uni~ NaUOrw Mbltllll)' lntllt.tlff o( s,atl.ttltl, November 1968 and Jaol.lllQ' 
111'1\0Uott:;d tO l(i n.,l)Uoo 101• I• 19$9, 31 mllJIOr:i 1008 lo. ,~. 37 m.tllb:>Q tons ,. IP6'Ulli-. 
1966, 1111(1 )4 mlllloo lont )11 191$1, tJ See- anoM f fer UIC ()01n,,o!d1Jo11 Of lh* SlOUJll\., 

4 



TAUL£ l 

Crowtl:1 of intcnu1tJona1 se,'lbc,rne trade.,• 19-59•1!>66 

CJaS$ilred by type!l" of cargo and srm1p.~ of countries 1,, t 

( Percen;agu) 

A: Goods- l~d J966 (19'9 - J{JI)) 
Gr1JMl4 qJ cat1i1ttlt.r 

"'"'' Pfll(:lk(fflt" Dr, 
~,ot~, ,,-nt/llCU utf6Q 

World total . 121 156 166 

DevoJoped market 
economy coun-
tries (excludtng 
Southern Europe). 198 172 161 

Southern Buropo , 491 I J 6 

Socialist counuies of 
Eastern .Europe. 
nnd Asia 387 217 240 

Developing cou-n-, 
tTies, tota1 . 216 145 165 
of whlch: 

lo Africa 698 177 
ioA11ia 213 151 162 
in Latin Amti:ica 

and Caribbean 114 )37 162 
in O<:eania. 132 

Sonl'fft Sc.e uibk :2. A (Go!id, loaded), 

a s~ flQte, G tQ lab&(, I GTU-t Laku Mid &. Lawn,oce: u-.d(, (to dry <:ostO) 
e.MOUftted t.0 2' I.OIIIIOI) \()(II ln 19S9. )7 nllllioo lOCll In 1965, l? m.Wioo tQOI ID 
1966, aoo .>4 mlUloo tom I.O 196'7. 

b J)crJVC:<l from tabb: 1, 1J agd tn in Htl~ 11. lffl tlfl,lt1!4 at!mtled lrosi, 
daia ln U1'11.1cd Nad®•• Mortll&/1' BM.tk/UT '1{ Stliltl#fcl. Nowmbtr 1968 and J,n.u•ry 
196t J•ua. 

16.0 per cent in 1965 and 18.J per cent in 1966, the bulk 
of this increa$e coming from North African countries. 
In the same period, the share in crude petroleum ship• 
ments of the developing countries in Asia fell slightly 
from 60.8 per cent to 58.6 per cent and that of the Latin 
American and Caribbean countries fell from 35, I per cent 
to 18 ,2 per cent (thus matching the rise in the share of 
African developing countries). Both groups also experi­
enced a fall in their share of shipments of petroleum 
products. 

7. Between 1959 and 1966, the shares in dry cargo 
loadin~ of the developing countries in Asia and 10 Latin 
America and tbe Caribbean fell slightly. The share of 
the African countries in shipments of this type of cargo 
rose over the period a$ a whole, but fell in 1966, this fall 
occurring in shipments from North African countries. 

8. The socialist countries of Eastern Europe and Asia 
increased their share of total international shipments from 
5.1 to 7.5 per cent between 1959 and 1967. This increase 
was spread over the three types of cargo listed. The 
share of the developed market economy countries in 
loadings of petroleum producL1 rose between I 959 and 
I 966 and their share of dry cargo loadings fell, the net 
result being a slight fall in their share of total world trade. 

5 

JJ: G«Nb ""'.f'ltffl.ed J96f (J9S9 • JOOJ 

A/I """' Pet,olw.lw ))ry All 
100II, ()tlf#'hJNn p,r«/'<I# =•• ·-
182 2J9 151 166 181 

J62 233 18() 167 187 

124 270 130 228 229 

260 • 152 243 249 

IS7 )73 % 161 HJ 

426 366 77 130 138 
195 263 121 181 183 

))4 JJS 78 157 I 31 
132 361 142 202 

t Seo aMot l rot 1nc QOrnJ>OSruoll of ~ POll'Pl, 
4 UIUOradint:s r:,f crude f)ClN)lcu,m In UI( ,oe11lillt WUOltlc$ of S.31COl Europe 

o.lld AN -~el(I 10 O.l rn.Ul:lon U)QS ill 1959- arid lO 2,9 mlWoo \ml8 ht 19". 
, Loodu:la or Ct\ldc P~toieum In cl.eve~ cowHrtu ia Ab:tca asaowucd 

,o J.l mllllt.m toas. lll 19'~ ,a.tld w 1u., tllllJiOII IOU l.n 1966, 

9. The figures for good!; unloaded (table 2, B) -show a 
different pattern. The share of developing countries in 
the world total fell from 22.9 per cent in 1959 to 19.J in 
1966 and 18.7 per cent in 1967. The reason for this 
declining share may be found in tne rise of international 
oil trade, the major part of which was destined for 
developed market economy countries. Thus, whereas the 
share of developing countries in unloadings of dry cargo 
decreased only slightly from 18.5 per cent w 1959 to 18.0 
in 1966, their share of crude petroleum uoloaclings in the 
period fell from 25.1 per cent to 19.7 per cent in the 
same period, and of petroleum products from 32.9 per 
cent to 20.9 per cent. , 

JO. As in the case of goods loaded , there were djjfer-ent 
regional trends. Developing countries in Africa and 
Asia increased their share of crude petroleum unloadings, 
while tbose of Latin America and the Caribbean experi• 
enced a fall from I 8.9 to 11.6 per cent of the world tom!. 
In dry cargo trade, Asian developing countries increased 
their share of unloadin'gs agains1 the general trend. All 
groups of developing couatries experienced· decreases in 
their shares of unloading& of petroleum products. 

11 . The share of the developed market economy coun­
tries io total seaborne unloadings rose as a result of the 



Growth of lntematlooo ,..born< trade,• 1959-1967 and 1%5-1%7, 
cla5Slflcd by groo)lS' or cowitria 11. ~ 

( Perct11tag~.t) 

11· Got:d.l MJlimdul ( Alt 1Qffit} A: Go~ ~ ( Alt fffd1) 
CrOUJ» t,f (t)fllfltifl J9,,..J961 l!l6J-IH1 19$9-19'61 19'$-1.967 

(J9SII • JOO) (1~ -1()0/ (J9S9 - 1()0/ (J'JdJ .. JOO} 

World total . . . 191 114 191 113 

Developed market eoon-
omy countries (exclud-
ing Southern Europ&) 170 112 188 JJ4 

Southern E.uropc 126 107 233 112 

Socialist countries or 
Eastern Europe and 
Asia . . . . .. 280 123 246 99 

Developing countries, 
total . 197 113 1S6 110 

of which: 
in Africa . 444 120 14S 104 
in Asia. 208 119 193 120 
in Latin America and 

the Garibbt8n . 139 103 130 )03 
in Oceania 103 78 297 J8S 

So.i:~ Si» ta'Wc 2, A (~ ~dcd). 
If See-noloo to ttible l . (ke:et -i..kCJ ll)ld S1. L11Wttme. ludo in dry CQTg(I IIIIIOCIU«i to 26 million co-oi ln. 1"9, 37 mU­

liOO lOIW in 1961, 31 mfUioo to• W 1966 and 34 o:illJ,OJ:1 lO"f tn J%7. 
b be:riw.d Crom tables l, ll •~ .Q:t hi. •anex J'l. 1967 fltutca cttlm~ed from datn UI U~tcd NfflOtli. Mo,atltly .&dktt• 

It/ Suu-'ttiei, No,cm'bcf 1968' and 111nua.r)' 1969 m u~. 
o Set a11mx I ror the 00U1P0Sltton or lbctt, ll'OUs,s. 

rapid incre.ase in their oil imports, partly offset by a fall 
in their share of dry cargo unloadings. The socialist 
cou·ntries of Eastern Europe and Asia have increased their 
sbare of unloadings or dry cargo but their share of total 
s--..a~o~ .~nloadiflg§ h~_fallen .. since 1965. 

l2. The perce:ntagc fig,ires in table 2 do not reflect tl\e 
actual changes in the absolute figures for loadings and 
unloaclings in the different regioDS. While there have 
been several decreases in shares of trade, decreases in 
absolute volume of trade h11ve been rare. This may be 

6 

seen from tabies I , Il and ill in annex II • whicll give the 
absolute figures from which table 2 was derived. The 
infrequency of absolute decreases is brought out in 
tables 3 and 4 which show the percentage increases and 
decreases OYJ:! difl'er~nt ..P"!:iods in the J9adings and un­
Joadings of the various groups of countries. 

• Tables I, n aod m in anim 11 also provide a more detailed 
class.fflcation of groups of countrla.s th.ao is presented in the tables 
in Lhe main ~t. 

' 
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THE DEVELOPMENT OF THE WOULD MERCHANT FLEET 

(a) Siu, composition, and flag di:rtrlbution 

13. Table 5 shows the development of the world active 
seagoing merchant fteet over the period 1955 Lo 1968. 
Total tonnage inc,eased by about 120 per cent over this 
period, tanker tonnage by 160 per cent, and dry cargo 
tonnage by 104 per cent (all expressed in grt).G 

14. In table 6, the total tonnage figures from table 5 
.for the years 1955, 1964 and 1968 are divided, according 
to ftag of registration, between different groups of coun­
tries.' The group of countries in Southern Europe has 
been separately identified because of ils special character­
istics, namely that, while the level of economic develop-

6 Bu,i.k carrier to·nnnge in grt grew by 127 per cent from 1964 
w 1968. Lloyd's Rctistu of Shipping, S1a1ls1/cal Tublts did not 
publish ,eparate .uatistie:s ou bulk carriers before 1964. Figures 
£rom another source for the wodd bulk carrier fleet in dwt are 
shown jn table l2. 

" h 1bould M noted that owia.g to a different classification of 
cou.ntrie.s inlO groUJ»,, and owing to the exclusion of the United 
States Re.~rve Flett, table 6 is 001 comparable to similar tables 
previously published by the secretariat. The composltioo of the 
g.roups of oountries U$ed in this table is explained in aa.ncx 1. 

JLent in the area is not fully comparabk with that of the 
rest of Europe, the area includes countries which are 
O'Nners of substantial amounts of shippi.ng tonnage. 

15. It will be noted that, in table 6 and other tables 
showing the distribmion of tonnage by flag of registration, 
and in comments on lhese tables, the Liberian aod Pana­
manian flags are treated as a separate group. This is 
because there are large amounts of tonnage under these 
flags which, it is believed, are effectively controlled by 
non-resident interests. These are not the only flag.-; about 
which this could be said; in fact, in many countries, 
developed and developing, the flag of registration is an 
imperfect guide to the actual ownership of lonnage.3 

16. Precise information about effective ownership of 
tonnage is not generally available. However, the assump­
tion of a high degree of foreign control of tonnage under 

11 Por example, out of the Unilell Kingdom merchant .O.eet of 
21.7 million grl in 1967, about 3.7 million grt was registered in the 
U11ited ](jngdom but not owned the~. (This figure j_s derived from 
date iD Chamber qJ Shipping, Vnited .Kingdom, Annual .Report, 
1967-1968 (London, 1968).) 

TABL5 5 

World lhipl)Ultl tonnage,• 19SS-! 96$ 
(Mid-year figw,s) 

r......,, lwJ' Cwtc S/IJ.p, r«.r 
Y= 

Mlllu"' MllfHNI MU00tt Mlllt~ MfllMIR w,.,.,. ,,., .. , ,,, ,,.,., ,,, .. , 
19ll 26.4 56.3 82.7 
1956 27.8 59.3 87,J 
1957 29.9 64.J 94.0 
1958 33.1 67.1 100.3 
1959 37.3 69.7 107.0 
1960 40.8 62.9 71.6 94.8 Jl2.4 157.7 
1961 43.1 65.4 76.3 98.7 !19.3 164.l 
1962 44.7 69.0 79.6 102.9 l2A.2 171.9 
1963 46.S 72.1 83.7 109.3 DO.I 181.4 
1964 49.9 77.2 87.9 Jl3.7 137.8 190.9 
1965 54.4 86.1 92.t J 18.4 146.S ,204.5 
1966 59.8 94.4 99.2 126.7 ll9.0 221.l 
1967 63.9 102.5 107.2 138.4 171.l 240.9 
1968 68.9 ll2.6 JIS.O 149.5 184.0 262.1 

&1t1«1: J.u,,,h Rt.l.tltr ft{ SJ,Jp,p4,q Sfa/111/,;ol Ta ...... 19$$-)9'68, lot G,utm. ClPfCDCd to ar1 (\otlaKb or JOO m and 
ov«). Plalllct in Clwt (\ICJtkld O( )00 art Gild 0\1~} t.vc ~ Otlll1i.t1tdfto(b 1:UtiUltCI Of SWPCII~ J!eollomics, lkemell, Suul~lk 
d~ Sdtl/Joftrr, Sta01dct &Pflltint to uie Vol\W Si.J\ct RCICf,c P'Jtc( o.tt publlJhed t,y tl.lc Un1,ce1 Sta\et: Dcppmnco1 o! c.om. 
lDCtt(, M.Arfllttie Adm.b:llstrMMln. 

• Exd\ldlD8 LbC1 United Stalc\l R.QICr-vt FleC4 aoct tbc Orcai La.kc. Oce.u of the 1.lol1~ SllllCI uod CO-l)ada, 

7 



Disrributiop of worW tonnage by fb,g of rcgis:ttatfon1 ••" l95S, 1964 and 1968 

(Van«ls of JOO g11 tmd (IVtr, a, at J .fuly) 

J,-,.,,11 "' r#tffffellt:m, 
I" J'#VJMH ~f CfM,mtrlt4 

/J>JJ 196/t 

SIii#.-~ f1/ ...,,,, t1N1/t4t 
(-,un,..,) 

w 
,u/lf/tffJ 

"' 

SIMuf bt 
Jn•:i 116& Wfll'ln ,wtJJ 

(196' • JOO) illU'M.fll 
(#Utllaf4) 

World total . 82.7 1;7.8 164.0 100.0 100,0 100.0 46.1 133 100 

Doveloped market econ-
omy countries (exclud· 
ing Southern Europe} 61.4 87.2 109,8 

Uberi.i., PO.l)atf\a " lt.3 18.8 30.8 

Southern Europe 4.1 ll.3 13.7 

Soci.aU.t countTies or 
Eas1.ern Europe and 
Asia. 3.S 9.4 16.0 

Developing counttie$-, ii 
total . 5 .4 II.I 13.6 
of which: 

1n Africa . 0.2 0.6 0.8 
in Asia . J.8 6.0 7.9 
in La~n America 

and thoC.ribbean 3.4 4.S 4.9 

~ ; ~ Crom U,Jd3 ltt,tlln- o-/ Sl,f,pf1111 StotUl/'41 T4Uu itMI '"'l> 
Okiatt!IU&U4&1.l. 

o. lbcbwior Unrt«t &a.tu ll.ct,uyc Plecl ot al>CM\ J"-4 mllllotl gr~ •t t J1,11y 191.5, 
11.7 mllllotl I"' a: I Jo.tY l~. aoc:. 6..9 tn.lJUoo grla.t I Jlll)' JH8. 

i Atao cxclod:b,i: Unit.00 State, aad Canadian Great J.tkCfl t~ac. 
II ,.~,t unde7- thee t<Wo 6a&8 • $boW'n KPlrlltdY siDet tl • be.lie* llw 

IW)$I of ;, .. ctl«tiwiJY CO,lltrOUed by ll'lt«Ctl~ fOffllrll. to lheisc C()'Qtltri8$ (ftloe l)lttU 

the Liberian and Panamanian flags is widely held. It is 
felt thatu Oiis fonnage-which is now more tb.an double 
that of all other developing countries combined-were to 
be included with that of the developing counqies, the 
resulting picture of the du.-tribution of the world :fleet 
woald be badly distorted. 

17. The main trends shown in iable 6 are well known. 
The fastest growing grnup of :fleets is that registered in the 
socialist countTies of Eastern Europe and Asia, whose 
share of world tonnage more than doubled between 195~ 
and 1968. This rate of growth shows no sigD of flagging. 
A similarly high and consistent growth rate is shown by 
the Liberian and Panamanian flags, which account for 
nearly twice as mu~h LOnnage as the former group of 
countries. 

18. The other group &bowing a ve.ry high rate of wowt.h 
are the developing countries in Asia. However, the riS(, 
in these countries' share of the world fleet took place ill 
the earlier part of the period covered by table 6. The rate 
or growth in their tonnage since 1964 has been approxi­
mately equal Lo tbe growth rate of total world 1onoage. , 

19. The small lonnage registered in African developing 
countries (other than Liberia) bas grown in step with tbt 

74.2 63.3 S9.7 22.6 J'.2£ 49 

10.1 J3.6 16.8 12,Q 16'1 26 

4.9 8.2 7.4 2-◄ 121 5 

4.2 6.8 &.7 6.6 170 14 

6.5 8.1 7.4 2.S 123 s 

0.3 0.4 Q,4 0.2 133 
2.2 4.4 4.3 1.9 132 4 

4.1 3.3 2.1 0.4 llO 

8 

1S-J6>. Tbo-~u t1111 \lse,d to l)e tn au., ~Off &.M 11.a «111oace or OA mJI,,. 
Hon 11'~ •ft ~ with Uiit !Wier 1Jbortu aM Patiammlaia rla8' b\ lbi!I tat>ki 
t.Qt" 195$ Ol\lf • .HoQduran flat tao.nai,cc in I.bi; 19'i05 ha, titca Of a anocti small« 
°""'· . 

6 hi tlil8 table' II.rid kl • nt11:nbe: ~ 1:1•11t:isu UI this doc;Wl\ffl:., tile ~Slft'Uion 
"'do,rck)pinlJ eot:111Ufe$'' doe. ttot iflchllk ~la •ad P1n~ma.. 

world flee! but the tonnage registered in Latin America 
and the Caribbean (excluding Panama) bas lagged behind 
tbe average rate of growth and the share in the world 
fleet of countries in this area has fallen. 

20. In the period 1955 to 1964, the fast rate of grnwth 
of .fleets in the Asian developing countries more than 
cornpeD.~a~ for the falling share of the Latin American 
and Caribbean countries, so that the share in the world 
tleeL of' the developing countries as a whole (excluding 
Liberia and Panama) rose to &.I per cent in 1964 from 
6.5 per cent in 1955. Since 1964, the slackening of growth 
rates in the tleets of Asian developing countries, com­
bined with a continuation of the previous trends in the 
other regions, bas resulted in a fall in tbe over-all share 
of developing countries to 7 .4 per cent in 1%8. 

21. Over one half of the world's merchau1 Beet is 
registered in the developed market economy countries, 
though the share of this group in world tonnage fell 
between 1955 and 1%8. It should however be observed 
that shipowners in developed market economy countries 
are believed t.o control a substantial part of the growing 
sluu'e of world tonnage _registered in Liberia and Panama. 
As for the group of cou.otries in Southern Europe (includ­
ing Yugoshlvia) its share in the world fleet bas followed 



'T AULi!. / 

Slutres of world to.nnase by class of shlp, as n1 i JuJy 1968 • 

All ri.tp b itulk c«rrltN c: 

Shore of 1010/ 1omta.ge 111 grr, 1968 (pe.rcenwge) 

World total: 1968 
1967 

100.0 37.5 17.S 45.0 
100.0 37.2 JS.4 47.3 

To1111age Jnc.•ea.se, Jnde.x 1968 (1964 = JOO) 

World LOlal . 138 227 112 

Shor& of grltups of counmes J,i /010/ umnage 
hi ('1'1Cii cl<us, J96b' (perumage) 

World total J()().0 100.0 100.0 100.0 

Developed murk,et econ• 
omy countries (~clud• 
lng Southern Europe) 

Liberia, Panama . 

Southern Europe 

Socia.list countries of 
Eastern .Europe and 
Asiti , , .. , , . 

Developing coururi~. 
total ... 
of which: 

in Africa . , , . 
inAsia .. , , . . 
in America and the 

Caribbean . . , 

S9.7 

16.8 

7.4 

8.7 

7.4 

0.4 
4.3 

2.7 

60.6 6'1 .9 ~-9 

25.1 23.3 7.2 

5.2 4 .8 J0.3 

4.9 2.l )4 .4 

4.2 4.9 TI.I 

0.2 0.8 
1.4 4.0 6.8 

2.6 0.9 3.5 

S1t11rN: Complle..d from LloY4',1 R4ats,d of SJ,IPPffll SltUIJ#W T4blu. 1968. 

~ aetudm11 Great Lak.eo Bcc~ O,: u.e U11itod Stale& Of America and or CMi1da Q,3 mltlloti Jn oombitw:d. of 'Which 
2.6: !"1Woll jl;rt bulk c:arrien) and tbe Um:tcd Slate:¥ Reaetvc: Fkel. estimated at 0.3 m.tlliori ll't tlimk.Cfi, G.m. m11Uon 11Tl bullc 
c:11,rncri. aod 6.6 m:lllloa an or Olber JliiJ>S, 

b- VCMW oC 100 sr! 11.ud m.QC't. 

a Ore aa.:ad bulk CIUTiCC$. d 6 000 lift aQCf more, 

a similil:r path to U1at of the developing countries since 
1964.9 • , 

22. Tht distribution of 1968 world tonnage is classified 
by type of ship in table 7. Tb.is tablt shows that bulk 
carriers ate currently the fastest growing class of ship and 
that tankers and bulk car1iers together now make up 
55 per cent. of the world fleet. The tonnage of non-bulk 
dry cargo ships (that is, liners and tramps) has been 
growing at a much slower rate than the other two classes 
but it is of these ship.~ that the fast growing fleets of tbe 
socialist countri_es _of Eastern ~urope and Asia are largely 
~mposed. A sunilar predonuuance of these ships is seen 
10 the fleets registered w the Southern European countries 
and the developing countries. 

• A recent estimate (in Jour11/JI pour I~ 1,an,1por1 inJertwtional. 
Basel, 27 Deoeruber 1968) puts the total tonnage und-cr Greek oon• 
troi al 32.1 million dwt (22 mimon grt); this would indicate tha1 
~bout_ 20 miJlion dwt (14 mution .Bfl) of Oreck .. controllcd tono.age 
J.S reg1stered under othe. flags. mostly under the Libe.rfo.o flag, 

9 

. 23. A detailed breakdown of 1968 tonnage by indi­
vidual flag and by type of ship is given in table IV in 
annex D. Table V in the same aonex classifies the 1968 
ton_nage. aocording to geographical areas of countries of 
registration . 

24. The different rates of growth of tonnaoe in the 
various groups of countries and in the dilfereot ~lasses of 
sh:p,_ as ~hown ill tables 6 and 7, are reflected in the age 
d1stnbut1on of lhe 1968 world fleet, which is shown in 
table 8. This table shows lhal the socialist countries of 
Eastern Europe and Asia have the highest percentage 
(61 per cent) of shlps of less than ten years of age while 
the developing countries and the Southern Eu;opeao 
co~otries have the highest percentage (30 per cent) of 
ships twenty years of age and over. As for the different 
classes of ship, the proportion of total tonnage in each 
class under ten years old is 84 per cent for bulk car­
riers, 63 per cent for tankers, lUJd 40 per cent for other 
ships. 
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A~t- di.<rtrlbution of world merclumt Ae:ct, ns- :at 1 July 1968,. 

T1>fo/ 
,qe ,,,,.,,,., ( na,1) 

0-< , .. J~U JJ-/9 ,,,.,, 2J GJtdu-

World toLnl ' ' ' JOO 33 2A 18 10 8 7 

By group of coun• 
trlC:$: 
Oevc.loped market 

ecooomy coun-
trios (excluding 

Soutbem&rope) 100 3S 26 18 9 1 5 

Liberia, Pana.ma , 100 30 19 23 12 8 8 
Southern Europe . 100 21 17 19 13 14 16 
Socia.list oountrle$ 

of &stem Ell• 
rope and Asia . JOO 40 27 14 5 3 I! 

Oe\'Oloping COUD• 

tries, total • . 100 24 20 14 12 16 14 

Dy c1 .. , of •hip: 
Tankers ... 100 36 27 22 JO 3 2 
Bo.lk car:rlers 0 100 S9 25 8 3 2 3 
Other ship$ JOO 20 20 19 12 JS 14 

~ : Ooml!IJcd tlClffl Lil,yd's ~Jfr (d SlttfJ'(JtR6- Stllllstlw/ To&lt.r, 19" o.Dd tvol>lomt.flCCIIY dua • 

• E¥cl'>dC$ YCSS:::ls (,t lffl; IUG 100 Rt:t: •bo CKel\ldc$ u. ~ State, ~ Fleet, and Oililed. Su11.et llUd. Cullidian 
Gtet,~ Lakct ~~ (~~d ~ dtil-rtbul[oQ). 

ri F.-a f(W OC.~rir coimtrics arri'lcd It by din:lnaliori; the)' focludc.~ (.IOI) sn unaU~ 10 other tp:oui,s. 

~ Ore. aJ>d. -bulk carrlcr• or 6 000 trt -ud more. 

(b) Growth of individual fleets 10 

25. On I July 1968, there were seven seagoiug mer• 
chant fleets with a Lonnage in excess of JO million dwt 
each, and these together accounted for about 65 per cent 
of total wotJa tonnage. These l!eefs are listea in table 9 
in order of size in 1968 11 together with the comparable 
figures for 1964 and the tonnage increases between 1964 
and 1968. 

26. It will be noted that, of the seven largest ftee1S 
four grew much faster than the otJier three between 1964 

11 Jn this &eetion of the review, darn on the s:ize of individual 
.flccis at 1 July are given in dwt; the source or these data is lnstilllte 
or Shipping I!oooornic,, Bremen. SraJtttlk de, Schiffohrt. This 
source gl'vcr; info.rmation Oll V<:$.leb or 300 grt a.o.d over, and ibows 
separate statistics for about sev®l)' different fleets acoountiog for 
about 99 per cent of wo'tld tonnat~· The rernainin& I per cent is 
not relevant to a di.scussion of the growtll or the larger 6~l$. 
However, since this J per cent is- mu.do up of about ti:xty-five flags­
oearl,y au or developing countries--h is important tb:tt a breakdown 
of 1.bis residual total be available for use in the classification or to-o­
llASC by Oags and by groups of countries. For this reason, tables 6, 
7 and 8, and tables IV and V in annex D, a-re compiled from Lloyd•6 
.R«gll1er of Shlpphig- Statlstlcol Tobi~, . Tb.is l.utter source shows 
separate statislics .for au flags but these are presented in g:rt and for 
vessels of J 00 grt and over. Tb.us tbe .fi.gures Crom the two sources 
U'.Se(I are oot Jtrictly comparable. 

u The order of site of the$C fleets io grt would be diffetcot. 1D 
1968, the Uniicd IUn,gdcnn and Norwti)' would change places in a 
grt ranking, as would the Un.ion of Sovjet Socialist .Republics aod 
the. Unilod SlAICS of America. See table. IV in 11.nnex Il. 

10 

and 1968. The slow-growing fleets were those of the 
Unit~ Kingdom, Gi:eece and the United States of 
America. The figure shown for the growth of the active 
fleet of the United States does not reflect an over-all 
increase in _ tQn.n~g~ owp~d in the United State.s; the 
increase is more than matched by the decline in tbe size 
of the reserve tleet.lt 

27, The four fast-growing fleets were those under Japa­
nese, Liberian, USSR aud Norwegian :Ila~. These fieets 
fall into two cilll'erent types: the Liberian and Norwegian 
fleet$ are largely employed in cr0$$-trades (trade.q which 
do not begin. or end in the.country of registration), while 
tbe Japanese and USSR fleets are mai.11ly employed on 
routeS lo or frcm their natio11al territories . 

28. Between 1960 and 1967, loadings and unloadings 
in tbe external seaborne trade of Japan rose by 215 per 
cent; in the same period the Japanese fleet grew by 
144 per cent. The proportion of national seaborne Lrade 
carried in foreign ships rose from 51.8 per cent in 1960 
to 53.8 per cent in 1967.18 

" The Uniu:d State, lt•••rw l'wot foll by 6 586 000 dwt between 
1964 a.nd 1968, 

u Foreign flag vessels co.rrloc.l 50.9 million tons of Japanese 
trade in J960 and 166.5 miUjon tons. li:i f967. according Lo the 
White Paper on shipping published by the Min!st,y of Transport 
ot the Government of Japan in 1968. This source puts the Japanese 
balance of payments deficit onshlpping accoun( at U.S. $789 million 
in 1967. Total Japanese seaborne trade extracted from U n1tcci 
N'tH{ons, StatlJtical Ytu1rbook, · 
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$eyeo largest merdumi fleets: in d wt 1968 n nd 19()4 

Liberia , . . . . 
Norway . 
Uniled Kingdom 
Japao ..... 
United States of Amer-

ica G, , , , , • , , 

Union or Soviet Socialist 
Republics. 

Greece . . . 

Total, 7 flags 

World total . 

J -JNJ,i, }968-
(11•-"4 #trt) 

4-0 781 
30 976 
29 563 
27 998 

J7 173 

12 651 
11072 

170213 

262 070 

22519 
2145S 
27244 
14 368 

14230 

8174 
10098 

118088 

190897 

lMtruett (If JfNl,.,_t 1161-19" 

TJum,rn1d lwt Jl!Mx J~t 
,,~ - JOIJJ 

18 263 181.1 
9 521 144.4 
i320 10/U 

13 630 194.9 

2942 120.7 

44n 154.8 
914 109.6 

52125 144.1 
~ 

1J 173 137.3 

7 flap as perc.cnt,a,g~ or 
world tot.al . . . . . 64 .9 per cent 61 .9 J)"'...r cont 7.3 .2 pet cont 

Sluirtt.' }n$tlWit. Of Sall~ ~iq. Jkcmcr,, Su,1l1tlk 4d' SUJIJl~n. 
,i &tirna1ctt lttlvc: tca10lo& hi, ex<ludli:ut Gn;at La~ IOCQ)Qlt aod n.eeen-t ~ . Rt.irten'o ~ cstl-LC:d It 

IS 12J 000 dWt b) J964 .rid 8 .SlS«ID (htl tu 1968. (Un.iltd State& Dcpa.r,mcot of Ccu:o.m«ce. M.&dtlmt Mnai.niau"atioo ct.111,.) 

29. In the same period, loadings and unloadiogs in the 
external trade of the USSR rose by 142 per cent, while 
the Soviet fleet grew by 130 per cent. Although the growth 
in trade exceeded the growth ill the fieet, the share of 
Soviet seaborne trade carried ill foreign ships fell from 
59.6 per cent ill 1960 to 49.3 per cent io. 1967.1' 

30. Apart from the seven largest fteets, there ~re 
thirty-three other fleets in excess of 500,000 dwt on 
I July 1968. Eieveo of these, totalling about 50,530,000 
dwt, were regisiered in developed market economy coun­
tries. The Panamanian flag fleet amounted to 8,121,000 
dwt. Other fleets in excess of 500,000 dwt on 1 July 1968 
were (in thousand dwt):a · 
Jn developing coumrle.s and rtrritorles 
lndio. , • 2 887 braeL 
Brat.il .. , I 919 lndonesiJI . 
Arg,entina . . I 397 Pakjstan 
Hoog J<,oos . I 232 Republic of Korea . 
Republic of China . I 126 Lebanon 
Philippioeis: . . . . J 098 Mexioo . . 1 • 

Jn co1m1rie1 of StJuthe.rn Eun,pe 
Spain . • 3 346 
Yugostavia , . , . , . J 806 
Cyprus . • . 983 

Portuglll 
Turkey. 

Jn wciolls( C()UtLlfieS of .&s/1:r,r Buropt and Alia 

Poland , . . , . I 748 Chio• (mainland) 
Eastern Germ.ail)' . . I 034 Bulgaria . . . 

999 
168 
767 
66J 
630 
547 

805 
748 

I 030 
820 

u Foreiin flag vessels carried 29.7 m.iWoo tons of SoYiet trade 
in 1960 and 59.7 million tons in J961, •ocording lO the Jo,mral of 
Commerce., Loodon, 15 Oc:tobor 1968, Cjuotiog Taa& (the USSR 
uews agency). Total USSR .seaborne trode extracted from Uniled 
Nations-, StatittieaJ Yearbook. 

16 11 is believed that ,ome of the tonnage in a number or these 
fleets. Is controlled by interests which are not resident in the country 
or territory of regjstralfon. 
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31. Several of these fleets have grown considerably 
since 1964. The following list shows those fleets, other 
than the seven largest, which increased by 500,000 dwt or 
more from I July 1964 to l July 1968. In each case, the 
first .figure is the tonnage.increase, to the nearest thousand 
dwt, and the figure in parentheses is the increase as a 
percentage of the 1964 tonnage. 
FederaJ Republic Cyprns . 969 11 

of Germany. 2 379 (32.1) Spain 9$8 (40.1) 
Paoame l 593 (24.4) India, • 901 (45,4) 
France . . l 486 (23.9) , Sweden . 778(13.o) 
Italy , . . l 484 (19.4) Bulgaria 556 (21 1.0) 
Denmark . I 000 (28.0) Philippines 507 (85.8) 

32. Tonnage increases in the range 200,000 dwt to 
499,999 dwt between I July 1964 and I July 1968 were 
experienced by the following fleets (thousand dwt; per­
centage increase over 1964 ill parentheses): 

Jn developul market ecoriom)' cou.,11rits 

Netiietlands . . • 4n (6.9) Btlgium ' . 275 (27.5) 
A,mralia • , . , 313 (46.5) 

In 1ocialist counrriu of .&wern Blrop~ and Asia 
Pol,nd , 440 (33.6) O,iua (mainland) 23? (30.0) 
Romania . . . , 354 (277.2) 

Ju ro1111tries of Souther,, Eurqpt 

Yugoslavia . , , 397 (28.2) 

111 Je,e/Qping cotm1riu 
Republic of Korea 490 (287 .2) 
J'alcistan 363 190.1) 
bract. . 355 (SS.2} 

Republic of China 
lndonesia . 
Mexico , . 

289 (34.5) 
260 (51.3) 
249 (5J.3) 

1' Since the tonnage under the Cypriot flag on I July J 964 was 
onl! abQut 14,000 dwt, the percentage increase Is so high llS lo be 
virtually meaningless. 



33. Of the fleets lis(ed in lhe two preceding paragraphs, 
those of Cyprus, the Republic of Korea, Romania anc 
Bulgaria have grown by more than JOO per cent in the 
four year period. TJ1e lisL~ show that, of the eight devel­
oping country fleets showing increases of 200,000 dwt or 
more, seven were registered in Asian countries. 

34. A few :fleets actually decreased in size between 1964 
and 1968. The Lebanese fleet decreased by 683,000 dwt 
to less than half its 1964 level . The Argentinian fleet 
decreased by 102,700 dwt (6.8 per cent of 1964). Turkish 
and Chilean t0nnage fell by smaller amounts. 

{c) A ddltion.r to (llld dcducrion.r from the world fleet 

35. An analysis or additions to, and deductions from, 
merchant fleets in the first balf of I 968 has been made 
and the results shown in table VD of anoex.11. The tab.le 
was compiled from unpublished tecords maqe available 
by the United States Depar-tment of Commerce, Maritime 
Adi:ninistration. It should be noted that data from this 
source are not dir<:CUy comparable with those from 
Lloyd's .Register of Slripp;ng Statistical Tables as shown 
in annex Il, tabl.e TV. 

36. Tbis is the fir:st attempt by I.he UNCT AD secre­
tariat 1,Q analyse changes in merchant fleets . Instead of 
undertaking the lengthy task of gomg through the raw 
data on fleet changes m the records of the ship classi6-
cation societies, it was considered expeditious, m the case 
of this preliminary exercise, to use the partly processed 
data made available by the United States Maritime Admi­
nistration.1' An exa.mination of additions to, and 
deductions from, merchant fleets over a longer period will 
be undertaken as part of the secraariat's continuing 
studies on the establishment and expansion of merchant 
marines, and the secretari'a.t woold welcome any com• 
ments which members may wish to make on the present 
paper. 

37. The period covered by the table VI in annex. II fa 
too' sbomo-pei:IDlt aoJdeliiiireconclusions to 6e orawn ,l• 
However, some mteresting-though tentatiVe-compa• 
risons may be made of the differing importance of trans­
fers or second-hand tonnage (called "flag changes" in the 
table) in various fleets . 

38. Among the larger fieets registered in the developed 
market ecooomy countrjes,'• in Southern Europe and in 
Liberia and :Panama, one can distinguish. four groups 
aocording to tbe pattern of fleet changes i.o the six•mooth 
period: 

(a) Those fleets which added newly-built tonnage to 
their registers and were nel sellers of second-hand tonnage 
(e.g. the fleets of Denmark, the Federal Republic o: 
Germany, France, Netherlands, Norway, Sweden and the 
United .Kingdom): 

n Tbe.,i;e data are derived from the records of Lloyd'& Register 
or Shipping, AmeriCWJ Bureau of Shipping, Germnoischer Lloyd 
and Det Norske Veritas and the Marili:me Administration's own 
records. 

» It appears. 1<>0, al fim sigln, Lh.at th~ records for some fleeti 
may not be as comprehensive or up~to--date as Lhose: for others, 

u Excluding the United States or America. c:once1rning wbid1 
information was not.available for the period. 
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(b) Those !\eets which , while acquiring new tonnage, 
wett: net buyers of second-hand tonnage (e.g. Finland, 
Greece, ltaly, :Panama and Liberia: in all cases, except 
that or Liberia, purchases of s,:cond•hancf tonnage in tbe 
period exceeded new buildi11gs); 

(c) Those fleets wbicb acquired newly-built tonnage 
but did not buy or sell significant amounts of used 
tonnage (e.g. Japan' and-at a different level of size­
Spain); and 

(d) The il.eet of Cyprus, virtually in a group of its own, 
with additions of used tonnage only. 

39. Additions to fleels of socialist countries of Eastern 
Europe seem to have consisted for the most parl of new 
tonnage. However, Bulgaria was a net buyer of used 
tonnage in the first half or 1968. 

40. In the case of developing countries ,"' the number 
of transactions in any fleet, and the volume of tonnage 
transacted, tcmds tO be too low for a pattern to be esta­
blished over a six-montl1 period. However, one can point , 
to the following facts: 

{a) Additions in the period Lo the fleets of Brazil, 
Israel .and Mexico, among others, consisted entirely of 
neW•buildings, the first two countries being sellers of used 
tonnage; . 

(b) The ileets ofln.dia, Pakistan, the Philippines, Repu­
blic of China and the Republic of K.orea were built uy by 
a combination of new and-second-hand ships {thougb, in 
the case of India, sales of second-hand tonnage more than 
otr-set purchases); and 

(c) Thefteets of Indonesia, Somalia, Singapore and the 
United Arab Republic, among others, grew as a result of 
additions of used tonnage only. 

{d) To11110ge 011 order"'-

41. Tonnage on order on 31 October 1968 is. shown in 
table 10. The world otder book at that date stood at 
78.5 millien dwt, approximately 30 per cent of the world 
time 3f"! '1U1y-1958:-- - -- - •· 

42. Tankers on order amounted to 50. 7 million dwt­
nearly 65 per cent of the total order book. There were 
four tankers of more than 300,000 dwt on order, and 
150 in the range 200,000 dwt to 299,999 dwt. The Libe­
rian flag accounted for 25 per cent of tanker tonnage on 
order, incillding all lhe 300,000 lonners; the United 
lGngdom and Norwegia o flags accounted for al).other 
26 per cent. Developicg countries ( other than Liberia 
and Panama) with orders for tanker tonnage in e~cess of 
100,000 dwt were: 

Repablic of Korea: 814 000 dwt (or which 2 x UO 000 dwt; 

Kuwait~ 
Israel: 

4 X 120/130 000 dwt) 
634 000 dwt (of wltich 3 >(210 000 dwt) 
621 000 dwl (of wblch 2 )(250 000 dwc: 

Republic of China: m 000 dwt 
I X 120000 dwt) 

Brozil: 246 000 dwt (of wbicb 2 X l I 5 000 dwt) 
Peru: 195 000 dwt 
lndia: l 76 000 dwt 

to .&ctudt.C\g Llbcrhi and P-.i.ntun.a. 
tt Order :figures in this section are from World Ships on Order, 

No. 17, supplement to FlJlrplay (London, Palmerston Hou$), 
28 November 1968; data us at 31 October 1998. 

• 



TABLE JO 

World tonnagt: on order as Ill 3J October 1,968 11 

Al./ dllfll TiJN.ktrt Pft/1( ~ (NflfJ'l Otlwrrldtln 

(Million d1111) 
World total . 78.5 50.7 l 8.1 9.7 

( I 00.0 per cent) (64.6 ,er cent) (23.0 per cent) (12.4 per oont) 

Share tJ/ world 10,a/ (pcrce,uttge) 

World total , 100.0 lllO.O 100.0 100.0 
Developed market econ• 

omy countries (e.x.clud• 
in& Southern Europe) 54.8 57.5 55.4 40.0 

Liberia, Panama, 24.4 l7.7 24.5 6.5 

Southern Europe 5.8 4.3 7.8 9.9 
Socialist countries of 

Eastern Europe and 
A$ie ell 5.8 2.5 3.2 27.S 

Developing countries, 
total . 7.7 6.4 8.0 J 4. I 
ofwMch: 

in Africa . 0.2 0.2 J.O 
in Ag:la. .I.I S.2 4.3 6.2 
in Latin America 

and the Caribb<lln 2.4 1.0 3.7 6.9 

Flag not yel kJ'lown . 1.5 J.6 I.I 2.0 

Sowrt-1: COm.1,Uod rroni Work! SIIW 9lt OrtU-1 • .No. 17, ,1.1Pllko'.eni to Ftrl/'llldYCl.ood;oc. l'altl>entoo Ho1111e), 28 Novccn-
bc:r 19'68. 

• VCMCJ, oC I 000 JH and ov«. eXdt.1dlU 11usen,e,r ~. f,!'l'tl_t$, lbbma l'elJSds 11.n.c1 JW$Wla~ 'P(dl!JlteO tt~ft. 
b Pcfiocd •• &bla:lc.-<ttct 'ieuela ol 12 000 ~ aod Cftt'. 
' Datll (l)t aomc, COllf)lliu lb lhb lf0141 lnoMm>!ete, 
4 JleQ\lK ol n11loN.I obzlnln11 OetiOOs in l.he9e cwaltiu, ortcn aro ot1ea olac:ed tar u1 .-ctvancc or CI.J)Cetcd dcbvcr)' 

dale. Thia parlJ)' Uil>lainil Ille 'ftt)' .hlth P«CUll11$C ~ Of "Otbet 1bh)s". 

43 . .Bulk carrier tonnage on order was 18.J million 
dwt-23 per cent of the total. There were forty vessels 
of more than 100,000 dwt on order, the largest being a 
155,000 tenner for the Liberian flag. A1l in the case of 
tankers, the Liberian flag had the biggest share of this 
part of the order book (2;3 per cent). The three next 
largest flags-Norway, the United Kingdom and Japan 
-accounted for a further 40 per ceni of bulk carrier 
tonnage on order.• Developing countrie$ (other than 
Liberia and Panama) with orders for bulk carrier tonnage 
in excess of 100,000 dwt were: 

llrazil: 573 000 dwt (of which 2X 130 000 dwl; 

R•public of Korea: 386 000 dwt 
Republic of Cb.ina: 140 000 dwt 
Jodi>: 128 000 dwt 

2 X 105 000 dwl 

44. Orders for non-bu.lk dry cargo tonnage were the 
least important item in the order book-9. 7 million dwl 
(12 per cent). Orders placed by the Union of Soviet 
Socialist Republics amounted to 2.0 million dwt (21 per 
oeot of orders in this class),U The flags with the nett 

n U sh.oold be noted that the orders p!iced by the Union of 
Sovie:l Socialist Republics arc those expected to be fulHlted over 
the current economic planning period orthal country. The over-au 
time s.pan of LhC$c ordcn ii longer than avernge. 
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largest tonnages on order were those of the Federal 
Republic of Germany and the United States of America, 
each with just under 0.8 million dwt. The Greek, British 
and Liberian flags were also imJ?ortant. Orders for 
"Liberty replacements" were a significant factor and are 
dis~ussed further below (paras. 54-58). Developing coun­
tries ( other than Liberia and Panama) with orders for 
ooo-bulk dry cargo tonnage io excess of I 00 ,000 dwt 
we:e: Brazil: 338 000 dwt 

lran: 142 000 dwt 
Pc,:u: 126 000 dwt 

45, Taking all types of ship together, the developi.ng 
countries with the largest order books were tht Republic 
of Korea (J ,284,000 dw!} aod .Brazil (1,157,000 dwt). 

46. The percentage Jigures in table JO may be com­
pared with those in table 7 (which uses tbe same classifi­
cation by groups of countries and types of ship) to derive 
very rough foreca.u of the direction of future changes 
in ,hares of the world fleet. For example, a comparison 
of the shares in total tonnage on order of the three classes 
of sbip with their shares in the existing fleet indicaies a 
sharp rise in the share of tankers over the next few years, 
a slower rise in the share of bulk carriers, and a fall in the 
share of non-bulk dry cargo ships. 



TAIIU! Ji 

A ,era;e me of uD ta.nkcril 

( 1'~1#/s of 10000 dw1 Qlld ovtr) 11 

Exfn1- /Ju.I Slttps OJJ t,r#r ,..,. 
/tlru1.rlwr Tara/ MIit/lit Awrtt~ IIU ,,...,~ TIHlfl ll>IIIUIJ'f .;htTtt6'1 lfU 
,,, 61,lp:, (~dwt) '""'' #/ Ptfll,f (1,-,atmdtlwt) (dwt} 

1961 2671 60 616 22 694 JJ6 J4 171 44 84S 
J962 2659 63 326 23 816 2S9 13 OJ& so 261 
1963 l 62S 66 094 25179 3)0 16 778 S4123 
1964 2 661 71 439 216 847 316 JS 171 57 503 
1%5 2 748 80 206 :19 187 28-0 19114 68 265 
1966 2814 S8 585 3J 480 267 23 020 86219 
1967 J864 96 969 33 858 .254 27 827 109 553 
1968 2 943 107 639 36 574 303 42089 138 909 

StNNt; JobJa l. Jaoobl and 00. Ltd., World Tank.~ Pim .l.1Pl~w Cl.ocldoc. )0 Jt111c 196S'J. 
a. P.t,o:tca •• at 30 Jut;e. 

(e) The trend towards bigger ships size. lo addition, the shallowness of certain cru,als IU)d 
straits hinder the use of large tankers. Certain parts of 

47. Tne increase in the average size of oil tanker; aud the North Sea and the Straits of Malacca are already 
bulk carriers has been spectacular over the last fe.w years. in.accessible to the biggest tankers. However, Ban.try Bay 
The development since 1961 is shown in tables 11 and is already capable of receiving tankers of 500,000 dwt, 
12. and it u; reported the company ope,:ating this installation 

48 . As far as oil tankers are concerned, economies of inteJJds to construct ports at Okinawa a.od at J>oint Tupper 
scale have ptoved to be extremely important, especially in Canada to recei11e 300,000 dwt tankers. Addiuonnally, 
since the closure of the Smz Canal and the adoption of studies are being made of the possibility of constructing 
the Cape route from the Persian Gulf to destinations in an arti.ficial island off Zeebrugge, in Belgium, and a port 
Europe. Graph I testifies to the rapid fall of the global at Bilbao, in Spain, both capable of receiving 500,000dwt 
cost of transport using various size.~ of tankers (and differ- vessels. Further studies are being carried out on these 
ent itine.aries). Acco,diug to this graph, the present cost lines in Fta1tce and in Italy. 
of transport of crude oil from Mena-al-Ahmadi to 51. The spate of new constructions engendered by the 
Rotterdam falls from sixty shillings per ton carried in a closure of the Suez Canal and tecbn.ical and industrial 
25,000 dwt t~er via tM ~uez Canal to slightly more developments, in addition to the implicit economies of 
U:an twenty shillings per ton in a 150,000 tonner travelling scale inherent iJJ large size, may lead to a further drop in 
via Jhe_C/.lp!l.,lad,ell.,.and...vli.th..a..tetllm..l!O:)<age..m~ball~~:,... .. -freq;h!-ra-tes-:-·-It-ba:s-been- calculatcd-4S 'that by 1970 
through the Suez Canal. For a 300,000;-too 11essel \!$mg available tanlcer tonnage will exceed demand by 14 mil­
the Cape route both ways the costs 1s under twenty lion dwt which corresponds to an excess supply of 
shillings per ton. In nddition, there bas been a tende.o.cy to 11.1 per :X.nt. · 
situate refineries near the ce)ltres of final consumption; 
thw there bas been a rise io the demand for the transpor­
tation of crude oil, which can more easily be transported 
in large quantities than can refined products. 

49. A.~ a Tesult of the;;. deveiopments , the average size 
of tankers on order rose to 86,200 dwt in l 966 (nearly 
double that in 1961), 109,600 dwt in 1967 and 138,900 dwt 
in 1968 (see table JJ). 

50. ll is likely that this trend towards increasing size 
will continue, but it should be borne in mind that relatively 
few ports in the world are equipped to receive the really 
big tankers. In Europe, by 1970, only Rotterdam, 
Marseilles, Le Havre , Milford Haven, Finnart, Slagen­
tangen and .Bantry Bay will be able to receive fully loaded 
tankers i.o excess of 200,000 dwt. The fact that the cost 
of construcring new ports or deep water piers u; very 
high, and that the transport cost curve (in graph 1) 
flattens out afte!' the 200,000 dwt range, limits the scope 
al present for expanding the fleet of tankers of the largest 
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52. Tb.eiucreasein the size of vessels was .also remaEk­
able witll.in th.e bulk carrier class. The average size of 
vessels increased by nearly 60 per cent from 1961 to 
1968, and the size of ships on order increased by nearlv 
100 per cent in the sarne period (see table 12). The two 
principal influences on this growth i.o average size are 
economies of scale and the growth of industry-owned 
tonnage, which tends to be of larger than average size 
since continuous employment can be guaranteed. How­
ever. there continues to be a steady demand for small to 
medium size bulk carriers for hire in the tramp market 
while owners are unwilling to build large vessels for 
operations in this market because of the risks involved. 
This hasresu:ained the growth of average size in this class. 
lo fa.et, tbe average size of bulk carriers on order fell 
during 1966 and 1967. 

13 Dr. Ing. Volker l3ohlmann it1 Wirucha/1j-.Co-rrespondsnt, 
No. 46, Hamburg, 16 Nov,,mber 1968. 

' 
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$(,M-~,: F, S . McF1dz.f!tn, n,, Et:0Jt1J"1lt6 1tf W•, T-.ttr,-. Stnlbetyde.Lttttll"e. ,t M..td1 196$ <Loo15qn, Sbe.11 Jnccn,atktnaJ Pt:ttokum Co. LtdJ. Sour-c:e docs not ,t'l"e de.~ of"dat,i. 
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Ave.rage sb:t: of bulk C*rrltri 
(Vtsseli of /0()()0 dw1 aNJI ov~r) • 

/JxUfl"' Jlur ,_ ShlN 4'# fN'W 

Numbdf' 1'ou,f 1,w.u11e Ai,e,,u,i ,t~,. ,,,_ Total ttNrtf4tlr A,trt11, itu 
of~IPI ( JMIW:/fA,r4 hi) (,i..t} of .rhfPl /J~4dwt) (dwt) 

1961 471 S 71 I 1&495 233 4 980 21 373 
1962 611 11 565 If 928 273 7 018 25 707 
1963 756 15 0.14 JS9D 194 5 694 29 351 
1964 920 19 514 21 211 181 5857 32 359 
1965 , I 000 22 081 22 081 2113 9 410 33 251 
1966 • I 168 27 552 23 589 425 16960 39 906 
1967 • I 380 34 786 25 207 499 19 819 39 717 
1968 

I January . 1651 46 357 28078 426 16 467 38 655 
1968 

I July .. I 791 51 971 29 018 407 16967 41 688 

$t,Mtet: featflie)' Hd £,era C:b1mcrint Co. Ltd.., Wodtl /JKlk. Canter.r (Oslo, 196l~ttGa.). 
• 'Fi.u.tt3 oa at I Ja:miary, 

53. A:; far as economies of scale are coticerned, data 
gathered fror:n shipping publications indicate that a four­
fold increase in bullc carrier size, from 10,000 to 40,000 
dwt or eq_ually from 15,000 lo 60,000 dwt, brings about a 
fall of approximately 40 per cent in the capital cost per 
dwt. ln addition, operating costs per dwt also fall quickly 
as larger ships are utilized. As in the case of tankers, tb.e 
continued increase in the size </f bulk carriers is dependem 
upon harbour developments. 

(f) Liberty ship replacement.t 

54. In the period !942-W45, nearly 2 700 Liberty ships 
were constructed in the shipyards of the United States. 
'.f-we-hundred-eHh~ere .. -sull'k-i:n:-wa'r-time, 
950 have been broken up, about '650 are laid up in the 
United States Reserve Fleet, and transfer to various 
United States Government agencies accounted for another 
fifty. Of the balance of approximately 850, an estimated 
680 vessels (7 million dwt) are still in service. "' 

55. The Liberty ships bad one basic design with a 
deadweigh1 of about JO 500 tons and a loaded service 
speed of about l O knot$. They were well s1Lited for post• 
war nse as general purpose tramps. However, the com­
bined effects of rising insurance, survey and maintenance 
costs, low speed, and high fuel consumption gave rise to 
a movement t.o replace these ships. These first Liberty­
replacement designs appeared in I %6 and there a re now 
about twenty basic designs available, some with several 
variants. They are mostly designs for two-decked ships 
of 13,000 to 16,000 dwt, with loaded service speeds of 
14 to 15 knots. There are also some small standard bulk­
carriers (16,000-18,000 dwt) offered as L iberty-replace< 
ment. 

z.a Sune~r (quarterly publicalion of the American Bureau of 
Shipping), New York, N.Y., August 1961. 
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56. Accordill$ to various recent press reports, total 
orders for these new standard ships have reached 
160 units. Of these, the most widely accepted designs 
seem to be the Freedom (built in Japan and Spain), the 
SD-14 (builtiu the United Kiogiiom and Greece), and the 
Liberty replacement ship constructed by various shlp­
yards in the Federal Republic of Germany under the 
name of German Liberty. These ships are in the range of 
13,000 to 15,000 dwt. Total orders are reported to have 
reached fifty-two units for the Freedom, thirty for the 
SD-14, and twenty-four for the German Liberty. 

57. Other types of Liberty replacement ship are being 
constructed in Canada, EaStern Germany, the Federal 
Republic of Germany, France, Italy, Japan, the Netber-
1@&';"Norwa1,"P6lana:'t11e Unlte<!Xingaom, the United 
States of America; the Union of Soviet Socialist Repu­
blics and Yugoslavia. . 

58. It bas been suggested ~ that about 300 of these 
standard ships would suffice to replace the 680 Liberty 
ships in current use, due to their higher speed (l4 to 
15 knots as ctlmpared with 10) and bigger size. However, 
it is by oo means certain that total order$ will reach the 
f)gure of 300, as competition from small- to medium-size 
bulk carriers is anticipated. 

(g) Shipbuilding 

59. Table 13 shows the predominance of Japan as a 
supplier of ships to the world market. Other major 
shipbuilding coun.tries for which data are published 
include Sweden, the United Kingdom and the Federal 
Republic of Germany, each of which produced I miilion 
grt or more in 1967. Tbe shipbuilding output of devel­
oping countries nearly doubled from l 964 to 1967 but ~ 
still only l per cenl of the total in the table. l.lrazil and 
India produced about half of this output. 

11' Ibid. 
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Shipbuilding: completions 'b)· countn' of build, 1960 mid 1964-1967 

(Tho"u111d :rt) 

, ... ,~ 1'6J , .. , 
Japan I 839 3 764 4 886 649S 

Other developed mark& 
economy countries (ex• 
eluding Soulhern Eu• 
rope) . 5 925 5 211 6006 6138 

Southern Europe 354 420 468 726 

Socialist councrie-1 of 
Eastern Europe and 
A>io (e,cluding USSR 
and Chio, (mainland)• 220• 441 569 621 

Developing countries • 45 81 ,77 126 

TOTAL . 8 382 9 917 12006 14 JOS 

USSR in thousand dwt • 16] 363 374 384 

SM1ru: coeu,lled flOfn l.Jv)"d'~ Re&UW Of~. Su)llSfk.S] T~. J96S, t.Ud $YOJ11tmcmar,, 4'1.\4, 

11. T~ to~ d00$ lk'll t:1\IC. 411~ ror USSR nd Cb1n.a (Jru)lu,nd), 
" J9'6<> com.PlttiOm lA l!.uccn Gc:maov ooc •VllillbAc.. 

, .. , 
7 211 

6 473 

6S8 

658~ 

1 SI 

JS 157 

229 

c. S~Pl0Vi4cd bv ,~ OS.SI~ MIIU!l't1 or Mc:.rc.bllnt M.orhc-, $1,nc:ctbey ~,D dwt, ~J -~ bc:c»&lloWlltc:Pamtb• 
from ~ lc&I o( u,c. tabk •ad arc. O(lt lndu'1cd lO t~ .tO\'I' o( '°"k. 

• 
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Chapter ID 

PRODUCTIVITY OF SHIPPING SPACE 

60. The number of ton/miles of cargo cartied by one 
dwt of shipping in a given period may be used as a , 
measure of the productivity of shipping space. Thi, 
mea.1ure takes into account not only the actual volumt 

transponcd, but also the distance. Unfortunately, ton/ 
mile figures. are not yet available for the whole of world 
trade but only for oil cargoes and goods transported in 
bulk carriers. · 

TABLE 14 

on tankers: ton/miles of oD ""\Tied per dwt, 196(H.967 - )tlo,/t( lONit.ll ftNI 
l'Nllr.. (11'1 m,nuw a..,,.,, ,_ trm/lilJ.1,,$ 
o{"" T~Utl. Al:ll'ff vntdl c ,.,,,., . ,,,.,. ,..,,Jr,,aJ~J 

1960 3 965 62.9 51,6 
1961 4490 65.4 62.2 
1962 s oso 69.0 ~6.1 
1963 S SSS 72.J 70.6 
1964 6 090 77.2 76.2 
1965 6 620 86.J 85.S 
1966 7 220 94.4 94.1 
1967 9272 102.S 102.J 

o n,ui fr00> Brft.lsb Prttdeu.n:I Co. Ltd. It h1t& al)t ~ j)O(Uibk- to ()bt&i:11 
ton/mile filtl,tre.t for ~lS Of train ~ oU ta.nkien; beaict:. the tl:glttCS i,rewitcc 
1n the table .t)01'C ~Mcrt bo iGUtJ)rtlal 11b- J)rln'Idtnt: a #20beJ cstlmaic. o( tbC: pri> 
ducttviu' Of lankcn. 

·61. 'Tal,lrJ"lt slfows- tl!e changes 'in the number of 
ton/miles performed by one dwt of tanker tonnage in the 
period 196().1967. T.able 16 gives the sam.e information 
for bulk carrier shipments. The ton/mile performance 
of tankers and bitlk carriers is also shown in graph 2. 

62. Table 14 illustrales the growth of ton/miles of oil 
cargo carried per dwt of ships. The two time series 
(respectively including and excluding ships laid-up) show 
considerable differences due to the absolute size of the 
tonnage of ships idle, and the speed with wbicb this idle 
tonnage was drawn back into activity. The fall in t-0n/ 
miles carried per dwt in 1%5 and 1966 is attributable to 
tbe virtual elimination of laid-up tonnage and the consid­
erable increase in the tonnage of ships coming into 
service, which apparently operated with lower load factors 
and/or spent more time travelling in ballast than had been 
the case in earlier years. Tb.is is shown in table I 5. The 
increase in ton/miles transported in 1967 is attributable 
Lo the considerable lengthening of hauls caused by the 
increased use of tbe Cape route. The rise in productivity 
shown in that year suppons the view that the capacity 
of active tankers had been under-utilized in preceding 
years. 
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T(JUII /tttf!I 
To_rt/mik1- of "11 (;(nril:d /IU tlwr 

A~lht /it.rt ( utl.tfKud} 

TholMIMlld J,uJf!:t 'nr.«WJrd ..... ,-.,mtu (J9d(J - J{J()J umfNlfk• /J~ - JOO) 

63.0 JOO 68.8 100 
68.7 109 72.2 105 
73.2 ll6 75.7 110 
n .o 122 78.7 114 
78.9 125 19.9 116 
76.9 122 77.4 112 
76.S 121 76.7 Ill 
90.5 144 90.8 132 

• Seo l._~ jo mld"ffat k\:I*, •usel• Of 300 11ft IUld lnoOX'e, 
~ :B:ccllJIM& t.O»M,C 1-fd UP; ll:Y•USI ftfw'cr l!IYc bcul "1.lmatod by app)riDa 

• <:On'Yfflion Cac«}lf lO lar-uo o:t&tllUt.lJ. C&lll'C89CCI. ill ,n. 

1961 
1962 
1963 
1964 
1965 
1966 
1967 

TABig IS 

Annual rates of increase o of ton/m:Ues of oil cargo carried 
and. of lletil'tl oil tanker tonnA.ge 

( Percemagu) 

Of1 r:turo 
IUJ1/lffll1J tamd 

13 
J2 
JO 
10 
9 
9 

28 

Actn'1! oil 19,.Jt.,. 
(O.,utJt~ 

(~:«l("1i,i~ lid/JI ktld-flp) 

8 
7 
6 
8 

12 
10 
9 

Srw~· T11brlc I♦• 

a I~ ln ca.cb Ye&t at ri ~Ltf:'C or 1M JlllCNH>IA'I year'$ bure. 

63. Table 16 shows a ditfcreot pattern of development 
in bulk carrier performance. Productivity in terms of 
ton/miles carried per dwt vaded within a narrow range 
and without • discernible trend , over the period I %0 to 
1967. Unlike oil, which takes about the same time per 
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GRAPH 2 

Ton/mUes of cargo carded i,,, one dwt, tankers and bulk ca.rriers, 1960-1967 

Tankers, total fleet 
(including lay--up J 

Tankers, estimated active ---­
fleet (excluding lay-up ) 

Bulk carrien: 
... __ _ 
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Bulk carders:. tt.lfi/mlfos of bulk c:ommodJtics ctl.O'icd per dwt, 1!'#60-1967 

J'AfNuNtt! 111111/fNl WWM tNIIJr 1._,.l1'1/lu of IMIGi: ,,.,...,_u_., 
iMlmik1 of Nik tatrWF /fttt (IN'rl,tdprrdwi , .. , 

,o~tlu tAl'riffl ill mlnlow -- /ml= In bfdk corrl4r1 • I> dwt C 10,,fl,,dJu OHO• IDDJ 

1960 219 6.2 35.2 100 
1961 304 8.4 36.2 103 
1962 39() 11.7 33.1 94 
1963 522 IS.6 33.4 95 
!964 703 19.3 36.J 103 
1965 833 23.1 36.3 103 
1966 I 06S 29.4 36.0 102" 
1967 I 378 38.8 3S.7 JOI 

&4Jtrtt.: p~ me! }#ta Cb:tr~.nf Ca. 1.Ad ... 1Mf48 Of Worlt! Bulk C«-ritrl '1t 1961 (Otlo. (968). 

a Bxci.1Ut11:1: tNlk 1bipm,eau i11 veaoo• or lcu lhtltl 14 ooo dwt. 
Ai 8xCNd.l1'11 oe caqo aad cor• •o aJtmed lo bulk cn.ttk:l'I or \be combolccl IYIIC al90 cxdudlna aratn QlfffcO i11 

UlnkCQI, 

c Vmd&' or 14 GOO dwt. and mote: <auattcl!'IJ' 11veragc1. 

ton to handle whether in crude or refined state, bulk dry 
cargo is composed of a number of heterogeneous commod• 
it.ies, each with different j).andling cbaracted,1tics. Flue. 
tuations from year to year io the relative importance . . 
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of different commodities in total bulk c8.(rier shipments 
have an important effect on the productivity measured 
in terms of ton/miles per dwt of tb.e bulk carrier fleet 
t!irougb their effect OD turnaround time in port. 

, 



Chapter JV 

FREIGHJ' RATE D.EYELOPMENTS 

·64. Variations in the levels of freight rates during any 
period are indicated by means of index numbers. There 
are many indices available and a description of the main 
publisb.ed freight rate indices is given in the report by the 
UNCTAD secretariat, Freight markets and the level and 
srrucrure of freight rates.u The point is made there that 
rate indices mast be used with great caution when drawing 
conclusions regarding the movement of freight rates in 
the different sectors of the shipping industry. The report 
also makes it clear that none of the indices available are 
suitable for use in calculating changes in the costs of 
transportation of the imports and exports of developing 
counrries. For these reasons proposals have been made 
for the construction of indices more suitable for this 
purpose." 

65. A study of the variation in rates as reflected by the 
behaviour of tbe indices is not the only matter of impor­
tance in reviewing developments of freight rates. The 
variations recorded by the indices arise from changes in 
demand for tonnage reacting on a supply of available 
toDDllge which changes more slowly. The nature of the 
reaction, and the way io which rates are affected, are 
fully discussed in the report referred to in paragraph 64 
above. In addition to the factors which give rise to short 
term changes in rateS, there are long term changes in 
the volume of cargo moving, the supply of tonnage and 
the costs of shipping operations. For example, the 
continued increase in the volume of world trade (see 
paras. 4-12 above) would, other things being equal, give 
a long term upward trend to freight rates. However,. the 
parallel increase in tbe supply of shipping (see paras. 13-
24 above) has prevented a shortage of tonna~e from 
emerging, while at the same time the continuing increase 
in the size of ships has led to falling ton/mile costs in the 
bulk freight markets. The influence of all these factors 
in general is discussed in the report mentioned, above, 
while particular developments in shipping and trade 
within the period under review are noted elsewhere io the 
present report. 

66. Generally speaking, in 1968, the liner sector of tbe 
shipping industry continued to carry out the adjustments 
resulting from the closure of the Suez Canal lllld the 
devaluation of sterling in J 967, while the dry cargo tramp 
market seemed fairly settled after the instability of the 

"TD/B/C.4/38/Rev.J . To be issued as a United Nations 
public:ndoo, 

st The secretariat•, proposals for the construction of indices or 
freight rate$ of speciat iotere.si to de,,.eJopjng counlries nrc contained 
in documool TD/B/C.4/37. 
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second half of J 967. The tanker market experienced the 
us·Jal short-term :fluctuations of freight rates, although the 
ov:r-all level of rates was sustained at hij;her levels than 
in previous years owing to the closure of the Suez Canal. 
The changes in some of the main freight rate indices 
be;ween 1955 and I 968 are shown in table 17 and their 
movements in 1968 are discussed below. 

liner rates 

67. The liner rate index compiled by the Ministry of 
Transport of the Federal Republic of Germany showed 
an increase during 1968. The assessment for January 
J 968 (in the new series, which uses 1965 as base period) 
was 106.6. lt rose to 108.2 in April, dropped to 107.2 in 
June, and then rose gradually to 107 .5 towards the end 
of the year. No link is available between the old and the 
new series for purposes of comparison between 1968 and 
earlier years. 

68. In the case of most lines the surcharges for deva­
luation expeo~ imposed aft.er November 1967 have been 
coJsolidated, either at a lower level or unchanged, in the 
tariff schedules. The fuel surcharge, imposed after the 
clc~ure of the Suez Canal, was reduced or abolished in 
some cases. However, any benefits on this scere were 
more than offset by the various rises in the basic tariffs, 
wJ,jcb are reflected in the movement of the index. 

69. The tendency to quote and pay liner freights in 
cu:rencies other than sterling (mainly United States 
dollars) continued throughout 1968. For shippers in 
co·intries that followed the United Kingdom in devaluing 
their currencies by the same amount, payment of freight 
in dollar.; bad the effect of a full devaluation surcharge 
of 16.6 per cent. 

Dry cargo ,ramp market rates 

(a) Time charter rates 

70. Throughout the first patt of 1968 there was an 
active demand for tonnage for time chartering, especially 
from liner companies, arising in part from the continued 
closure of the Suez. Canal. The Uni~d Kingdom Cham• 
ber of Shipping time chart.er index for 1968 (1960 = 100) 
was 138, compared with 130 in 1967. 1n fact , this was 
the highest assessment recorded since the revision of this 
index in l 961. 

71 . Fluctuations during the year were fairly wide. 
The fodex stood at 145 in January 1968 (corresponding 
figure for 1967: 118), dropped to 126in April- presumably 
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FteJahl rate lndi«s, 1955-1968 

,.,_ 
/rddtJ IIU~I II br)' l:'frltl> lrO'Nfff To,t;lce, tri'II dmr,~ d 

r.,, (J,t/,-..lhc, Tim, Vo)'lagc- (MOT~ (J.- ( lnJq_J, 
19.W • JOO) 

(1P6S - IOO) t:bitrtUb tlior1u c: • JOO) t - • JOO) h (J1'6()- J(JI)) 0 960 - JOO) • 1001 ll 

1955. 108 199 17l I 19 
1956 119 265 212 22,4 
1957 , 132 18l 153 150 
195S . 122 86 91 54 
1959 . 120 66 91 SS 
1960, 122 100 JOO 52 
1961 , 121 112 107 48 
1962 . 13t 89 89 SS 
1963 . 133 105 109 73 
1964 . 138 Jl9 l 12 67 
1965 , 142 134 127 66 
1966, 148 D2 114 62 
1967 , 153 130 121 ll4 
1968 . 107 • 138 124 104 
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menu ottrdahtfl1tii «-~ loi.4Cd Of 4.i~Ol'JW b)" liMfaof all I /It$ 01, J)C>nll lfl lift ADl...-«plHa111.bura fa0$ll, 't1ilc. t96l 
ftluro i• the 5rta of o QCW ,C06J wltb bNcc J"'5$ - JOO; i,I) I.IDk Wltb tk. oto'f'iOOI ktlca ft 11vaiw.t. 

f [>ey otrao tlxRe Cihli:Uc,,r Index COftlJ)lkd and Wl>l'Jbo:I b,- llk United ~'tl aut.mbc( of 8.bi\p,i,JJII , ~ O(I 
ut1.Wciebt.eel. auiUu1tclk n10111 tJI lliaw lo: ,ime. ei-,1.C(,t ol vCfetdl, oYCI' !> 000 ClWt. 

0 Dr:r CIITIO YOYAl!e QMncr m:l(u( eomJ>llcd aod ou'blfskd b,, Qle Uoltcd J{in:IC<lom ()'lamber Q( SWiOPJU, Moriibb 
1"f(fbted ·U&cttln\Ull qf JD(ei !QI' al,t Gall;:$ OQ f001C$ ot imPOc:(IIACJO; '° tltlc um~ JQui(lo.m fflCl'dlaot llocl. l.llclu«.<l'J\l°'U~­
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tJ Tanker uli, Charter '-"ddr oo,ot>llcd i>nd s,ubtisbcd W NOf'w,-,.,, Slrl»IIM$, Ncl!f'l, Oslo,. D:Ded 011 vtt~lt'hteiel ll.l'ltb-
111etJc men of' tllllktr frdll!IU. r~ ~hl VOJ'UCJ coocludod ep tQOCI.Ulltl •ll Wti.S of.~ -world. 1.'ile lb(4$eniell Otc PQ( linked, 

11 h1nuary.Nomnber, elffl<eii JlllOOllllJ •'1'«'11~ 
/ United~ Mil.\iotry o!1'.1'Ul$JilOl't -=ah: t'rom 18,9. J947 • 100. 
, London Merkel l'focnioaJ Tanker Ptt.lghi Seate trom I. I. 195? • 100. 
1t tmem1donal TaaRf: NOflllntl f'teialll Sea~ froor1i JS.5, 1962. • 100, 

as a result of the j,nactjvit)I in time cl)artering caused by 
the international monetary crisis at that period-but 
recovered to 154 in May. In the second half of the y~ar, 
the indenl1El'tllnlltl"l5l!"ffi!"Wlf<Sle arouii'l!1owefleve!s an 
in the corresponding period in 1967. 

(b) Voyage charter rates 
72. Contrary to time charter hires, freight raies for 

voyage charters in 196& failed to ju~tify expectations of a 
continued boom in the market, made on the basis of tbe 
closure of the Suez Canal. Rates in 1968 Mver reached 
the peaks achieved after fone 1967, owing to the influx 
of new bulk cargo tcnnage. In general, tramp freights 
during 196& were characterized by relative stabilit)I. 

73. The average of the United Kingdom Chamber of 
Shipping monthly voyage charier index (1960 = 100) for 
the first si:x months of 1968 was 125, while the average 
for the corresponding period in 1967 was 106. In the 
second half of the year the situation relative to I 967 was 
reversed. The index continued to lluctua Le within narrow 
margins, but on the wbole, at levels noticeably lower than 
those in the corresponding period in I 967. The average 
of the monthly index numbers for the second half of 1968 
was 123, while the corresponding figure for 1967 was 135. 
The average for the whole of 1968 was 124, as against 121 
in 1967. 
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74. Table VI in annex D indicates the maxim= and 
minimum voyage charter rates in 1967 and 1968 on some 
routes of interest to developing countries. - -~-- - -------·· . ---·-· . 

Tanker voyage char,er rates 

75. Owing to the importance in I.he IJ:ansportatioo of 
oil by sea OQ the route from the Persia11, Gulf to Western 
Europe, the ef;l'ects of the closme of the Suez Canal con­
tinued to influence the tanker market in 1968. Thus, 
during the first five months of the year the asstsstnents Qf 
the Norwegian Shipping New.1 tanker freight index (Inter• 
nation.al tanker nominal freight scale: 100) indicate that 
rates fluctuated within n.arrower margins but at higher 
levels than in the corresponding period in previous years. 
Jn 196&, the average of the monthly assessments of this 
index for the period Jan.uary to May was 100.5, compared 
with 49.9 in 1967 and 69.8 io 1966. (O.n the other hand, 
the as~-essments for this period i11 1968 were lower than 
those between June and December 1967, when the Nor­
wegian Shipp;ng News index never fell bclow 101.) The 
index rose in May and June 196& but started to decline 
in July. After July, it stayed at levels similar lo those of 
the first four months of 1968 until November, when it 
started rising again. The average of the monthly assess­
ments for the whole of 1968 was 103.8, as against 113.7 
in 1967. 

\ 
l 



Chapter V 

OTHER GENERAL TRENDS 

(a) Coniainerization 

76. Rapid developments have taken place in interna­
tional container transport during the past decade. Con­
lainers were Jirs! used in United States coastal trades 
(including the mL<ie lo Hawaii) 11nd in the trades between 
North and South America. A signiJlcaut event in the 
development of container services was the introduction of 
a transatlantic service between the East Coast of the 
United States of America and Northern Europe in 
February I 966. This service was operated by a line of the 
United States of America; it was quickly followed by 
siwlar services operated by two other lines from that 
country. In J 967, the list of transatlantic container oper­
ators was enlarged by the entry of two British groups and 
a Western European consortium. In 1968, container ser• 
vice.~ across the Pacific .were startea by shipping lines of 
Japan and the United States. ln 1%9, containers will be 
introduced in the United Kingdom-Australia and the 
Australia-Japan trades, and Japanese sbipowners are 
planning a container service for the Japan-Europe trade. 

77. In September 1968, that is less than three years 
after the start of the transatlantic container services, the 
number of specializ.ed container ships in operation had 
riseq to 145. In the same month, fifty-two shipping 
groups throughout the world bad 113 container carriers 
on order. Additionally, contracts were pending or under 
negotiation for another thirty-one new constructions, 
while twenty-nine ships were being converted to carry 
containers.•' 

78. The impact of this rapid growth in tonnage on 
frejght rates and conference practices remains LO be seen. 
Container ships are, given equal tonnage, mor~ efficient 
than ordinary dry cargo vessels b-..cause of their quicker 
turnaround, though their economic efficiency varies 
according to the level of stevedoring rates, the length of 
time in port, the cost of the ship, and other factors. 
Various estimates (d.i.tfering in their assumptions ~nd 
conclusions} have been made concerning the cost-reducing 
effects of this new mode of transport. 

79. One recent study .. estimates that a container 
vessel is able to transport between 2.4 and 3.2 times as 
much cargo as a conventional ship of equal tonnage in a 

M. Container Ves,els and Conu11i1ttr Y~~ttl Operato41/0wnt!r&; 
published by A/S Shippin& ConMiJtants, Oslo, 1968; quoted in Th, 
Motor Shlp {London, November 1968). 

t11 G, Beyer, U comalner. 1£11101frm acmelle el 3011 dvchttlo11 
(Soci6'6 d'6ludes e1 de rtaUsat.ions· lndustrie11es (SER)), Renuuh 
Erigincedng, 1968), summauzed io JourMf dt! lo marine nu1rcha11de ' 
(Pon,, October l%ll) 
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given period. 11 predicts that il will be possible ia 1970 
to transport aU the "containerizable" North Atlantic 
ca:go in twenty-five very large container ships of 
60000 dwt. The cost savir1gs to be realized (compared 
with the cost of conventional transport) are eslima~d tO 
be about 12 per cent for a container transported from the 
factory to the port of destination, and about 28 per cent 
in the case of a complete door-to-door service. 

30. Another study on containerization •• forecasts 
sa'lings of up to 50 per cent in the cost of transport, a 
reduction of 70 per cent in the nlllDber of cargo ships on 
the North Atlantic run, and a twentyfold rise ;n the 
productivity of port-workers handling general cargo. 

~I. So far, however, neither general reductions of 
conference tariff levels, nor rate wars, have been reported 
in any containerized trade. Instead, it is reported that 
rate reductions have been given to shippers of contain­
erized cargo in the form of rebates, or through deliberately 
incorrect weighing or description of commodities . in 

32. The initiative in establishing container services 
bas come from developed countries, and developing 
co'.llltries have played a passive role so far.•• The capital­
inteuSive and labour-saving nature of containerization, 
aud the delllAnds it makes on the inland transport system, 
detract, prl1n11 Jacie, from the attractiveness of contain­
erization as an investment option for developing coun­
tries. Furthermore, containerization is appropriate only 
when there is a steady flow of "containerizable" goods; 
and wbile there may be an economic case for container­
iz.ing the imports of some developing countries, the 
commodity composition of their export trades tends to be 
unsuitable for containerization. 

83. lt is interesting to note, however, that the study 
quoted in paragraph 79 above indicates that, when a 
certain volume of trade and size of vessel are reached, the 
operation of a container ship may be economic on a 
one-way basis, with no return cargo. This is a pointer 10 
the pcssible future introduction of one-way container­
izat.ion from develop-..d to developing countti~, as con­
tainer ships become more efficient or as over-capacity (or 
competition from air freight} brings freight rates down. 
The feasibility or such an operation, extending al the 

a> McKinsey and Co .• Inc. (Management consultants), Co11• 
toi1.erizatiott: the k~y 10 /QM• cost 1r11nspor1. report produced for the 
British T,aospor1 Docks Board, 1967. 

• Sec the United Stales Federal Maritime Con\rnission press 
rc1t:itsc of 7 November 1968. giving the text of an address by the 
M.1naging Director of lht Commission. 

3: See paras. 87 and 88 below. 



maximum from "ex-works" in the developed countries to 
the ports in the developh)g coUJJtries, would have to be 
studied very carefully, especially by the latter countries, 
If stevedoring costs in the exporting country were parti• 
cularly high, a one-way operation might seem attractive 
to exporters even though the trade volume itself did not 
justify the use of containers. 

84, A more immediate possibility is that containeriza• 
tion may be thrust upon developing countrie.~ wbose 
trade is carried as part of a route betweec two indus­
trialized areas. The decisions by the ship operators on the 
types of ship to be used on the route will depend on the 
needs of the route as a whole. This may mean that full 
containerization may be adopted even though none of the 
trades of the developing countries along the route is 
suitable for it. These countries must then consider 
whether to adapt their ports to handle the container ships 
on the route, or to seek to establish alternative break­
bulk shipping services io handle their own trade. ln the 
sitl!ation posited, the break-bulk services would be 
unecooo.nuc, wherea~ if the container solution were 
accepted, the shipowners would be able to recol!p ftom 
other parts of the trade the •overhead costs incurred in 
serving the trades of the developing countries. Thus, it is 
not at all clear a priori which of the two possible solutions 
would be tbe best for the developing countries concerned. 

85. Containers may be used in a funy integrated and 
developed service. Such a service involves, first, the 
emp)oyment of highly sp;cial.ized vessels (with a cargo­
carrying capacity probably two or three times as gre;it as 
conventional bi:eak-bulk liners); secondly, deep water 
ports with berth.~ specially equipped with wharfs, cranes 
and transport facilities ·adapted. to zeceivipg_ large _ships 
and handling contamers; and, thirdly, specialized nul and 
road trucks for carrying containers to and from ioland 
destinations. With. such services, it is likely that these 
would be a llinited number of large capacity contaioer 
}l!)rt~jn each o[.ll)_e world's 1!!!!,~'l...tradqig.,t.,;gio~w:id.that 
otlier ports would be served by feeder services taking 
contaioers to and from the terminal ports. At the other 
extreme, it can be visualized that a few containers may 
be carried on the decks, or Jn on.e hold, of a liner wblch· 
is otherwise equipped for conventional break-bulk car­
riage, and that tbese containers may be handled by ship's 
gear and packed and unpacked within the port areas. 
Between these _two extremes, there is a large number of 
possibilities. . 

86. Each of these possibilities clearly has implications 
for the port authorities concerned. For example, if within 
a geographical area there is sufficient "containerizabl.e" 
traffic to permit only one optimum size port to be econom­
ically operated, then regional co-operation will be required 
in order to ensure that only one port is constructed. 
The one port will then have elaborate and sophisticated 
facilities, while the other ports in the area will be con­
cerned largely with feeder traffic. On the other band, if 
there is not sufficient container traffic in a geographical 
area to justify even one specialized port, then each port 
may fu,d it necessary to provide some facilities for such 
contaioers as are carried in ships otherwise equipped for 
break,bulk cargo. 
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87. Interest in containerization is reported from severai 
ports in Asian developing countries. 1n India, there are 
plans to equip the ports of.Bombay and Calcutta to handle 
incoming container traffic on a limited scale, though it 
may not be possible Lo returo these container,; full of 
export cargo. For the longer term, there are proposals Lo 
develop the satellite ports of Nhava Sheva (Bomb~{) and 
Haldia (Cnlct1tta) as fully fledged contai.ner ports.' Sin­
gapore is reported to be planning to build container facili­
ties and a Singiipore shipping line proposes lO establish a 
container feeder service between five ports in Malaysia 
·and Siog,apore.34 Plans also exist Lo e<Juip the port of 
Kaohsiung, on the south-west coast of Taiwan, to receive 
contai11cr sltlps. 86 Studies of containerization are being 
carried out in Ceylon 36 and Hong Kong, and a Bong 
Kong shipping company may order specialized container 
ships.31 It i~ likely that the expreMioo of interest in 
containerization by developing countries in this region has 
been stimulated by the planned introduction of contain­
erized services between Europe and Australia, and Aus­
tralia and Japan and, at a later stage, between Europe 
and Japan. 

88. Among developing countries, interest in containers 
is not restricted to countries in Asia. In Latin American 
trades, for example, containers were introduCM as early 
as 1964. Particularly interesting is the service between 
New York and Callao, on which ships, in addition to 
carrying bana.oas and having considerable passenger 
accommodation, ate also equipped ,o carry containers. 
Other container services are also operated on the east 
coast of the South Amedcan continent. In the case of 
Africa, there does not at present appear to be any full 
fledged container service. Nevertheless, container ships 
operate into many African ports where containers are 
handled" usio,g ships' gear and without any special facili­
ties . A major question, particularly in the West African 
area, is the lack of backhauJ cargo suitable for contain• 
erization, with the result that containers are sometim-.s 
abandoned-in West Africa ·er ar-e r-eturned -empty. 

(b) Nuclear powered ships 

89. Two significant events in the field of nuclear pro­
pulsion occurred in 1968. Until then., only two non­
military nnclear vessels had been in service, namely, the 
United States cargo ship Safanna/1 and the Soviet iee­
breaker Lenin. In October 1968, the Ottu Hahn, built in 
the Federal Republic of Germany, made its first trial run 
under nuclear power. Altbough its major fllllction is 
stated to be to serve research purposes, this ship of 
15,000 dwt is also lo be used in the transport of iron ore. 
ln November 1968, the keel of the first Japanese ship 
usiog nuclear propulsion wa.~ laid. It is expected to 
become operational in 1972, and will be used primarily 
for transporting elemen.ts for nuclear power stations and 

" Ports and Harl>our, (Tokyo, YO$hio Hayashi, August 1%8); 
L/oyd's I,;,r and Shipping Gawu (London, 14 December 1%8). 

" Par El:t1lt!1'11 !'co11ondc R~v/1111 (Hong Kong, IS August 196.8), 
SIi Joumlll pt>1tr lt1. transport int~rnatW,,al (Buel, J l October 1968). 
"Lloyd's LJ,r ai,d Shipping Gami, (London, 4 January )969). 
3' F11r Eastt!rn Eco11omic. R6vio"' (Hong Kong, lS August 1968). 
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radio-active waste products. It will have a service speed 
of 16.5 knots and a deadweigbt tonnage of 2,400 ... 

90. Research is progressing in Italy on a project for a 
nuclear-powered ship of JS,000 dwt, the Enrico Fermi, 
and a flan in the Federal Republic of Germany is studying 
the construction of a 200,000 dwt tanker propelled by a 
boiling water reactor producing 30,000 shaft horse­
power."' 1t appears that the latter sb.ip would not be 
commercially viable and its operation would have to be 
subsidized. A representative of the firm undertaking the 
study is reported to have stated lbal nuclear propulsion 
will only be commercially viable when install;,tions of 
40,000 shaft horsepower or more are used."' This power 
range would be suitable for very large, fast container• 
ships and for giant tankers of the largest sizes now contem• 
plated.41 A British study on the application of nuclear 
power to container ships, carried out by Vfokers Ltd. in 
conjunction with the United !Gngdom Atomic Energy 
Autb.ority,42 has come to the sam.e conclusion. Both 
studies point to the commercial viability of oucloar pro­
pulsion being Len or more years away. 

(c} Air transport 

91 . The suc:,:ess of air transport in competing with sea 
uansport for the carriage of passengers is well known. 
It may be simply illustrated by the following facts: between 
1957 and 1967 the number of people crossing the North 
Atlantic each year by scheduled sea services fell from 
1.0 million to 0.5 million, while the number crossing by 
scheduled rur services rose from I .0 million to 5.0 mil­
lion." 

92. Air transport also competes with sea uansport in 
the carriage of cargo. Tb.e current transport performance 
of air freight, in terms of ton/kilometres, is very small 
compared with that of sea freight, even if the comparison 
is limited to liner cargoes." However, the airlines' share 
of freight revenues is considerably higher than their share 
of freight volumes. Air cargo revenues on scheduled 
services operated by airlines of States members of lCAO 
in 1967 were SJ,188 million." If one accepts an estimate 
of $5,600 million" as the gross freigbL revenues of liner 

,11 Jo11rnal de Ja marine morchttndt (Paris. S December 1968). 
" Sbart horsepower (s.h.p,) is lhe po~r actually transmitted to 

tbe propeller scbaft(s), i.e. it is net or power lost in tranS1'Wssion. 
'° Joumal de J,o marine matclwnde (Paris., 19 October J968h the 

firm in question is Al!O~Telefunk,el),. 
• 1 The ,&ovanna/J's reactor can produce 22 000 .s.h.p. Large 

passcng-,1 liners use power well ln e.xcess of 40 000 .s.h.p. The 
Queen Elizabetlr 11, for ex.ample, USC$ a.n average i,h.p. of 85 000 
lo 95000 (ll0000 s.h.p. maximum) . 

u Reported io Joun,al "f (",<J,nmerce (London, 23 Novembef 
1968}. 

.a 1D J961, an additional 0.5 mJJlion passengers were carried by 
chart.er Jligbts. These figures, derived from Atlantic Conference 
$latis.tica n.nd IATA statisti~. are quoLed io OECD, Maritime 
Tran,porr; 1967 (Paris, 1968). 

u A rtcent estimate by Bjorn G. Broathen, quoted in Journal 
de Ja marine marclumde (Parl,, 21 November 1968), puts air freight 
too kHomeues tll 2 per cent or liner cargo ton~lc.ilometres. 

u lCAO, "'A review of the economic shootion or air t..rnnsport, 
1957-1967", circular No. 89/AT/IS (Montr<al, July 1968). 

•• B. G. B.raa.then. Joe. cit. 
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comparues in 1967, air cargo is seen to have earned about 
2, per cent ofliner revenues (17 .S per cent of the combined 
total}. The latter figures demonstrate the competitiveness 
of air freight at the high-value end of the Lransport market, 
the same end al which container ships are aiming. 

93. These estimates are complemented by statistics on 
tbe airborne trade of the United IUngdom in 1967 ." 
Tnese statistics show, for example, that over 50 per cent 
(by value} of United Kingdom imports of electrical 
machinery. and apparatus (SlTC 72} a.nd of professional 
and scientific instruments, photographic and optical 
goods, and watches and clocla (SJTC 86) was carried by 
air in that year. More relevant to the developmeol of 
seaborne containerization is the fact that over 20 per cent 
(by value) of trade between the United Kingdom and 
the United States of America was airborne in 1967, and 
that the share of air cargo in this trade has been rising. 

94. Table 18 shows that the average air freight rate per 
ton/kilometre on scheduled services of airliners of StateS 
m~mbers of lCAO" has fallen by about 30 per cent 
between 1957 and 1967 and that the ton/kilometres of 
cargo carried on such services have increased fourfold in 
tb~ same period. 

TABLE 18 

Trends in air freight rates a.od in a.ir freight "olume 
(ScJuiduted optrtilions of airlln& of ICAO mtrmb11r States)• 

A~tfQt d,"'11,d ""'7CCI 
fnt,lllr rtll( HI IIHl(lart 1rcl6Jer 1><1Urmf' 

r ... 
""""' lN t.lrl>tudt,,4 s.,,,., ,.,.. 

"'"'""' 
Jf'UltX 

""" 
JIJ1 • 1(){J 

IO'III/Un J1J7 • JOO 

1957 24.8 100 J.63 JOO 
1958 24.3 98 1.67 102 
1959 . 24.0 9i J.93 118 
1960 22.9 92 2.17 13) 
19•1 21.8 88 2..48 152 
1962 20.5 83 2.92 179 
1963 20.6 83 3.28 201 
1964 19.7 19 3.91 240 
19•5 18.2 73 4.95 304 
1966 18.0 73 5.83 358 
1967 17.7 71 6.72 412 

SoH!ff: JCAO, A rnt.ew Of I~ t~i(r: 8'1."""'1ti1Nl of alT tralf.f,ort JPJ1•1~1. 
CltcWat No. 89/AT/JS (Mosucea1, J·u.11 1968), 

0 Doolettle. and itMenUl.liOclal 11enkn: lCAO membctthip OOCf DO( Jiodudt; l~ 
USSR. a:iJn1I (moltll1u1d,) And lomt- Mbe:' llatea. 

~S. Most air cargo services are provided in the holds 
of passenger aircraft, tb.e cargo carried contributing to 
overheads without incurring substantial costs. However, 
the future of air cargo lies in the provision of all-cai:go 
se.rvioes and tbe viability of these services is not yet 
universal. In fact, the unit freight rates shown in table 18 
were only one or two cents above average operating costs 
per ton/kilometre in the years shown, so that tbe "average 
airline" would have had to acb.ieve load factors of 90-95 
pe: cent or so to break even ia the carriage of cargo 
alon.e. 

-'-' JJoard of Tradt! Jo11r11al (London, 22 Moreb 1968), 
" The USSR, China (mainland) and certain other States: nre 

no1 members of lCAO. 



96, Among the St.ates members of ICAO, the main 
areas of all-cargo services are the United States domestic 
market and the North Atlantic route. There is evidence 
that these services are commercially viable in the United 
St.ates market,•~ where there is a high and steady volume 
of traffic and large aircraft can be used. The ICAO publi­
cation'° from wbicb table 18 is drawn gives an interesting 
comparison of the performance of United States domestic 
and intra-European cargo services, which shows that the 
higher freight rates of the latter do not compensate for 
the lower freight volumes, The £CAO figures are repro­
duced below: · 

9.2 ton:. 
2.5 cenu; 

23.1 lOns 

6.1 cents 

Avcra_ge cargo capacity per nircraft 
A veragc .cost per available ton/km 
Average loaid fat1:or ••. , • • . 52 per cent S9 per oent 
Averogc operating cosL per ton/k.m 

perrormcd . . . . . . , . . . 48 cents l 1.4 cents 
Average revenue pet ton/km pe.r~ 

ronned • , . . . . . . . . . 28 cents 12.11 cents: 
Average deficit/surplus per ton/km 

performed • • . • •• , • , • - ZQ oc,nts + J .4 cent$ 

97. Ait freight is going through a technological revo-
1 ution parallel to that. in sea transport. Containerization 
and other forms of uniti1.11tion a.re being introduced. 
"Jumbo jets" and "aitbuses" are just about to break i,oto 
the market. These new aircraft will have lower operating 
costs per ton/kilometre than existing types and they may 
be able to operate economically at average freight rates 
of the order of s.ix cents per ton/kilometre.SJ. 

98. The effect .on sea trllllSpOrt of reductions in air 
transport costs will be a broadening of the area of compe-

" A study by " United States aircraft cor_porttti.on s1iow.s thtt 
lhe all--c:argo .tines in the United States moved ftorn loss lo profit 
in 1966. Loclche,<J-CJ<>orgja Company, Air ""fO projit4billt}' Sludy, 
J9S7-1966 (Marietta, Georgia. ~broary 1%8). 

Mt lOA:O ... -A ,-eviow ·<1:rtbo··ecf)o•omiC"siuJatfolN:Sf air transpott, 
1957-1967", circular No. 89/AT/IS (Moolroal,' 1uly 1%8). 

61 Ibid. 
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tition between air and sea freight (though it must not be 
forgotten that sea transport costs will also be falling 
because of containerization). At present, air transport 
has a definite advantage in tbe carriage of ceru,in perish• 
able agricultural goods, and sea transport is unchallenged 
in ·the transport of bulk liquids . The whole range of 
products in between these rwo extremes is theoretically 
open to competition from air freight.•• Initially, ·air 
freight. tends to be competitive in carrying goods with a 
high value in relation to volume and goods which are 
needed in a hurry. A reduction in air transport costs will 
lower the minimum volume: value ra\io at which air 
freight becomes attractive and will reduce the cost of 
saving time (the time factor being the key to the size, and 
thus the cost, of stock holdings). 

99. Air freight is largely carried between and within 
induStrial countries at present. Because of the commodity 
composition of the trade of developing countries, air freight 
is currently more important (in volume terms) in their 
imports than in their exports. An indication of the share 
of developin~ countries in international air cargo trans­
port is given in a recent study of the future of air transport 
in West Africa; 63 this ~-tudy gives .figures for 1963 whicb 
attdbute 8.-9 per cent of •ir freigl:,t ton/miles to Latin 
America and 2.9 per cent to Africa. The same study 
shows that in West and Equatorial Africa, tonnage 
carried by air iocreased four-fold between 1958 and 1967. 

JOO. Air freight may b~ ••')"'Cied to grow in importance 
for developing counrries. The creation of an adequate 
surface transport infrastructure may be difficult in many 
developing countries, due to economic or geographical 
circumstances, or a land-locked position, and there may 
be great scope for the use of aircraft for freight and pas, 
Senger transport io such co mi tries. 

,: UJ tb.is connexion see. D. Tresselt, Thtt Wut A/ric.an Shipping 
1/angs (United Nati= publication, Sales No.: 67.Il.P.24), paras, 
475-476. 
· h 'T&&JJ)fu1~Komac10: "ASpcets of ab- freight in new countries .. , 
paper submitted to the Tblrd !TA l ntemational Symposium, 
Paris, 1968. 

.., 
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Chapter VJ 

TIONAL TRANSOCEANIC TRANSPORT AND ECONOMIC DEVELOPMENT • 

~' 
1J.i..J\' V 
f~) Transport and economic development 

'iiht objective of an international economic 
· e~oli9Y is to incr~se the real income of the 

· · articular attenuon to means of rncreas10g 
o,wth of real income per head in the develop­
. International transport has a critical role 
i$ _process . 

,endowmen1 of natural, human and capital 
ties from country to country. In order to 
' um rate of growth of real income, coun• 

, erefore carry oo trade with each other in 
at each make., optimum use of its specialized 
uciiOD. Before this international trade can 
~ uring conditions of poverty a number of 
·e to be fulfilled. One of them is that all 
·1d have free access to the markets of the 
so long as limitations affect the access to 
· "_ nomic development of developing co.un­
'red. Another condition is that there must 
ansport services between countries, oper­

,. and charging the lowest prices consistent 
, ruo maintenanoe of the services. 

absence of international trade all coun­
•sufficient in the sense that they can consume 

· .est.-only •what they have produced. International 
_ , . . · · tion in production to occur, with 

~):itU!i)I ;producing those goods in which it has a 
. ilv.e . advantage and importing those which it 

roouce .or can produce only at prohibitive cost. 
ess of development also includes the establish• 

ansion of domestic industries. Domestic 
ecessary because many economic activities 
f'form the basis of international trade are an 

tf of development. Although the domestic 
'·~u,pplying the do!llestic market are important, 

. . · ilcvelopmeot is always associated with the 
~ ~~!1.!l.,:of · international trade. It is from this trade 
~~e".'m~ei:I for international transport arises. The 
-~wi"g?ii~sport needs of developing countries are the 
, ~lltffil,_rzn;e past developments in their economies which 
~'(~<f to particular trading pauerns. Future develop• 

- S&ke!y to produce an increase in, and a changing 
11WDI, ,trade leading to both ao increase in the trans­

~uirements and a change in the pattern of routes 
es of •facilities used. 
' , 

. ·hapter was originally issued a.s a .scparo.1~ report (TO{B/ 
rcparcd by the UNCfAD stcretariat under resolution 

'V) ·of the United Nations Economic and Sociat Council. 
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104. Sea transporl is the major mode of transport 
used io international trade when the trading partners are 
not ::ontinuous. However, in considering the transport 
requirementS, tbe needs for land trnnspon between coo• 
tiguous territories and for inter-modal transport Jinks in 
the ease of land-locked countries must not be forgotten. 
Besides, it is rare Lhal goods travel from the · point of 
supfly to the point of demand entirely by maritime 
means. Sea transport must essentially be regarded as one 
link in a transport chain which normally involves the use 
of two or more modes. 1n addition, the role of air­
freighting must be taken into account, although this is 
currently more important in trade between developed 
counries than in the trade of developing cou:otries. 

105. The aspect of air transport of greatest importance 
to developing countries is the way in which the fast 
service which can be provided makes it possible to reduce 
stock holdings, with consequential economies in the use 
of scarce capital for this purpose. Where the demand for 
particular types of !Jnp_orts fluctuates and yet buyers a'.e 
not to be kept wattmg for supplies, the level of stocks m 
relation to the annual volume of trade bas to be high if 
sea tran.'l])ort is used and yet buyers are not to be .kept 
waiting for supplies. Some of these imports, for example, 
spare parts for capital equipment, n:uty be essential for 
development. 1n these cases, arrangements with over­
seas suppliers under which supplies from overseas are 
air-freighted can ensure quick delivery to customers 
without the need to bold stocks. Also, in comparison 
with sea transport, air transport can frequently lead to a 
redu•;tion in the number of links used in a transport 
chain, sinoe air ports, unlike se.i ports. are not restricted 
to locations on the coast or in estuaries. 

106. Although the trade of the developing countries 
generates their demand for transport facilities, L_ne 
infln~nce oo trade ~f the supply of transport facilities 
mu.st always be cons,dered. Where transport facilities of 
a particular type are provided, only trade which can use 
those facilities can take place. The trade of any country, 
whether developed or developing, can be hindered if 
transport facjlities of the right type are not n vailable. 

107. Investment in tbe expansion of transport facilities 
may be induced, that is, it may arise from a change in 
the pattern or size of demand which becomes clear to the 
transport operators. However, in the context of eco­
nomic development the most important type of invest• 
ment in transport is likely to be autonomous that is, of 
the type which occurs before the need for 'it become. 
manifest. in the expectation that it will generate tbe trade 
necessary to secure economic returns . 



I 08. Jn the case of induced investments it might be 
expected thaJ the profit motive of transport operators in 
a freely competitive system would lead them to s-upply 
the transport facilities required. In certain important 
respect~, however, international transport is not freely 
competitive. In the long run, it may be the case that 
potential needs are normally filled by the supply of 
appropriate transport facilities. Jn the short run, how­
ever, this is not necessarily the case. The "short run" 
may in fact be quite Jong; in a system where the demand 
for transport is held back by the inadequacy of existing 
facilities, several years may elapse before the transport 
system reacts to potential demands. 

I 09. Historically, private enterprise has been an 
important source for autonomous investments in trans­
port. In the modern world, however, such investments 
in developing countries depend largely on goverment 
action and on the provision of capital through inter­
national agencies. 

(b) lnternaJiona/ transport structure 

110. International transport is at present provided by 
a number of different means: 

(a) Land transport betWllen contiguous territories by 
road or rail; 

(b) Rail and road transport between non-contiguoU$ 
territories using "roll-on, roll-off" -ships, including train 
ferries, for the sea part of the joumey; 

(c) Sea transport of bulk eoxnm.odities, including tbe 
carriage of liquid cargoes, or cargoes such as grain which 
can be handled in the same way as liquids, in tanlcers, 
·the transport of bulk cargoes in general purpose tramps 
and also the transport of bulk cargoes Jn specially designed 
bulk carriers; 

(d) Transport of dr)I cargoes (principally fruit, dairy 
produce and meat) in sp-..cially designed refrigerator 
sbips;-- ~ 

(e) Transport of liquid cargoes in deep tanks of ships 
carrying dry cargoes; 

(f) Transport of dry cargoes in liner ships operating . 
on a "common carrier'' basis; 

(g) Through transport of general cargo. to inland des­
tinations under single bills of lacJing, using either tradi­
tional transport .means or containers; 

(h) Air tran,'Port, at present largely restricted to high· 
value manufactured c<>mmodities largely between devel­
oped countries and the transport of precious stones and 
metals and perishable commodities sucb as fruit and 
!lowers. 

JI 1. In the transport field the UNCTAD secretariat 
is concerned primarily with the various forms of sea 
transport, although its interest must logically be extended 
to cover forms of transport whlcb are, or may become, 
competitive with sea transport in the trade of developing 
countries. 

112. There is another reason why interest in transport 
costs should extend beyond the eosts of one particular 
link in the chain. Toe income of the producer depends 

2S 

on how much he receives for bis product, while the price 
of the product on the mar:kel depends on tlie demand 
conditions. There is always • differential between what 
the producer receives for his product and what the buyer 
pays, even if one disregards processing which changes 
the nature of tbe product. This differential may be made 
up of the following main cost i terns: "' 

(a) Inland transport costs in the producer's country; 
storage charges; agents' commissions; profits of middle­
men in producer's couolry; handling charges in produ­
cer's country ( only those not included in the transport 
charges); interest on working capital to finance the 
goods during transport; 

(b) Freight charges; insurance; 
(c) Handling charges in the consignee's country (if not 

included in transport charge); profits of middlemen in the 
consignee's country; storage charges; inland transport 
costs in tbe consignee's country. 
Ocean freight and insurance may constitute a relatively 
minor part of the toral differential. 

113. In considering the income of producers in devel­
oping countries, or the priC".,s paid by buyers in such 
countries, all of these types of cost incurroo in moving 
tb.e product from _producer to tbe processor or tbe con­
sumer are important. Concentration on the oecan freight 
eosts only gives a limited picture. A recent study by 
OECD of 235 swpments in North Atlantjc trades con­
cluded "Of total transport costs paid fi.e. excluding all 
non-transport charges] for the entire sample of ship­
ments, oce-an freight accoulll8 for 62 per cent ... " •• If 
all other cost items had been included, the share of ocean 
tr~nsport costs in the differential would have been very 
m-.icb smaller, which demonstrates the importance of 
taking an over-all point of view. It should be noted that 
the OECD study related to transactions between devel­
oped countries; in the general cargo trades of developing­
countries the proportions accounted for by non-transport 
clbar-g~pr-0bably-hlgher-•tha/fl-in-•tbe-G EGJ;)wsample, 
for the size of individual trading transactions is rela­
tively small and bence tb.e charges for packing ,md for 
handling by middlemen are likely to be relatively more 
onerous. 

I 14. In considering balance of payments questions, 
only the part of the costs involved which has to be paid 
for in foreign currency is important. In the case of 
imports tbe costs listed in (a) have to be covered by 
foreign exchange payments, while in the case of exports 
those lis.ted under (c) are defrayed in foreign currency. 
The ocean freight charges rneotioued in (b) are payable 
usually in foreign currency if che goods are not trans­
ported in nationally owned ships, although these charges 
may be partly off:;et by expenditures incurred by the 

w For a diS<:tJssion of tlleincidenoc of tbcse costs, soe UNCTAO, 
Frt!lght 1110.rkeu a11d the l~wtl and struc/Ure of freight ro.1«1 {TO/B/ 
C.4/38/Rev.l} (to be i>sued as a United Nation.< publication), 
::hap. vn. 

" Se.e Maritime Tra.llSJ)Ort Commineo of O.BCD, Octtm freigl,t 
,a1e.s as part of U>Ul.l 1ron.spor1 C(Jsts (MT (68) 7, Paris, May 1968), 
para. 38. The phrase in square brackets was iosertod by the 
UNCTAD secretariat. 



foreign ships, for example. expenditure by crews, pur­
chases of stores ." 

J 15. Each form of sea transport has its own market.61 

The most important of these markets are: 
(a) The liner market; 
(b) The -voyage and short-teno charter market; 
(c) The long-term charter market; 
(d) The long-term contract market; 
(e) Integrated ownership operating outside the trans­

pon market. 

116. The liner market is operated in lhe main by- a 
system of conferences under which the individual lines 
operating in each trade agree t0 avoid competition as 
regards freight rates and in return for the provision of 
regular services establish loyalty arrangements with 
shippers. The liners carry the bulk of the world's trade 
in .manufactured commodities and are a lso important in 
the carriage of many commodities exported by developing 
countries, for example, jute. rubber, tea, cotton. Most 
meat and fruit carriers also operate on liner ,errns where 
they are not part of integrated organizations. 

117. The voyage charter market and the short-term 
time charter market formerly covered the transport by 
tramp ships of bulk commodities other than oil, except 
those carried by liners. Essentially the market is a free 
one in that rates respond to the forces of supply and 
demand. However, in periods of depression devices have 
been adopted to set a floor to the fall of rates, although 
there is no comparable device to set a ceiling to rates in 
times of shortage of tonnage. Rates in this market are 
extremely volatile, and tbe uncertainty which thi~ pro­
duces for trading is one of the factors which have led to 
a decline in the importance of voyage and shon-term 
chartering. However, these forms of chartering remain 
imponant in many trades, for example in the caniage of 
coal, grain, phosphate, sugar, sulphur.•• 

118. The use of long-term chartering was pioneered 
by the international oil companies whieb. wished to secure 
regular and assured transport facilities, and at the san;,e 
time to avoid the capital commitments that would have 
been involved if they had bad to .satisfy all their transport 
requirements by recourse to their owned tonnage. A time 
charter may be for a period ~ short as a year or as long 
as the life of the ship concerned. Such long-term charters 
are usually arranged before the ship is built, and ~be size 
and design of the ship are then determined by the needs 
of the charterer. The use of Jong-term chartering bas 
spread from the oil trades into many of the bulk dry 
cargo trades. The motive for the shipper is the same as 
in the case of the oil company, while the shipowner bas 
welcomed the security of long-term charters for tonnage 

" Wbe1c goods: are carried on foreign-owned liners, cargo 
baodling charges are usually Included io the freight payment made 
in foreign currency. However, that part of the handling. charges 
which is ioco.rre·d in nal.ional pcrts will be r~oouped by the country, 
1bµs reducing the net foreign e:xeha.oge outflow. 

•
1 For a description of thc.'!c: nu,Lrkel$, see UNCT AD, r._,aigJ11 

mar~u and the levtl and strttcJure of /reigh , rota (TD/B/C.4/38/ 
Rev. !) (ta be issued ns a United Nations publication), clrnps:. l•IV. 

.. Ibid., paras. 32-35. 
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which, because of its specialization, is a risky investment 
if used in the voyage charter .market. At present loog­
tenn chartering is more important in the carriage of iion 
ore than in the carriage of other bulk dry cargo, but its 
uie js spreading to other trades. There is also a small 
volume of long-term chartering to liner companies which 
may find it more convenienl to charter a vessel from an 
owner. particularly in another country if capital in the 
liner company's .home country is expensive. In periods 
of technical change and of consequent increased uncer­
tainty about the future , liner companies find chartering 
rather than building for their own account a useful way 
of reducing costs. This is important in the present situa­
tion in which the spreading use of containers poses many 
problems concerning the future of break-bulk liners. 

119. The long-term contract is a comparatively new 
form and, although its use appears to be increasing 
raDidly, as yet it covers only a minor pan of world trades. 
Under a Jong-term contract a shipper arranges with a 
shipowner that his transport needs · will be met over a 
period of years by that shipowner, but the contract does 
net specify the way in which tlie needs are to be met. 
This forrnula opens the possibility for the supplier of the 
trtnspon facilities actually to own no vessels himself but 
to obtain these by time charter from shipowners and 
heoce to act as a middleman between the shipowner and 
the shipper. This type of arrangement ha$ been encour­
agtd by the increasing costs of modern bulk carriers. If 
a number of individual shipowners can each afford to 
build only one bulk carrier, they are not, individually, in 
a position to operate effectively in the market. Further­
more, a ·single ship company whose ship operates on 
time charter (which is almost unavoidable in the case of 
big bulk carriers) will incur diseconomies of management. 
If, however, several companies form a consortium .to 
wt.ich each charters a single ship on a long-term basis 
an:I the consorti1llD then enters into long-term contracts 
for the supply of transport services, a scale of operations 
can be obtained which is beyond the capital possibilities 
of any one of the companies concerned. This type of 
arrangement, which bas been worked out in developed 
co·Jntries to overcome the problems posed by the capital 
intensity of modem bulk cargo shipping operations, is 
rchvant also for developing countries, particularly for 
operations on a regional basis. 

120. Integrated transport facilities .began in the oil 
trades largely because the oil companies found difficulty 
in obtaining an adequate supply of tonnage on charter 
terms from shipowners. Although this limitation pro­
ba:1ly no longer applies, there are advantages in the 
ownership of part of the shipping needed, in that a 
continuous check is provided on the efficiency of the 
O)"rators who are supplying charter to1m.age. Apar1 from 
the oil companies, integrated organizations carrying on 
trade in meat, iron ore, paper and pulp, phosphates and 
sugar, also supply all or part of their transport require­
ments from o wned tonnage. 

(c) O,-ganization of trade and 1,-ansport facilities 

121. The differing forms of the organization of trans­
port facilities discussed above are related to differing 



r arms of trade. In moot cases ilie form of transport b1ls 
been adapted to the needs of trade, this being seen most 
clearly in the case of the transport of oil. ln_~ther ea~ 
trade bas to adapt itsdf to the transport fac1httes avail­
able. For example, whereas the pattern and style orliner 
transport developed according to tht needs of trade, in 
general, once the pattern fa established, trade bas to be 
adapted to the s7rvices provided. I~ the long run, ~mer 
services change 111 response to trading needs, prov,ded 
that those trading needs can be clearly expressed and 
make themselves felt. 

122. Where trades are organized on a small scale and 
many small importers and exporters participate, there is 
no alternative to the use of liner shipping. Yet it often 
happens that the toLal volame of exports and imports is 
large enough, and the nature of many of the products 
concerned suitable, for the use of chartered tonnage to be 
·a real possibility. What is lacking is the organization 
malr.ing ii possible to group cargoes in bulk shipments. 
If this oraanization can be provided, several advantages 
follow si~ce it becomes possiblefor the trading organiza­
tion tt> establish its own shipping section. Witn the 
increased market power which follows from buyIDg and/ 
or selling in bulk and the capacity to a~rai:'ge sh1~m•»!s 
which follows the establishment of a sh,ppmg section, ,t 
becomes possible to buy on f.o.b. terms and sell on 
c.i.f. terms t.t and consequently to exercise a choice in the 
shipping means used. Many advantages then foll?w. 
First, liner conferences will normally grant lo"."er freight 
rates to a shipper who can guai:antee a certatn vol~me 
arid regulai:ity of business, which such a bulk or{!8lll7"• 
tion can provide. Second, smce the parcel type serv,ce 
provided by liners is no longer needed, the org;tnization 
can charter tonnage to meet its transport needs. Third, 
the or•anization can consider questions of fore.ign 
eltehange wl,en arranging shipment. It has greate: fr_ee­
dom than a small shipper to use national flag shippmg 
or shipping of countries which accept its currency or use 
it--l,o.btlo/"th-'ji)E>Pf,$•<1>~ ... C(!)\ll3l"r'~D-l)OO-. - -

123. The relationship of trade to the costs of trans­
port is an important and neglected t?pic witb many 
ramifications. For example, commertjal arrangements 
regarding letters of credit frequently have. the effect_ of 
causing sales or purcb.ases to be bunched tnto a period 
of a few days each month, leading to a much greater 
irregularity in the demand for slupprng than would occur 
naturally from the physical availabrlity of ~oods. Tue 
effect of snch arrangements leads tO conge$llOn m ports 
and to wasting of ships' time. For example, it is claimed 
that iJl services between Western Europe and t.he Far 
East, commercial practices have the result that ou~ward 
sailings from Europe aro bunch~d and "!'at, OD?C ,ID the 
East, the sb.ips have to wall until a particular time eaeb 
month before they can get cargo for tbe homeward run. 
The waste of time involved is disguised by the fact that 
the ships make scheduled calls at many ports which would 
be uneconomic but for Lhe fact that they have tune to fill 
in before return cargoes can be obtained. 

" For a disoUSSJon or the effects or the U$b of different terms of 
shipment, see lJNCTAD, Tum, of Shipme,u (TD/B/36/Rev.l) (w 
be issued as a United Nation!i- pubiicalion). 

124. The possibilities that the costs of transpon are 
increased by trading practices and that the organization 
of trades may be inimical lo the employm;ut of the most 
economical means of transport cannol be ignored. These 
are proper subjects for study by the lTNCT AD secretariat, 
particularly within the cootext of aggregati_ve frei_ght rate 
studies which are intended to be broad lo their scope 
and to cover all aspectS of trade nnd transport having a 
bearing on the costs borne by importers and exporters. , 

(d) Transport 011d tl,.e bola11ce of payments 

125. The supplier oJ' a transport service ~uircs to be 
paid io his own currency, m a fully conv~rtible curreo~y 
or in goods as, for exa:mpJe, where a sh1ppmg clause 1& 
included in a bilateral trade contract.. As a consequence, 
where transport is provided internationally, the costs 
involved normally enter mto the balance of payments 
tooether With other costs incurred in movin~ goods (soe 
pa~. 112-114 above). Those_countries wluch are s~p­
pliers of transport rece.ive freight l_)ayments rn foreign 
currcrncies and have to make payments m foreign cur­
rencies for the overseas expendit11res incurr~d by their 
ships, any imported components of the operational mp_uts 
of the Ships and the imported components of the capital 
invested in the ships themselves. Those countries which 
are demanders only of transport facilities have to make 
payments for transport in foreign curreoc)' and receive 
payments for ei<,penses io~urred _in their ports by for7igo­
owMd ships aod .for any mputs 10 ~he current operabo~al 
or capital costs of those ship$ which they supply, while 
the·crews of ships customarily spend part of their wages 
ashore. This·last-mentioned item is important in the case 
of liners which spend long periods in port, but is unim­
portant for tankers and bulk carriers which spend litUe 
time in port. 

126. The question of the balance of payments effects 
of shipping was extensively discussed io the UNCTAD 
~ep.or:1.I/1e..ll,$.(ak].is/we.m.,ar,.pxpansitm .Qj merc~!flnt,mar iries 
in developing countries. 00 There js no ,11eed to repeat ~e 
discussion here. What o.eeds to be noted, however, 1s 
that in the supply of any good.~ or services in interna­
tional trade foreign exchange costs and receipts are 
involved.· T~port i!> not in any way exceptional. If it 
bas particular aspects from the balance-of-payments pomt 
of view, it is tb,at entry into international transport does 
not requiTe spec~c. resource _e)ldowments such as. ~re 
reqllired for entry into 10tern.at1onal trade in commodities 
or manufactured goods. For this reason it may be 
attractive, for balance of payments reasons, for a co~~try 
to seek to become a supplier of transport fac11it1es, 
whether as an import substitute or as an export earning 
industry. 

127. The cozisideration of the balance-of-payments 
aspects of the use of transport facilities reverts to the 
issue discussed in pa.tag,:apb 122 above and is also rele• 
va11t t.o the discussion in paragraph J 14 above. To the 
extent that a country's trading can be organized on a 
scale which .makes it economic for specialized shipping 

0• United Natious pub1icntion, Sale8 No.: E.69.fI .O.J. See 
chap. V jn partieuJar. 
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offices to be established, payments in foreign currency 
arc reduced, since the service of foreign freighting agents 
are no! used. At the same time, even if national /lag 
vessels are not utilised, favourable balance-of-payments 
effects arise from reductions made in transport charges. 
This question is touched on in the UNCT AD secretariat's 
report, Terms of shipment,•• but is of sufficient impor­
tance to deserve high priority when resources can be 
released from other research projects now proceeding. 

(e) The role of inter-change facilities 

128. Any surface transport link between non-conti­
guous countries must entail al least two points of inter­
change between modes of transport. These points of 
inter-change may be points at which goods are trans­
ferred from sea transport to land transport or vice versa, 
or they may be points at which the "roll-on, roll-off" 
process occurs. In either case the efficiency of the ioter­
change facilities and their relevance both Lo the types of 
transpor1 in use and to the most efficie.ot forms of trans­
port which could be use-0 are critical. 

129. It is possible that more than two points of 
inter-change are involved. This occurs where there is 
trans-shipment. In the past, trans-shipment was impor­
tant in liner trades, and the great entrepot ports like 
Singapore both received large shipments which were 
broken down into smaller Jots for further shipment and 
collected small lots which were assembled for further 
shipment. Such ent.repat arrangements still occur, 
although they arc less important than formerly. Expand­
ing trades, the desire of countries for direct shipping links 
with their overseas suppliers and markets, competitive 
pressures within liner conferences and trading practices 
(see para. 123) have all played a part in reducing the 
relative importance of entrepot trading. The advent of 
containers may give a new fillip to entrepot trading in 
that the economies of scale associated with large ships 
cannot be realized fully if direct container routes are 
provided to and from every country. It is likely, there­
fore, that a pattern will develop in which there will be 
one main container port in each major trading region, 
with large container vessels plying only between these 
ports. These will then act as collection and distribution 
centres for containers that will be carried in smaller ships 
for other parts of their journeys. This question is one 
which will be considered in the work currently being 
undertaken on container trades by the UNCT AD sec,e­
tariat. 

130. In the case of conventional liner operations, 
over 40 per cent of total costs are commonly incurred at 
the inter-change points. These comprise the costs of 
handling the cargo and the costs of the shlp's time while 
cargo is being bandied, including the ship's time spent 
waiting for cargo to be handled io cases where facilities 
are inadequate and delays occur. In many trades, the 
proportion of the costs incurred at inter-change points 
is very much higher than 40 per ceu1 and may reacb as 
high as 80 per cent. For these reasons improving effi• 

" See TD/8/C.4/36/Rev.l (to be issued as a United Nations 
publication), chap, 11. 
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ciency in inter-change facilities is one of the most promis­
in& ways of reducing COS!S of transport.•• 

13(. TI1e present revolutionary move towards co.o• 
taioers operations has occurred precisely in order 10 

seoure reductions in the costs at the inter-change points 
by reducing handling costs in areas of high wages and 
reducing delays in slow-working or congested pons. 
Ccntainers, however, offer only one approach to the 
problem, and this approach is not immediately appli­
cable in all circumstances. lt is, therefore, of the utmost 
importance that developing countries, in seeking 10 

improve their ports, should have available technically 
competent and unbiased advice through, for example, 
the technical assistance programme of the United 
Nations. 

132. Ports have always to be considered as having 
two sides: the intemational transport side and the domes• 
tic transport side. Both must be efficient if the inter­
change is to be carried out at minimum cost. For 
e)(2.mplc, a port which has adequate berthing facilities 
for ships, a first-class labour force and all the necessary 
dockside equipmen1 for transferring the cargo between 
the ship and the shed, will fall to secure minimum coStS 
if on the landward side the same degree of efficiency is 
001 achieved, since the wharves and storage sheds may 
then become choked with catgo. 

133. As regards landward facilities, most ports suffer 
from the fact that they were originally established as 
ex:tensi ons of towns, with the consequence that the 
expansion of the landward facilities is limited by the 
presence of urban activities, while the smooth flow of 
land transport 10 and from the docks is hindered by the 
need to pass through established metropolitan areas. The 
question of investments to improve and develop existing 
ports must, therefore, always be weighed against the 
alternative of investing in a new port. The second stage 
of the UNCT AD secretariat's programme of port 
research is planned to cover t bis aspect. 

134. Any study of ports must take into account their 
two-sided nature and so must endeavour to establish the 
optimum pattern on each side and consider the econo­
mically optimum type of transport in relation to the trade 
of the country concerned. 

.135. It is not sufficient if the inter-chauge facility is 
efficient in handling the types of shiP5 used if these ships 
themselves are uneconomic and the use of more economic 
types of ship is restricted by the inter-change facilities. 
Fo1 example, one major iron ore importing country bas 
relztively efficient iron ore ports in the sense that the 
ships enter and are cleared with the minimum of delay. 
However, some of the most important ports are com­
pletely inefficient in that their dimensions restrict the siu 
of :be vessels which can be used and impose a compe­
titive disadvantage on the iron-ore-using industries in 
that country compared with those in other countries 
where ports can accept the largest iron-ore carriers in 
exi~tence. 

t:f In this connexion, see UNCTAD, Dcn:iopmen, of port$ 
(TD/B/C.4/42/Rev. I) (lo be issued as a United Nations publica,ion). 



(f) Land-locked cuuntries 

136. International transport poses particular problems 
for land-locked countries. Wherever n sea journey is 

'involved, goods have to be transferred from one mode of 
trauSJ)Ott to another and this transfer has to take place 
in a foreign country under conditions which the· land­
locked country cannot control. ln one sense the position 
of a producer or a consumer in a land-locked country is 
very little different from that of a producer or a consumer 
io the heart of a large country which has its own sea­
board. In other ways, however, the position in a land­
locked country differs, principally owing to its lacli of 
control over the inter-change facilities in another country, 
the abs.euce of any equalisation of transport costs between 
producers and consumers near to, and those distant from, 
the seaboard and its obligation lo pay the costs of trans­
port throi1gh the transit country in foreign excltange. 
Further, in a large country there arc no inherent restric­
t.ions on trade and b-pecialization, and the centre of the 
country is not necessarily poorer than the seaboard areas, 
In the land-locked countries on the other hand, transpott 
costs are alsnost always bigher than in the contiguous 
transit countries with seaboards. It would be wrong, 
however, to assume that a land-locked country invariably 
faces higher transport cost than those faced by competing 
prodt1cers in reaching the same markets. 

137. So long as traditional forms of int.ernat.ional 
transport are used, possible action appears to be limited 
to measures to secure the efficient and unrestricted flow 
of cargoes through the transit countries, such as the use 
of "through bills of lading" and. the establishment of 
bonded ftet>-port areas "' for goods in transit. Such 
measures may perform extremely useful functions and 
their use cannot be ignored. f.towever, while they may 
tend to palliate any disadvantages a land-locked country 
may suffer on account of its transoceanic trade having to 
pass through foreign territory, they cannot eliminate 
. these disad.~antages.s.o.Jong,as.sea.tm.nsp.oi:t.is-.used,.,,.J;he 
major area of relief for the transport problems of land­
locked areas may thus lie in technological progress which 
obviates -the use of sea transport. 

(g) Teclviological progress 

138. Technological progress in international transport 
(excepting landbome transport) may follow three pos­
bible lines: 

(a) The development of entirely new transport means 
for the carriage of goods; for example, the development 
of large aircraft Lo replace ships, the development of air 
cusbioo vehicles to compete with both ships and aircraft, 
and the development of ways of handling materials 
through pipelines; 

"' 1n this ooooe)Uon a 4rafl c»ovenLion, prepared by a mixed 
A.rgtnlino-Dolivian commission, ha$ been subn1.iUed to the t.wo 
Governrnenw, h provides for the csmblishmen1 or a Iree zone al 
the pott or Rosario in which Bolivia would no, only be able LO Joad 
aud unload merchandiu, but also to t.1.orc it, and enpge in pro· 
ductive act.ivities. See repon in TIie &bnornt.,1, edicidn paro A.mtrict1 
Loll11a, Loodon, l9 Marc.b 196-9. 
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(b) Changes in existing transport types; for example, 
the phenomenal growth in tile size of tankers over the 
last l wenty years; 

(c) Continuing improvements in existing transport 
media; for example, the use of containers, the develop­
meot of more economical propulsive units aod bull forms. 

l 39. The most fruitful forms of technological progre.~s 
appear to be those directed towards the improvement of 
existing transport facilities, in particular the use of con­
tainers, the development of more economical aircraft and 
the increased use of pipelilles. 

140. Containers are by no means universally applicable 
in an economic way, although the development of trans­
shipment ports (see para. 129) may enable countries with 
trade volumes too small for economical containers 
operations to participate in the benefits of this form of 
technological progress. Eveo where economies can be 
obtained from the use of con,taincrs, a more radical 
approach to the quest.ion may still be desirable and 
alternative fonns of transport sought. 

141 . At the present tiro.e, except in the case of low­
bulk high value goods, the use of air transport is not 
generally economical . Two factors likely to lead to de­
creasing air freight rates in the next decade are tl1e intro­
duction of "jumbo jets" in the early 1970s and the fact 
that the advent of supersonic aircraft is likely to make 
many existing passe11ger jet aircraft redundant and these 
wotlld be available telatively cheaply for cargo operation. 
Reductions in air freight rates will widen considerably 
the range of goods which can economically be carried by 
air. This will be the more important to a country the 
more costly are its existing transJ>Ort facilities. Land­
locked countries and the interiors oflnrge countries may, 
therefore, be the largest beneficiaries from reductions in 
the cost of air transport tl)at will enable goods to be 
moved directly into and out of the areas in question and 
thus eliminate transit to the coast . 

142. Witfilii the foreseeable future, that is, to the end 
of the decade of the 1970s, it is \tnlikely that air transport 
costs will be reduced to the point where it is economical 
to carry raw material. by ai.r. However, the advances 
made in developed countries in the handling of raw 
materials may be of relevance in other connexions. For 
example, in order to reduce the time spent in port by 
large ore carriers, methods have been devised by which 
pulverised ore can be pumped. The use of such methods 
would enable an ore producer distant from a port to 
expon ore by using- pipelines rtllltling to the seaport. 
For a land-locked country, this would necessitate securing 
concessions to run pipelines through the neighbouring 
territory. There are rrobably a number of other com­
modities for which S11Ui1ar means could be used. To 
some extent ne)V technologies need to be worked out, 
but in many areas all that is required is that ways be 
fo\JJld of applying to the exports and imports of inland 
areas technologies which are used in developed countries 
for other purposes. 

143. Technological progress poses a serious problem 
for developing countries. Most technological progress 
occurs in developed countries and is desigoed to eco-

• 



.roonrise on labour !l1Tough the '!se or capital, whereas io 
· ~eveloping countries tecJmolog,cal progress wb,ch eco• 

_. oomise.s on the use of capital may be what is most 
:aesirable, In the current situation, the implication is 

~ often that developing countries face a choice between 
. using technologically inferior facilities and accepting u 

·tecbnology designed for a developed economy which 

I 
! 
I 
• I 
I 
I 

. gives an economically sub-optimum capital/output ratio 
wbeo applied in a developi□g country. The elaboration 
of a technology based on the needs of developing coun• 
tries would be of great benefit both in trai,sport and in 
other fields. In the field of transport, the relatively slow 
large capacity aircraft may be an example of a type of 
technological advance whic!J is most useful to developing 
.countries. lt is interesting to observe lhal a newly 
designed large transport aircraft io the United States of 
!America, which is not likely to be available in a civilian 
version before 1972, answers to this description. 

(h) Conclusions 

144. Transoceanic transport has a vital role to play in 
ihe economic development of developing countries. If it 
is to fost.e,r this development in the most constructive 
way then it must be as cheap and e.fficient as possible. 
To achieve this objective several changes are necessary: 
I 

(o) 1n developing countries trade must be organized 
io such a way that the lowest priced suitable transport 
facility may be used for every trading transaction; 

(o) All trade and port facilities must be directed 
tov.ards reducing the cost of providing transport ser­
vices; 

(,) Technological developments must be carefully sur­
veyed lo ensure that full advantage is 1.aken of all pos­
sibilities to reduce transport costs by the adoption of the 
most modern means, but at the same time that develop­
ments unsuited to tbe needs of developing cou.ntries are 
not adopted just because they are new; and 

(d) SpeciIIJ attention must be given to the landward 
handling of cargoes co ensure that no unnecessary costs 
are incurred and that the goods reach ports to a form 
such that the most economical means of transport can be 
use:!. 

145. The UNCT AD secretariat is aware of its res• 
ponsibilities, both independently and in association with 
olber members of the United Nations family in these 
ma:ters. its programme of research is dMigned to find 
out the facts and to point to the directions in which solu­
tion to problems may be found, while through the sub• 
stantive support for technical assistance it is able to give 
practical application to the results of research. 



Chapter VU 

BIDLIOGRAPHY 

146. lt is hoped tbat the next issue of this review will 
contain a S)'$tematic bibliography of books, articles, a~d 
reports on maritime transport published in 1969, with 
special reference to publication.< of interest t() developing 
countdes. lt has not proved possible to C<!mpile such_ a 
bibliography for the present review. The annotated hst 
below (which is based largely on the acquisitions of the 
Shipping :Reference Unit of the D ivision for Invisibles 
of the UNGr AD secretariat)·is limited to a few important 
books and reports on, relevant to, eeono_mic a~pects of 
maritime transport which have been published rn recc:nt 
years... Since this is the first of the various secretariat 
reviews of maritime transport to contain a bibliographical 
section, this section covers a longer period than the rest 
of the review and includes a historical element. While 
the notes against each item in the list include a brief des­
cription of contents, no attempt is made at a qualitative 
assessment or critical review of the publicatioq_s listed. 
Adler, H. A. Sector and Project Planning In Transporta-

tion (IBRD, World Bank Staff Occasional Papers, 
Number Four, (September, 1967) distributed by the 
Johns Hopkill$ Press, Baltimore, Maryland). Dis• 
cusses methods and techniques for evaluating invest• 
ment programmes for the u:ansportatioo sector as part 
of a general economic development plan, and for 
evaluating individual transport projects. 

Be~ J. Xa11Jcat..ShippiJ1g.{LOJldQll,,..ll.atkel'...Alld..lil.oward 
Ltd., 1%3). A practical guide to the devel'opment and 
operation of the world tanker Jleet. DiscUS-<es the 
various types of vessel, their uses, the structure of the 
market for tankers, tanker -finance companies, tanker 
chartering by major oil companies; analyses voyage 
costs and gives specimen time and voyage chatter 
parties. 

Bes, J. Bulk Carriers (London, B.u-ker and Howard 
Ltd., 1965). Gives a picture of the development of the 
world bulk carrier fleet. Describes and di.scus$es dif­
ferent type.~ of bulk ;-arriers; draught, speed, and rro­
pulsioo of bulk carriers; employment of bulk earners; 
effect of bulk carriers oo open market freight rates. 

Bes, J . .Despatch of Tram; Ships (London, Barker and 
Howard Ltd., 1967). Gives factual information on tb.e 

M Sot:ne :report$ and other documents OD maritime transport, 
published bv United Nation$ bodies,, 1tpec:iaU?.ed agencies and inter• 
government'at and oOJ\·80YCrnme,otal organizations, a.re. mentioned 
f""lim in "Review or studies and activities io the field or shipping 
and porl.S carried ouL by other instirnlions within the Uni led Nadons 
system, by other ioter•governmental organdtions und by non,: 
governmental organizations: report by the UNCTAD secretariat 
(IT)/B/C.4/49 and Corr.l and Add.l-3). 
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des.P'.~tch of ships loading and discharging commodities 
which are carried mainly by tramp vessels. The data 
include the type of commodity carried, name of loading 
and discharging port, dales of arriva.l and sailing, 
number of working days spent in port, mte of loading 
per weather working day as per charter party, and the 
average rate actually achioved in each port. 

Brown, T. Transport and the Economic Integration of 
South America (Washington, D.C., The Brookings 
Institution, Transport :Research Programme, 1966). 
Explores the relationship between transport and eco­
nomic integr-dtion in South America; relates the present 
transport structure to geographic differences, resour• 
.ees, dise,ibutioo of population and income; suggests 
p.riorities"for transport investment in each major region 
to promote continental trade and ways to improve 
ocean traffic among Sot1tl1 Americ:\-1\ COUJltries; dis­
CU$Ses Latin American shipping policies, tbo LA.FTA 
Conventi,;,n on Waterborne Transport and n transport 
policy for the economic integration of South America. 

Burley, K. British Shippilig and Aust,.alia, 1920-1939 
(Cambridge University Press, 1968). Studies-from 
the viewpoint of Australia's requirement of sea trans• 
port- the pattern of shipping services (including the 
technology, size and ty])"..s of ves.~els used), Australia's 
overseas trade and commercial policy, the passenger 
and .commedi~ traffic, poi;t .charges, shipping con­
ferences and competition., the determination and 
stability of freight rates, and the economics of shipping 
management. 

Furuta, A. and Hirai, Y. A. Short Hislory of Japanese 
Merchant Shipping (Translated and annotated ed., 
Tokyo, Tokyo News Service Ltd., 1967). Studies the 
development of the merchant shipping of Japan, includ­
ing coast.a.I and inter-island shipping, ports, legislation, 
and shipping be\ween the wars. 

Goss, R. 0. Studies in Maririme Economics (Cambridge 
University Press, 1968). This is a collection of essays, 
previously published in various journals, covering the 
following topics: regulation of international sea tra.ns• 
port, the United States legislation on shipping and the 
foreign shipowner. the relation between investment in 
shipping and the balance of payments, economic cri­
teria for optimal ship designs, the economics of auto­
mation in British shipping, the tu.rnround of cargo 
liners and its effect on sea ttansport costs, and, finally, 
an economic appraisal of p0rt invt$tmentli. 

Haefele, E.T. and Steinberg, E. B. Government Controls 
on Transport, An African Case (Washington, D .C . , The 
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Brookings Institution, Transport Research Programme, 
I 965). Examines the institutions, policies nnd agree­
ments which determine transport patterns in South 
Central Africa; discusses ,ail pricing policy and pos­
sible new rail investment.s in the context of transport 
regionalism in Africa; gives texll; of agreements and 
conventions. 

Hedden, W. P. Mission: Port Development (Washington, 
D.C., The American Association of l'on Authorities, 
1967). Discusses technical probems of port develop­
ment; major aspects of port planning, port operations, 
port economics, public port administration, staff tr.un• 
ing for ports; financial aud technical assistance to 
developing countries and give.~ case studies of Trinidad, 
lsrael, Turkey, Tuni.'lia, and Liberia. 

Jndiao Institute of Foreign Trade. Ocean Freight JI.ates 
and Jndia's Exports (New Deihl, lndian Institute ol' 
Foreign Trade, 1967). Examines the incidence of liner 
freight rates on the prices of non-traditional items io 
lndia's exports and analyses the structure of liner tariffs 
and the calculation of freights on manufactured and 
semi-manufactured items eiponed by lndia. 

King, J. Economic Development Projects and their 
Appraisal: Ca$e.r and Principles from the Experience of 
the World Bank (IllRD Economic Development In.st,­
tute, published by the Johns Hopkins Press, Baltimore, 
Maryland, 1967). Illustrates the problems encouu­
tered in appraising projects in twenty-three developing 
countries, the techniques of analysis that have been 
used, and the changes which have been made since 
IBRD began i11; work; economic, technical, mana­
gerial, organizational, commercial and financial aspects; 
cases in electric power, transport and industry. 

Koch, A. G. M. Current Pricing Behaviour in Dner 
Shipping (Bergen, lnstitute . for Shlpping Research, 
1968). A general survey of the cost and price structure 
of liner shipping and attempts to assess the likely trends 
of pricing in liner shipping, t.ak.iog into account develop­
ments in containerization. 

Lawrence, S. A. United State.r Merchant Shipping, Po/i­
cie.1 and Polirics (Washington, D.C., The Brookings 
Institution, 1966). Describes the origins, objectives 
and present state of the shipping policy of the U.S. 
Government. Discns&e$ the economic and political 
importance of this policy, and makes proposals for 
change in the policy and the industry itself. 

Litton SysteI.US Incorporated. "Oceanborne Shipping 
Demand and Teclinology Forecast" (A mimeographed 
report prepared for the U.S. Department of Trans• 
portation). (United States Department of Commerce, 
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Springfield, Virginia, 1968.) An examination, in the 
context of United States trade, of the potential growth 
of seaborne Lrade in 1973, 1983, 2003 Wld 2043 by 
principal commodities and routes and by ship types. 
It studies the economics of super-!"nk•~•• predicts 
future growth, and presen11; ao economic framework 
for analysing potential port and route improvements 
over time. lt discusses the trends in containedz.ation 
and their effect on fleet composition and ship types 
over the forecast horizons. The report ends with au 
assessment of the policy problems arising from the 
findings of this study. 

O'Loughlin, C. The· Economics of Sea Transpor1 (Lon­
don, Pergamon Press Ltd., 1967). Discusses the appli­
::ation of economic analysis to the shipping industry 
and includes sections on the demand and supply of 
,hipping services, the establishment of freight rates, 
and the economics of ports and harbours. 

Powell, G. L. Foreign Traffic Hinterland! of the Ports of 
Halifax and Saint John (Ottawa, National Harbours 
Board, 1968). Analyses traffic through the ports 
(export-import patterns; ditferences in volume of 
:raffic,, nature of the traffic flow; seasonality) and traos­
?OrtatJon costs. 

Saoklecha, S. N. Tramp Shipping in India (University 
of Bombay, 1965; distributed by P. C. Manaktala and 
Sons Pvt. Ltd., Bombay !), Describes the growth of 
Indian shipping since 1945, the development of lodian 
tramp shipping with the growth of bulk cargoes in lndia's 
trades, and the participation of the public sector in the 
charter market. Discusses tbe theoretical questions of 
freight rate determination, analyses the cost structure 
of tramp shipping in India and surveys Indian Govern­
o:,ent policies towards the shipping industry. 

National Port Council. United Kingdom Deepsea Trade 
Routes: The potential for contaiJ,er services based on 
physical cargo characteristics (London, National Ports 
Council, I 967). _This report, prepared by the Depan­
ment of OperatJonal Research of the Universiiy of 
Lancaster, examines the development of container ser­
vices in the co_ntext of the seaborne trade of the United 
JGJ:>gdom_, and gives ~stiIDlltes of the amount of freight 
which might move 10 oontamers and the equivalent 
number of container loads, container services and 
container berths required. 

Zannetos, Z. S. The Theory of Oil Tank.ship Rates: an 
Economic Analysis of Tankship Operations (Cambddge, 
Mass., The M_.I.T. Press, 1966). Analyses the separate 
fact?rs affectmg demand for and supply of tanker 
sernces, and develops a model of the determination of 
worl-tenn and long-term tauker rates. 



Annex J 

CLASSIFJCATION OF COUNTIUES AND TERRITORIES 

Nof.es 

Nme. I ' 

This classification is deS'igncd to be applied to statistics on sea­
borne trade. Seaborne trade is recorded a.1 poru of loading and 
unloading. The trade of Lhe pons or a country may there.fore 
include- goods otigioating in or destined for another country, such 
as a neighbouring land-locked country. ·ne trade of land-locked 
countrie.1o cannot be. identified in seaborne trade, statistics, and 
these eountrics are not explicitly included in the trade classification. 
However, when the cla5$16catioo is applied «> registered m.e:r.ehant 
fleet$, lnnd~locked countries possessing merchant fleets (Austria1 

Burundi, Cuc-hoslovnkia~ Hungary, Paraguay and Switzerland) are 
included in the appropriate ge<:>gi:aphital group$ of count-ric.i.:. 

Note 2 

The groups or oountrles used for presentJng_ statistics in this 
review are milde up as foJlows: 

Developed market economy countries, ex.eluding Soul.hem 
Europe: Cod .. I, ~. 3, 4 and 10.4 

Southern Europe: Code ; 
Socialist countries of Ba.stern Europe and A$ia; Codes 6. 7 and 8 . 
Developing C<>unttl••• total: Codes 9, 10 (exctudiog 10.4), II 

and n;~· - ~- . 

Of whlc/r: 

in Afr:ioa: Cod .. 10.J, 10.2 and 10.3 
in Asia: Codes 9.1 and 9 .2 
io l.atjn Amedca and the Caribbean: Codes: 11.1, ll.2, ll.3, 

11.4, JI.S 

io Oceania: Code 12 

Note 5 

In tables showing statiSties of shipping tonnage. bowev~ (viz. 
tables 5. 6, 7, e, 10 in tllt Lext and table V in annex. I), Liberia 
(Dot included in 10.2) and Panama (n<>t included in 11.2) have 
been oxcluded from the appropriate groups and shown •op•nitely, 
for reasons expla.lned in paragNlphs: l5 and l6 of this review. 

Nott 4 

The descriplioo aod cta.ssiJication of countries and territories 
.should not be coosidered w imply 1:1ny judgem.e.nt by the Secretariat 
of the United Nation$ regarding I.he legal &tatm of any country or 
territory, or in rospect of the delineation of its boundarie.i:, or 
,ep.rding its economic S)"Slt:m or degree of development. Inclusion 
of a particular country or territory ln any economic or geographical 
grouping (or its exclusion) ha.a been dfctated by economic and 
statisdeaJ considerations. 
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Ousificat-ion of countries and t'Crritor1t:S • 

Codt I. - North Amuicu 

Bermllda 
Cau.ada 
Oreeoland 

St. Pierre el M1quelon 
United Slales of America 

Code 2. - Japqn 

Codt 3. - Au..ftrar1a and New Zeola11d 

Codt 4. - NtJrthern nnd Western Europe 

Italy (Austria) 
Bclgjum 
Denmark 
Faeroe JslaDd.s 

Monaco 
Netherlands 
Norway 

Federal Republic of Oemuiny 
Finland 

Sweden 
(Swiuerland) 

France 
lcel;rud 
Ireland 

CyprU$ 
Gibraltar 
o,ccoe 
Malta 

United Kingdom of Great 
.BrltaJn and No,them Ireland 

C~t S. - Souiitern Europ'3 

J'ortugnl 
Spain 
Turk")' 
Yugosl&via 

Code O. - Ct1111ral aJtd Ensu:rn. E,.,rope ( excluding Union 

Albania 
Bulgaria 
(C..clloslovakia) 
Baster» Germany 

of Sov/,r Sotfallst Republics) 

(Huopry) 
Polond 
Rom:mia 

Oxh 7. - Union of so~Je1 Scc.fo/111 Republics 

Code 8. - ChiM (main.land), North Korea, Nort/1 YJtJ .. Nam 

Codr, 9. - A.ri4, n.t!.3, 

9.1 Wt.rtcr11 Asia 

Bahrain 
Iran 
Iraq 
Israel 
Jordan 
Kuwait 
Lebanon 

Muscat and Oman 
Qatar 
Saudi AJ,ibia 
Southern Yemen 
Syria 
Tr1.1cin1 Oma.n 
Yemen 

• Countries mown in p~rcnthC$CS are iand·~locked countries with 
mer,chant fleets. See note J above. 

• 
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9.2 Sout/iem and &wen1 A.1;0 

BrWJei 
JJurma , 
Cao,oodia 
Gcylon 
Hong Kong 
ladib 
Jndonesia 
Macao 
Mat..iysia 
Maidives 

Pakistan 
Philippines 
Portuguese Timor 
Rcpublk: of China 
Rcpublfo of Korea 
Republi-c ofVie1-Num 
Ryukyu lsl,rnds 
Singapore 
Thailnod 

Codi' JO. - Africa 

/OJ Nqrthtrn Africo 

Alteria 
C.,nary Islands 
c~n• 
llru 
Liby, 

JO;J W1!stcr11 Africa 

Angol• 
cameroon 
Cope Verde lslands 
Congo (Braz:r.avillo) 
Congo, Democratic Republjc of 
Momcy 
Equatorial Ouhles 
Gabon 
Cambia 
Ghana 
Guinea 

JOJ EaJ1ern AfriUJ 

(Burundi) 
Comoro Islands 
Ethiopia 
French Somalil8Jld 
Kenya 
Madagascar 
Mauritius 

J0.4 .f.f•Wrn Afric,, 

South Africa 

Mclilla 
Morocco 
T unisia 
United Arab Republic 

lvory Coasl 
Liberia 
Maurit.a.nia 
Nigcda 
Portuguese Guinea 
St. Helena lsland 
Sio Tome and Principe Islands 
Senegal · 
Sierra Leone 
Spanish Sahara 
Togo 

Mozambique 
Jlwnlon Island 
SeychellC$ bland$ 
Somalia 
Sudan 
United Repoblk of Tan;r;ania 

Code J J. - J..ml,i A merlca 

J J .) Caribbt!an 

A.1:njgua 
Ou.h1tnw.s 
Borb11dos 
Cayman lslnnds 
Cub11 
Dominica 
Domm1cac Rcpubhc 
Grenada 
Gu.udcloupe 

J J .2 Centro) America 

Drilish Bondura.-.: 
O.rul Zone 
C'...O$la Ri-ca 
El Salvador 
Ouatemah1 

Haili 
Jamai~ 
Martinique 
Monuern\l 
Sl. Kitt.i~Nov4-Angu.illa 
SL Lucia 
SL Vincent 
Turks a.nd Caicos islands 
Virgin lslands 

Honduras 
Mexico 
N.cnrag_ua 
Panama 

J J .3 Soulh America - Norllic:rn Seaboard 

Guyan& 
Frerich Guiana 
Netberlands Antilles 

Surinam 
Trinidad and Tobago 
Venezuela 

JJ .4 Soutli America - w~sldm Seoboord 
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Chil, 
Colombia 

Ecuador 
Peru 

J J .5- Soulh Amtri.cJI - Eastt.rn S,ol>oard 

Arg•n•in• (Paraguay) 
BraiJI Uruguay 
Falkll!nd lslands(lslasMalvinu) 

Code 12. - Oceania, 11.e.s. 

Chr!$tmas lsland 
Fiji lsl<lnds 
Guam 
Nauru 
Ne~ C\ledonia 
Nev. Guinea 
No'\\ Hebrides 
Ocean lilaud (Gilbert lsland&) 
Papua 

Poly.nesie under French. admin­
istration 

Samoa (under U.oited States ad­
miulstration) 

Solomon Islands 
Tongo 
Wake Island 
Western Samoa 



,, 

Annex II 

TABLFS 

~ 

TABU! 1 

' World seaborne trade acoorclJng lt gt:Ogfllpbical areas, 1959 a. " 

( Millidn ldns) 

r;..,,....,, Goot# 1111kxHl&l 
A,,. c,..,. P<1,.ltm11 TotaJ °""' f'~VWtu.nJ T.,_I 

I 
pt{rq/t.irllt ,,,....,,, .Dr)' Ctf~- al! l{(}Od~ ,,.,,.,..,. .,_,, Dr:, au .. ··-

I. Norlh America 0.3 S.3 116.0 121.6 64.3 41.0 194.3 199.5 
2. Ja.pan . .. 0.3 9.8 10.1 19.1 3.3 42.6 65.0 
3. Australia and New 

I 
Zoo.land. 1.2 Jl.5 12.7 10.2 2.1 8.!i 21.4 

4. Northern and Westorn 
Europe. 0.7 29.3 129.l 159.0 134.9 47.7 222.5 405.1 

I 
s. South:cm .Europe . 0.4 16.0 16.4 7.l 3.0 JS.O 2.S.S 
6. Central and • Easiern 

Europe (excluding 
USSR) . 0 .2 2.1 13.4 15.6 1.1 11.7 12.8 

7. USSR 8.4 1.8 12.9 JO.I 0.1 4 .6 4,7 
8. Cbioa (maioland), 

North. l<.orea, North 
Viet .. Nam. 3.9 3.9 0.4 3.0 3.4 

9,1 Western Asia 180.2 31.4 3.3 214.9 5.6 3.0 9.1 17.7 
9 .2 Southern and &stern 

Asia) n.e.s, !l.9 J0.3 42.2 64.3 9.3 15.S 34.6 59.3 
JO.I Nortbern Africo 1.9 0.6 23.l 25.6 4.7 6.4 11.7 22.9 • 
10.2 Western Africa 1.3 l l.4 16.7 4.3 7.2 11.6 
10,3 Bo,lem AJ,ico . . "l':S 7.S 3.6 4.9 8.S • 
10.4 Southern A.fJ:iC'I 0.2 s.o 5.2 l.3 :u 4.0 7.7 
l 1.1 Caribbean. 0.7 15.) !S.8 3.7 2.2 3.6 9.4 
11.2 Cenu;al America . 1.9 4.2 6.1 2.6 1.9 4.5 
1 1.3 South America. No.rth-

em Seaboard IOS.2 7!.3 2s.2 201.7 43.~ 3.-6 4.3 SIS 
J 1.4 South America, West-

em Seaboard 4.3 J.0 J 3.S l8.8 0.4 J.S 3.8 S.7 
11.S South America, '.Easl• 

ern Sea.board 1.5 l 7,5 19.0 12.3 6,7 10.) 29.l 
u Oceania, n.c.a .. 4.3 4.3 0.4 J.2 1.6 

WOJU.D TOTA.L , 315.9 164.7 488.8 969.S 316.9 15).S 498.4 966.8 

S(IJN«: United NaUOm crimatod Cl&~ the Wotld total8 Ck! nm corruPOM i)'tnc,'1$ bno NelberJ.,ulJ Aotlik-t at1d 1'rmit1111d lot ,dinint lltld rc<l:lXlrt. G:rea-t 
(:XIQtlY lO lhc rowtdod tocal ID tab6cl I fn lbc 1•1~ 1.a.ktt ol'ld St, Ll"7COCf; iraoe cm di)' ca:rao) Aroou,nc.d w 26 m1Uc1111 u:ii11 (II J9St. 

4 lkcludJn11 f.-crrmli~I C'l:fJOCII k>tdcd •t vona of Ulc On::111 1..uku •nd 37 mlJJIOD WllJ hi 1.96.S, S? mil.liOft IC. hi 1%6 ;a:Dd l4 .millioa lOIJI .ro 1'167. 
s,. Lf!wrtnQC J:,.,t(ml (or umoJl.dll)f II POrlll l)fthc-SIQll,Cfflllelft, J111;l:o(hl11tpetf(llc111111 & s« 011ncx, J fas ~ omaPQlltUon of LhtMI tt'OU.1)1.. 
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TA8Lll U 

World $811\lon,i, trade according lO gec,graphicnJ tu'tJLs, 190e; °'' 11 

( MIiiion tom) 

G4Xl4t ~d (;l)tMU tt11/odtk4 ,,.. 
"'·"' Ji,molcwl'I T#llll Crlfdt- l't-lYllll/iff# Tmtll 

~rrlllttt1nt prtsdirci, f.>ry ""'•" ftl •Mt ,-Jra4""1t J,rOdU/4 
DrT l:AT86 

#JI 6Ulldl 

J. North America 0.J 3.4 19().7 '.94.2 73.7 67.9 l 15.2 2S6.8 
2, Japan 0.8 22.0 22.8 69.7 14.0 I JS.O 198.7 
3. Aus1ralia and New 

Zoaland. J.2 25 .2 26.S 18.7 2.0 13.8 34.4 
4 , Northern and Western 

Europe. 0,3 so.o 165,2 2)5.S 308.2 85.3 323.3 716.8 
5. Southern Burope . 0.8 18.6 19.4 15.8 4,4 33,l 53 .3 
6. Cen1ral and Ea.stern 

Europe (excluding 
USSR) . 0.4 3.6 22.1 26.1 1.4 1.9 22.6 26.9 

7. USSR. 28.3 18.0 32,8 79.1 12.7 12.8 
8. China (mainland), 

North Korea, Norlll 
Viet-Nam . . 7.6 7.6 0.2 0,3 11.8 12.2 

9,1 Western Asia 348,7 43.3 s.s 
St .2 Southern and Eastern 

397.5 10.9 1.9 13.0 25.9 

Asia) n.c.s . . 14.6 13.l 65.S 93.3 23.3 17.0 58.2 98.5 
10,J Northam Africa 84.6 3.4 29.2 ll7.2 10.9 3.9 16.J 31.1 
10.2 Weslerti Africa 14.7 0,3 41.1 56.J I.S 4.6 9.9 15.9 
10.3 Ea.stem Africa , 0.5 11.0 11.5 3.5 3.0 6.7 13.2 
10.4 Southern Afric, 0.3 8.3 8.S 4,7 I.S 6.2 12.4 
11,J Garibbcau. 0.2 20.4 :W.6 4.8 3,9 7.2 IS.9 
11.2 Central Amerloa . 1.0 2,6 9.9 
11.3 South America, North-

13.S 3.S 3.4 4.1 10.9 

ern Seaboard 123.3 99.2 27.7 
11.4 South America, Wes( .. 

250.2 53.9 J.0 4.7 61.6 

em Seaboard . 6,0 0.8 25.9 32,7 J.l J.S 5.1 7.7 
IU South America, East• 

ero Seaboard 0.8 34.4 35.3 ll.4 l.4 !3.1 29.8 
12, Oceania, u.e..s .. 5.6 5.6 0.9 J.7 2.5 

Woiµ.o TOTAL . 622.0 242.3 768.6 l 6:32.9 622.0 221.7 793.5 l 637,2 

$owe~: Uo.ftcd Nulou e&Llr-.tcel 4iua: ~ 9'od4 totW do oot eotra:pood MIJllOl'tf Imo NcUlc:rla.lMlt Allt!IIH • nd Tdqid1d for rellaln:8 8Dd ~L Otta.I 
c.xa.ct1y to W rouncted totol, in i.eblt 1 t11 llle ~ t. IA1'os GO 8t, i..~ trade (io dr>· C.1'M) ~roo~ w U mWm tone In 1959. 

fl l>xtl\ldiot lntciw.tiooail C8.(ll0e3 l01141ad at pon ()( the Oral X..ltet ' ""' 3i mlllloa tOO& b1 J96S, 37 mUJkla to,:u fa 19'66 and 3A mUJk,n t.om lo 1967. 
SI., Lawt~ nttcm for t.tnlo~ a1 pona or ~ ,,..tem. lochxlhi& petroleum II Sec. •~ 1 for Lhe eomPotldoa of ~ crouPJ, 
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TA.Bl.t ill 

World seaborne trade a.ccord.hti:; to geographlcaJ areas. 1966 e1,,. 

(Million tons) 

G...,"""'4 Go.d.t11itl-.t1H 
Am 

'"""" 1'.-1,(Hem,1 1"olur °""' /'~l'f'l>4Ni'#J T"'al 
MllokMm pr«J.w.u D'7 C-ti(O ""J;OOds ,,,.,, ...... /NodJtCfl Lw> l:rJT¥t1 all fHtU 

I, North America 0.2 3.0 206.2 209.4 73.6 68.7 126.8 269.1 
2. Japan 0.9 24.1 25.0 114.9 Jl.4 125.0 223.3 
J. AusU'a.lia and New • 

2c·a1nnd. 1.4 28.7 30.0 20.6 1.5 14.6 36.8 
4, Northern ond Western ' 

Europe J.8 56.6 169.2 227.5 350,2 89.2 326.4 765.8 • 5. SouU,cm Europe. 1.8 18.6 20.4 20.3 4,0 34.1 58.4 
6. Central and Eastern 

Europe (excluding 
USSR) . 0.3 3.8 24.6 28;6 2.9 2.0 22.2 27.1 

7. USSR 3i.8 20.0 37.6 90,3 12,4 12.4 
8. O.ina (mail'llu.nd), 

Norlh Korea, North 
Vlet.,Nam . •· 10.0 10.0 0.2 0 .2 12.2 12.l 

9.1 Western Asia 395.0 46.9 4.7 446.6 1 l,2 1.9 14.? 28.0 
9.2 SouLhero and Easlert'l 

A$i:a, n.e.,. 13.4 ll.8 69.0 98.3 27.9 20.4 64.2 112.6 
10.l Northern ,¼;ea J06.0 J.0 24.8 133.8 I 1.9 4.2 14,1 30.2 
10.2 WMlml A[ric, 20.7 o.s 44.2 65.5 I .8 3.3 9.9 15.0 
10.3 Easletn Africa. l.l J2.3 13.3 3.8 3.S 7.0 14.2 
10.4 Southoro Africa 0.3 8.8 9.J 5.S 1.9 l,6 13.0 
I J.j Cnibbean, 0.2 19.6 19.9 5.3 3.9 7.3 16.l 
11 .2 Ctntr'd) America . l.l 2.4 10.2 14.0 4.2 3.9 3.9 12.0 
l1 .J South America, North• 

crn Seaboard 119.7 97.6 30.2 247.S sa 2.7 4.8 60.3 
l J.4 .South. America, West· 

ern Seaboard S.4 I.I 21.6 34.0 J.9 J.6 6.9 J0.4 
11.S South America, 'Bast• 

em Seaboard 1.1 34.7 3S.8 16.6 J.O 14.2 31.8 
12. Oceania, n.e.s .. 5.7 S.1 J.6 J.6 3.2 

WORt.o TOTAL , 6%.8 257.5 810.4 l 764.8 695.5 228.9 828.1 I 752.4 
• 

5~: Or1ktd Nation& •lin'lltcd IISatn: the 'WOfld lOtllh. 6o not OQrrml)(md • tu:ll>Of14 faLo N:c.1he:land11 AntJl.lcc and 'l'rbdd~ .few rdnb:I;. aod t"X'OOrl, °"" ' Qi,ct)y lO Ille rolaffOd. ll>C&I .bi llt.bk I in tbo I.art. lAks 1md St. .J..awrai.:e tra,,k (in dry ~rto) a1J1oul)led 10 26 mllliOf) lQQf ~n lffl, 
n. &dwtlog lmertiatioMI ea~ loaded. at POC'.1$ ol CM Ortat 1.«ke!i 11114 3? miJJlOA tom ln 1"65, r, milli&n wn, h1 1966 •nd 3• miltlon too, h, 1961, 

S1. L•wrc!X'le-H'llleffi for uatoa<Uov, Ill oon& oltbeUimU)'lt6nll. ll)ChJdlol pc«roJeum I, S&C'. ~DOI( J IO't lll~ camJ)Otft10fl o1' d!Gk ~ -
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TAULE IV 

Distribution nf world tonna;t by &g of registrntion, 41 and tyJI( of ship. Jn order of sh.e of nc:ett>,' os at 1 Joly 1968 

- T/11'1I l,Owltll(I C r(ltdl 1-0WIMJI~ d 0/ WUC4: (iw zrt) 

f',Yl,tl'O/UWI 
''" lftn) 

fu; vo Tmrk.w..r ~lk r:rwrlu1 c 01lur lh/N 

I Liberia .. . ' 40 78l 212 25 719 642 14 663223 7 lla427 3 937 992 
2 United Kingdom/ 29 563 011 21920980 8 372 2()9 Z919 240 lO 629'531' 

(28) Hong Kong. 1232447 , 766 213 147 373 209 957 408 883 
(41) llermud• . . 380 053 2615% 89 044 29413 
(44) Bahnmas . 30) 407 109150 JOO 104 94 lS3 
(65) Gibruluu . . 59 394 320 5~074 
(82) Cayman Islands . 16 749 16 749 
(99) Fiji 7 633 254 7 379 

( IOI) Falklaod lslands 
(Islas Malvin11$) 5 440 5 440 

(103) St. Vincent . • 4361 3 696 66S 
(I 08) Turi<> Island, )866 3866 
(109) New Hebrides .. )SOO 518 3 2S2 
(115) Tonga . .. .. I 987 J 987 
(I 18) Gilbert and Bllice 

Islands . . . . I 213 l 213 
(123) SeycheUe Jslands 799 493 306 
(125) Mon,..m,.t • , , 711 71 I 
(128) S<. L-ucia . ..• 5!7 517 
(130) Solomon Islands. 421 421 
(131) Orcn•da . • . . 412 , 412 
(132) Virgin Island . . 389 389 
(133) British Honduras 3$8 358 

3 Norway. ' . ' . 30 976 035 19 667 441 9 99) 721 5 956 084 3 719636 
4 Japan . . .. .•.• 27 998 0'-4 19 586 902 6 754 845 4 SSS 630 8 246 427 
5 'Unioo of Soviet So-

cl.U,t Republics 12 6SO 664 , 12 061 833 2 935 787 11624-0 9009 806 
6 United States or Amer• 

ica: C$tima~d active 
seagoing fteet ,- . . . J7 172 873 JO 919 078 4 211 137 651 323 60S6618 

7 Greece . . . .. .. 11 071 5)1 7 415 984 I 885 214 J J39 715 4 391 055 
8 lialy 9 144 063 6 623 643 2 414 078 l 673 672 2 535893 
9 Federal Republic of 

Germany 9 783 067 6 527 946 I 333 901 I 146 610 4 047 435 
10 France 7 699 329 5 796 360 2 722 809 685 892 2 387 659 
11 Netherland, 7 351 526 5 267 681 I 864 592 452 562 2 9SO 527 
12 Panama . . 8 IW620 5 0969S6 2 666 635 374 7~ 2 055 522 
13 Sweden .. 6 778 528 4 86S 365 I 494 097 I 467 607 l 903 661 
14 Denmark 4 556 824 3 204 040 I 237 840 380 849 I 585 3SI 

(74) Faeroe Island, 33 189 33189 
IS Sp•in . 3 346 14$ 2 820 784 I 072 828 117 078 I 630 878 
16 India • . . 2 886 943 I 945 037 193 92S 565 704 I !85408 
17 Poland .. I 748 369 J 341 66S 73 420 135 262 I 132983 
18 Brazil • . • I 919 097 l 294 190 415 364 89448 789 378 
19 Yugoslavia. I 806 238 l 266 592 169 060 272 964 824 568 
20 Argentina . l 396 658 l 196 817 478 SOO S3 237 6ii5080 
21 Ftnland .. .. • . . I 577 444 I 127 896 42S 899 55 359 646 638 
22 Canada, A seagoing.fleet 871168 953 287 153 194 198 829 601 264 
23 Belgium . , .. . I 273 141 932 900 289 067 270 428 373 405 
24 Philippines . . ... l 097 7JS 854 256 76 599 77 487 700 170 
2S Australia .. .. 987 185 818 247 177 656 250 336 390255 

(100) New Guinea 6 569 875 5 694 
26 Sast<m Germany . I 034 408 806 074 95 362 JOI 338 609 374 
27 Portugal . . 804 606 771 643 186874 ll 054 573 71 S 
29 Chino (mainland} . l 029 670 76l 545 81 889 683 6S6 
30 Repubhc or China _ I 125 SSS 762 515 64 39.S 25 9S4 672166 
31 Israel • . 998 561 722 9Sl l2 ~76 338 SOS 371 767 
32 lndonesi-a 767 580 711 SOO 133 134 578 366 
33 Cyprus 983 264 6S2 S88 108 417 544171 
34 Turkey 748 065 648 171 164 784 483 387 
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TADUI JV («mlinued) 

Dlltribution of tforld tonn.a,e by flag of registn1Uou,11 aod lYJ>C or t:ihjp. tn order of size of~,, as at 1 Ju})' 1968 

,,.,, TOI«/ IOJrtUttl. C 1ot4I l(»Wit.c d OI •Mdr,; (trr &rt) 
r~/$.lrtf/J~ (Ii. ~wt) '"' .,.,, Ti»tk«r, &.IA u,rrkn 6 OJht!r lhlN 

35 Bulgaria . . .. 81!1502 548 102 136 l92 )46 3S4 265 556 
36 Pltkistan . .. 766 689 540 551 18 060 9600 512 891 
37 Republic of Korea . 660 527 473 991 134378 31 000 308 613 
38 Sou.th A(rica . SOO 928 470 078 13 145 40 157 416 776 

, 
39 Lebanon . 630 IJ l 443 881 18 198 425 683 
40 Mexico S46 829 403 573 292993 110 S80 • 
42 VenC7.Uclo 462 401 350 591 229 029 121 562 -43 Romania 481 478 324999 71 827 136 767 116 405 
45 J>oru 336 572 287 843 89 920 197 923 
46 Cllilo • 375 394 268 641 63 812 35 196 169 633 
47 Ooitod Arab Republic . 314 323 250 075 87956 162 l 19 
48 Cuba . . . . 303 580 237 603 6267 231 336 
49 Colombia .. l76 049 208 846 44 032 164 814 
50 Switzerland 304092 201 771 59 814 141 957 
SI Ne-w Zealand . 185 084 191 618 2928 188 690 
52 lieland 198 668 172 582 15 234 43112 l 14 236 
53 Kuwait .. 220 395 149123 l0l 737 47 386 
S4 Sinppore, . 177 119 l 33 855 3 630 130 225 
5;1 lceland 74 37S IP 162 S 899 127 263 
56 Uruguay .. 191 290 131 123 41 99] 89 132 
S7 Oh•ua .. JOO 666 120486 120 486 
S8 !ran ••• 103 952 74 448 42 349 32099 
S9 OzechosJovakia. 118 Sl7 74 386 40949 33 437 
60 Nigeria . 101173 706JS 176 70439 
61 Morocco 89 238 70066 !137 69 129 
62 Honduru 91 828 68 958 4 !22 64 836' 
63 Matta·. SS 604 67 742 JO 3?0 19 3S9 31993 
64 Th•l.laod . 69 738 63 780 ll 938 51 842 
66 Somalia • 11 703 SS 677 89] S7 786 
67 Saudi Arab!• . 52000 49 625 49 625 
68 Ecuaddr. 50723 43 000 4015 38 985 • 69 llunna 53 277 41760 l 478 40 282 
70 l3thiop!a • 63044 40 852 21 886 1066 ' 71 Malaysia 40465 3 660 36 BOS 
72 Albania • 52 464 36550 36 550 ~ 

73 Iraq .• • 36 S41 560 35 987 
75 Madagascar 46 931 31 288 2 258 29030 
76 Hungary . 28438 28 ◄38 77 Paraguay 22165 2935 19 230 
78 Tunisia .. 21 518 21 SJS 
19 Trinidad and Tobago . 20096 4 7t3 IS 383 
SO·lvory Coast • . . .. 18344 166 18178 
81 United Republic or 

Tanzania 18108 18108 
83 North Korea • 16484 16484 
84 Burundi .. • . . ' . )5686 IS 686 
8S Alg,,ria .. ... . . IS 644 IS 644 
86 Sudan •.•. . . . . 15 620 IS 620 
87 Republic or Viet-Nam . IS S62 IS 562 
88 NicaTagu.a . IS 492 259 15233 
89 Monaco. 1$442 14 672 770 
90 Kenya . . , , .. 13 202 2184 JI 018 
9J Jamaica . . , .. 13 012 13 012 
92 Guinea .. . . . ll 854 10 764 J O!IO 
93 Congo (Brazzaville) . II 554 ll 554 
94 Dom.i:niClln Republic ll 282 674 JO 608 
95 Guyana . . 10003 958 9045 
96 Ceylon .. 9 439 I 158 8281 
97 Sonegal •• 8 703 8 703 
98 Costa Rica . 8 073 8 073 
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TABU: IV ( co11c/11ded) 

Distrlbution of world tonnage by Aag of TEi,:istration, • and type of mip, in order of ,s:tze or fleet,$, 1, a.sat 1 JuJ:,• 1968 

,.,.. TOIi,/ lt/JMttllt C Tosol lOIIIIQt Cl 
rq,.,ir4tl,p,t (l,i dt,t) (ill ,rt) 

102 Sierra Leone . 4 438 
104 C.mbodi• 4230 
1()5 Maldives 4 191 
106 Mauritius 4 179 
107 Mauritania . 4 012 
JJO Guatemala . 3629 
ll i }laiti i • . 3 226 
112 Libya . • 3 184 
113 North Vie,-Nam 2 255 
J 14 Yemen .. 2001 
116 Trucial Oma,.o l 956 
117 Ba.hraio . . . l 594 
119 Cameroon . l 107 
120 Southern Yemen I 012 
121 Austria 871 
122 Gambi-a 817 
124 Syria . 728 
126 Gabon 625 
127 Qatar • 504 
129 Barbados 43'4 
134 Congo (Dernocnuc 

Republic of) • 308 
135 Togo . . . . .. 150 

WOIU.I) TOTA!. I• I • 262 069 873 183956 565 

So.vtts: Llt>H'1 Rtf{1t11 of. $blJtlwtl SMl11.tncdl T4'lllu. J968, /o,r tlt flHr\ll 
~ lrt sn. (oxct1H 411.ia on li•W:ui naa rket). P'lt\l,ta for d:w1 tiavc bCcrl tak.cc 
tram :e,emcc Clmt.1111tc or Sb!i,_olna lw::ooomlC$) S.,o,1110r tiff S</Jllohn. Q\IOWII 
Lloyd', Rrt,flW and tc,islffl "'Otbet daasd:6cattOII ~ . 

Ttie, ~ for lbc- lJ.llflC(I St.ttct JUacne. fleet ( .. bkh • ~Chl<lcd horn l~ table} 
at'~ publilhed bY tbt Um.Lcel &atc8 0e1)1ll'lmCOI of~. Mar~ Admtnii•u• ..... 

• Tbt <kailnaUOO t:mJ)IO)'<.(I hi ttrlt ta.bit: ,w LO Alp o( ~•tioo aod do 
not iml)!r 1:be. eicpru.101'1 or , ny OOim~ tw tbe SccrClariat or tbt UJU«ICI. NaUON 
(lC)t1oatlUat the le,al. tita.ws or eur cc,uncry or t.tttltorr, or of ha auUloril.lca-, or 
~ the ddimftaUOtl or tu rrc:aaliea. 

b on bat btct1 d!cN.n a. the cw,dard o! !du tor ra1'klas DUrD09C$, tiftCC ti.c 
4w1 aerie!. 14 tnoo.m.s,letc. T.bc taat otcld' OC cad! 0a, 11 illdicate4 b)' * Dumber 
to I.be Wt of eacb Ulttf in tbe table.. Jn tbc caw, o< t1111,1 or 'Non-Solf-Go'l'Cnllnt 
tcrritorie4, whleh 11n:- al!Own 6uJ al' rallk on,c, tloe noce. / btloW), tbt OIUOOCf 
indieal.Ull rut otdv b bl OU8Utbeua, 

c Vc!i'Jdi or 300 trt Aud abOVe; no dtrea c,omparuoo., 8b.0Ukt be made bc1wctfl 
the Jrl and dwt bw'e& al)l)l,inl) lO the fie~ or ats)' Oat tot;Ul4Q'. OwiJ)i ,o lbe ~ 
fercDC:c fa tb:: JOwtr tl2.e Jiwt. un<I to olbc:t dlfrUeooea tc Ctn'UJ)i(lalioo. FJ•wca: to 
OWi WCtt DOI 11,'fall11b1e (Otr • amu m:u:n'b« or tOIIJlUkl Wilb a.mnll Otcu,. 

0/ willclf: lf,r ¥rl I 

TMkU8 Ilfdt twrlo, e OtMT #Jip 

4438 
4230 
4 191 
4 179 
4 012 
3 62!> 
3 226 
3 184 

314 l 941 
2001 

621 I 335 
I 594 
l 107 
1012 

871 
817 
728 
625 

200 404 
4/l4 

300 
150 

68 937 950 32222011 82 796 604 

I VC9KI• oC 100 gn and a~c:- abo ~e: note c, 

t Jn 1.M7d't /l.qt,(1r " ' $:Jti.Hf/1$ &IJtlttlt,QI Tabk, tbb dU$ ot Vcasd it dc&led 
10 bcludic dllllk cklcJt ore o.D4 blil.l:. carrim or 6.000 art •od O\'Cf, 

1 lrl tbls tabk, Noo-&lf..OovttO.ltla Te:rrit()C'kS arc liMccl d!rcetfy below tilt 
oouotcica: ftilPOQldblc lot tlle edtl!J.rlbtratlOtl or~ tcrrhorics (88 or 1 Ju.l:r 1968). 
Ho'lfC~. tht:. WWII~ ~i.cN;(l hi thc&t WTitoriu b not tocruotd iD lbe- 6.,\lfel 
(r,t the ~, of the MS~ 00\lllU'Y, 

, :&dudiwl tbc Urdu:d Sutet Gtea:1 Laite& ilt.et, whk:al amoonie.d to t.8)8,)43 rtt 
oo l Ju.I.)•, (968. otwhlcti 1,S4J .003 Brl were ODC a,nd wlk eiud e:n; and a1ao ~IUN 
t.be Vaitccl Sta\C5 RCICl'W'C Pkie:t of 6,901,000 art ($,.5;)$.000 dwt), Of wbb:ib 2'6.000 a:t 
(418.000•dwt) coOASlea:! of tanbsl'&, anO 11 ,000 m 01,00Cf,dwt) of bull- carrieta. 
The bwes (or «.bc \Jo.ft.eel Swea 11.eaen-e F)ee1 •P~Y lO ve.s.1ds ot mott. UMn 1.000 ll'l. 
11.0d 1tcc I.ho$ llO\ dkcit:Or oomPIU'&blc •iUi lbe biwca Irom w.b'dl U.~cy ban bcec 
de:4LCl.<:d, iKlt 1Jlc. ai.ao.c.lc:at dl&Crel)ancy' i. veq cr,au. air,ee rcw atd:i;s or Ltu 0.1:1 
I .00) ari •re 1octll0t4 In lbt lltlltt'fe Flc:et. 

I. &cludlll,: the Ca:Aa.<Uan Grc111 Lakct &et, wbleh, 0CI J July 1968. amounted 
to 1 <MSl.696 Sfl, of wtlidl, I ,090.267 were QCt and bWX Cllfricra. 

i Data on BaJll.aD ea, ~ trom .lastlune or Sbll'>'Pmt Ee~ Dremcc, 
Suu,'ltlk ,I~ $""1/ahtl, 
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,.,.,. 
I 

l . North America 
2. Japuu 
3. Australia and New Zealand 
4, Northern and Western Europe 
S. Southern Europe. 
6, Central o.:nd Eastern Sutope 

(excluding USS.R) 
7. USSR 
8. Cb.ina (mainland), North Ko­

rea, North Viet•Nam . . 
9 .J We$lcrn A,i8 
9 .2 Southern ;and Bast em A..;;ia 

n.C.$. 0 • 

10.1 Northern Africa 
J0.2 Western Africa . 
J0.3 Eastern Africa . 
IOA Soutbem Africa 
I I.I Caribbean •• 
11.2 Certttal AJ>,c,ica 

' . 

11.3 Sou!h ~rica, Northe,n 
Seabor<l. 

ll A South America, Westen, Sea• 
boaxd . •• 

11.5 South America, Eastern Sea. 
1,oa,:d ••• 

12. Oceania) n.e.s. 
Llberi• (not in.eluded in J0.2), 

Panama (not included in 
JJ.2)• . . • 

WOR.LD TOTAL . 

TA.8U V 

Dis1:rJbutiot1 or world neet by g,togmphicn! areas~ 1 ,JuJy 1968 

( Vttssels of J(XJ :rt and aboW!) 

Tou,J tot111~ 

12252.4 
19 586.9 
I 009.9 

76491.3 
13702.9 

3 160.2 
12061.8 

784.3 
I 484.5 

6 367.3 
360.5 
253.0 
198.4 
470.1 
596.0 
SOO.I 

380.7 

808.3 

2 649.7 
21.6 

30 816.6 

)83956.6 

(Thousard r,-1) 

To/M.tW 

4 625.9 
6 754.8 

180.6 
30182.0 

3 597.9 

376.8 
2 93S.8 

82.2 
158.1 

789.7 
88.9 
0.3 

?7.7 
1;.1 

119.8 
297.4 

234.7 

201.8 

938.8 
1.6 

17 329.9 

68 938.0 

.,- wlllcit: 

939.2 
4 585.6 

2.50.3 
JS l 11.2 

1560.2 

560.7 
I 16.2 

356.7 

!119.7 

10.8 

40.2 
100.1 

35.2 

142.7 

149P 

32 222.0 

6 637.3 
8 246.4 

578.9 
31 198.0 
8 544.8 

2 2"-2.7 
9 ()09.8 

702.1 
969.6 

4 657.9 
271.6 
242.0 
170.7 
416.8 
376.1 
202.7 

146.0 

571.A 

I 568.3 
20.0 

5 993.5 

82 796.6 

SIJ¥ru.' COmOflcd•fu,m «able rv nbovt. Set DOU:11 tc, tbat table, • 1.ncluOC. 303,409 !ll't i:cal11!.c:rc4 ta Che llallamas: lbc JoauJon or clie cffcccl._ 
QQnt.rol ol. tb;l11 to~IDCI b unc:crlltft, 

c,. [ach.K1U 166,200 art rctincM l.n Homi KON; I( ir bclie'l\:d th,,t .omc of tblr 
10nna1e iii COCIUOlled b)' rorci'aii itucratr, 
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TAUJ..fi VJ 

Selected maximum und mtnhnum trninp rates, 1967 Mid 1968 

l'68 /96? 
C1P11nw,dul~#}N!11UU CfHrr.ttq mr 

llirlt .... H,;> Low 

}Jeury 

Grai11 . United State$ Outr-
W. Coast India ShiUingg sterling 133/6 111/0 141 /(l 79/0 

N. Pacifio-Ea•t 
Coast India Shillings sterling 97/6 90/0 JlO/(l 67/0 

!liver Plate-Ant• 
werp/Hamburg 
tange . Shilling;< ,t<tling 91/3 65/S 99/0 67/6 

River Plate-Japan. Sh.illif).{;S s.tuling 145/0 100/0 12.8/6 107/6 

Coal: Hampton Roads-
Rio de Ja.neiro . . U.S. dollars 3.40 2.90 S.00 3.00 

Sugar: Cu ba-Cat.ablanca . 
Mauritius- United 

U.S. dollllnl 12.so 9.50 

Kingdom Shillings sterh.og 77/6 72/~ 77/6 52/6 
Philippine.s-USA U.S. dollars 8.50 6.60 8.15 6.00 

Ore: 'Mormugao-Japan. Shlilings sterling 51/3 43/4 S2/6 33/6 

Copra: Philippines-Con-
tine-01 (modem) U .S. oen1> 233/4 17½ 24½ 19½ 

Phos• 
phare; Ca.sablaoca-

s. China Shillings sterHng 105/0 97/0 110/0 61/0 
Acaba-W. Coast 

lndia . Shillings sterling S9/0 49/0 56/0 41/0 

.Rice: China-Ceylon Shillings sterling 84/0 69/J0 70/0 43/0 

Fttrti!K 
i:e.rs: Continent-$. Ch.ioa. Shilling> tte,Jing J4l/O 90/0 142/0 79/0 

s~: Llo>'€4 u,r 11N1 SAlnlllf C4um. Lon4oc, l Janua:Y 1969. 

45 



TAnli VII 

Additions to, imd dedocUo~ from. lllctchant Deets, Jtn0a:ry..June 1..968 
I 

(Thq,utmd grt, .-a.ueb cf 1 ()()0 grt a.1td over) 
" 

f'1dttMWU ,,,,.,,,..., J\'tf. d«nt1tt N«t /fttt - ....... clu,148~1 . , ,, .. - u,J.Ju. ~ r11uuat111W " ddtrwlu - T0111.I Sr:z'ffp,_ eu. c dtulftlt.t 1'- + + tit. b 

Developed nwrkel 
ec"nomy COUJt-
trirt.S ( axcludi,,g " Squtlrern 
Europe. ) • ' 

Australia . 1.4 IJ.I 12.5 12.5 JJ.I .. 
Belgium 3(),0 2.l 32.l 7 ;9 18.7 26.6 S.9 16.2 
Cll1\ada 2.2 2.2 2 .2 
Denmark . ' . 126.4 4.8 131.2 J.5 l,0 JOJ.3 107.8 23.4 96.5 .• 
federal Republic 

of Oennany. 320.8 40,1 360.9 11.4 106.s 117.8 243.1 66,4 
.Finb'nd S.J 70.6 75.7 j,J 36.0 41.1 34.6 34 .6 • Prance. 327.7 26.4 3S4.l 16.4 l?.I 176.2 203.7 150.4 149.8 
Ireland. I .4 1 .4 8.0 8.0 6.6 6.6 
Italy • 99.l 139.3 238.4 85.8 11.3 35.0 ll2.l 106.J 104.3 
Jtipnn J 234.4 2 .3 I 236.7 l.6 .H 9.4 I 227.3 J.S 
Monaco 7.2 7.2 7.2 7.2 
Netherlands . 205.6 26.5 232.1 5.8 ';.6 78.2 9J .6 140.S l!.7 
New Zcaln11d • '-9 10.3 17.2 17.2 10.3 
.Norway l 015.6 8.2 I 023.8 26.8 j.3 587.3 617.4 406.4 579.1 
South Africa 11.0 J.J 18.1 14.4 17.8 32.2 14.l 16.7 
Sweden: 150.8 IS0.8 1.4 J.4 106.7 109.5 41.J 106.7 
Uoit.e<I Kingdom 774.9 JZ.S 807.4 114.9 2;.2 504.4 641.S 165.9 471.9 

Lihttria, Ponomo 

Liberia. I 009.S 726.8 I 736.3 189.6 10,.1 204.3 S04.6 I 231 ,7 522.5 
Panama 214.2 343-,6 SS7.S 94.S 40.2 75.8 210.l 347.3 267 .8 

Solllherri Europt! ' Cyprus . JSO.O 150.0 6.8 14.S 2).3 128.7 !3S.S 
Grw:e. 238.0 4SJ.S ,6S9.S 106.8 7,.9 274.0 454.7 234.8 177.S • 
Molta 3.7 3.7 3.7 3.7 • Portugal 11.2 10.9 22.1 1.8 1.8 2().3 10.9 
Spain 93.0 93;0 20.1 1.S 21.6 71.4 
Turkey , 8 .S 8.S 8.S 
Yugoslavia 83.1 16.2 99.3 7.2 t.2 21.7 37.1 62.2 s.s 

SocwliJf cau1llrltt.s 
of Eo.1ter11 &-
rope and Aslo , 

Bulgaria 9.1 15.7 24.8 24.8 15.7 
North Viet•Nam, 3.9 3.9 3.~ 3.9 
&:stern Germany 8,8 3.8 12.6 M 13.! 21.1 8.S 9.3 
Cbi.oa (mai.oland) 6.9 6.9 6.9 6.9 
Po.land . 32.2 32.2 i.l 3.9 Ii.I 21.1 3.9 ; 
R.omao.ifl , 34.0 34.0 34.0 
USSR. 203,9 203.9 17,I l8C.O• 197.1 6.8 

Developing COUJf-

trfo.r In 11./rfca i 
Burundi 8.2 8.2 s.z 8.2 ' ' Jvory Coa.<t. 7.3 7.3 4.S 4.5 2.8 4.S ' Ke,iya 7-6 7.6 7.6 7 .6 l 
Madagascar. 10.1 l.S 11.6 11.6 I.S j Nigeria. B.O 1.6 9.6 9.6 1.6 
Somalia 19.9 19.9 7.3 7.3 22.6 29.9 
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TABLE VII ( ct,n1i11ued) 

Additions to, and deductions .from, mtrdant (l&ets, January-June: 1%8 

Dtm:lopfng co1m• 
tries i,1 Africa 
(continued) 

United Arab 
Republic . 

United Republic 
or Tanzania 

Developing coun-
trlu in Asia 

lndi.a. 
Indonesia. 
Israel 
K.uwaiL. 
Lebanon 
Pitkistllfl 
Philippines 
Republic of 

China 
Republic or 

Korea 
Singapore 

DcY-tiup1'1g coun-­
tries in Larin 
America 

Argentina 
llrazll 
Chile. 
Colombia. 
Ecuador 
Mex.ioo. 
Peru . 
Urng\lay 

Mi,cellaneous 
1url1orits 
(United King• 
dom colonies) 
flOt classified 

42,4 

49.3 
9.7 
1.5 

21.9 
8.7 

13.4 

4).7 

4,4 
6.6 

58.6 

60.8 

Add111-, 

20.4 

s.s 

11.2 
72.8 

16.1 
4.8 

52.1 

42.2 

14.8 
61.6 

16.0 

1.5 

7.3 
10.S 

34.7 

20.4 

s.s 

S3.6 
72.8 
49.3 
9.7 

17.6 
26.7 
60.8 

72.7 

28.2 
61.6 

16.0 
43 .7 
u 
4.4 
6.6 

58.6 
7.3 

10.8 

95.S 

1.:l 

44.3 

62.3 

18.8 

$(Mlru: Contl>ilcd from f~ of lonta$c addit.ionll 11.IMI deduCUOCIB made,. 
avaU1bk b)• the U11,hed S01teiJ J)ep111lml!N ol Coo1tne1:<:e, MarlUMII AdMhlilllhtlon, 
Datt elldltde 'f'eifds oi,en1tin.11 c.xclush-cly 011 the o,ut Uilr.& a.nd lnla-ft<l wattrWaJs. 
1pec:WI typcx (e.,. iot,,tiareakcr.s, cable SbiPI) •Ad mel'Challl 1111.iJ')l!I bwoed bt intlilaf)' 
authofidcs. 'Recor<b •nUa'Dlc do not lncluck illformalilm a bcllol.l cblUltt,I, Jn the 
1Jnlted Si.al(I lkct. 

~ Pla11 (lr fCstltt.ra\lon arc 11,rcd Iii U\IC 111ou1111 ullOd in •nne.t ·1 nbon; 11nd In 
aJp.babc,dcal order fu eacb «rou1;. 

& Thil c:olun,o tnell)de& u 1oul qt oboot 110.000 a:,1 wtiich b not rwswty bi.lilt 
~e,c. 'Tblil toul ill comPOtCCI ot 1$,000 an rcstl;lfcd to the ttc<wdi after bavinJ: 
bccm ddt"Aed n,cYlOIU'I)'. and of U,000 tp'I "new in wocl: .. iJ1 the tl.rs! bnlr or 19611 
(J,t,.. elt!M!r ~ bulll hi r,rceedlni oc,'~J bat 6rst &-Ctlntcd ID tbc CU(fCnl pefiod 

21.7 

7.2 

12.3 

41.7 
8.1 

24.31 
3-8 

7.1 

12.6 

6.9 

6.8 

14.6 
22.s 

7.3 

32.6 

T«sl 

41.5 

6.9 

67.4 

12.) 

69.1 

S.2 

S6.3 
3o.6 

24.3 
3.8 
7 3 

58.S-

• 

20.4 

s.s 

12.1 
72.8 
42.4 
9.7 

26.7 
48.S 

).6 

23.0 
61.6 

1.3.1 
I.S 
4,4 
6.6 

34.3 
3.S 
3.l 

37.0 

49.8 

40.3 

Ntl /ktt 
dtutlU 

• 

20.4 

s.s 

72.8 

0.2 
4.8 

Sl.S 

3S.4 

14.8 
61.6 

1.4 

1.5 

7.3 
3.S 

2.1 

1.4 

6.9 

22.5 

or..._. 1'1b.lctl ~ bclO• 1.000 I'" Wbce built but w.b.i(;b W\U"C &ltelcel 10 ~«td 
1,000 Jrt in 1~ PCnocO. 

c l.4iPc.l IJldlldc v~teb ,uGt, wted(cd atlU butru 11.nd thwc. d«:lared 10 bi): 

"COl'lllt'll«IYC tOt&I IOIIIICS' . for IMlltHCC PW-"°'". The ciolu.mn ~11K) iDChMkt ,rul<:d~ 
Ul11coo11 hems.. lOUIIUG:t llt.1XIO tn A& JOltows: 12,000 P'l 1Ylthdt11wn l.ni;o lnla.nd 
ecrvlrca.. l'l,000 an eofl,,_tcd 10 f\Olt-tna.dtltne 111c (c.a. "D~tltts wartbouitt"'), 
24.0CO •n .. 01,11 or COMlbilS!oo" (i,~ Ma,co), end 171,000 att trOD'I tbc USSR flett 
m(ll'lt)' Oki Yr.,,:td$ b111J1 be4.vcth 1900- ~nd 192$, c:latslticd OS "out o/ docQCl)t-.r'JlttiCM'I .. 
(i,c, ~bl)' II»' or actt;DJ!ed), 

d ExdlilcH~ ll\e Uttl.t~ Sl,Uu of ,Amer.co (no1 nv•ll11ble), 
"Of w.likb, 171,000 tn .. out ot dlxwntn1.,ulo11" (kC DOM! r abO'lte). 
/ '"Out of C:Onim.lll1lon-, 
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